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Introducing the FAA Safety Team

by Kathleen O’Brien and Keith Ballenger
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Why Change?
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education. The success of this initial
experimental program became the

accidents and runway incursions.
The remarkable achievements of

On June 30, 1970, the Federal
Aviation Administration (FAA) com-
pleted the evaluation of an innovative
two-year conceptual program aimed
at reducing general aviation accidents.
From its inception, the purpose was to
enhance aviation safety through public

=2

foundation for the industry, govern-
ment, and individual collaboration
known as the Accident Prevention
Program, which later became the Avi-
ation Safety Program. For the past 37
years, these programs have been a
major influence in reducing aviation

the Aviation Safety Program would
never have been possible without the
shared efforts and expertise of the vol-
unteer “team” of individuals and or-
ganizations that bonded together to
accomplish this common goal. But,
advancements in technology, expan-
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sion of world aviation markets and
the FAA’s own evolutionary quest
to provide the highest possible de-
gree of safety in air transportation
while maintaining fiscal responsibil-
ity, have rendered the internal
structure of the old Aviation Safety
Program obsolete.

The FAA has progressed from
strictly a governmental oversight
entity to an organization that
proactively seeks the most effec-
tive methods to promote aviation
safety beyond regulatory compli-
ance. Great success has been re-
alized with the introduction of the
Air Transportation Oversight Sys-
tem (ATOS) and the Surveillance &
Evaluation Program for Title 14
Code of Federal Regulations (14
CFR) Part 121 air carriers. Begin-
ning October 1, 2006, the FAA will
use similar risk management and
System Safety engineering princi-
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ples to develop new programs
aimed at reducing all facets of avi-

ation accidents, including general
aviation, with the introduction of
the new FAA Safety Team, or
FAASTeam.

The FAASTeam will develop
systematic and targeted products
to effectively reduce accidents in
areas where there has been limited
success in the past, or that were
previously outside the scope of the
old Aviation Safety Program. While
the FAA will continue to ensure
regulatory compliance, the best
way to realize the next significant
incremental reduction in aviation
accidents will be through identifica-
tion of risk causal factors. Then
specific products and programs
can be developed in partnership
with the aviation community, to
systematically reduce or eliminate
those risks.

How Will This Change
Occur?

The FAA's mission is to provide

FIGURE 2 - SYSTEM SAFETY CONCEPT
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the safest and most efficient aero-
space system in the world. Today, this
is being accomplished using a con-
cept called System Safety and its core

2 FAA Aviat

value of risk management. System signed that way. In other words, safety
Safety simply says that a product will cannot be inspected into a product. It
be safe when, and only when, it is de- must be built in from the beginning.




Applying System Safety principles is a
deliberate and calculated process.

For System Safety to work, it as-
sumes that the organization that pro-
duces or manages a product has a
fully functioning system. It must have
the people, materials, equipment,
tools, software, and facilities to sup-
port its product and they have to be in
good working order. That’s one of the
basic challenges for general aviation.
An individual owner/operator doesn’t
always have an organized “system” to
function within or readily available to
guide them in their aviation endeavors.

Secondly, when the system exists,
it must be continuously protected from
unnecessary and unwanted risk by
applying risk management techniques.
The organization or individual must
constantly be looking for concerns or
hazards that have some likelihood of
occurring, and that would have any
degree of severity.

Again, many general aviation op-
erations are constantly exposed to risk
because they have little or no system
to support their operation. Risk man-
agement sometimes consists of as lit-
tle as a weather briefing, so it’s no sur-
prise that this segment of aviation
accounts for the highest fatal accident
rate. (See Figure 1)

When there is a complete and well
functioning system, then we can begin
to apply risk management principles.
You have a solid foundation to work
with that can be readily adapted or
modified to meet risk. It’s then, and
only then, that System Safety attrib-
utes can be effectively applied.

System Safety builds a safety net
around your system. It assures that
someone is held responsible for safety
and has the authority to ensure its
continued use. It guarantees that there
are detailed procedures to be used
and not just policy statements, a cul-
ture of corporate history, or just good
intentions to accomplish goals.

System Safety then makes sure
that there are controls in place to see
that the procedures are being fol-
lowed, and that there are process
measures to make sure you are get-
ting what you want from your system.
Finally, System Safety demands that

-

there are interfaces between the vari-
ous components of the system, so
they are all “singing the same tune”.
(See Figure 2)

While System Safety is much eas-
ier to apply to larger organizations with
depth of resource, it still translates di-
rectly from the mega air carrier to the
individual general aviation owner/oper-
ator. The way the FAA Safety Team will
encourage the use of this new philos-
ophy will be through Safety Manage-
ment Systems.

A Safety Management System
(SMS) is an integrated set of work
practices, beliefs, and procedures for
monitoring, supporting, and improving
the quality of safety and human per-
formance in an organization. Safety
Management Systems recognize the
potential for errors and establish ro-
bust defenses to ensure that errors do
not result in incidents or accidents.
For example, analysis of risks com-
mon to general aviation aircraft opera-
tions shows that 75.9% of the fatal
accidents occur in personal flying. Of
that number, coincidentally, 75.9% are
pilot induced. Finally, the category of
flying that historically is the most lethal
is weather related and, according to
the AOPA Air Safety Foundation’s
2004 Nall Report, continued visual
flight rule (VFR) flight into instrument
meteorological conditions (IMC) ac-
counts for 87.5 % of those accidents.
It doesn’t take much analysis to realize
that if we can design a Safety Man-
agement System that includes specific
defenses against continued VFR flight
into IMC, we can immediately realize a
huge reduction in fatal accidents.

