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The Future Starts Now

W= here is an unspoken tradi-
tion that those of us who
write magazine or newspaper
columns such as these begin
the new year by reviewing the
accomplishments of the pre-

ceding year while attempting to forecast
the next. If we’re doing this on behalf of
an organization, such as NAFI, we try to
be upbeat, inspiring and optimistic about
the future. Of course, there’s a reason for
that — it’s our job to be upbeat, inspir-
ing and optimistic. In fact, it’s in our very
nature to be that way, or at least make a
good attempt at it.

I will say that my reviewing 2020
would be redundant, because the effects
of the COVID-19 pandemic have been at
the forefront of nearly everything I've
written since March. Instead, while re-
membering and applying what we have
learned, let’s start building our future.

Why do I say that? Well, first of all, the
future is a blank slate. While we do learn
from experience, and a wise person ap-
plies that knowledge to their activities, it
is back there, in the past, while we have
to move forward.

To use a past incident as an analogy, a
CFI student and [ were flying the pattern
at Spirit of St. Louis Airport. A large bird
suddenly turned in front of us and collid-
ed with the wing of the C-172RG we were
flying. Once we realized that we were still
flying, after what seemed like a tremen-
dous impact, we started applying our col-
lective experience to the problem. Our
goal, as I said to her, was: “We still gotta
land this thing.” In other words, the col-
lision was in the immutable past — how
we acted upon it was our future. Drawing
on the knowledge we had gained, both
our own and from others, it became a
process of saying, “We hit it at 80 knots,

we're flying at 80 knots, so we’re not go-
ing to fly any other speed until we're 1
foot above the runway.”

That bit of wisdom came from read-
ing about how icing encounters had
drastically changed the shape of air-
foils. Part of that decision was also stat-
ed as, “Nothing’s peeling off the wing
at this speed, so this seems to be work-
ing” And, because we knew we'd taken
a pretty good smack, given our some-
what altered wing shape and possible
structural damage, along with knowing
we had 6,000 feet of runway available to
us, there was no good reason to use the

flaps. Finally, using others’ experience While we do Iea rn

to shape our future plans and ensure a

positive outcome, my CFI student said, from experience,
“T'll read the checklist out loud, and you .
respond. It'd be bad if we forgot to put and a wise person

the gear down.” She was clearly apply- o
s Ty applies that

ing the hard lesson that stressful situ-

ations can make us forget what should, kn OWI e d g eto th ei r

in hindsight, be obvious.

Needless to say, since youarereading 3 et ivi t i es, it i S ba C k

this, nothing catastrophic happened. In

fact, the damage to the aircraft turned  thare , in the pa st,

out to be relatively minor, although it .
did require a waiver to fly to a repair Whlle we have to
facility to replace a wing rib and fix the
leading edge. And, obviously, the point move fo rwa rdo
of the whole story is that we could have
focused on the event of a hapless buz-
zard colliding with us and losing control
of the situation, or we could and did say,
“OK, it happened; let’s deal with it.”
That is where we are in the flight
training industry. We have just expe-
rienced a year that required signifi-
cant adjustment in the way we teach
and assess risk. In fact, our risk as-
sessment skills have become closer to
home, given the nature of COVID-19.
We have learned how to apply tools,

January/February 2021« 3



position Report

notably those associated with online conferences, to teach-
ing situations, not only helping our students but also using
the highest level of learning: correlation. Using my analogy
above, we have survived an event, determined how best to
cope and moved on.

So much for the past and present. The important ques-
tion, now that we are in the new year with a new reality, is
how do we move forward? In other words, rather than con-
tinue to react, we should recognize that we have all adapted
and make plans to grow and thrive, both for our students’
benefit and for ourselves.

I challenge each of you, in the coming days, to take stock of
how you teach and conduct business. First, having had to as-
sess risk in a different perhaps more personal way, find a path
to relate this to aviation risk. For better or worse, many in-
experienced and/or younger pilots are casual about assessing
and mitigating the risk inherent in aviation. Because we have
all been forced to assess and mitigate the risk inherent in the
pandemic, this is the opportunity to draw parallels for your
students and perhaps for yourself, applying the lessons learned
regarding safety.

