














Safety Progress through FAA/Indusiry Partnership:
The Pole of the FIT3 Ouersight Commitiee

he general aviation (GA) in-
dustry associations and the
FAA's General Aviation and
Commercial Division (AFS-
800) have a long history of working to-
gether to improve aviation safety. The
most recent major safety enhance-
ment program was the Safer Skies Fo-
cused Safety Agenda, the goal of
which was to reduce fatal accidents
by 80% in 10 years. Beginning in
1998, Joint FAA/Industry Safety Analy-
sis Teams (JSATs) analyzed accidents
to determine their root causes and
what should be done to address these
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causes. The Joint Safety Implementa-
tion Teams (JSITs) then developed
specific action plans, with deliverables
and dates, for government and indus-
try to accomplish the recommenda-
tions of the JSATs. Representing
Small Aircraft Manufacturers Associa-
tion (SAMA), | was the industry chair of
the GA Weather JSAT and JSIT.

The GA Weather JSIT report con-
tained several projects to reduce GA
fatal weather accidents with specific
actions identified for FAA, the National
Weather Service, and industry groups.
One of these projects was to improve

the elements of the training system
that related to weather decisionmak-
ing. A subsequent JSAT on aeronauti-
cal decisionmaking (ADM) created an-
other set of recommendations for
training system improvements, most
of which addressed weather decision-
making skills.

In 2003, SAMA and AFS-800 co-
chaired the Technically Advanced Air-
craft (TAA) Safety Study, which ana-
lyzed accidents involving aircraft with
advanced avionics: GPS navigators,
moving maps, and autopilots. TAA's
are rapidly becoming the majority of
the GA fleet through retrofit panel up-
grades and new production of “glass
cockpit” GA aircraft. The TAA Safety
Study employed the same processes
as the Weather and ADM JSATs to ex-
amine fatal GA accidents in TAAs,
identify root causes, and make recom-
mendations for interventions. The
TAA Safety Study report contained ad-
ditional training recommendations
specific to TAA operations and ad-
dressed to pilots, aircraft owners, air-
craft and avionics manufacturers, in-
structors, examiners, insurers, and
other entities which can affect GA
safety—comprising a “system safety
approach” to accident reduction.

Many of the Safer Skies and TAA
Study training recommendations in-
volve actions by AFS-800, which em-
braced these recommendations and
began to implement them. These ac-
tions include:

1. AFS-800 decided to address
the recommendations, wher-
ever possible, through the cre-
ation of FAA/Industry Training
Standards (FITS), rather than
through rulemaking or advisory
circular publication. The FITS
program would enable more in-




dustry participation and faster
production of training docu-
ments.

2. FAA requested additional re-
sources from Congress to ad-
dress the recommendations
that required research into
state-of-the-art training meth-
ods. With industry assistance,
FAA secured funding for the
Center for General Aviation Re-
search (CGAR), consisting of
Embry-Riddle Aeronautical Uni-
versity, the University of Alaska,
and the University of North
Dakota. CGAR developed
model-training syllabi for pis-
ton-engine TAA transition, re-
current, and instructor training
in 2003. It is currently develop-
ing a combined private-instru-
ment curriculum, and next year
will complete work on very light
jet transition, recurrent, and in-
structor training materials.

3. GA industry groups and AFS-

800 jointly produced the Per-
sonal and Weather Risk As-
sessment Guide, to assist pilots
in establishing personal mini-
mums and in managing
weather risks. (This guide and
the piston TAA training docu-
ments are available on the FAA
FITS Program web site at
<www.faa.gov/avr/afs/fits>.)

4. To assist FAA in making these
training improvements, the in-
dustry formed a FITS Oversight
Committee (FOC), which | have
the honor of chairing.

The FOC was formed in late 2002
to review the plans and progress of
the CGAR activities and to determine
how industry action could supplement
this FAA program. The initial members
of the FOC included the “usual sus-
pects” in FAA/Industry safety initia-
tives: the Aircraft Owners and Pilots
Association (AOPA), the AOPA Air
Safety Foundation, the Aircraft Elec-
tronics Association (AEA), the General
Aviation Manufacturers
Association (GAMA),
the National Air Trans-
portation Association
(NATA), and the Na-
tional Business Aviation
Association (NBAA).

The FOC first met
in February 2003 to re-
view and comment on
the initial FITS CGAR
mission statement,
goals, tasking, and
schedule. This meeting

developed the pattern
for FOC activities. The
FOC works with the

CGAR organizations

and FAA FITS program
managers to identify
how FITS program and
corresponding industry
efforts could maximize
the safety benefits of
the training elements of
the Safer Skies and
TAA Safety Study rec-

ommendations. In
some cases, FOC pro-

vides input to the CGAR research or-
ganizations on the needs of small flight
schools or on planned industry efforts
regarding new aircraft or avionics or
new training systems. The focus of
the FOC is to provide a partnership on
the implementation of the training rec-
ommendations previously made by
joint FAA/Industry safety efforts.

As the scope of the discussions
enlarged to broader joint-implementa-
tion activities, the FOC expanded its
membership to include:

e Aircraft companies such as
Adam, Cessna, Cirrus, and
Eclipse Aviation.

¢ Training organizations such as
Electronic Flight Solutions,
Frasca, Jeppesen, King
Schools, and the National Asso-
ciation of Flight Instructors.

¢ Insurers such as AVEMCO,
Global Aerospace, Universal Un-
derwriters, and USAIG.

Additional FAA offices also partici-
pated, such as the GA research divi-
sion at the FAA's Technical Center, and
Regulatory Support Division (AFS-600)
that manages practical test standards
and other training documents, as well
as the director of the FAA’'s Flight
Standards Service. Both AOPA and
Experimental Aircraft Association
(EAA) have sponsored FOC meetings
at their conventions. The FOC will
soon review the draft Combined Pri-
vate/Instrument curriculum, and con-
clude its work with a review of the very
light jet training documents next year.

As discussed in the previous arti-
cle, the FAA and industry have also
seen a turnover in the leadership of
the General Aviation Joint Steering
Committee. With a renewed commit-
ment to continue the excellent work
this group has done under the Safer
Skies Agenda, the new leadership will
continue the effort to understand
emerging new causes of GA accidents
associated with changes in aircraft,
avionics, GA pilots, and operations.

o d

Paul Fiduccia is the FOC Chair-
man and the President of the Small
Aircraft Manufacturers Association.
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National Association
of Flight Instructors
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Master Instructor Pro-
gram Administrator
Sandy HilllL), his partner
JoAnn Hill, and NAFI Ex-
ecutive Director Rusty
Sachs

Gung Ho! Enhancing Safety by Working Together

Aviation safety is too important to
leave to the FAA alone.

There. | said it, right out in front of
the Administrator and everybody, and
in an FAA publication, too! Of course,
the FAA offers the Aviation Safety Pro-
gram, which sponsors aviation safety
seminars, the Pilot Proficiency
(WINGS) Program, and the Aviation
Maintenance Program. But aviation
safety is too important to leave to the
FAA alone.

But once we agree on that point,
where do we go? Fortunately, some
folks have been asking that ques-
tion—and coming up with inventive
answers—for the better part of a
decade, and their focus is paying divi-
dends at one of the most exciting and
challenging times in the history of
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by Rusty Sachs

powered flight. There are three pro-
grams that come to mind that actively
promote safety through the help of
volunteers, who are willing to share
their expertise and time.