How would that be applied to you
as a general aviation owner/operator?
It would most likely begin with a
FAASTeam safety seminar that points
out the hazards of continued VFR
flight into IMC, targeted for a spring or
fall presentation where these acci-
dents are most prevalent. More in-
depth information could be conveyed
through a course of on-line training,
made available through the Aviation
Learning Center, along with specific
tools to help you use an aeronautical
decisionmaking process to avoid this
type of hazard. The Web site is

<www.faasafety.gov>. These tools al-
ready exist in various forms, like the
“3-P” Risk Management Process (Per-
ceive, Process, Perform) and the
“PAVE” Personal Minimums Checklist
(Pilot, Aircraft, enVironment, External
Pressures). Finally, practical applica-
tions of these tools could be made
available for you to apply your knowl-
edge in a no risk environment. The ap-
plication of your newly acquired skills
and tools would be accomplished
using flight training devices or per-
sonal computer aircraft training de-
vice-based scenarios, guided by an
instructor.

By managing risk in this manner,
we can help you build relationships
that will form your own system of pro-
tection with procedures, equipment,
materials, tools, software, people, and
facilities, the same way airlines do.
The new FAASTeam Safety Manage-
ment System products will promote
collaborative partnerships that will aid
you in identifying and avoiding hazards
that can lead to accidents. Your per-
sonal SMS could include:

e Detailed inspection record/
checklists recommended by
your mechanic or fixed base op-
erator for assuring aircraft air-
worthiness status and determin-
ing the aircraft’s condition for
safe flight. This could include
repetitive airworthiness direc-
tives and time-life limited com-
ponents.

Formalized weather briefing
documentation, recorded and
compared to established per-
sonal minimum checklists to aid
in making objective “Go / No
Go” decisions.

Procedures for use of passen-
gers as Crew Resource Man-
agement sources.

Routine and documented post-
flight reviews for risk analysis
and adjustment of personal min-
imums.

e Regularly scheduled skill im-
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provement training sessions with
appropriate flight instructors in
areas where you have per-
formed self-analysis and identi-
fied needed improvement.

= |dentification of methods and
procedures to recognize “trig-
gers” of accident chain events
and predetermined escape
methods.

While the safety tools we have ad-
vocated in the past are still valid today,
the emphasis of the FAASTeam will be
in the way these tools are produced,
offered, utilized, and improved. Our
success will be dependant upon cre-
ating a support system that will enable
you to adopt and easily use the tools
and that provides feedback so that
your newly developed safety manage-
ment system can be constantly im-
proved. The faasafety.gov Web site
will be the link to providing that feed-
back.

www.faasafety.gov

Delivering information and training
to airmen when they need it, in an
easily accessible format, is essential to
the FAASTeam implementation. The
<www.faasafety.gov> Web site will be
the FAASTeam cornerstone for collec-
tion and dissemination of critical avia-
tion safety information. The Web site is
designed to respond to national, re-
gional, and local airmen needs. When
you sign-up, you can specify your
preferences for the kinds of informa-
tion you wish to receive and specific
geographic areas. The Web site cur-
rently includes:

» Immediate notification of local-
ized or national safety situations that
affect you

» Safety Program Airmen Notifi-
cation System (SPANS)

» Airmen educational courses,
readily available in an open, user-

friendly format

A good example of the type of

courses that will be provided in the
Aviation Learning Center is “Navigat-
ing the DC ADIZ, TFRs, and Special
Use Airspace.” This course is a thor-
ough review of the Washington ADIZ
and TFR specific regulations along
with general information governing
Special Use Airspace. Each chapter is
clear and concise with appropriate
graphics and background documents.
After completing the course you can
test your knowledge with the attached
exam and print out a certificate of
successful completion. As FAASTeam
programs develop and expand, air-
men will be able to use this educa-
tional resource to build their knowl-
edge on a variety of subjects that
have been identified as critical risks to
flight safety and to assist them in
managing those risks.

Who'll
Make It Happen?

The transition period from the Avi-
ation Safety Program has already
begun. One of the main questions
being asked is, “What will happen to
the Aviation Safety Counselors when
the Aviation Safety Program sunsets?”
The answer is that the FAASTeam will
still need enthusiastic, dedicated, and
motivated persons and organizations
to join the FAA Safety Team. These
new volunteers will be called
FAASTeam Representatives and Part-
ners. They will be instrumental in pro-
ducing, coordinating, and mentoring
Safety Management System pro-
grams ranging from 14 CFR Part 121
air carriage to Light Sport aircraft op-
eration and maintenance.

The major reason why the coun-
selor designations will expire on Sep-
tember 30th, 2006, is that there will
no longer be a Safety Program Man-
ager position. Instead, the FAASTeam
will be selecting FAA inspectors as
new FAASTeam Program Managers
based upon a number of requirements
including areas of subject matter ex-
pertise, airmen domicile populations,
numbers of resident air carrier and air
agency certificates, accident statistics
and trends, along with geographic
considerations. The reality is that there

may not be a FAASTeam Program
Manager (FPM) in every Flight Stan-
dards District Office (FSDO). Some of
the new FAASTeam Program Man-
agers will have responsibility for geo-
graphic areas that include more than
one FSDO district.