Second, since many of us have started using distance learn-
ing tools, perhaps for the first time, take the opportunity to

leverage them. Sometimes, using them one on one is the best
method. Other times, getting a group together for guided dis-
cussions would be better. Develop your studio and graphical
skills to become more impactful. These don’t have to be broad-
cast quality, but using inexpensive video, lighting and audio
tools will likely be helpful, and you’d be surprised at how robust
even the simpler features in PowerPoint, Photoshop and other
tools can be. Most important, take advantage of being able to
interact with your students on those days when it may be im-
practicable to meet in person.

Traditionally, the new year is when we assess our personal
skills and determine where we need to grow and improve.
Although many of us, during the downtime that may have
been imposed upon us, have done so previously, there is no
time like the present to go through the exercise. I believe
that the key questions to ask yourself are: What do [ want to
be doing at this time next year? Two or even five years from
now? What skills do I need to learn to be a better instructor?
What about becoming a better pilot? How can I set a better
example for my students?

For those of you who plan to use your experience as flight
instructors to go to the airlines or corporate flying, instead of
being concerned about the downturn in the commercial avia-

tion industry caused by the pandemic, this is the time
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to better prepare for the eventual upswing that will oc-
cur. Remember, aviation is far more than the physical
skills involved in flying — it is also about how we in-
teract with others. This is the time to learn and apply
the techniques of crew resource management, the crew
being your students. Use this tremendous opportunity
to develop the skills necessary to fly as part of a crew,
particularly in being in command of that crew. At the
same time, you can help your students learn the funda-
mentals of risk and crew resource management so they
can both apply it to their own flying and, if they are on
the way to becoming career pilots, pass those lessons on
to the people they touch. If you consider the tremen-
dous positive impact this would have on all of aviation,
the effort is well worth it.

Finally, take the time to consider that all the tools
necessary for you to act are available now. Some, such
as conferencing tools, I have already mentioned. But,
as a reminder, there are other tools that you can use.
Certainly, as we've said many times, we have NAFTs
Professional Development Program in which I urge all
of you to participate. Also, be sure to consider the many
educational programs offered by NAFI's sponsors that
can help you with these tasks. Finally, don’t forget that
many of these programs, along with NAFI's MentorLIVE
series, offer WINGS credit, along with many stand-alone
WINGS courses.

In short, we have learned from the past, and we have
learned to thrive in what is in the present. We have to
prepare for the future, which starts now. <=




YOUR FEEDBACK

Agrees With Boots

I enjoyed “ATC From a CFI Perspec-
tive” by Boots (Mentor, November/
December 2020) and agree that ATC
is normally very helpful, but it does
seem that “priority” is sometimes
“skewed” away from “little planes,”
and it is important to instill [this] in
our students: The pilot in command
has final authority and responsibil-
ity for the operation and safety of the
flight (14 CFR 1.1); the word UNABLE
indicates inability to comply with a
specific instruction, request or clear-
ance; and AIM should be on the tip
of our tongue when we are abused by
ATC, and maybe ATC will follow “first
come, first served” as described in
the JO 7110.65 series. We can always
hope, and keep the NASA reports
coming.

ASR and PAR approaches are be-
coming rare at civilian fields; as an
example in Florida, Key West (KEWY)
and Tallahassee (KTLH) are the only

published ones left, and getting ASR
practice at a military field is almost
impossible. Luis W. Alvarez, Ph.D.
(nuclear physicist), who saw how im-
portant his invention was to the Ber-
lin airlift after WWII would be disap-
pointed. Let’s just hope GPS always
works?
Lou Toth

Enjoys Reading Boots

I enjoyed reading “ ATC From a CFI
Perspective ” in the current issue of
Mentor. Boots mentions filing NASA
reports several times, and I agree that
is a good idea. I also suggest calling
the ATC facility and speaking with
the manager when a controller does
something that seems irregular. The
manager can review the tapes and of-
fer you an explanation, or remedial
training for the controller if it seems
appropriate.

