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PREZ SEZ:
Happy New Year Folks!

If you missed the Christmas Party-meeting in the new Chapter building, you missed a
wonderful time! 74 members & guests gathered around our beautiful new fireplace
and I think we all concur that Mason Hunt is a genius, and an artist with stone.
Partygoers also heartily approved of our caterers and the wonderful meal they
prepared for us. :

1989 promises to be a busy one for us. We will put the finishing touches on the
"Casa de Chapter 35", instigate & participate in many flying and educational
activities, and continue the fight for our flying freedoms. I want to thank all of
you for your hard work this past year. You're interest and participation are what
keep this Chapter alive and growing!

The Kerrville Fly-In Board of Directors meeting will be held January 14 & 15. If
you have not attended one of these strategy planning sessions before, I'd be glad
to have your company. There wil be election of officers and advance planning for
Kerrville '89! Last year was such a disappoint-ment to all of us. One lonely
Mooney-Mite made it in from Abilene-Gilbert didn't discourage him! ....I'm restless
and ready for a fly-in! By the way, if you'd like a souvenier of “Almost,'88"
there will be Brochures, pins and patches for sale at the meeting.

HOMEBUILDING EXPERTS, have you built, or do you know someone who has built a
Wag-Aero 2x2? 1've received a note from an EAA "cousin" of Chapter 380 in Grand
Fork ND who is building a Wag-Aero 2x2 using a Ford V-6. If you have knowledge of
either, please call me ASAP, as cousin "George" (I can't read his last name!)
will be in SA this month for a convention.

TIRE-KICKING this month will be at Harold Pue's to view his "5151 Mustang", SUNDAY,
JAN 15TH, AT 1:00 PM, we will caravan from San Geronimo Airpark or you can go on
your own, whichever is more convenient. From Bandera take rte. 173 to 3240. Turn
left on 3240 (1/2 mile past courthouse & just past cemetery). In about 1/2 mile,
turn left on 2828. Take the first road (dirt) to your right-(look for white
painted entrance with several names above it, including Harold & Frances Pue.

Drive up the road 1.4 miles, across the creek & thru the gate and you'11 find
yourself in Harold's front yard, with his hangar and 1,500 ft airstrip (152 radial)
on your left. The hangar is interesting, too. A1l built by Harold using cast-in-
place columns and beams. Harold says "if you don't go all the way to the end of
the road, you ain't there yet!" KERRVILLE
If you get lost, or can't make sense
of this, please call Harold @ 589-7722.




Next Month, the newsletter wil] continue to highlight members and their

interests/projects etc.

Please help by writing a short bio about yourself and

sending it to returning newletter Editor Pauy] McKinley.

FEB 12 - 747 FLY-OUT LUNCH @ the Aviator's Cafe, New Braunfels Muni

Let's join them.

‘89 DUES are due!
it to the meeting.

Tails wof the Gold Monkey (revisited)

Such a pleasure it is to once
again be before such an august
group. I have had such a warm
welcome from all the members.
Thank you for the opportunity once
again to be your spokesman.

First on the agenda is thanks
for all the effort in staging our
Annual Christmas Paxrtiy . As
always, Linda Campbell was a
tireless worker, including
Providing the Beauwtital
decorations. Also responsible for
the decorations were Al Campbell,
Nancy & Lew Mason, Dennis & Gail
STeidt,; andiofcom:ae our
IAfAMdudg illustrious President,
Barbara Martin. Someone must have
told her to stuff it, because she
did -- nNnewspaper into the
soffitts, else we would have
freezzen 'to.death dmsthe cold
North wind.

Thanks also to Harold Pue,
who not only supplied ‘the
firewood, but kept the fire going,
much to the favor of & 1.
attending.

Awards were given to Dan
Cerna, George Waterman and Lee
Sprott, for their contributions to
the chapter above and beyond. we
really do have some great folks in
this chapter!