Master Instructor Program

The Marine Raider Battalions of
World War Il took their motto Gung
Ho! from the Chinese expression
meaning work together, so there’s a
fitting symmetry in the fact that one of
the individuals setting the example of
ground-breaking cooperation between
the FAA and private industry is Marine
veteran Sandy Hill of Longmont, Col-
orado. Working tirelessly alongside
his wife, JoAnn, and the National As-
sociation of Flight Instructors (NAFI),

Sandy has administered the innovative
Master Instructor Program since its in-
ception in 1997. Together with the
FAA's General Aviation and Commer-
cial Division (AFS-800), NAFI has cre-
ated a valuable tool to recognize ex-
cellence and inspire concrete steps to
keep the skies safer.

The Master Instructor Program
sits on the fundamental premise that
flight instruction is a dynamic profes-
sion, requiring constant effort to met
the needs of the changing aviation en-
vironment. It applies to flight instruc-
tion principles similar to those required
for the continuing education of
lawyers, doctors, dentists, and ac-
countants. In those professions, li-
censing requires each individual to un-
dertake some minimum amount of




continuing training each year. As Ron
Fox, an attorney friend, once re-
marked “If | didn’t participate in con-
tinuing education every few months,
I’'d soon end up as an expert on what
the law used to bel”

NAFI awards the Master Instructor
designation for a two-year period, only
after extensive scrutiny of the appli-
cant’s credentials. Each person as-
piring to the designation must demon-
strate at least 32 Continuing
Education Units (CEUs) during the
preceding two-year interval, spanning
four categories: Educator, Service,
Media, and Participation. At least 16
CEUs must fall in the Educator cate-
gory, with the remainder distributed
among the remaining categories; and
here comes another instance of coop-
eration crucial to excellence.

While Educator CEUs can be
earned in a variety of ways familiar to
most aviation teachers—WINGS pro-
gram seminars, in-flight training, and
teaching aviation-related courses at
high school and college level are a few
obvious examples—other categories
require the CFl to work together with
other organizations or groups. The
applicant generally does Service cate-
gory work pro bono with Civil Air Pa-
trol, scouts, or an established associa-
tion such as Angel Flight or
Make-a-Wish, but mentoring young
instructors also qualifies. CEUs in the
Media category require writing and
publishing original works—as simple
as a letter to the editor of the local
newspaper concerning an issue of
local importance or as complex as an
entire book (Greg Brown, author of
The Savvy Flight Instructor, was the
first individual to earn the Master In-
structor title, and he received credit for
that classic work). Sounds like a lot of
work, but the instructors who partici-
pate are really improving their own skill
so they are prepared to teach the next
generation of pilots.

How can we measure the effec-
tiveness of this program? Robert
Wright, manager of AFS-800, found its
value of such obvious magnitude that
receipt of the Master Instructor desig-
nation automatically qualifies an in-
structor for renewal of the Flight In-

Walt Schamel is the 2004 Aviation Safety Counselor of the Year and is also a NAFI Mas-
ter Instructor. An article about Schamel and the other General Aviation Industry Awards
Program winners will appear in the September/October issue of FAA Aviation News.

structor Certificate. “It was a no-
brainer to make that decision,” he ex-
plained, adding “and it wasn’t neces-
sary to initiate any regulatory
alterations!”

Aviation Safety Counselors

It is no coincidence that more
than half of all Master Instructors also
participate in one of the senior exam-
ples of cooperation between the FAA
and the private sector. More than 30
years old, the Aviation Safety Program
has had several reinventions with a
new one in the works. But one thing

has been constant, the support of vol-
unteers, better known as Aviation
Safety Counselors (ASC), to help pro-
mote safety. Again the name has
changed over the years, but the pur-
pose has remained the same. They
voluntarily serve as assistants to the
FAA Safety Program Managers (SPM)
in performing safety functions in their
community.

Safety Program Managers select
individuals as ASCs to act as advisors
to the aviation community in support
of aviation safety, but without desig-
nated regulatory authority. Counselors
are selected for their interest in avia-
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tion safety, their professional knowl-
edge, and their personal reputation in
the aviation community. Some ASCs
have operational expertise while oth-
ers focus on airworthiness issues, but
all enjoy the authority to conduct
safety seminars, which airmen may at-
tend as part of the Pilot Proficiency
(WINGS) program. They also may
counsel airmen on issues of safety, al-
though they have no authority to en-
force regulations or instigate actions
against an airman’s certificate. Many
airmen are relieved to learn that the
person taking them to task for a run-
way incursion or improper radio trans-
mission is a volunteer with power to
do no more than counsel him! The
use of private individuals, who boast a
wide variety of skills and talents, af-
fords the general aviation community
access to countless opportunities to
learn and at no cost to the taxpayer!
To find out more about being an ASC,
you can visit the following web site at
<www.faa.gov/avr/afs/safety/asc.cfm>.

General Aviation Industry
Awards Program

It seems trite to say that the best
way to inspire safe practices in others
is to extol the virtues of those demon-
strating and preaching safe practices
themselves. Yet that simple act lies at
the core of the General Aviation Indus-
try Awards Program, sponsored each
year by in a cooperative effort of the
FAA and a consortium of private avia-
tion groups. Each year, that program
conducts a rigorous screening of
nominees from around the nation to
select a Certificated Flight Instructor of
the Year, an Aviation Maintenance
Technician of the Year, an Avionics
Technician of the Year, and an Aviation
Safety Counselor of the Year. “The GA
Awards program highlights the vital
role played by individuals in promoting
aviation safety and education,” said
JoAnn Hill, Chair of the Awards Com-
mittee. “The program’s sponsors are
pleased that these outstanding avia-
tion professionals receive the recogni-
tion they so richly deserve.” The FAA
Administrator, or her representative,
presents the awards each summer at
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Another General Aviation Industry Awards winner, who is also a NAFI Master Instructor,
is Doug Stewart, the 2004 Certificated Flight Instructor of the Year.

EAA Airventure™ in Oshkosh, Wiscon-
sin, the nation’s de facto headquarters
for general aviation.

Organizations cooperating with
the FAA to provide support and spon-
sorship for the awards program in-
clude the Experimental Aircraft Associ-
ation (EAA), the General Aviation
Manufacturers Association (GAMA),
the National Air Transportation Associ-
ation (NATA), the Aircraft Owners and
Pilots Association (AOPA), and the Na-
tional Business Aviation Association
(NBAA) along with the Aircraft Elec-
tronics Association (AEA), the Aero-
nautical Repair Station Association
(ARSA), the Helicopter Association In-
ternational (HAI), the National Associa-
tion of Flight Instructors (NAFI), the
National Association of State Aviation
Officials (NASAO), the Professional
Aviation Maintenance Association
(PAMA) and Women in Aviation Inter-
national (WAI). Those interested in
learning more about the awards or for
a nomination form, visit the following
web site, <www.faa.gov/avr/afs/
safety/INDUSTRY.cfm>.

summary

The three programs discussed
represent only the tip of the iceberg
needed in the United States today, as
general aviation faces the demands of
increasingly sophisticated aircraft—flat
panels, complex avionics, and glass
cockpits—at the same time that the
Sport Pilot and Light-Sport Aircraft
regulation is about to become a reality,
bringing with it the specter of 150,000
new airmen to be educated, inspired,
and monitored. Only by working
hand-in-glove with knowledgeable,
dedicated aviation professionals can
the FAA hope to fulfill its mission. As
the firmament becomes more
crowded, air safety becomes of con-
cern to everyone; and it’s too impor-
tant to be left to the FAA alone.

o

Rusty Sachs is the Executive Di-
rector of the National Association of
Flight Instructors.