Gil Buettner, Wausau (WI) Flying
Service
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Congress Nixes ‘Surprise Air Ambulance Bills’

Congress has eliminated “surprise
air ambulance bills” as part of the just-
passed federal COVID relief bill. Section
105 of the measure provides major
relief for air ambulance companies and
patients, AIN reported.

The bill would effectively end health
insurance company claim payment
denials for transports that are “out of
network,” establish independent resolu-
tion for disputed claims, mandate air
ambulance data collection on costs and
quality, and form a federal air ambulance
advisory committee to examine best
practices. The nation’s air ambulance
companies had long been criticized —
often in high-profile media stories — for
saddling patients with transport bills
that can run into the tens of thousands
of dollars.

However, the bill does not totally

eliminate patient financial responsibility
— they would still be required to satisfy
charges equivalent to their in-network
deductible. Air ambulance companies
and benefits payers would have 30 days
to settle claims before taking any dis-
putes to voluntary binding arbitration/
independent dispute resolution (IDR).
Air ambulance industry lobby As-
sociation of Air Medical Services (AAMS)
expressed support for the intent of the
legislation but cautioned it could create
additional problems for its members. In a
prepared statement circulated yesterday,
AAMS warned, “While the entire health-
care community is united in advocating
for a solution to balance billing that
takes the patient out of the middle of
billing disputes, it cannot be donein a
way that sacrifices healthcare services,
especially during this unprecedented

L L

global health emergency.”

Before the passage of this legislation,
airambulance companies had been
dealing with private insurance payment
problems by establishing in-network
agreements with health insurers or sell-
ing annual “memberships” directly to the
general public that covered all or part of
transport costs.

The bill does nothing to immediately
remedy long-held industry concerns
that Medicare and Medicaid covered
transports are reimbursed at rates sub-
stantially below costs. Patients covered
under these federal and state programs
represent 70 percent of all transports,
according to AAMS. However, the
mandatory cost data collection section
of the bill could generate information to
persuade Congress to raise these reim-
bursement rates in the future.

10MA
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RECORD YEAR FOR FAA COMMERCIAL SPACE ACTIVITY

A record number of launches, new streamlined launch and reentry
licensing regulations, and a historic licensed crewed mission are some of
the noteworthy commercial space transportation achievements of the
Federal Aviation Administration (FAA) in 2020. The FAA will build on these
accomplishments in the coming year.

“This record-setting year in launches, and the new streamlined launch
and reentry licensing regulations, bode well for continued rapid growth
of America’'s commercial space sector,”said U.S. Transportation Secretary
Elaine L. Chao, who has since resigned.

In 2020, the FAA licensed 41 commercial space operations (launches
and reentries), the most in the agency’s history. Those operations in-
cluded a record 39 FAA-licensed launches, including the first-ever NASA
crewed mission to be licensed by the FAA. For 2021, the FAA is forecasting
the number of licensed operations could reach 50 or more.

“The FAA is well positioned to keep pace with the dramatic increase in
commercial space operations and support the innovation driven by the
aerospace industry while keeping public safety a top priority,” said FAA
Administrator Steve Dickson.

Contributing to this year’s accomplishments are the benefits of a
recent reorganization of the FAA Office of Commercial Space Transporta-
tion. The changes increased the efficiency, effectiveness and accountabil-
ity of the office, allowing it to dynamically scale its processes to meet the
burgeoning private sector licensing demand.

The organizational changes will help the FAA implement a new rule
that modernizes how the agency regulates and licenses commercial
space launch and reentry operations. The rule consolidates multiple regu-
latory parts to create a single licensing regime for all types of launch and
reentry operations, replaces prescriptive requirements with performance-
based criteria, and allows the aerospace industry to continue to innovate
and grow.