And on to other topicsasi .
For those who missed my Tire-
Kicking, I am fairly well along on

my BD-5. I had the’fuselage
assembled, with the help of
thousands of clecos for the tire-

kicking, however

I immediately
afterwards

took it back apart

Send your check for $12.00 to Treasurer Shirley Baker,

or bring

(by the editor)

again so that I could begin the
radiator mount work. As you may
know, we have two other BD-5
builders in the chapter, and one
who I believe used to be dnfthe
chapter. Jim Rountree is also
working on what used to be a BD=5,
but would be better called a JRrR-5S
with the mods he has planned.
Anyway, one is almost ready to fly
(Darryl Shewmaker), the other
about 80% complete (Francis
Govers). Mine has been flown by
its builder/previous owner with
the original Hirth snowmobile
engine. Since I am allergic to
dead-stick landings, I decided to
do the stretch and convert to
turbo—honda.power, hence I am
about 70% complete.

I am also in the midst of an
Annuaid SN Eor  Brrow L2050, New
nosewheel tire, intercom, ELT
battery, etc., etc.

EAA HQ:

is working with FAA to produce
an educational pProgram to improve
aviation safety during test flites
of homebuild aircraft. The
program will include written and
audio-visual presentation. A
CiEeltar' s exXpected by OSHKOSH
89, with a slide/tape presentation
available 12/89 and video by fall
“90.
Thixsrfs courtesy of another
chapter newsletter, however the
letterhead for credit is missing:

Xvxn though my typx writxr is
an old modxl, it works quitx wxll
xxcxpt for onx of thx kxys. I ‘vx
wishxd many timxs that it workxd



pxrfxctly.

Trux, thxrx arx forty-
two kxys functioning wxll xnough,
but just onx kxy not working makxs
thx diffxrxncx. Somxtimxs, it
sxxms to mx that our organization
is somxwhat 1likx my typxwritxr--
not all thx kxy pxoplx arx working

propxrly. You might say, "wWxll,
I'm only onx pxrson. It won't
makx much diffxrxncx". But you

sxx, thx organization, to bx
xfficixnt, nxxds thx activx
participation of xvxry pxrson.
Thx nxxt timx you think your
xfforts arxn’t nxxdxd, rxmxmbxr my
typxwritxr, and say to yoursxlf,
"I am a kxy pxrson and am nxxdxd
vxry much."

The above is as much a
compliment to everyone as it is a
challenge. We should be proud of
the things we have accomplished,
just think of what we can do in
the future.

WHAT S YOUR OPINION?

A "professional" pilot rented
a house at a small airport -- very
short with obstructions both ends,
houses along the side, and a
reputation for being difficult.
Shortly after moving in, he
invited several friends who were
like-model enthusiasts to fly in
for a Sunday afternoon bar-b-q.

One of these pilots had just

previously earned his shiny new
private certificate. It so

happened that the day of the bar---

b-gq brought a stiff crosswind.
The low-time pilot failed to keep
the crosswind in check, panicked,
and wrecked his pretty little
vintage aircraft. Fortunately, he
and his passenger walked away with
only minor injuries, but other’s
personal property was damaged, as
well as giving the TV and
newspapers a real field day at the
expense of the airport. Of
course, the FAA considers only the
PIC, but tell me: who is the REAL
scoundrel?

The reason I tell this story
is to remind everyone that we
should take responsibility in how
we deal with others. Make sure
that you don’t suggest something

to someone that is beyond their
skill level or ability.

Finally: the Recipe Box
I have had many requests for my
Banana Bread Recipe, so here it
is:

2 cups whole wheat flour

1/2 cup sugar

1l tsp. soda 1/2 tsp salt

1/4 cup milk 1/2 cup oil

1/2 cup honey 2 eggs

3 RIPE bananas (black & GUSHY)

3/4 cup chopped pecans

Oven 300 degrees.

The bananas are best when you can
pull the stem off and squeeze it
out like toothpaste. I usually
buy bananas during the year and
freeze 3 to a ziplock bag.