It’s Time To Change Our Lying Ways

by John and Martha King

Ever since the days of the barn-
stormers we’ve been lying to our pas-
sengers, and worse yet, to ourselves.
The barnstormers would tell passen-
gers, “It's perfectly safe.” And we've
been telling passengers that ever
since. We now even go so far as to
tell the big lie, “The most dangerous
part of the trip is the drive to the air-
port.” The sad part about this is that
most pilots actually believe this.

This statement is true as far as the
airlines go. On a per mile basis the
airlines work out to be about seven
times safer than driving. But general
aviation airplanes aren’t in the same
league. On a per miles basis you are
49 times more likely to be involved in a
fatality in a general aviation airplane
than in an airliner.

The reason the big lie is sad is
that when pilots fail to admit the risks,
the odds are they won’t do a good job
of managing those risks. Plus, lying to
passengers only serves to undermine
our credibility. To them the risk is intu-
itive. We load ourselves into this noisy
metal container that shakes and rat-
tles. We hurl ourselves down the run-
way at a lethal speed just to get air-
borne, and then fling the whole
assemblage into the air. After this you
ask the passengers to trust the guy
who told them, “This is perfectly safe.”
It would be much more comforting if
we told them, “dust as with any other
activity, there are risks associated with
flying. What we are taught when we
learn to fly is how to manage those
risks.”

One of the reasons our general

aviation fatality rate is so high is that
the flight training we all received is
flawed. The vast majority of fatal acci-
dents are caused by a failure in risk
management, yet flight training is fo-
cused almost exclusively on skill.

Actually what little risk manage-
ment that is taught is done by passing
along clever sayings, making up rules,
and telling stories. We say such clever
things as, “The two most useless
things are the runway behind you and
the altitude above you,” and “The only
time you can have too much fuel is
when the airplane is on fire.” These
sayings have their place and really can
be helpful. It's just that they only deal
with specific situations.

The way pilots really learn risk
management is by “experience.” The
way it works is pilots either intention-
ally or unintentionally expose them-
selves to a risk. If they don’t scare
themselves, they place the risk in the
acceptable category. In reality, they
may have just been lucky. The more
times a pilot gets away with taking a
risk, the more the pilot feels the risk is
acceptable.

If on the other hand, the pilot does
scare himself or herself, they add that
risk to the long list of things they won't
do any more. The more “experienced”
a pilot becomes; the longer the list.

The problem with learning by ex-
perience is that experience is a hard
teacher. She gives the test first, and
the lesson comes afterward. Many pi-
lots and their passengers don’t survive
the test in order to get the lesson.

Clearly this is a flawed procedure.

It results in too many dead pilots and
their passengers. Plus, even the lucky
pilots who survive to get a long list of
things they won’t do any more, still
have no procedure to help with risks
that they have not yet experienced or
haven't anticipated.

The answer is that instructors
must teach, and pilots must learn a
practical, proactive procedure to antic-
ipate and manage risks. Practical risk
management means that we have to
be able to actually use our aircraft. If
we wanted to totally eliminate all risks
from flying, we could just not fly.

The reason we must be proactive
about risk management is that that the
risks in flying can often be sneaky and
insidious. They catch pilots by sur-
prise. After all, pilots who come to
grief by flying into worsening weather
didn’t deliberately take off and fly in
weather they knew would kill them.
What happened is that the weather
changed while they were in flight and
they failed to manage this situation
properly.

We already use this kind of proac-
tive procedure when it comes to man-
aging the risks in the mechanical con-
dition of our aircraft. We take what we
think is a perfectly working aircraft into
the shop for an inspection. We proba-
bly flew it to the airport. Then the
shop uses a checklist to proactively
conduct surveillance on the aircraft
looking for things that could present a
problem if not dealt with. Finally, the
shop takes corrective action to man-
age the situation.

As pilots we must use a checklist
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to conduct the same kind of surveil-
lance for the risks associated with a
flight.

We recommend the PAVE check-
list.

PAVE stands for four categories
or risk factors:

Pilot

Aircraft

EnVironment

External Pressures

¢ “Pilot” suggests that you think about
the risk factors associated with you
the pilot. Think about such things as
your currency and familiarity with the
aircraft. Also, consider your physical
condition. (The IMSAFE checklist can
be a help here.)

e “Aircraft” reminds you to consider
whether the equipment and perform-
ance of the aircraft available to you is
suitable for this mission.

e “EnVironment” prompts you to ex-
amine the weather, the terrain, and
daylight vs. darkness for risks.

e “External Pressures” refers to things
that are not actually part of the flight,
but linger in the background to pres-
sure you to complete the flight on time
or to continue when you shouldn’t.
They are things like people waiting for
you at the airport, a scheduled busi-
ness meeting with no time pad, or
even your own hard-wired tendency to
want to complete things that you start.
This goal-oriented behavior is usually a
good thing in the rest of your life, but

IM SAFE

lliness

Medical Condition/Medication
Stress

Alcohol

Fatigue

Emotion

For a more detailed explanation of the IM SAFE checklist can be found
in the January/February 2004 FAA Aviation News
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can be a risk factor in an airplane.

These “external pressures” are the
one risk factor that tends to make you
ignore all the others. You manage
them by remembering they lurk in the
background and taking proactive
steps to minimize them before you de-
part.

The way we recommend you use
the checklist is during the preflight to
think about each of these risk factor
categories and identify the risk factors
associated with the upcoming flight in
each category. Then take steps to
manage those risks. The identification
of an unacceptable risk factor or mar-
ginal risk factors in more than one cat-
egory is grounds for canceling the
flight.

In the air we recommend you con-
duct an attention scan similar to the
instrument scan an instrument pilot
uses. Most pilots use a hub-and-
spoke scan with the attitude indicator
serving as the hub and then spoking
out to and back from the other instru-
ments such as the altimeter, heading
indicator, and airspeed indicator.

To conduct the attention scan the
pilot uses physical control as the hub.
Then the pilot’s attention spokes out
to the items of the CARE checklist.

The categories of the CARE
checklist are:

Consequences
Alternatives

Reality

External Pressures.

e “Consequences” reminds you to
think about the changes that are al-
ways taking
place dur-
ing a flight
and consid-
ering the
conse-
quences of
those
changes.
For in-
stance, a
ground -
speed dif-
ferent than
you antici-

pated most likely means a change in
the winds aloft. If the groundspeed is
decreased, it means you will arrive
later than planned, more fatigued,
under stress from being late, and
lower on fuel. Since the winds aloft
drive the weather patterns, the odds
are that the weather at your destina-
tion will be different than you planned
on as well.

e “Alternatives” is the reminder to al-
ways have alternatives. When you
take off you have a very large circle of
alternatives that will let you fly the dis-
tance to your destination plus reserves
in any direction. As your flight contin-
ues, your circle of alternatives keeps
getting smaller and smaller. When you
arrive at your destination, your circle of
alternatives has shrunk to the distance
your reserve fuel will allow. Plus, you
the pilot are now fatigued and less ca-
pable of dealing with the demands of
decisionmaking. You can always re-
expand that circle of alternatives at
any time simply by landing to get
some rest and re-fuel.