In 2021, the FAA will continue to provide policies and guidance to
support the streamlined licensing rule by publishing advisory circulars
that will identify possible means of compliance. Working with the Com-
mercial Space Transportation Advisory Council (COMSTAC), the FAA also
will prioritize its other regulations for updates and streamlining. Addition-
ally, the agency anticipates the private sector will make notable progress
toward commercially viable space tourism.

In the coming year, the FAA also will continue to test new technolo-
gies to further enable the safe and efficient integration of space-vehicle
operations with other types of air traffic in the national airspace system.
Additionally, the FAA will establish an interagency working group to de-
velop a recommended national spaceport strategy to advance a robust,
innovative national system of spaceports. It will also support the direc-
tives and other tasks of America’s national space policy.

An FAA license is required to conduct any commercial space launch
or reentry, the operation of any launch or reentry site by U.S. citizens
anywhere in the world, or by any individual or entity within the United
States. Once the FAA issues a license or permit, the agency works with
operators to make sure they are meeting the requirements to conduct
launches and reentries. This includes having FAA safety inspectors moni-
tor licensed activities.

January/February 2021+ 7
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ABOUT THE NAFI
MASTER INSTRUCTOR PROGRAM

The NAFI Master Flight Instructor Ac-
creditation is earned by aviation educa-
tors based upon a system of advanced
professional standards and peer review.
The accreditation identifies and publicly
recognizes those teachers of flight who
demonstrate an ongoing commitment to
excellence, professional growth, and ser-
vice to the aviation community. The NAFI
Master Instructor accreditation is for two
years and may be used to renew an FAA
flight instructor certificate. Applicants
must have been a CFI for two years and
have given 1,000 hours of flight instruc-
tion. In addition, candidates must meet
and document activity in four NAFI Mas-
ter Instructor categories (Instructor, Edu-
cator, Service to the Aviation Community,
and Professional Activity).

Members of the National Association
of Flight Instructors work as independent
instructors, at flight schools, universities,
FBOs, corporate flight departments and
in the military. Since 1967, NAFI and its
members, who teach in 30 countries, are
dedicated to increasing and maintaining
the professionalism of flight instruction.
NAFI members influence active pilots
daily: students working to become pilots,
current pilots training to advance their
skills with new ratings or certificates and
pilots who seek to improve their skills
with recurrent training. NAFI also serves
as an advocate with industry and gov-
ernment as a voice for flight instruction.
NAFI helps shape the current and future
direction of flight training. For more in-
formation about NAFI or the NAFI Master
Instructor program, call 866-806-6156 or
visit www.NAFINet.org.

8 - www.nafinet.org
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MASTER CFIS

The National Association of Flight Instructors is proud to announce that
several NAFImembers haverecently earned accreditation as Master Instructors;
they are listed below. For more information about NAFI or the NAFI Master
Instructor program, call 866-806-6156 or visit www.NAFINet.org.

00 0000000000000000000000000000000000000000000000000000000000000000000000000000000000

DONALD KAYE
MASTER FLIGHT INSTRUCTOR

This is Donald Kaye's 10th consecutive NAFI Master Flight Instructor award. Born in
Canton, Ohio, Kaye says he was interested in aviation from an early age. After getting
his Bachelor of Science degree in electrical engineering, he went to work for Kaiser
Aerospace and Electronics. Most everyone in his department had their pilot certificate,
and in early 1968 he became a private pilot. A year later he got his commercial certificate.

From 1970 until 1992, he worked as a real estate broker selling apartment houses, as
a real estate developer and as a real estate investor. It took an issue of Flying magazine
with a Mooney TLS on the cover to direct his attention back to flying. He soon earned his
instrument rating, and within a month purchased a Mooney TLS. Thereafter, he achieved
his instructor certificate and instrument instructor rating and started teaching full time,
specializing in all models of Mooneys. His ATP certification followed.