The new FAASTeam Program
Managers will be actively seeking vol-
unteers from the aviation community
to act as FAASTeam Representatives
and Partners. These persons will be
highly respected and proficient individ-
uals who are passionate about man-
aging a FAASTeam program within
their geographic area of responsibility.
FAASTeam Lead Representatives will
direct and guide FAASTeam Repre-
sentatives in the accomplishment of
programs developed and sponsored
by the FAA Safety Team.

Getting Started

As with any type of change, initial
uncertainty or skepticism is normal.
But the FAA Safety Team will build on
those areas where we have been very
successfully in the past and build new
programs for areas of risk that have
yet to be addressed. However, the
new FAA Safety Team’s success is
wholly dependant on the partnership
between the FAA and the aviation
community working together to make
measurable advances in aviation
safety. These successes will be im-
possible without the collaborative ef-
fort of businesses and individuals with
a shared passion for aviation and who
champion safety. Working together,
we have the opportunity to continue
what has succeeded in the past, while
making new and significant progress
never before possible.

The FAA Safety Team will be just
that, a team of individuals, business,
and government working toward a
common goal. Come join the team!

+

Kathleen O’Brien is the Safety
Program Manager for the Flight Stan-
dards District Office in Long Beach,
California, and Keith Ballenger is the
Western-Pacific Regional FAASTeam
Manager.
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story and photos
by H. Dean Chamberlain

he dates of this year’s Sun ‘n
Fun Fly-In are April 4 to 10. By
the way, if you have not made
your travel reservations, the
time is running out for finding a nearby
motel. If you plan on flying to Lake-
land, Florida, for the event, now is the
time to start planning your flight and
collecting your trip information.  For
those of you whose flight takes you
near the Washington, DC, area, you
need to review the latest information
about the Washington Air Defense
Identification Zone (ADIZ). Pilots who
violate the Washington ADIZ and other
special use airspace in the greater
Washington area, such as the Prohib-
ited Area (P-40) over Thurmont, Mary-
land, can expect an unwelcome es-
cort by a military or law enforcement
aircraft. The FAA offers an online
course at <www.faasafety.gov> that
would be a useful refresher on this
subject (See page 35 for details). Of
course, all pilots need to check for
any last minute temporary flight re-
strictions (TFRs) that might impact
their whole route before any flight.

The annual FAA Notice To Airmen
(NOTAM) for the event has been pub-
lished. You can find it on the FAA's In-
ternet Web site <www.faa.gov>, the
Orlando Flight Standards District Of-
fice Web site, and the Sun ‘n Fun
Web site <www.sun-n-fun.org>. The
effective dates of the NOTAM are April
2 to 10. Please note the NOTAM im-
plementation date is before the public
opening of the Fly-In. The earlier im-
plementation date allows the airport to




shut down select runways and naviga-
tion aids in preparation for the event.

The NOTAM has specific proce-
dures for the different types of aircraft

expected at the Fly-In. For example,
there are procedures for VFR and IFR
airplanes and those airplanes without
radio. There are special procedures
for ultralight vehicles, helicopters, war-
birds, and high performance aircraft.
Several of these aircraft types have
their own special areas of the airfield
reserved for their use with their own
entry and exit procedures. Seaplanes
will be operating in and out of Lake
Parker.

An important part of the NOTAM
is the list of air traffic control facilities,
their frequencies, their locations, and
periods of use in the central Florida
area. The FAA will have a temporary
non-automated Flight Service Station

(FSS) located in the FAA Safety Center
on the south side of the airport within
the Sun ‘n Fun area of the airport for
weather briefs and flight planning and
filing from April 3 to 10 from 0600 to
1900 hours local. The temporary FSS
will be open on April 11 from 0600 to
1400 hours local. Pilots need to re-
view the NOTAM for flight plan filing,
VFR and IFR, and when and how to
close both VFR and IFR flight plans.
The St. Petersburg Automated Flight
Service Station (AFSS) is available for
complete services 24 hours a day by
dialing 1-800-992-7433 in the local
area or by using the direct dial tele-
phone on the west end of the FAA
Safety Center building.

For those pilots flying to the Lake-
land Linder Regional Airport (LAL) for
the Fly-In, the following are some of
the general guidelines listed in the

NOTAM.

* Because of the number and dif-
ferent types of aircraft, each with its
own unique flight requirements, flying
to and from the Lakeland and central
Florida areas during the Fly-In, all pi-
lots flying in those areas are advised to
watch out for other aircraft in all quad-
rants. Some of those aircraft may not
have radios or transponders.

< For aircraft without transpon-
ders, there is a special procedure for
flight along the Mode C Veil of the
Tampa and Orlando Class B airspace.
Remember, entry into Class B air-
space requires ATC authorization.

< To help others see your aircraft,
pilots are asked to turn their landing
lights on within 30 miles of Lakeland.

< A waiver for reduced separation
standards for category 1 and 2 aircraft
is in effect. These are primarily single-
and light, twin-engine aircraft.

e Be aware of the airport’s dis-
placed thresholds and multiple touch-
down spots. ATC will specify which
spot to use. The NOTAM shows
which runways and taxiways can and
cannot be used.

e The control tower will be open
and the Class D airspace will be in ef-
fect from 0630 to 2130 hours local.