¢ “Reality” reminds you to deal with
things as they really are, not just as
you planned them to be. A pilot who
continues into worsening weather
conditions or with a known defect is
often in denial. The answer is to deal
with reality and not be in denial.

e Finally, “External pressures” re-
minds you to be aware of and man-
age those pressures in the air that
tend to make you continue when you
really shouldn’t.

The lesson is all of this is that we
as pilots must admit the risks, con-
duct surveillance for them and man-
age them. Only when we become
proactive about this will have any hope
of being able to say, “The most dan-
gerous part of the trip was the drive to
the airport” and have it be true.

+

John and Martha King are the co-
owners of King Schools, Inc., and fly
airplanes, helicopters, and airships.
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Good Customer Service =
Good Business Practice

“Today, the challenges facing avia-
tion demand nothing less than trans-
forming the system. Securing safe air
travel, navigating industry uncertain-
ties, and managing new technologies
require that we embrace change as
never before. Our Flight Plan is how
we propose to do this.” The FAA has
committed to four aggressive goals
that will enhance aviation safety and
has encompassed them in what is
known as the FAA's Flight Plan. The
opening statement of this article is
from the Flight Plan’s introduction and
seemed appropriate for this next
topic. The Flight Plan’s four goals are
increased safety, greater capacity, in-
ternational leadership, and organiza-
tional excellence. Many of the articles
you have already read in this special
issue have talked about increased
safety, but this article takes a new di-
rection, that of organizational excel-
lence and the FAA's Customer Service
Initiative (CSI).

In December of 2002 FAA Adminis-
trator Marion C. Blakey made the state-
ment, “...there are concerns that we
give different answers in different parts
of our organization...an issue of consis-
tency in the way we approach
things...FAA's standing in the world...de-
pends on our employees.” With this
statement the Customer Service Initia-
tive was implemented in all FAA regula-
tion and certification offices. Its ultimate
goal is to apply FAA rules and policies in
a standard and consistent manner. The
Administrator admitted in a later speech
that another thing she has “...heard
over and over is that we need to be
more consistent with our customers.
You can get one answer from one FAA
office or region and another from an-
other.” Of course, there are those who
think that this is not necessarily a bad
thing. However, the implementation of
the Customer Service Initiative promises
to change that.

The goals of the CSI are to pro-

mote more consistency and fairness in
applying FAA regulations, promote
earlier resolution of disagreements,
provide better documentation of FAA
decisions, and make every employee
accountable for achieving the service’s
mission. Each office that comes
under the Associate Administrator for
Regulation and Certification (AVR) has
developed its own customer service
initiative, and they are available on the
Internet at <www.faa.gov/avr/custom-
erservice>. To ensure compliance, all
AVR managers and supervisors were
provided written guidance and training
on the goals of the CSI. The main
goal is to provide more consistent and
fair application of the federal aviation
regulations. This means that every
AVR employee will be accountable in
achieving the FAA's mission by giving
a service that promotes a safe, se-
cure, and efficient aviation system.

How Does It Work?

When the customer calls the FAA,
they can expect considerate, respect-
ful, and professional service. The cus-
tomers range from certificated opera-
tors, airlines, air agencies, and other
commercial operators to an individual
airman or even the non-aviation pub-
lic. The topics vary from certification
and regulations issues to complaints
about aircraft noise and every topic in
between. The explanation of the re-
quirement, alternatives, and possible
outcomes will be clear and all regula-
tion and certification decisions will be
documented for future reference. The
goal of the CSI is to promote earlier
resolution of disagreements, but if the
customer doesn’t agree with the an-
swer received, the issue can be taken
up to the next level for review. This in-
formation will be provided by either the
AVR employee or can be obtained by
going to the FAA web site
<www.faa.gov/aboutfaa/Organiza-

tions.cfm> and clicking on the district,
regional, or headquarters location that
you want.

Please remember that safety is
FAA's first priority, so elevating your re-
quest may not mean that the original
decision will be overturned. To make
an informed decision, FAA needs all
the facts and information regarding
your issue. You expect the FAA to act
professionally, we ask for the same
courtesy from you, our customer.

CSl Flight Standards

As mentioned earlier, each AVR
service has its own customer service
initiative, and as part of AVR, Flight
Standards has implemented its own
initiative, which can be found on the
Internet at <www.faa.gov/avr/afs/
csi/opguide.cfm>. This publication,
“CSl: Flight Standards,” is a tool for
both Flight Standards employees and
our customers to understand what to
expect on both sides and how differ-
ences may be resolved. Flight Stan-
dards’ mission is to provide the public
with accident-free aircraft operations
through the highest standards in the
world. In fulfiling that mission, Flight
Standards and customers may find
themselves on opposing sides of an
interpretation of a regulation or a stan-
dard.

It cannot be emphasized too
many times. Safety will be the basis
of any decision Flight Standards
makes about an issue of concern to
you. There will be occasions when
regulations or safety will not allow us
to accede to your position on an
issue. “CSl: Flight Standards” will aid
us both in that process so that the ulti-
mate resolution of an issue is mutually
agreeable. Be sure to provide all perti-
nent information in a timely manner.
To make an informed decision, we
need all the information pertinent to
the issue.
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Too often differences over opera-
tional issues devolve into clashes of
personalities—a customer’s economic
needs on one hand, an inspector’s
commitment to safety on the other.
Both sides of an issue may have merit,
but if the issue cannot be discussed
professionally, little is gained. Cus-
tomers want professional courtesy
from Flight Standards, and we want it
in return from customers. The em-
phasis is resolution at the lowest pos-
sible level but with the opportunity for
the customer to elevate a decision
through Flight Standards’ and, then,
the FAA's “chain-of-command.”

“CSlI: Flight Standards” outlines a
process which addresses your issues
at the lowest possible level, early on in
the evolution of the issue. At this
point, your issue could be resolved in
as few as 10 business days when you
raise the issue at your local office level.
Even elevating the issue through the
levels of review in this process, you
could receive a final resolution in no
more than 40 business days. The
temptation for a customer with a sig-
nificant or important issue is to elevate
it right away to a Flight Standards re-
gional office, Flight Standards head-
quarters, or even the FAA Administra-
tor. In the long run, this could extend
the decision period because your local
office is most familiar with your opera-
tion and the issues you may have. In
addition, raising the issue at a higher
level initially will only result in the issue
being “sent back” to the local office.
No matter what your relationship in the
past with your local office, we suggest
that you start first at that level and
allow the process described here to
unfold.

The use of the CSl is the way FAA
and Flight Standards are now doing
business. As Jim Ballough, director of
Flight Standards, said, “Through this
emphasis on professionalism and cus-
tomer service, my promise is that
Flight Standards’ customers receive
timely service in partnership with our
employees, who will maintain the high-
est levels of integrity, competence,

and accountability.
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SOURCE-cry

by Susan Parson /

Myth-makers and copywriters love
to write about the “magic” of flight,
and many pilots enjoy perpetuating
the idea to passengers and friends.
After all, flying can truly be a magical
experience that fills our hearts, even
as it empties our wallets.

There is, however, no mystery or
magic involved in safe flight opera-
tions. Safe flying is all about harness-
ing the immense power of solid knowl-
edge, sharp skills, and professional
attitudes to assess the hazards and
manage the risks associated with ma-
nipulating the four forces of flight when
you are several hundred (or several
thousand) feet above Mother Earth.
Knowledge that you left in the book is
just as useless in aviation as fuel that
you left in the truck. That’s why there
is so much emphasis right now on
finding effective ways to incorporate
the right knowledge, skills, and atti-
tudes about risk management and
aeronautical decisionmaking into all
levels of flight training.