For many years he taught both the primary Mooney Pilot Proficiency Course and its
corresponding Mountain Flying Course. After a student of one of his students bought a
King Air C90, he earned his multiengine and multiengine instructor ratings and began
teaching the multiengine rating. Shortly thereafter the same student bought a CJ1, and
the Citation CE-525S ATP was added to his credentials.

With over 11,600 hours of total time, 6,600 hours have been devoted to teaching. He
has been willing to travel, to Canada, Australia and even North Dakota in the middle of
January to assist those interested in learning the art of flying.

Several years ago, he upgraded the panel of his airplane to the latest in technology.
With the experience gained, he has been able to quickly guide students on both
purchases of such technology and on how best to use it to provide for the safest
flight possible.



DANIEL KATZ-BRAUNSCHWEIG, ASSOCIATE MCFI

Katz-Braunschweig says he was “bitten” by the aviation bug
early in life when his father, a former private pilot, scheduled
his first flying lesson at the age of 12 at Cherry Ridge Airport
in Honesdale, Pennsylvania. His interest in flying caused
Katz-Braunschweig to join the Civil Air Patrol, and during
his tenure, he was regularly active in the cadet program,
aerospace education and emergency services. His skills were
put to task a few days after September 11, 2001, when he, as
a photo specialist, was tasked with his aircrew to take photos
and video of the terrorist attack at the World Trade Center
and immediately deliver them to New York State’s office of
emergency management. He said that experience caused
him to really want to move to the left seat of the aircraft, and
he started flight training in December of that year toward his
private pilot certificate.

With his family helping him study and supporting him in
his goals, he received his certificate in June and his instrument
rating in December 2002. Katz-Braunschweig’s full-time job is
as a senior lecturer in the Department of Computer Science
and Engineering at New York University's Tandon School of
Engineering, where he sometimes uses his aviation background
to excite students on the complexities of both fields. He has
given his students insight into aviation by showing them the
intricacies of ADS-B and building projects that rely on data
processing and performance characteristics of both aircraft
and ground systems. Since it was the obvious combination
of his vocation and avocation, Katz-Braunschweig obtained
his CFI certificate in 2006 and has been teaching ever since.
He owns and flies a K35 Bonanza, which he uses to transport
his wife and two children around the United States and to
international destinations. He said that his greatest thrill is when
he sees a student who has had difficulty with understanding or
performing a task finally ‘get it”

SEND US YOUR
FEEDBACK
editor@nafinet.org

ANTHONY CIRINCIONE, MASTER FLIGHT INSTRUCTOR

Anthony Cirincione has over
39 years, and 11,000 hours
of flight experience, flying
almost every aircraft. His holds
a Gold Seal CFl with airplane,
helicopter, gyrocopter, glider,
weight shift control, powered
parachute and FE — turbojet
ratings, and an A&P certificate
with inspection authorization.
He began his aviation career as
a crew chief in the U.S. Air Force.
From there he became an F-111
instructor and flight examiner,
and later an instructor at the USAF Weapons School flying the
F-4 Phantom.

He is type rated in Cessna, Learjet, Dassault, and Boeing
aircraft. Cirincione has a master’s degree in aeronautical science
and has co-authored Advanced Flight Instruction: A Teaching
Guide for Aviators. Although he teaches in several light-sport
aircraft, he spends most of his time refining pilots' skills for safe
single-pilot operation of Cessna Citation aircraft. For a closer
look at his Citation work, go to www.Aeromania.net.

©0000000000000000000000000000000000000000000000000000000000000

ANDREAS “BARON” WESEMANN
MASTER GROUND INSTRUCTOR
Andreas Wesemann
is the director of the
Professional Pilot
program at Utah
State University,
where he started a
new online Master
of Aviation Science
degree and drone
program. He joined
the Civil Air Patrol in
1981 and garnered
a solo scholarship
that encouraged his
childhood dream of
becoming a military
pilot and helped
him toward an
appointment to and
his eventual graduation
from the United States
Air Force Academy

January/February 2021+ 9
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where he earned his silver wings.