» The special NOTAM procedures
will be in effect from 0700 to 2000
hour local from April 2-10.

< Do not operate in the Class D
airspace south of the airport. Other
aircraft operations and procedures will
be in effect in that area.

= Air Traffic controls the north side
of the airport. Sun ‘n Fun controls the
south side of the airport.

» Prepared aircraft parking signs
described in the NOTAM will expedite
your parking.

< Any type of student and practice
flights are “highly discouraged” during
the Fly-In.

< Limited grass field operations
are available during the Fly-In. See the
NOTAM for details.

e Tie-downs are required. You
need to bring your own.

e The south side of the airport is
closed from 1930 to 0630 hours local
from April 2-10.

e The airport is closed each day




from April 4-10 for the air show. The
air show area is from the surface to
10,000 feet MSL within a five statute
mile radius of the airport. The hours
each afternoon from April 4 to 9 are
from 1345 to 1730 hours local. On
April 8 there is also a night show from
2000 to 2200 hours local. On April
10, the show hours are from 1145 to
1400 hours local.

» Because of the number of de-
partures after the air show, arrival traf-
fic is not normally accepted until 1800
hours local.

» Special permission from the air-
port manager, Sun ‘n Fun, or Air Traffic
Control is needed for any arrival or de-
parting traffic while the airport is
closed for the air show.

e Runway 5/23 is closed from
March 31 through April 12.

e Closed taxiways are marked
with orange cones.

e The ILS and NDB/GPS Runway
5 approaches are shut down from
March 31 through April 12.

e The VOR Runway 9 is shut
down from March 31 through April 12.

< Do not make unnecessary radio
transmissions where procedures state,
“monitor the frequency only.”

< Rock your wings with “gusto”
for airborne acknowledgements.

« After landing, do not stop on the
runway. You need to clear the runway
quickly.

» Do not stand on, near, or walk
across runways.

e Watch out for and comply with
the hand signals of the red-shirted air
traffic controllers working the runway
for landing or departing traffic.

« During this period, an IFR reser-
vation system is in effect for Lakeland
and nearby airports. The NOTAM has
complete details for IFR flights to and
from the Lakeland area and for select
IFR operations along the U.S. south-
east coast.

The following guidelines relate to
maximizing the best way to utilize your
flight planning support.

e Inbound VFR flights should in-

-

clude an extra 30 minutes to the esti-
mated time en route to allow for any
unexpected delays at Lakeland.

e Pilots should make sure the
color of their aircraft is listed in the re-
marks section of the flight plan.

» Pilots are asked to close their
flight plans while airborne with the ap-
propriate Flight Service Station be-
cause of possible delays in parking.

e The NOTAM lists the appropriate
frequencies and process to use for
contacting Flight Service for opening
and closing flight plans.

= Because of the volume of traffic,
pilots are asked not to air file or ask for
complete weather briefings airborne
during the hours of 0600 to 1900
hours local with the St. Petersburg
AFSS.

 IFR pilots who don’t close their
flight plans airborne and retain their
IFR clearance until landing must con-
tact Tampa Approach on 120.65 MHz
after exiting the runway to cancel their
IFR clearance.

e Pilots are asked to monitor
121.5 MHz while airborne and before
securing their aircraft to check for any
inadvertent ELT activation or actual
accident. En route, any 121.5 MHz
ELT signal with its distinctive alert
sound should be reported to the near-
est air traffic facility along with the time
and location of first hearing the alert,
hearing the strongest signal, and hear-
ing the last signal.

e The NOTAM includes a section
listing the Lakeland and surrounding
airports where airfiles and changes in
destinations for IFR flights will not be
accepted except in case of an emer-
gency.

« The frequency for contacting the
Lakeland temporary FSS (Lakeland
Radio) is 122.05 MHz during the Fly-In
to activate and close VFR flights. The
hours of operation are 0600 to 1900
hours local.

The single most important arrival
procedure for aircraft arriving at Lake-
land for Sun ‘n Fun is the Lake Parker
VFR Arrival Procedure. The reason is

most of the VFR airplane traffic will use
the procedure as well as those IFR ar-
riving flights when conditions are re-
ported at or above 3,000 feet and five
miles visibility.

The NOTAM explains the Lake
Parker procedure in detail. If you have
not flown the procedure in several
years, the current procedure goes
from the Power Plant at Lake Parker
westbound to Interstate Highway 4 (I-
4), then southwest bound along I-4 for
about three miles. At the golf course
on your left, turn due southbound for
the airport. The golf course is about
three and a half miles north of the air-
port. Head for the blue-roofed termi-
nal building at the airport. You need to
keep the orange water tower off your
right side and the “cake” water tower
off your left side. No side-by-side fly-
ing is permitted inbound from Lake
Parker. All aircraft are to remain in trail
for safety purposes.

The NOTAM explains in detail the
altitudes and airspeeds each type of
airplane is expected to maintain. The
NOTAM has photographs of the pro-
cedure for pilots to review.

The NOTAM provides special pro-
cedures for ultralight vehicles and heli-
copters. Basically, these procedures
call for ultralight vehicles to enter the
south side of the airport from the
south-southwest corner and cross
East-West Road below 500 feet above
ground level (AGL). Ultralights are to
remain west of the large airport build-
ings.