The federal aviation regulations
(now known as Title 14 Code of Fed-
eral Regulations or 14 CFR) have long
required pilots to acquire knowledge
by mandating that the pilot in com-
mand (PIC) “become familiar with all
available information concerning that
flight” (14 CFR §91.103). The specific
regulation, CFR §91.103, provides ex-
amples of what that information

“must” include list several important
preflight actions (e.g., checking the
runway lengths at airports of intended
use).

As pilots learn in their very first pri-
vate pilot ground school course, there
are many sources for this kind of tech-
nical information. However, “all avail-
able information” is a much broader
term. There are actually many
sources for information and knowl-
edge about all other aspects of the
flight, including the vitally important
risk management and decisionmaking
components of flight planning and
flight operations. Some exist only on
paper. Many are available online.
Some were developed by the FAA.
Others were created by industry.

Since it is not possible to benefit
from knowledge that you don’t even
know about, the first challenge for pi-
lots and flight instructors is to find
what is available or, in other terms, to
know what is “know-able.” Because
valuable knowledge emanates from so
many different sources, pilots and
flight instructors currently find informa-
tion in much the same way as we
might use a non-directional beacon
(NDB): we find a discrete bit of data
and track it to its source. We have no
really good way of knowing what other
pieces of valuable knowledge, infor-
mation, and experience might be
around.

=

s

(Cirrus photo)



To help pilots and the flight train-
ing community navigate more effi-
ciently to the knowledge needed for
any given flight operation, the FAA is
working to build the knowledge equiv-
alent of a GPS database for general
aviation. As currently envisioned, this
database, or “sourcebook,” will list
FAA and industry safety goals, objec-
tives, and statistics. It will provide a
glossary of GA safety programs and
explain how they relate to one an-
other. It will include a list of available
safety publications, products and
tools. It will describe and explain
safety standards and guidelines, in-
cluding changes to the Practical Test
Standards (PTS), FAA knowledge
tests, and other technical standards
and guidelines. The sourcebook
database will provide a “who’s who”
list of general aviation flight training,
mentoring, and safety resources for
pilots and flight instructors. Finally, it
will provide information on events,
such as flight instructor refresher clin-
ics (FIRCs), safety seminars, initial/re-
current standardization clinics for pilot
examiners, and other such events.

To ensure the widest possible
availability, the annual GA sourcebook
will be produced in both paper and
electronic forms. Pilots would be able
to use the electronic form of the
sourcebook in much the same way as
they use a GPS today: call up a cate-
gorized list of tools and topics, high-
light the one you want, and navigate
“direct to” the knowledge you need to
plan and carry out a safe flight.

To ensure that the GA source-
book database includes the kind of
knowledge and information you need,
the FAA is eager to hear your sugges-
tions and requests. Send ideas to me
at e-mail address below, and watch
for a Spring 2005 launch of the first

edition!
o o

Susan Parson is an active general
aviation pilot and flight instructor who
recently joined the FAA as special as-
sistant in the General Aviation and
Commercial Division of the Flight
Standards Service. Her e-mail ad-
dress is <susan.parson@faa.gov>.

SPANS - Safety Program Airmen
Notification System

Spanning the gap hetween airmen and the FAA

by James E. Pyles

he Federal Aviation Adminis-

tration’s Aviation Safety Pro-

gram has been producing

safety seminars, pamphlets,
advisory circulars, videos, and many
other safety related items for years.
The U.S. Postal Service has been our
primary way to deliver notices about
the availability of these items and in-
formation about when and where
seminars would be held. This method
of delivery is very slow and costly.
With the growing popularity of e-mail
and its magnificent suitability for deliv-
ery of this type of information, we have
developed the FAA's Safety Program
Airmen Notification System or SPANS.
A user friendly web site that one can
use as merely a place to “see” what
events are coming up in your local
area or any area throughout the coun-
try with just a few simple clicks of the
mouse. You may find it more conven-
ient to register with the site and re-
ceive this information and important
safety alerts right in your e-mail box in
a timely manner. It's your choice and
our way of spanning the gap between
the FAA and our customers.

Since its launch on March 21,
2004, the SPANS site has had over
seven million hits and averages over
700 visitors daily. We have been de-
lightfully surprised at its overwhelming
success. Over 3,500 seminar registra-
tions have been received. Safety Pro-
gram seminars in some areas have
seen an increase of over 15% in aver-
age attendance and all in two short
months. The online registration, for
most events, has helped the FAA plan
better and save resources which can
be put into bringing you even more
safety events and materials.

What has made it so successful?
Airmen have told us that it is not your
typical site, hard to navigate and find
what you need. Rather it is user
friendly and simple in form and func-

tion. Many have said it is the timeli-
ness of the information. Almost all
have said “it's about time” the FAA has
done something to make finding the
safety information they need easy,
fast, and effortless.

SPANS —
Part Of A Larger Effort

SPANS is a part of a much larger
effort to bring safety information to you
electronicly via the web and e-mail.
FAASafety.gov will soon bring you a
safety library, aviation-related links, on-
line training on safety topics, and a
one-stop shop to order FAA safety-re-
lated publications and materials like
videos, CD’s, and DVD’s. We are not
trying to compete with the many great
organizations that already provide air-
men with safety information. Our goal
is to bring to you FAA information
which will help you fly safely and
legally. We aim, at FAASafety.gov, to
bring you up-to-date pertinent safety
information and span the gap between
the FAA and all airmen using the Na-
tional Airspace System.

A LITTLE MORE ABOUT SPANS

Event Search: This is the heart of
SPANS. You can search for events by
specifying parameters like Zip Code
and mile radius, state, airport, FAA
district/region, or keywords. If you are
registered on the site, when you log in
all events within 50 miles of your home
or office will appear on the screen au-
tomatically. Or perhaps you are willing
to go a little further away from home
to gain a little more information on that
trip to the mountains you are planning.
Simply type in “mountain flying” or
similar keywords to find all the events
in that part of the country where your
topic of choice will be discussed. Pick
the event you want to attend and then
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register online to receive a reminder of = = =
the event delivered right to your e-mail Reg Istratl 0 n M a I nte n a n ce
box.

Preferences: Here is where you
can customize SPANS to suit your
personal needs. Change your e-mail
address, password, or which ratings
you would like to receive pertinent
safety information on. Customize the

by the FAA Aircraft Registration Branch

type of notifications you wish to re- | e -
’ \ 4 | & B | PR regisiry S pow s e 5 =0
ceive automatically or completely opt-
out of the SPANS system. . . =
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Local Contact Information:
Have you ever wanted to know who
your Safety Program Manager was?
Or, perhaps a local Aviation Safety
Councilor to ask a question of? Do
you know which Flight Standards Dis-
trict Office is in your area? You will find
this and other items your local Safety
Program Manager deems appropriate
to add to the list.

Site Suggestions: We are al-
ways looking for ways to improve
SPANS and FAASafety.gov. This is
your opportunity to let us know how
we can. First you can let us know
what type of seminar information you
wish to have in your local area. Or
what kind of online training would help
you most. Pick from the list of National
Emphasis Items or give us your own
thoughts and ideas.