Put the dry ingredients together
into the mixing bowl & start the
mixer going. Measure the wet
ingredients into a large measurins
cup or bowl, and beat with a fork.
If you warm the honey (Micro-Zap)
and add it last while beating, it
won’'t stick to the bottom.
Finally add the wet to the dry,
and add the bananas. The fully
mixed batter will be fairly soupy.
Mix in the pecans, pour into a
regular loaf pan and bake until a
sticker (toothpick, shish-kabs®,
icepick) can be inserted and
removed clean, about 1 to 1-1/2
hours. I prepare the pan by
spraying it with a light coat of
PAM, putting a tsp of flour into
the pan, and dance a jig until the
sides of the pan are dusted. I
also almost always do a double
recipe. If you leave out the
soda, they turn out bricks.

-- Paul Kinle
****ﬁﬁi****** Fodkkkdddddk

The United flight was 20 NM our at 20,000 ft.
PAPPI intersection was 10 miles from the air-

port.

Approach: United 232, cross PAPPI at 10,000 ft

232; Uh that's a tought one.
Approach: You have spoilers on that. thing,
don't you?

232: Roger, but those are for my mistakes.

not yours.
Anon.



Zero Tolerance

New FAA enforcement policies demand pilot perfection.

By J. Scott Hamilton

tions (FARs) always have been the

law and not mere guidelines, muchas
the Ten Commandments are not the Ten
Suggestions (although in the case of the
FARs, it’s more like the Ten Thousand
Commandments).

Whatischangingisthe newresolve ofthe
Federal Aviation Administration to enforce
thisbody of law more thoroughly and more
relentlessly than ever before. The agency is
suspending and revoking pilots’ certificates
with far greater regularitythanatany time
in the previous 62-year history of federal air

‘safetyregulation and enforcement. Thereis

every indication that, fromthe pilots’ view-
point, this trend will continue to worsenand
is unlikely ever to be reversed.

In the past, many violations went
undetected, like speeders on the freeway.
Violations that were detected often were
solved in the field by discussions between
theerrant pilot and an air traffic controller
or FAA inspector. All of that is changing,
mainly in two ways:

* The increasing use of electronic tech-
nology to detect violations automatically.

* New orders from FAA Washington
headquarters taking away the discretion
FAA employees in the field traditionally
had to solve problems themselves.

Why do you think the FAA wants more
mandatory use of transponders with mode
C altitude-encoding capability? Itisn’t just
to help the controllers help us avoid us run-
ning into each other. The FAA has found
that it can use mode C effectively as a law-
enforcement tool to catch FAR violators
automatically.

The FAA's enforcers have been very
pleased with the success of the snitch pro-
gram (officially, it’s the Quality Assurance
Program) in which ATC computers auto-
matically report and commence enforce-
ment actions against pilots deviating from
an ATC-assigned altitude, or intruding
without authorization into the area of posi-
tivecontrol, terminal control areas, airport
radar service areas or restricted or pro-
hibited airspace. For such computer-
detectable violations, the air traffic con-
troller has been completely bypassed. The
inspectors and lawyers don’t have to wait for
a controller to report the pilot’s error, and
the controller has no opportunity to prevent
it from leading to a violation heing filed
against the pilot.

[tis probably not a coincidence that the
latest FAA notice of proposed rule-making
expanding the requirements for mode C
(NPRM 88-2)camesoonafteran FAA law-
30 PRIVATE PILOT
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yer with many years in enforcement work
became chief of the FAA Airspace and
Procedures Branch in Washington, D.C.

We're seeing increasing use of the FAA’s
electronic data storage and processing in
other enforcement contexts, as well. Oneis
the so-called Match Program, an experi-
mental program in a few selected states in
which the FAA'scomputer compared pilots’
reports of their histories of trafficand other
convictions on their aviation medical appli-
cations with records of those convictions
stored in other government computers.
Makinga false statement on such reportsis
both an FAR violation (punishable by revo-
cation not only of your aviation medical
certificate but all pilot certificates and rat-
ings), and also a federal felony (punishable
by up to five years in Leavenworth or a
$10,000 fine).

The limited experimental program
reportedly has found more than 1000 such
falsereports by pilots, which are now being
referred for prosecution. Itislikely that with
such success, this program will be expanded
nationwide and made a permanent fixture
of a wide-ranging FAA enforcement
program.

The FAA bas found that
it can use mode C
effectively as a
law-enforcement fool to
catch FAR violators
automatically.