Wesemann retired as a lieutenant colonel after a 27-year
career flying the C-130 Hercules around the world as a combat
rescue pilot and deployed combat commander, garnering
distinguished graduate honors at aircraft commander’s school
and an exceptional qualification on his instructor checkride.

He was recently selected as the Teacher of the Year for Utah
State University for 2020 and serves on the board for the
international Alpha Eta Rho aviation fraternity. He has earned
FAA WINGS validation at the basic, advanced, and masters levels
on multiple occasions. As an instructor pilot for over 20 years,

he has CFl, CFll, MEI, AGI, and remote pilot certificates, was an
instructor pilot in the U.S. Air Force for five different aircraft, and
is completing his doctorate in curriculum and instruction, with a
focus on e-learning.

©0000000000000000000000000000000000000000000000000000000000000

FRED L. GIBBS, MASTER FLIGHT INSTRUCTOR

Fred L. Gibbs'aviation
career started in 1971
when he was hired by
the FAA and started
out in the flight service
station in Williamsport,
Pennsylvania, the home
of Lycoming aircraft
engines and right down
the street from Lock
Haven, the birthplace of
Piper Aircraft. He put his
flight service knowledge
to work for the local FBO,
trading knowledge (in
ground school teaching)
for flight time, and as a student pilot, “hob-knobbing” with all
the Piper test pilots and gaining experience flying all over the
East Coast with his instructors delivering Lycoming engine
parts late at night.

Gibbs worked with the local general aviation district offices
back then, doing education programs with the same examiners
he flew with for his ratings, and even flew within the FAA'S
internal 4040.9 flight programs, one of the very few from within
the air traffic organization actually allowed in! Gibbs eventually
qualified for the ATP certificate under that internal FAA program.

Gibbs holds ATP, CFll, ASMEL and Gold Seal certificates,
with over 17,500 hours of flight time and over 13,200 hours of
instructor time. He has been an instrument flight instructor (CFII-
SMEL) since 1976, as well as a certified Cirrus flight instructor
since 2008. After retiring from the FAA, Gibbs became the
assistant chief pilot at the Freeway Airport, an active Part 141

10 - www.nafinet.org

flight school in Maryland. Upon relocating to Flagstaff, Arizona,
he assumed the role of director/chief flight instructor at the
local FBO there. Gibbs has flown about every GA aircraft around,
has extensive conventional gear experience and is a very
experienced instrument instructor.

Gibbs credits his FAA ATC and flight service station experience
and knowledge for much of the success and opportunities
he has enjoyed through the years. He also owns and operates
his own aircraft, a restored and meticulously maintained 1973
Bellanca Super Viking. Gibbs has flown under the FAA's internal
flying program and has been an FAA safety counselor at large for
the past 44 years. He is also a FAAST lead representative for the
Scottsdale FSDO, is active in the FAA'S WINGS program, serves
on the board of directors for the Arizona Pilots Association, is the
safety and education director for the Arizona Pilots Association
and was a captain in the Civil Air Patrol serving as the safety
officer/check pilot for the local squadron in Flagstaff.
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SAM LINDSAY, MASTER FLIGHT INSTRUCTOR

Sam Lindsay
isa US. Air Force
veteran and former
airline first officer
who began flying
inthe 1990s. He
quickly progressed
through his ratings
and is currently a
primary, instrument,
and multiengine
instructor. He
specializes in
Mooney and
Comanche aircraft
as well as high-tech
avionics, but he
also instructs local
tailwheel pilots at
a nearby grass field
and mentors new student pilots in his 1977 Cessna 150. He is an
independent instructor and owns his own flight school, named
CourseAir Flight Training.

Lindsay has a Master of Science degree in information
systems, and prior to becoming a full-time instructor, he spent
38 years in the information technology field. He has been
published numerous times in various periodicals, including
NAFI's Mentor, MAPA Log and IFR Refresher. He also produces
online instructional videos for use by all students of aviation,
young or not so young. =g
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Are We Teaching

THE

RIGHT
STUFE™?