Helicopters are to enter the south-
east corner of the airport from the
southeast at or below 500 feet AGL
and remain east of the large airport
buildings.

Although all of this traffic is sepa-
rated by the large buildings on the
south side of the airport, at and below
500 feet AGL, this traffic needs to
watch out for other types of aircraft,
including certain warbirds, that will be
approaching the south side of the air-
port inbound from the south above
these altitudes.
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ilots work hard for their first

license and all the ratings

they receive after it. Every

certificate brings with it pride
and a sense of accomplishment. They
enjoy flying and soon begin to ponder
the possibilities of flying and getting
compensated for it at the same time.
Of course, many pilots obtain Com-
mercial and Airline Transport Pilot cer-
tificates and do just that. They make
flying a professional career. Other pi-
lots may fly as a private pilot or fly ex-
perimental airplanes, occasionally
considering the possibilities of receiv-
ing cash or some consideration for
their flying. Let’s examine when that’s
permitted and when it’s not.

Private Pilots

First, let’s look at the circum-

f
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stances that a private pilot, flying a
standard category aircraft, may see
dollars or other benefits coming their
way—all of which happen to be ex-
ceptions to the general prohibition of
private pilots accepting compensation
for flying an aircraft as pilot-in-com-
mand where persons or property are
carried (Title 14 Code of Federal Reg-
ulations (14 CFR)section 61.113).

1. Incidental to Business—Not so
controversial is the “incidental
to business or employment” ex-
ception where the pilot may fly
an aircraft in the conduct of
his/her business, so long as the
flight is incidental to that busi-
ness, not the business itself.
Nor may passengers or prop-
erty be carried for compensa-
tion or hire on the flight.

2. Pro Rata Share of Operating

Expenses—If a pilots receives
contributions from passenger(s)
equal to their equal share of the
direct expenses of the flight
(limited to fuel, oil, airport ex-
penses or rental charges), so
they pay not less than their pro
rata share of those expenses,
the flight is not deemed for
compensation or hire. Recovery
of capital expenses, such as
amortizing hangar rental or in-
surance costs, are not consid-
ered direct operating expenses.
3. Search and Rescue—Pilots
participating in search and res-
cue operations sanctioned by
local, state, or federal agencies
that conduct such operations
may receive reimbursement for
aircraft operating expenses,
similar to the pro rata share lim-
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itations: fuel, oil, airport expen-
ditures, or rental charges
. Aircraft Sales—A Private Pilot,
with 200 hours of flight time or
more, acting as an aircraft sales
person is permitted to demon-
strate an aircraft for sale to a
prospective buyer. There is no
assumption of compensation.
. Charitable Airlift—Charitable or-
ganizations raise money occa-
sionally by accepting volunteer
pilots to fly the general public.
(Real charitable organizations;
ones that have an IRS § 501 (c)
3 tax exemption, not just a
good, local cause for raising
money.) The passengers make
contributions to the organization

T

in exchange for their flights.
These flights must be con-
ducted under 14 CFR section
61.113 (d), which requires,
among other limitations, a
seven-day advance application
to the local FSDO, no formation
or aerobatic flights and specifies
only standard category aircraft.

Key Terms

Reviewing the exceptions for Pri-
vate Pilots helps set the tone for un-
derstanding other limitations for re-
ceiving compensation for flying
passengers or property. Closely scruti-
nizing the key terms will give us more
insight into how they are interpreted.

For example, the term “compensation”
is interpreted to include much more
than dollars and cents. For many
years cases have set the precedent
that compensation encompasses a
wide range of benefits—almost any-
thing of value. Specific examples have
included: tax deductions, free flight
time in rental aircraft, fuel or credit at
an FBO, even the fact that a person
may “owe” the pilot a favor for their
services as a pilot. For example, if the
pilot receives a tax deduction for con-
tributing to a 501 (c) 3 tax-exempt or-
ganization, albeit no cash, fuel or serv-
ices, such as a flight benefiting a
museum or hospital, that is still con-
sidered compensation. Compensation
has also been interpreted to include




reimbursement for fuel on a flight for a
medical emergency trip to a hospital. If
a benefit, even a theoretical one, is re-
ceived, such as a favor owed, that’s
compensation.

Another term worth examining
more closely is “pro rata share” or
splitting expenses. The application of
this expense sharing concept is limited
to flights that, most likely, would have
occurred without the expense sharing.
In other words, the pilot and passen-
gers are flying to a destination the pilot
determined. Even a pro rata share of
the expenses that is applied to flights
that only the passenger desired to fly
to are, essentially, commercial flights.
A simple test is to apply the “common
purpose” standard. Are both the pilot
and passenger going to a destination
that benefits each—not just flying to a
location the passenger determined?

Experimental Aircraft

Many aircraft certified under the
Experimental Exhibition category offer
intriguing possibilities to pilots and the
public alike, particularly the chance to
fly in a former military jet fighter or
trainer that can demonstrate perform-
ance that far exceeds light aircraft.
Combine that with the fact that these
aircraft are also, by almost any stan-
dards, expensive to fly and operate,
consuming 10-20 times the fuel of
light aircraft. The result is that many
owners of these high performance jet
aircraft seek to reduce their operating
costs—and there is no shortage of
willing participants from the pilot com-
munity and the general public to make
contributions. A tempting combina-
tion. Let’s review the applicable regu-
lations and determine when receiving
compensation is permissible.