And then there are those of you who sup-
plement your actual flight time with Parker-
pen time, and others who have fallen into
habitsof imprecision in keeping your pilot
logbook accurately. When you go in to
apply for an airline transport pilot certifi-
cate, the FAA inspector will photocopy por-
tions of your logbooks, then select the
N-numbersofsomeoftheaircraftin which
you'velogged flight time and pull the iden-
tification of the registered owner from the
FAA's Aircraft Registry records. He will
contact the registered owner to confirm
yourclaim of having flown thataircrafton
thatdate. You would besurprised how many
times they find that the aircraft was
destroyed in an accident the month before

your entry, was in the shop for its annual
inspection that week or the owner claims
never to have heard of youand never to have
allowed anyone else to fly the aircraft.
Good-bye, aviation career; hello, federal
penitentiary!

It used to be that the people in the FAA
enforced the law, and that these people had
broad discretion touse their own judgment
in deciding how to deal with pilots’
mistakes.

Let’s start with ATC. In the past, proba-
bly 90% of the time when a controller saw
you do something wrong that didn’t cause
an accident or near midair collision, attract
the news media or put the controller’s own
career in jeopardy, the controller would
pointout your mistake onthe frequency or
discussit with youlater onthetelephoneor
in the tower. If the controller was satisfied
that vou had learned from your mistake and
didn’t have a bad attitude, nothing more
would come of it. Those days are gone,
forever. Thatisso partly because, as we have
seen, the ATC computer automarically
starts an enforcement case, untouched by
human handsor thoughtin many cases, and
partly because the controllers now are
receiving new orders from headquarters.

After the midair collision between the
general aviation Piper Archerand the Aero
Mexico 727 over Cerritos, California, FAA
lawyers began visiting ATC facilities and
telling the controllers something like this:

“We don’t want to hear any more excuses

about your workload, and we don’t care if
youdidn't jointhe FAA tobecops, youhave
no more discretion. If you observe a pilot
violation, you areto reportitto FAA inspec-
tors every time, without fail, no exceptions.
[fyouseeanunauthorizedintrusionintoa
TCA, ARSA, APC, restricted or prohibited
area, you are to use all of the radar tracking
and other technological capabilities and
personnel available within the ATC and
FAA and other law-enforcementagenciesto
track down the violator to wherever he may
land and to assure that he is apprehended
upon landing.

“We have revoked your discretion to do
otherwise!’

TheFAA inspectorsin the field alsoused
to solve a lot of problems by giving the
offender a good talking to ora warning let-
ter. Nomore. That discretion also has been
revoked. Inspectors are now under orders
from headquarters to investigate and for-
ward all reports of violations to FAA law-
yers for action. No more cases are to be
settled informally on the local level. And
they're hiring about 600 new inspectors, all




of whom are being assigned to enforcement
duties.

The FAA lawyers in the regional offices
also used to have a lot of discretion to use
their own judgment tosettle those cases that
reached them with penalties they deemed
reasonable, under the circumstances. In
that happy past, I would estimate that per-
haps as high as 80% of the cases that
reached the lawyers were settled by some
compromise agreed to by the pilot. Much of
that discretion also has been revoked now.
FAA Washington headquarters recently
published new enforcement sanction guide-
lines to achieve nationwide uniformity in
oenalties. The FAA attorney who believes
:hat the facts of your case merit deviating
fromthese standard penalties has to justify
thatdecision in writing, and it had better be
good. Forsignificant cases (particularly air-
carriercases), the FAA attorneyinaregion
can't agree to settle a case by reducing the
penalty without getting the prior approval
of the FAA Washington lawyer who serves
aschiefof Enforcement Policy. That lawyer
(anonpilot)isnot known for his generosity
in assenting to reduced penalties. And, of
course, the FAA is having to hire more law-
vers to handle the increased workload
-enerated by the 600 new inspectors and the
removal of problem-solving authority from
the thousands of inspectors already out

there. i

Ifthe FAA issuesan order suspending or
revoking your pilot certificate, you do have’
therighttoappeal that order to the National
Transportation Safety Board (NTSB) and
geratrial-typehearingin frontofan NTSB

administrative law judge. In the past, these
judges (some of whom are highly experi-
enced pilots themselves) could use their own
discretion to reduce sharply the sanction
imposed by the FAA, oncethey heard allof
the facts and circumstances of the case and
made their own evaluation, based upon
having seen you and heard you testify, of
whether you were a person who had learned
vour lesson.