—— Yy | ——

Lack of ‘basics'results in many accidents

hy should a Piper
Malibu crash while at-
tempting to execute a
go-around? Why should
a Grumman Tiger over-
shoot a 4,000-foot run-
way? In both cases, the airplanes were
clearly capable of doing what the pilots
wanted them to do, but because of poor
airmanship an accident resulted.

This problem is not restricted to general
aviation pilots either; it is also happening
in the airline industry. For example, the
National Transportation Safety Board
(NTSB) recently determined the cause of
an accident wherein a Boeing 737 ran off
the side of the runway and was severely
damaged while attempting a crosswind
takeoff. The NTSB concluded the pilot
possessed adequate rudder control for the
conditions and could have avoided the ac-
cident. Then there are at least two other
current airline accidents wherein improper
stall recovery procedures were the cause.
As T recall, stall recovery is something we
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By Wally Moran

are supposed to teach prior to solo!

In these and many other accident re-
ports available on the NTSB website,
frankly, a common factor is pilots who
have forgotten or perhaps never acquired
certain basic airmanship skills.

[ fear we instructors are putting more
emphasis on the gadgets than we are on
basics. I know pilots who can use every
feature of a new Garmin panel but can’t
land on the centerline. I also know a pi-
lot whose alleged checkout in his new
and very complex airplane never includ-
ed stalls or short- and soft-field takeoffs
and landings.

Are we as instructors becoming so
fascinated with technology that we are
failing to look at basic airmanship skills
during flight reviews and aircraft check-
outs? Are we letting our students off the
hook by not making them demonstrate
basic skill maneuvers such as slow flight,
stalls and precision landings? While it is
great and in fact necessary to learn how
to operate all the new gadgets we have in

our airplanes, they are not a substitute
for basic skills like how to recover from a
stall, make a short-field landing, perform
a go-around or make a good crosswind
takeoff. These are the skills that were
lacking in the pilots involved in the acci-
dents mentioned previously.

As far as I know, all those accident pi-
lots had current flight qualifications. I
would be interested to see the lesson plans
for their most recent flight reviews. One of
those pilots was an airline pilot, and you
might ask how it could be that he was not
up to speed on stall recovery procedures.
Well, I can tell you how because I have
been there. Airline training can lose focus
just as general aviation training can. In
fact, in that accident the airline training
program and FAA oversight were named
as factors. We seldom see training men-
tioned in NTSB files of general aviation
accidents, but that’s only because we are
not as visible and don’t get the attention
airline accidents do.

[ believe inadequate training and low



standards are a significant factor in gen-
eral aviation’s dismal accident rate. Sadly,
we have only ourselves to blame for that.

At this point you may think [ am sug-
gesting we all set a bunch of lofty stan-
dards for the pilots we train. That is not
the case. In fact, we already have fine
standards available to us; we just need to
use them. For example, let’s take a look
at what the private pilot ACS says in part
about landings:

1. Select a suitable touchdown point.

2. Maintain a stabilized approach at the
recommended airspeed.

3 Touch down at the proper pitch atti-
tude.

4. Touch down within 400 feet beyond
a specified point with no drift, and with
the airplane’s longitudinal axis aligned
with and over the runway center.

That seems pretty basic, but if all our
pilots could do that, I wonder how many
landing accidents would be avoided. Now
recall that these are the minimum stan-
dards for a private pilot. How much better
should our experienced pilots be?

Do you assign a point on the runway
for touchdown? Try it and you may be
surprised how it turns out. Are we at least
requiring private pilot standards on our
flight reviews? I encourage you to review
the skills listed in the ACS for the vari-
ous maneuvers and confirm that you are
indeed requiring your trainees to meet
those standards.

Sure, it is fun to play with all the new
toys in the panel, and in fact it is our job
to ensure that the pilots we fly with know
how to operate everything in the airplane,
but remember, it is still basic airmanship
skills that get the airplane up and down.