As the Safety Program transitions
into the twenty-first century, come
make the transition with us. Bring
your ideas of how we can help you fly
safer and smarter. FAASafety.gov is
the place to be. Tell all your friends to
bring their ideas with them and let’s
continue to SPAN the gap between
the FAA and airmen. Help us rebuild a
new robust safety team by taking part
in this great effort to reduce general
aviation and all accidents in the great-
est airspace system in the world. For
more information, register at
<www.FAASafety.gov>.

e o
James E. Pyles is the Northwest
Mountain Region Safety Program
Manager and the FAASafety.gov Team
Leader.
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This is the Civil Aviation Registry web site at http://registry.faa.gov/welcome

ust what is it that keeps your
aircraft flying, providing the
pleasure of flight or earning its
keep? Someone new to avia-
tion might explain the speed of the air
over the wings creating lift. Someone
that’'s been around a bit longer may
respond, “money and more money.”

The old timers around the field might
chalk it up to dedicated maintenance
of both the aircraft and piloting skills.
All three are correct, but could there
be something other than maintenance
of the aircraft, maintenance of piloting
skills, and money? Think about it.
Need some help? Here’s a clue.




We’re with the government. Yeah!
You've got it. It's the paperwork. You
cannot legally operate an aircraft, un-
less it is properly registered, airworthy,
and carrying the required certificates.
Being the Aircraft Registration Branch,
we want to talk about the registration
address in particular and how impor-
tant it is to keep this up to date. In the
extreme, an out-of-date aircraft regis-
tration address can ground an aircraft.

The Federal Aviation Administra-
tion (FAA) uses the aircraft registra-
tion database to distribute safety and
maintenance-related information
such as Airworthiness Directives to
the registered owners of aircraft. Air-
craft manufacturers use these ad-
dresses to send their own safety no-
tices. This database also serves as
an important reference when local
law enforcement and Flight Service
Stations begin the search for a down
or overdue aircraft. Aircraft registra-
tions with incorrect addresses have
continuously drawn the attention of
law enforcement agencies during the
twenty-year war on drugs. More re-
cently, registered aircraft with incor-
rect addresses have become an im-
portant issue to law enforcement and
other agencies dedicated to protect-
ing our country from terrorism.
Keeping an aircraft’'s registration ad-
dress current ensures that important
safety or security information can be
delivered in a timely manner.

The FAA Aircraft Registration
Branch does have several programs
directed toward helping aircraft own-
ers keep their registration addresses
up to date. Twice yearly we com-
pare the registration database
against the National Change of Ad-
dress database. This results in two
to five thousand letters being sent to
aircraft owners asking them to con-
firm the change in their aircraft’s reg-
istration address. We also look at
address listings in the FAA Airmen
Certification database and at publicly
available Internet databases. For
many years we have annually sent
more than 6,000 mailings to aircraft
owners whose aircraft had experi-
enced no registration activity during
the previous three years. These

iy

mailings are the Triennial Aircraft
Registration Reports of which most
of you should be familiar. They are
sent to verify the status of aircraft.
The report is configured, so the air-
craft owner can certify that the air-
craft is still properly registered or
provide notification of an aircraft’s
sale, destruction, or change of ad-
dress. Among the slightly more than
334,000 registered aircraft, over
30,000 are flagged because the Tri-
ennial report was returned as unde-
liverable. Surprisingly, more than
8,000 of these aircraft have been
flagged just since the year 2000.
While the FAA wants all aviation ex-
periences to be as positive and has-
sle free as possible, it can’t achieve
this unless it is also meeting its pri-
mary responsibility of creating the
safest aviation environment possible.
Being able to reliably communicate
safety issues to aircraft owners is a
major part of promoting safety.

We hope to improve the mainte-
nance of aircraft registration ad-
dresses through a continuing aware-
ness campaign. However, this issue is
important enough that we will be using
all avenues available to us. The Code
of Federal Regulations requires aircraft
owners to notify the FAA Aircraft Reg-
istration Branch of a change in ad-
dress within 30 days of the change.
An aircraft owner is also required to
complete and return the Triennial Air-
craft Registration Report within 60
days after it is issued. When a Trien-
nial report is returned to the Aircraft
Registration Branch as undeliverable,
it is apparent that the aircraft’s owner
has failed to report an address change
and failed to complete and submit the
Triennial Aircraft Registration Report.
Failing to respond under the Triennial
program is cause for suspension or
revocation of the Certificate of Aircraft
Registration. This spring the Aircraft
Registration Branch began action on
triennial reports returned as undeliver-
able. If the registered owner does not
update the address, the possible re-
sults include revocation of the aircraft’s
registration and cancellation of the N-
number assignment. It is important to
note that canceled N-numbers will

enter two-year administrative hold un-
less reserved by the aircraft owner im-
mediately after registration certificate
revocation. The owner of an aircraft
with a revoked certificate or canceled
registration may apply for a new regis-
tration if they meet the regular eligibility
requirements

Check your aircraft registration
certificate today and see if the address
is up to date. If you don’t have the
time to run to the airport, you can
check by visiting the Civil Aviation
Registry’s web site at http://
registry.faa.gov. After opening the
site, click on and enter the Aircraft
Registration portion of the site. From
the list that is provided click on Inter-
active Aircraft Inquiry and perform a
search using the N-number of your
aircraft. Listings for aircraft with
known undeliverable addresses and
for aircraft whose certificates have
been revoked are also available on the
web site. Aircraft will be added and
removed from the list weekly. If you
find that your aircraft is in the clear,
check those of your family and friends.
With luck you can tell them they are
also in the clear, but feel free to politely
razz them a bit if they make the list of
known offenders.

A change of address may be
made by submitting an Aircraft Regis-
tration Application, or by letter deliv-
ered through regular mail or fax. The
letter should identify the aircraft by N-
number, manufacturer name, model,
serial number, and be signed by the
registered owner. The name of the
signer should be typed or printed
below the signature and the signer’s
title should be shown when appropri-
ate. If the new mailing address is a
post office box or a mail drop you
must also include your street address
or physical location. A new certificate
of aircraft registration will be issued re-
flecting the updated registration ad-
dress information. There is no fee for
an address change.

For any aircraft registration ques-
tion, you are welcome to visit our web
site, <http://registry.faa.gov>, or call
our toll free information line at 1-866-
762-9434.

Our fax number is 405-954-3548.
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There’s much anticipation regard-
ing the pending rulemaking “Certifica-
tion of Aircraft and Airmen for the Op-
eration of Light-Sport Aircraft.” While
this rulemaking affects the certification
and operation of light-sport aircraft
and certification of pilots, flight instruc-
tors, and repairmen, it must be
stressed that aircraft that fit into this
“new” category must first be issued a
U.S. registration certificate before they
are eligible to obtain an airworthiness
certificate.

It's believed there are 14,000 or
more of these “new” category aircraft
that have not been registered and are
operating as ultralights. These “fat” ul-
tralight vehicles don’t meet the regula-
tory definition of Part 103 because
they are larger, heavier, and faster than
specified in that rule. The light sport
rulemaking, when effective, will pro-
vide a 24-month window in which to
register these existing aircraft, as well
as a 36-month window (inclusive of
the 24-month window for registration)
to obtain airworthiness certification. If
these existing “fat” ultralight vehicles
are not registered within the allowed
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by Julie A. Stanford

24 months, their opportunity to regis-
ter will vanish.