The NTSB (which suffers fromanappall-
ing shortage of pilots) drastically has
reduced that discretion of the Board’s
administrative law judges in recent times,
however.

The cumulative result of all that is that
the federal government has become abso-
lutely intolerant of even the slightest human
error by pilots: zero tolerance. Any display
of imperfection on a pilot’s part triggers a
monolithic response from the FAA. Their
solution to all pilot mistakes is to suspend or
revoke the pilot’s certificate. It’s a narrow-
minded, authoritarian approach that
threatenstoundermine flight safety over the
long run because the mistrust and defen-
siveness it engenders is chilling the open and
truthful communications between the
pilotsand ATC, companies and their regu-
lators, which is the very foundation upon
which the truly remarkable degree of avia-
tion safety that we have achieved in this
country depends. Given theexistingdegree

. of public hysteria over flight safety issues,

however, itis unlikely that Congress will tell
FAA to desist. No member of Congress
would dare be seen as being soft on air
safety, especially in an election year.

lilustration Bob Slevens

What can you do to protect your valued
pilot’s certificate in these times of harsh
scrutiny?

Well, of course, there are fundamentals
like self-restraint the next time you feel a
buzz jobcomingonand respecting airspace
rules even when they inconvenience you.
But by far the vast majority of FAR viola-
tions are inadvertent mistakes made by
pilots who are really trying to fly properly,
Alrspace violations are a particularly hot
enforcement topic. Evenif you have flown
the route a million times and feel that you
knowit, electing to take a few minutesonthe
ground thoughtfully reviewing a current
chart before taking off may save you from
having to spend months on the ground
under suspension for breaking into a
TCA that wasn’t there yesterday. Andif you
plantogo VFR, evenif you plan to navigate
by the airways system, be sure you have a
current set of VFR charts for the route on
board, in addition to your IFR charts.

Proceed with an attentive professional-
ism. Listen carefully to what ATC is really
telling you (and not just hearing what you
expected to hear); keep track of and project
the aircraft’s whereabouts; monitor its sys-
tems (including fuel); and scan for other
traffic whenever you are not immersed in
cloud.

Despite your best efforts, you may make
amistake. Or the FAA may think you made
amistake, which amountsto the samething.
Although youeventually will geta hearing
before an NTSB administrative law judge,
the first contact you have with the FAA
after the incident may prove to be the
most crucial momentin the entire process.
And youmaynotrealizethat you are under
investigation in an enforcement action
when that contact comes.

If you are on the ground when the FAA
approaches you, your decision on how to
handleitisaloteasier. Youmay beinvited,
either by letter or telephone call from or per-
sonal encounter withan FAA inspector, to
visit the control tower or to telephone the
Air Route Traffic Control Center. At this
point, if you wereacitizen undersuspicion
of having committed a crime, the govern-
ment official who contacted you would
have to read you your rights before inter-
rogating you. But since most FAA enforce-
ment cases are administrative, rather than
criminal, violations, the FAA doesn’t have
to advise you of your rights. Indeed, some
inspectors are so crafty in their approach
that you may noteven realize the conversa-
tionisa federalinvestigationand not justa
friendly chat between aviators.
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ENFORCEMENT

How can you tell when you're a citizen
under suspicion of having violated the
FARs? Thebest clueisthat the FAA person
wants to discuss history, something in the
past tense: “Was that your Bellanca I saw
heading south down the beach on Sunday
afternoon?” There s always the possibility
that the FAA inspector may be writing the
definitive history of aviation in America
and mayonly betrying to be sure he has his
facts straight for the chapter devoted to your

rolein that history. But it is far more likely
that he wants to talk to you about history

because he has received someinformation
thatsuggeststhat you may haveviolated an
FAR. Theinspectorisrequired toinvestigate
thatinformation, and he hopes you’re going
to make his job easier by confessing.
Whenever someone from the FAA wants
totalk to youabout the past, about anything
that has already happened, no matter how
long ago, a bright red annunciator light
should start flashing in your mind and an
aural warning should sound: “Shut up!”
Just because the FAA doesn't have to
adviseyou of yourrightsdoesn't mean you
don’tneed to know what yourrightsare, so
I will tell you:
You have the right to remain silent.
Anything you say will be used against you

inanenforcement case, tosuspend or revoke
your pilot’s certificate.