Similar to the Private Pilot restric-
tions on flying for compensation or
hire, Experimental aircraft are, gener-
ally, prohibited from carrying passen-
gers or property for compensation or
hire (14 CFR section 91.319) by any
person, Commercial and Airline Trans-
port Pilots included. Passengers may
be carried, but owners and pilots may
not “sell rides.” And, like the 61.113
restrictions, there are exceptions.

-

Training

To earn a rating in an Experimen-
tal category aircraft, it is necessary to
receive training. It also makes sense to
provide for legally compensating an in-
structor providing those services. The
Experimental Aircraft Association
(EAA) arrived at that conclusion and
then legally pursued the matter several
years ago, receiving a exemption for
paid instruction in Experimental air-
craft. Provision was made for that logi-
cal conclusion in the latest change to
14 CFR section 91.319, eliminating
the need for individual exemptions. So
training is one of the permissible activ-
ities for which a passenger may be
charged a fee.

Limits

Some further interpretation or
analysis would be beneficial to add a
good faith limit on this exception that
authorizes fees. For instance, instruct-
ing a person with no Student Pilot li-
cense or someone with that certificate
and 20 hours of flight time in an air-
craft that has a prerequisite of 1,000
hours of flight time before taking a
flight exam for a rating to fly the air-
craft, seems unrealistic. In fact, flying
non-pilots or very low time, inexperi-
enced pilots and charging for “instruc-
tion” would appear to be an attempt
to stretch the regulation permitting
fees for instruction beyond its reason-
able limit. Assuring the “student” has a
reasonable probability of applying the
training and obtaining an aircraft rating
(or concluding that it is not something
they want to do, even though qualified
by flight hours) will keep the flight
training for fees inside the prescribed
limits.

Another issue surfaces when
training pilots in Experimental category
aircraft. Some of the high performance
jet aircraft, usually referred as Surplus
Military Turbine Powered Aircraft
(SMTPA), are used for training pilots in
recovering from unusual attitudes, or
in airline parlance “upset training.” As
a result of air carrier and corporate jet
accidents and increased emphasis on

pilot proficiency, the training seems to
be well accepted as having the poten-
tial to increase safe operations.

Pilots simply wanting to experi-
ence a loop or roll in an aircraft can
probably do so with an instructor and
aerobatic light aircraft at almost any
general aviation airport. However, real-
istic recoveries from jet aircraft in an
upset condition are probably better
accomplished in jet aircraft. So that
type of training seems not only war-
ranted, but a contribution to safety.

The area of concern presents itself
in two directions. One, is the upset
training really upset training—not just
flights of amusement by those who
are seeking a thrill from high G aero-
batics? Two, is the training that is of-
fered something that the participant is
suited for? For example, if the sup-
posed upset training invites inexperi-
enced or non-pilots to experience in-
verted flight or aerobatics in an
Experimental-certified SMTPA for a
substantial fee (and there are plenty of
willing participants), it would most
likely slip into the selling rides category
and not be authorized. That is not to
say that there may be several legiti-
mate upset training businesses. They
would offer real training to pilots who
would find it relevant to their careers.

Closely related to the upset train-
ing issue is the “simulated air combat”
training offered by some SMTPA oper-
ators. If the service provided is merely
a tail-chase flight between two non-pi-
lots, with instructors in the back seats
encouraging their pseudo military
combat antics, safety suffers and the
situation is no more than a thrill ride
business.

Aircraft For Rent

Generally, Experimental category
aircraft may not be rented or leased.
However, relatively new in the regula-
tions governing Experimental category
aircraft is the ability to receive a fee for
aircraft used in training. Like the use of
standard category aircraft for training,
where fees are charged, this provision
seems to make sense. The aircraft
owner/pilot/instructor may, if they re-
ceive a letter of deviation under 14
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CFR section 91.319 (h), charge a fee
for use of his/her aircraft for flight train-
ing. Only for flight training and only
with the letter of deviation may fees be
charged. FSDOs will issue the letters
under the guidance of their operations
manuals.

Exhibitions

Most of the SMTPA jets are certi-
fied in the Experimental Exhibition cat-
egory. That’s the basis for their airwor-
thiness certificate. So it only makes
sense that these aircraft are not only
permitted to be exhibited, but by pol-
icy (FAA Order 8130.2F) owners are
encouraged to exhibit them. Fees for
exhibitions are not an exception from
14 CFR section 91.319, but present a
different situation. Without transport-
ing passengers or property for hire
(prohibited by 14 CFR section
91.319), there is no such restriction on
exhibition. You can display the aircraft
and get paid a fee—or fuel or some
other benefit. That display may include
a static display or flight exhibition.

No rides for passengers, no con-
flict with the federal aviation regula-
tions. However, there are some areas
for concern. For example, receiving
fuel for an appearance or demonstra-
tion flight, or cash for that matter, is
fine. However, accepting an offer like:
“We’ll add a few hundred gallons of
fuel to your allocation, if you take
Bobby Joe, one of our big sponsors,
for a local flight.” Now you are accept-
ing fuel for a passenger-carrying
flight—receiving compensation for
transporting a passenger, this is es-
sentially back to the “selling rides”
scenario. Pilots are advised to avoid
that sort of temptation, which certainly
exists from an effort to please air show
managers and sponsors, plus an op-
portunity to demonstrate the aircraft
with free fuel.