The Civil Aviation Registry’s Air-
craft Registration Branch (Registry) will
begin accepting Aircraft Registration
Applications, AC Forms 8050-1, for
light-sport aircraft on the effective date
of the final rule. Applications received
prior to that date will be returned.
Owners of current “fat” ultralight vehi-
cles will be required to submit an Affi-
davit of Ownership for Light-Sport Air-
craft, AC Form 8050-88A, along with
their application. This new form will
be available prior to the effective date
of the rule through the Registry office
and on the Registry’s website
<http://registry.faa.gov>. Owners of
newly manufactured light-sport aircraft
will be required to submit evidence of
ownership, such as an ink-signed bill
of sale from the aircraft manufacturer.

Applications for registration of
light-sport aircraft will be processed by
the Registry in the normal course of
business, in order of the date of re-
ceipt. It is anticipated that the addi-
tion of 28,000+ documents (a bill of
sale or affidavit of ownership, plus an

application for registration for each of
the 14,000+ aircraft) will increase the
Registry’s processing time. The
amount of increase in processing time
will be determined by the manner in
which applications are received. Ap-
plicants should be aware that waiting
to near the end of the 24-month pe-
riod to submit their documents could
result in greater delays.

The purchaser of an aircraft that
has been previously registered in the
United States can operate for up to 90
days on the “pink” copy of the aircraft
registration application form, pending
issuance of the new Certificate of Air-
craft Registration. The “pink” copy
acts as temporary authority to operate
the aircraft without registration. There
are, however, no provisions for existing
aircraft in this new light-sport category
to operate on the “pink” copy because
they have not been previously regis-
tered. Regulations require that once a
U.S. aircraft is registered, it must have
a valid airworthiness certificate before
it may be legally operated. Airworthi-
ness cannot be issued prior to initial
registration.

An owner of an aircraft that has
not previously been registered in the
United States must obtain an identifi-
cation number (N-number). If the ap-
plicant does not request a specific
identification number, the Registry will
assign the next available number at no
charge. An applicant may, however,
request that any unassigned United
States identification number be as-
signed. A request for a special num-
ber, accompanied by a $10 fee,
should be submitted with the appli-
cant’s registration documents. A
search for available identification num-
bers may be made on the Registry’s
web site. The web site is updated
each business day.

Please watch the Registry’s web
site for future information regarding
light-sport aircraft. As more informa-
tion becomes available, updates will

be provided.

Julie Stanford is the Assistant
Manager of the Civil Aviation Registry,
AFS-700, in Oklahoma City, OK.




ACHIEVINE THE FUTUR

Meeting the Safety Challenge

Actions You Can Take Now As a Pilot and Aircraft Owner

e take our safety mission

seriously in the General

Aviation and Commercial

Division, and a large per-
centage of our employees are active
pilots and flight instructors. Flight
training issues are a part of our busi-
ness and our culture, and we believe
that we can make a positive impact in
reducing general aviation fatal acci-
dents—by working with the general
aviation community. In compiling this
issue of the magazine we have so-
licited a wide variety of views regard-
ing flight training and other general
aviation safety issues. We hope that
some of the tools, techniques, and
methods described in this issue will be
of direct use to you in your flight oper-
ations.

There are a number of other ac-
tions that you can also take right now
to improve the safety and utility of your
flight operations as a pilot and/or air-
craft operator. These actions, taken
collectively, can vastly improve your
safety success and help the entire
general aviation community reach a
new safety threshold. While not all en-
compassing, the following actions can
provide a framework for achieving this
goal.

1. Participate in a continuing
safety education program. 1t is
common now for all professionals
to participate in continuing educa-
tion as an accepted way to stay
current and effective. As a pilot,
you should do likewise. Partici-
pate in the FAA/industry Aviation
Safety Program to take advantage
of quality safety seminars and pro-
ficiency programs, such as the
Pilot Proficiency (“WINGS”) Pro-

by Robert A. Wright

gram. In particular, you should
seek training in risk management
procedures from among current
training products and programs
available. You should stay abreast
of current general aviation safety
issues by reading current periodi-
cals and other information.

2. Obtain a meaningful flight re-
view. If you comply with the re-
current training requirement
through completion of a flight re-
view, take the necessary steps to
get your monies worth from the
minimum one hour of ground in-
struction and one hour of flight in-
struction required by the regula-
tions. Plan to take the review in
the aircraft you most commonly
use in the type of flying you do.
Seek out an experienced flight in-
structor who knows the equip-
ment you fly, including all the in-
stalled avionics, and who takes
the time to assess the nature of
your flying in structuring a tailored
review for your needs. Prepare in
advance for the review by coordi-
nating with your instructor and
reading or completing any pre-re-
view preparatory materials. If you
are significantly changing or up-
grading the nature of your flying or
equipment, consider a more
structured recurrent or transition
training program that exceeds the
regulatory requirement. For this
purpose, ask your instructor to
consider using products devel-
oped under the FAA/Industry
Training Standards (FITS) pro-
gram, described elsewhere in this
issue.

3. Invest in safety equipment and
learn how to use it. A new gener-

ation of avionics and other tech-
nologies is available to vastly im-
prove your situational awareness
and to aid you in avoiding re-
stricted airspace and in some
cases weather and other hazards.
This equipment may be installed
in the aircraft, or it may be
portable, but as the pilot-in-com-
mand, you are responsible for
knowing its limitations and the
procedures for using it effectively.
4. Conduct adequate preflight
planning, even for local flights.
The key to a safe and efficient
flight is adequate preflight prepa-
ration. This includes, but is not
limited to, avoidance of restricted
airspace and temporary flight re-
strictions (TFR), obtaining a thor-
ough knowledge of current and
forecast weather conditions and
expected hazards, determining
fuel requirements, calculating
takeoff and landing distance and
other airport requirements, and
obtaining and becoming familiar
with relevant Notices to Airmen
(NOTAMSs). This entire process
can be improved by using
portable computer terminals now
installed at many airports that pro-
vide graphical and text weather in-
formation as well as information
on NOTAMS, TFR and other air-
space restrictions. This informa-
tion will greatly improve your pic-
ture of the planned flight and
supplement or meet the require-
ment for a weather briefing from a
Flight Service Station, Direct User
Access Terminal (DUAT) briefing,
or a briefing from an FAA ap-
proved Internet weather provider.

(Continued on Page 39)
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Dear Pilots:

Following the tragic events of September 11, 2001, the Federal Aviation Administration (FAA) partnered
with security interests throughout the Federal Government to reduce the threat of future terrorist activities.
One response has been to use Temporary Flight Restrictions, or TFRs, to protect Government leaders and
prevent military bases and other national assets from becoming possible terrorist targets. While such
restrictions create an added burden for pilots, they are an appropriate and necessary response to threats
facing this nation.

I recognize the impact flight restrictions place upon general aviation (GA) pilots. I have received many e-
mails from GA pilots complaining that TFRs and other important notices are difficult to locate and inter-
pret. Although we have tried to notify the aviation community of these restrictions, TFR violations con-
tinue to be a significant problem.

Let me assure you we are aware of these concerns. We continue to work aggressively to develop and
improve our educational and flight-planning tools for pilots. I would like to familiarize you with some

resources that can help you stay abreast of current airspace changes.