You have the right to have your attorney
present during any questioning. (Unfor-
tunately, youdonot havetheright to require
the FAA toappointanattorney torepresent
you, if you can’t afford one.)

Remember: There is no longer any
chance that you are going to be able to talk
your way out of this because the FAA
representative no longer has the discretion
tolet thematter drop. His motivein asking
you questions is not educational, to under-
stand what went wrong and thus assure that
you will not make the same mistake again.
Hissolemotivein questioning youistogain
evidenceto beused later, at the NTSB hear-
ing, to prove that you were guilty, sothe FAA
can take away your pilot certificate. Any
other expectation is wishful thinking.

Often, they cannot prove their case with-
out some confession from you. For exam-
ple:inageneralaviation VFR case, when the
aircraft was not on a flight plan, it may be
impossible for the FAA to prove who was
thepilotin command of the aircraft without
your admission. Tell the FAA: “Well, yes,
that was me, but. . * and you can feel your
pilot certificate slipping away. If you value
your license, you must firmly but respect-
fully decline to discuss anything (and I do
mean anything) with the FAA inspector
before consulting your lawyer. It may annoy
the inspector if you take that stance, but
would you rather have an angry inspector
who can't take away your pilot certificate
without your confession or a happy one
who can (and will), since you gave your con-
fession? I would take my chances with the

angry one until [ get my lawyer’s advice.

What if the inspector asks to see your
pilot certificate, medical certificate and
pilot logbook? The FARs require that you
display these to FAA inspectors or other
law-enforcement personal, on request. Dis-
play, but not discuss. You don't have to
answer questions about these documents,
and it would beimprudent to doso without
first consulting your attorney. Display, but
do not surrender these documents. You
don'thavetoletan FAA inspector take your
papers with him, and if you let them, the
NTSB may deem that a waiver of your
appeal rights. If he wants to make copies,
takethestuffdown to the FAA office your-
self (visiting your own lawyer on the way)
and leave with the originals; don’t let FAA
take them and don’tentrust them to the U.S.
Postal Service.

If the first contact is to visit the tower or
telephone the Center, you canbe sureitisn't
because they want to show off their new
radar set or praise the awesome perfection
of your approach; it’s because you are a cit-
izen under suspicion of an FAR violation,
and they are working on building a case
against youand hope you will help them do
it. Don’t refuse to come up to the tower or
make the phone call. If you refuse, they will

¢ send someone down to intercept you and

identify you. Give them a hearty “roger”

i then split! Don't actually show up at the
- tower, return the phone call or hang around

to sign a gas slip that will later show up as
Exhibit A.

When your flying machine has left the
aircraft movement area and is no longerin
motion, youare no longer “airtraffic” and
thus no longer required to obey air traffic
control. Disappear.

The tougher decision comes when you
arein flight and the conversation with ATC
takes a turn that suggests that you've
become acitizen under suspicion. Let’s say,
you are climbing to an assigned altitude
through moderate to severe turbulence, fly-
ing with one hand while passing out thesick
sacks with the other when Center says: “Say
altitude” A quick glance at the altimeter
shows that while distracted by your pas-
sengers’ distress, you've already flown
through your assigned altitude and an
updraft has the VSI pegged. You probably
will consider killing the mode C and lying to
the controller about where you really are,
claiming to be level at your assigned alti-
tude, to save your certificate.

“Ifyou observe a

Dpilot violation, you are
lo report it to FAA
inspectors every time,
without fail, no
exceptions.”
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Your con would succeed, because the &
controllers are told that whena pilotreport .
differs from the mode-C report, the con-
troller is to believe the pilot and disregard ¥
modeC, Therefore, the controller might not
issue a deviating vector to that DC-10thatis
comingat you head-onat .85 Machat your
real altitude. And the consequences of that
could bea wholelot worsethan anything the
FAA could dream up to do with your
certificate.