Another issue related to receiving
compensation sends us back to Private
Pilot privileges. While flying and receiv-
ing compensation for exhibiting or
demonstrating an Experimental Exhibi-
tion category aircraft is permissible
under 14 CFR section 91.319, there is
a question of the compensation issue if

the pilot is licensed as a Private Pilot.
No problem for a Commercial Pilot. Be
certain to check with the FSDO repre-
sentatives monitoring the air show; they
will likely confirm that interpretation.

Special Exemptions

So, pilots who go to an air show
and see an aircraft that is obviously a
former military aircraft and is most
likely flying under an Experimental Air-
worthiness certificate (or other re-
stricted airworthiness certification) of-
fering rides for compensation may
wonder: “How can they do that?” | will
explain now. You may see, for exam-
ple, a B-17 operated by a non-profit
organization, such as the one flown by
the EAA, that has applied for and re-
ceived a exemption from 14 CFR sec-
tion 91.319 and other relevant regula-
tions. Specifically, there are a few such
aircraft that have shown by petition to
FAA that they have substantial historic
value. Consequently, they have re-
quested a unique exemption from the
relevant federal aviation regulations to
“. .. operate the B-17 for the purpose
of carrying passengers for compensa-
tion or hire on local flights for educa-
tional and historical purposes.”

The exemption is not granted sim-
ply by a request but must be sup-
ported by operational, maintenance,
and safety practices that are thor-
oughly documented for a non-profit
organization. Do not expect to receive
such an exemption unless the aircraft
the organization expects to operate
for compensation or hire has both the
historic value and the documented
operational, maintenance, and safety
standards required.

Photography

An activity that can generate com-
pensation for Experimental aircraft is
photography. Generally, it is consid-
ered incidental to the flying, or it is an
exhibition of the aircraft—each a per-
missible use of the airplane for com-
pensation. Let’s address the good
faith limit on this exception to the pro-
hibition on receiving compensation.
Realistically, taking along a throw-

away camera and shooting a few
shapshots of a passenger does not
qualify for a “photography” flight. Usu-
ally a photography flight would be a
serious movie or video venture that
was intended to be something other
than a fun flight with a take-home
video clip. Serious video or movie ef-
forts fall into a different category—
probably a commercial venture with
adequate equipment, adequate capi-
talization, and adequate safety pre-
cautions. An easy way to determine
the permissibility of receiving compen-
sation is to look at the true purpose of
the flight: is it for taking photos, a
movie, or video? Or just a ride with
some photo documentation?

Exhibition Flights

Exhibition flights are often con-
ducted at air shows. There may be
additional regulations that apply to
these flights limiting passengers from
occupying seats, being approved to fly
in waivered airspace, flying formation,
or other restrictions. Just because it is
an exhibition of the aircraft does not
eliminate other restrictions. Be certain
to comply with those limits as well as
the one for receiving compensation.

Check Regulations

Hopefully, this review of the limita-
tion on Private Pilots and pilots and
operators of Experimental Exhibition
aircraft has been helpful. When in
doubt, check the regulations or call
the local Flight Standards District Of-
fice. Knowing when compensation is
permitted will keep the public pro-
tected and pilots free from scrutiny.

Douglas Gilliss is a former USAF
pilot, with Airline Transport Pilot (LR-
JET) and CFlI certificates, with Experi-
mental Aircraft Ratings in AV-L29, AV-
L39, CA HA-200 and N-T28 with
more than 5,500 flight hours. He is a
Designated Pilot Examiner for Experi-
mental Jets and Safety Counselor. He
holds Master of Business Administra-
tion and Juris Doctor Degrees and
serves as Chairman of the Board of
the Classic Jet Aircraft Association.




FITS_IS Here by Tom Glista

his article is an update on the

FAA/Industry Training Stan-

dards (FITS) program. Since

it has been a while since |
wrote about FITS, the following is a
brief overview of the FITS concept.

Historically, major leaps in general
aviation technology and/or capability
have been accompanied by an in-
crease in related general aviation (GA)
accidents. For example, in the 1940’s
there were accidents involving the
then new high performance
Beechcraft Bonanza. In the 1950’s,
the new light twins caused an increase
in GA accidents. In the 1960’s the
new business jets were involved in
more accidents. The single-engine
Grumman Yankee had a higher acci-
dent rate compared to similar type air-
craft in the 1970’s. The Piper Malibu
was involved in several high profile ac-
cidents in the 1980’s. The same was
true of the Cirrus aircraft in the *90’s.

The GPS systems and glass
cockpits being installed in today’s GA
aircraft is the next leap in GA technol-
ogy. The FAA wanted to do some-
thing about this new leap in technol-
ogy before this new technology
caused an increase in the GA accident
rate. Studies were conducted, and
the collected data were analyzed. The
results were as expected. Most GA
accidents are still caused by pilot
error.

The next thing we had to figure
out was what was causing the pilot er-
rors. We sent teams to visit organiza-
tions that have the lowest accident
rates. The teams visited air carrier
and military training programs to learn
what they were doing and what GA
was not doing. Not only did we visit
air carriers and military training facili-
ties, we researched zero error tolerant
operations like nuclear, fire, and police
organizations. The main differences
between the training they gave and
traditional GA pilot training was that
these organizations used scenario-
based training (SBT) rather than what
we called maneuvers- based training
(MBT). Further research that looked at

-

both of these methods further sup-
ported the need for incorporating sce-
nario-based training in general aviation
pilot training. The FITS team then
began adapting what they learned
from these other operators and indus-
tries into general aviation training.