The FAA’s Flight Service System

A call to 1-800-WXBRIEF gives you instant access to air traffic professionals who can provide you with
the latest information on flight restrictions throughout the National Airspace System (NAS). Also, pilots
enroute can contact Flight Service personnel and request in-flight updates so vital in navigating today’s
complex airspace.

In addition, by visiting http://tfr.faa.gov/tfr/jsp/list.jsp, you may access an automated system that provides
up-to-the-minute information on TFRs. This system presents TFR information in a clear, user-friendly,
graphical format. Future improvements to this system will include plain language versions, as well as
software enhancements that will allow us to display TFR graphics more quickly.

Preflight Information

By clicking on http://amsrvs.registry.faa.gov/amsrvs/ReqAcct.asp, pilots may register for our e-mail noti-
fication system and receive the latest news about airspace status and other safety issues.

We also partnered with industry to provide pilots with valuable preflight information using the Direct
User Access Terminal System (DUATS). Available at http://www.duat.com and http://www.duats.com,
DUATS provides the latest information on airspace restrictions and weather.

Click on http://www.aopa.org and http://www.eaa.org to access the Aircraft Owners and Pilots
Association’s (AOPA) and the Experimental Aircraft Association’s web-based flight planning tools
designed to help steer pilots clear of TFR airspace.
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To learn more about flight restrictions, I would recommend you review our latest publication on TFRs,
Airspace Obstacles and TFR Trivia, available online at http://www.faa.gov/avr/afs/afs800/docs/tfrweb.pdf.

The AOPA Air Safety Foundation also has an excellent web-based program titled, Know Before You Go,

available at http://www.aopa.org/asf/know before.

I want to thank all of you who safely and responsibly use our National Airspace System every day. The
NAS is one of our most valuable assets, and, as such, we will make every effort to minimize the impact of
TFRs on the flying public. But I need your help to reduce airspace violations. Get a briefing before every
flight, regardless of when or where you operate. TFR violations are everyone’s concern, and we must
work together if we are to keep our aviation community the world’s standard for safety, efficiency, and

security.

Sincerely,
oo C,
Marion C. Blakey
Administrator

Meeting the Safety Challenge

Actions You Can Take Now As a Pilot and Aircraft Owner

5. Conduct a complete preflight
inspection of the aircraft. Ensure
that the aircraft is in both an air-
worthy status (including appropri-
ate documents) and capable of
safe operation for the flight in
question. With respect to the lat-
ter requirement, ensure that criti-
cal discrepancies are corrected
before flight and that inoperative
equipment is repaired or properly
deferred.

6. Practice active risk manage-
ment. Before and during the
flight, continuously assess the
level of risk you are exposed to by
evaluating the pilot, aircraft, envi-
ronmental, and other factors that

(Continued from Page 37)

contribute to risk. This process
can be accomplished in a me-
thodical manner with a little risk
management training such as that
described elsewhere in this issue.
Be especially aware of your posi-
tion in relation to potential aero-
nautical hazards including
weather, terrain, traffic, and re-
stricted airspace. Do not hesitate
to cancel or delay a flight that can
not safely be made to avoid such
hazards and be prepared to divert
to an alternate destination during
a flight.

In this issue of FAA Aviation News,
we have focused on flight training as a

key means of improving general avia-
tion safety and especially in reducing
fatal accidents. Training and educa-
tion are the key to effectively using the
techniques described above, and
elsewhere in this issue, to meet the
safety challenges we face. The staff of
the General Aviation and Commercial
Division, together with our other FAA
and industry partners, are dedicated
to helping the general aviation com-
munity rise to this challenge and
achieve a new safety threshold.

7
Robert A. Wright is the manager
of the FAA’s General Aviation and
Commercial Division. He is also a pilot
and an aircraft owner.
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MY VIEW

by James 9. Ballough
Director, Flight Standards Service

y now you have read the comments from
the FAA Administrator and others within
FAA, as well as comments from some of the
leaders in the general aviation community.
They have given you their views on the challenges and
future of general aviation. | would like to share my
thoughts on general aviation. | think these are exciting
times for general aviation. We are on the verge of one
of the greatest changes in general aviation within re-
cent memory.

For most of the last half of the 20th Century,
changes in general aviation were evolutionary rather
than revolutionary. For someone who started flying in
the mid-1950’s or early 1960’s, things did not change
substantially for most of the last 40 years. During that
time, most of your typical smaller general aviation air-
craft were made of metal with some made of tube and
fabric. To an extent, that is still true today. The stan-
dard method of navigation then was pilotage backed
up by the then new VOR system. Someone, who had
started flying in say 1960, and who then left aviation,
could probably walk out on any general aviation ramp
in 1980 or 1990 and still recognize your basic two-
and four-place general aviation aircraft. But that is not
true today.

In some cases today, if you walk away from one of
the new general aviation aircraft for only a few short
weeks, you may have a problem programming some
of the new electronic gear, particularly the latest GPS
units, installed in some of the new flat-panel equipped
aircraft.

General aviation is changing. Today, we have
complex avionics such as GPS and flat-panel multi-
function displays, composite aircraft, prototype very
light jets, and we are on the edge of having more data
in the cockpit than we may know how to handle. |
think we owe many of these changes to the digital age
we live in. Although pilots and engineers may have
dreamed of such devices years ago, only today’s digi-
tal computers have made the changes possible. The
challenge now is how to safely operate and maintain
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this new technology.

Meeting that challenge is one of the goals of the
Flight Standards Service. As Flight Standards works
with industry developing new training models, operat-
ing methods, and new maintenance techniques to
support all of the changes taking place in general avia-
tion, Flight Standards itself is changing. This summer,
Flight Standards will work to complete its ISO certifi-
cations standards. For those not familiar with ISO
standards, the standards are a set of internationally
recognized procedures and processes that deal with
the development of a Quality Management System.
Our goal of the Flight Standards ISO 9001 certification
process is to ensure that you, our customer, will re-
ceive the same high level of service you expect from
your government regardless of where you live or which
Flight Standards District Office you visit. When fully
implemented, the ISO process will standardize how
Flight Standards does business across the nation.

In addition to ensuring we meet the highest quality
management standards you deserve, the proposed
Light Sport Aircraft (LSA) rule, when approved, will
provide more flight opportunities for those in general
aviation wanting to fly more basic-type aircraft. One
major benefit of the proposed LSA rule is the reduc-
tion in training costs. As proposed, less training will
be needed to train a safe, competent LSA pilot.

And the final comment | wish to make concerns
the FAA/Industry Training Standards (FITS) training
programs for the new technologically advanced air-
craft. FAA and industry both have to be more creative
in training tomorrow’s pilots today. Because of the
complexity of today’s airspace and ever changing
rules and procedures, tomorrow’s pilots must learn
things that their grandparents never had to think
about. That is why FAA and industry are working to-
gether to develop alternative ways to teach pilots how
to fly safely in the air space of the future. Am | saying
yesterday’s training methods were bad? No, | am not
saying that. Tens of thousands of pilots have been
trained to fly safely using the current methods. What |




am saying is that Flight Standards must consider the needs of tomorrow’s
pilots, so that the regulations, procedures, and methodologies are in place
today to meet those needs of the future.

Like | said, these are exciting times in general aviation. We value you,
our customer, and as such, we want to provide you with the very best gov-
ernment has to offer. | ask that you keep an open mind when thinking
about some of the proposed changes being made in general aviation and
within Flight Standards. | hope you enjoy all that general aviation has to
offer. As someone once said, “The best is yet to come.”

+
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