Because it is always better to be alive but
grounded than dead with your certificatein
your pocket, the only sane rule of thumb
appears to be: always tell ATC the whole
truth whenever the aircraft is in motion,
regardless of the possible consequences in
alaterenforcement case. (But once youhave
theaircraft stopped at the blocks, youareno
longer air traffic, and they are on their own.)

Wedon't mean that you should never talk
to the FAA. If you have a question of
interpretation of the FARs, it is prudent to
talk to an FAA inspector beforehand, to
help prevent a misunderstanding that could
cause you to commit an uninténded
violation.

It is only when focus of a conversation
turns to events that have already happened
that wisdom dictates that you participate no

further in the conversation without first
consulting your attorney.

And there’s somethingelseyoucandoto
help protect your certificate that doesn’t
even require the help of your lawyer. When-
ever you get that uneasy feeling that maybe,
just maybe, somebody thinks you did some-
thing wrong or whenever you see an ATC

* practice that strikes you as unsafe, file a

report with the National Aeronautics and
Space Administration (NASA) Aviation
and Safety Reporting System.

This program is well known to airline
pilots, who are very aware of the heightened
level of FAA enforcement scrutiny and who
depend on their certificates to earn their
livelihood. Some air carrier pilots joke

The effect of showing
FAA your NASA form

is much like making the
sign of the cross

fo a vampire.

about filing a NASA report with every flight
plan. While that is something of an exagger-
ation, the systemreally does provide arare
opportunity for pilots not only to protect
their own certificates, but also to make a
positive contribution to flight safety.

This is how it works:

1. Get a few of the forms (NASA ARC
277, Aviation Safety Reporting System
Form, available free from any FAA officeor
by writing to: NASA Aviation Safety
Reporting System, P.O. Box 189, Moffett
Field, CA 94035). Keep them in your flight
bag.



2. Whenever you think someone suspects
you have made a flying error or whenever
you see an ATC procedure that you believe
should beimproved upon, fillout the form
and fileitimmediately, being certain thatit
ispostmarked withinno more than 10days
after theincident.

3. Wait for NASA to return the identifi-
cation strip portion of the form, which is
your receipt and proof that you did file a
report.

4. Put the identification strip in a safe
place where it will not be lost or discarded
and where you can find it in a hurry when
youneed it. Treatitas one of your most pre-
cious possessions, which it is.

The NASA Aviation Safety Reporting
Systemisaconfidential program. The FAA
cannot find out about a violation through
your filinga NASA report. If the FAA finds
out about your alleged viola{iog from
another source and starts an action'to sus-
pend or revoke your pilot certificate, it’s
time to show them your receipt. The effect
of this is much like making the sign of the

cross to a vampire. Although they may go

ahead andissue an order to make your vio-
lation a matter of record, they will waive
actually making you serve a period of sus-
pension. It’s a lot of license protection in
exchange for a few minutes of your time to
fill out the form, and the feds even pay the
postage! There's no downsiderisk to youin
filing thereport, and you can still appeal the
findingofthe violation to the NTSBif you
think you can prove the FAA is wrong.
Filing a NASA report does not protect
you from having to pay for committing a
crime or from the consequences of an inten-
tional violation (itisn’t a coupon good for
one free buzz job). But by far the vast major-
ity of FAR violations are inadvertent mis-

takes committed by pilots who were doing
the best they could to fly right. In those
cases, gettingthe report in the mail cankeep
your simple mistake from grounding you
formonths.

On top of that, your report may help us
all, because where there are lessons to be
learned from pilgts’ reports, NASA uses the
feedback to help improve flight safety.

This program is a great safety tool, and
Icancommenditto youhighly. It’sthe best
d_ea'l we have going for usin the wholeunfor-
giving enforcement picture today.