The question became one of how
can SBT improve flight training? Done
correctly, the research indicated that
SBT can more quickly develop the
pilot aeronautical decision making, risk
management, single-pilot resource
management, and situational aware-
ness skills needed in today’s National
Airspace System (NAS). The con-
cepts of scenario-based training, sin-
gle pilot resource management, and
learner-centered grading are required
criteria for FITS acceptance of a flight-
training syllabus. To answer the ques-
tion | get all the time, no, we are not
eliminating skills practice. It is impor-
tant that pilots have psychomotor
skills (stick and rudder). FITS incorpo-
rates skill development into realistic
scenarios. Within the FAA’s Principles
of Learning this is known as the Princi-
ple of Intensity. For additional informa-
tion on these concepts, you can go to
the FITS Internet Web site at

<http://www.faa.gov/education_re-
search/training/fits>.

So, where are we now? In my last
article, | reported that Middle Ten-

averaged about 90 training hours for a
combined private/instrument training
course (in a FITS- accepted course
approved under Title 14 Code of Fed-
eral Regulations (14 CFR) section
141.57, special curricula). This was all
aircraft flight time since MTSU did not
have any simulation devices. A sec-
ond cadre of students went through
the same program, but this group also
used a Level 6 Flight Training Device
(FTD). Thirteen of these students have
completed the course with an average
of 64.1 flight hours and 13.7 FTD
hours. To me, 77.8 hours total time is
amazing since it is estimated that the
national average number of flight
hours for only a private pilot certificate
is around 70 hours. What is also eye
opening is that the courses were iden-
tical, except for the FTD. The stu-
dents who substituted some flight
time with FTD time required even less
overall training time. | know that the
average person does not train in a uni-
versity setting, but even in this training
environment, setting private and in-
strument certification normally takes
are 120 to 130 hours.

In the fall of 2005, MTSU took a
group of private pilots and placed
them in the its instrument-rating
course using in the glass cockpit Di-
amond DA-40 aircraft. This group of
students is being taught based upon
the traditional maneuvers-based

nessee State University (MTSU) pilots

-
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training method. With data gathered
from this research group’s training,
we should be able to determine if the
training results obtained from the first
two training studies were due to the
FITS method of training or due the
use of to the aircraft/glass
cockpit/FTD. Data collection and
analysis continues.

We are also getting other data. Pi-
lots who have gone through the
Cessna Factory Transition course and
the Cirrus Factory Transition course
have been given surveys to complete
concerning their training. The data
from these surveys are is being evalu-
ated to make FITS better for the pilot
in training. Again, this is a specific
population. They are normally pilots
purchasing a new aircraft or flight in-
structors who work for a pilot training
school that is purchasing a new air-
craft. To try and get a broader pilot
population, we have implemented a
new on-line FITS survey. To use the
on-line survey, Accepted FITS Flight
Syllabus and Accepted FITS Syllabus
(no flight) training providers can add
the names of their instructors to the
FITS log-in survey database. This is
done by training providers logging in
and adding users. Instructors will then
need to provide their students with
their username and password. The
URL of the survey is <http://
fits.aero.und.edu/index.php>.

Students may review the survey
data by logging into <http://
fits.aero.und.edu/Homepage.php>.
They will need to use the username
“fits” and password “data” or use the
username and password they were
given to complete the survey. If the
student completed the paper version
of the survey, the student will need to
obtain the username and password
from their instructor or use “fits” and
“data.” Training providers need to en-
sure that the instructor has been
added to the user list and assigned a
username and password before offer-
ing it to the student.

Training providers may review the
data by logging into <http://
fits.aero.und.edu/Admin.php>. Train-
ing providers that If you do not have a
username and a password should

contact Dr. Charles Robertson at
<robertso@aero.und.edu>.

Most FITS course acceptance is
now being transitioned to the local
Flight Standard District Offices
(FSDOs). At the time of this writing,
we have completed the FAA inspector
training, but written guidance has not
been incorporated into the inspector
handbook. By the time you read this,
inspector guidance should be in the
final steps of being published. Once
published, FSDOs can begin process-
ing requests for FITS acceptance from
part 61 and 141 pilot schools and part
142 training centers. Acceptance of
FITS acceptance of training from origi-
nal equipment manufacturers (i.e.,
Adam, Cessna, Cirrus, Garmin) and
from nationally distributed training de-
velopers (i.e. ASA, King School,
Sporty’s, Jeppesen) will still be done
by the FITS Program Manager in FAA
Headquarters, Washington, DC.

We have gotten comments from
some instructors and course develop-
ers supporting FITS, but they are still
unsure how to do FITS. We have
been working on that in two ways.
First, there are three new documents
on the FITS Web site: a Course De-
veloper’s Guide, an Instructor’s Train-
ing Module, and an Inspector’s Train-
ing Module. Second, the FITS team
has been conducting a FITS Instructor
Seminars around the country. This
free, all-day seminar is developing into
a “how to” FITS training course. We
have put on four WINGS-approved
seminars already. The first was in
Frederick, Maryland, sponsored by the
Aircraft Owners a