_Take advantage of it; it may be the only
thing that keeps you and your pilot certifi-
catetogether. 3
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[0P POLITICAL AGENDA

EDITED BY ERIC WEINER

NoW THAT GEORGE BUSH HAS LAND-
ed in the White House, the Washing-
ton crowd is bracing for the inevita-
ble shifting of the political winds. In
which direction and with how much
force those winds will kick up, no-
body knows. While no drastie
changes are expected from the new
Administration when it comes to avia-
tion issues, Bush, a former U.S. Navy
pilot, is expected to take a more
hands-on approach, instead of what
one observer calls “Ronald Reagan’s
benign neglect.”

The 101st Congress will look a lot
like the 100th Congress: more than 90
percent of the incumbents were re-
elected. Sen. Wendell Ford (Demo-
crat, Kentucky) and Rep. Norman Mi-
neta (Democrat, California), who is
known on Capitol Hill as “Mr. Avia-
tion,” are expected to retain their re-
spective chairmanships of the Senate
and House aviation subcommittees,
and Washington watchers think that
bodes well for general aviation.-

After interviewing lobbyists, mem-
bers of Congress and other sources,
Flying brings you this overview of
the key political issues of 1989.
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‘Product-liability legislation: Once

again the general aviation lobby will
push for legislation aimed at redue-
ing product-liability costs and reviv-
ing dormant production lines. Some
observers say that chances of suc-
cess are better this year because of a
“better-educated Congress” and the
retirement of Rep. Peter Rodino
(Democrat, New Jersey), former
chairman of the House Judiciary
Committee and a staunch opponent
of a general aviation product-liability
bill. But the American Trial Lawyers
Association still poses an obstacle.

Aviation Trust Fund: Nearly $10 bil-
lion has accumulated in the user-fi-
nanced Aviation Trust Fund, but the
Reagan Administration had been re-
luctant to spend the money because it
allegedly helps offset the budget def-

icit. President Bush, in a pre-election
statement, hinted that he may be will-
ing to take the Trust Fund “off bud-
get” and spend the money for its in-
tended purpose. ““I am committed to
fulfilling the essential commitment
of our Aviation Trust Fund—that the
monies collected from user fees be
spent,” Bush said.

Last year legislation was passed
that would slash fuel and airline-tick-
et taxes if Trust Fund money isn't
spent. If activated, the so-called
“trigger-tax bill” would cut the eight-
percent airline-ticket tax in half and
eliminate the 12-cent per gallon fuel
tax. Despite the potential short-term
savings to pilots and passengers,
most observers would rather see the
Trust Fund spent on improving air-

ports and the ATC system. “I don’t
want to see [the trigger tax] go into
effect,” said Representative Mineta
ina recent interview. “In the long run
it would be disastrous.”

Airport Access: Look for this to con-
tinue to be a hot topic in 1989. The bat-
tles, however, will be fought mainly
in the courts, not Congress.

Despite last December’s ruling by
the DOT, lawsuits against the Massa-
chusetts Port Authority’s PACE plan,
which raised landing fees for general
aviation aircraft at Boston’s Logan
Airport, may drag on through the
year. Says Jonathan Howe, president
of the National Business Aircraft As-
sociation, “It's unlikely that the saga
is over.”

FAA enforcement: The FAA's get-
tough policy is expected to continue,
with more indictments of pilots who
fail to report drug- and alcohol-relat-
ed convictions and strict penalties for
those who bust TCAs and ARSAs.
“The new Administrator will proba-
bly want to hit the ground running,”
says Kevin Dorn, director of legisla-
tive affairs for the General Aviation
Manufacturers Association.




Taxes: Despite widespread lipread-
ing, not everyone in Washington is
convinced that President Bush will be
able to reduce the deficit and keep his
pledge of “no new taxes.” One possi-
ble “revenue enhancer” is a 10-per-
cent “luxury” sales tax, which would
affect such items as yachts, china,
crystal and noncommercial airplanes.
The tax was suggested in 1987 by the
Joint Committee on Taxation.

Under the Gramm-Rudman-Hol-
lings balanced-budget act, the feder-
al deficit must be reduced by $100 bil-
lion to $150 billion by the end of this
fiscal year, or across-the-board
spending cuts will take effect. Some
government programs, such as Social
Security, are exempt, but aviation is
fair game. a
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