Ladies and gentlemen, the pilots who
are having accidents are for the most part
a product of their initial and recurrent
training. In the general aviation world, it
is you and I who provide that training, and
it is our responsibility to be sure we are
teaching them the right stuff. =8¢

Wallace J. Moran has instructed in general aviation,
airline operations, and gliders for over 50 years. He
holds a NAFI Master CFl designation and is an FAA-
designated pilot examiner. He was inducted into the
NAFI Flight Instructor Hall of Fame in 2017.
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Stories some pilots tell
By Keith Reed
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e have all heard the old saw,
“How can you tell if there’s
a pilot in the room? Don’t
worry, he or she will tell
you.” Being a pilot is a rea-
son for pride. In 2019, there were 664,565
certificated pilots in the United States.
The U.S. 2019 population was 328.2 mil-
lion, meaning that only about 0.17 per-
cent of the population were pilots. We are
members of a pretty exclusive club.

One thing that I have found in more
than 50 years of flying is that after politi-
cians and fishers, pilots run a close third
when it comes to telling tall tales.

Greg was a maintenance man at a
chemistry lab where I worked during col-
lege. The day I started, one of the other
chemists, on finding out I was a pilot,
said, “You have to talk to Greg. He’s also
a pilot.” At that time, I was working on
my instrument rating at one of the top
flight schools in the Twin Cities. In due
time, I met Greg, and talk turned to fly-
ing. “Yep,” Greg said, “I just finished my
instrument rating at (the same) flight
school. I gota ‘B’ onit.” (Radar screen up.)
“Oh,” I asked him, “who was your instruc-
tor?” He thought for a moment and then
said he could not remember his name! A
guy with whom he had purportedly re-
cently spent at least 40 hours in the con-
fines of a trainer, a briefing cubicle and
a Beechcraft Musketeer. Yet the name es-
caped him. At my next lesson, I asked my
instructor if Greg had ever studied there.
He went through the files and of course
found nothing.

Later, Greg asked for my help. He was,
in addition to being a pilot, a diver who
specialized in Lake Superior wrecks. He
had a tip as to where a particular wreck
was and wanted to take some aerial pho-
tographs of it before he planned his dive.
He had a buddy with a new Cessna 210,
and he wanted me to fly it “just above
stall speed, of course — the only way you
can get aerial photos,” at 100 feet above
the lake, while he stood out on the wing
strut (of a new 210?) wearing a para-
chute in case he fell! I just nodded, and
of course, over time, nothing came of it.
Over the next couple years, I found out
that in addition to being a pilot and diver
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he was, according to Greg himself, a pro
photographer (his whole basement was
a studio and darkroom), a master wood-
worker (his whole basement was a wood-
shop) and an expert tropical fish breeder
(his entire basement was an aquarium).

This next story is more karmic than
humorous. As a young pilot, I would, as
did we all, hang out at the flight school.
One guy, a real estate agent by trade,
middle-aged, would spend his days at
the airport, regaling all us youngsters of
his many deeds and experiences, who, as
a private pilot with “almost 400 hours,”
felt he could impart upon us wisdom we
could take with us into the cockpit. He of
course never took time to find out about
his audience: to him we were just a bunch
of young, snotty-nosed, impressionable
student pilots.

One day, my instructor saw me off on
a checkride. On my return, he and the
flight school owner met me at the door

L
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One thing that | have
found in more than
90 years of flying is
that after politicians
and fishers, pilots
run a close third
when it comes to
telling tall tales.

and asked how I did. “I passed,” I proudly
replied, which was met with many con-
gratulations and much vigorous back-
slapping. The old veteran realtor, lean-
ing on the coffee machine with his cup
in hand, said to me, “So, you finally got
your private, huh?” “No,” I said truthfully,
“flight instructor.” The look on his face
was precious. One could have knocked

"

him over with an empty coffee cup. He
choked down the rest of his black with
cream and sugar and made his way to the
door. One of life’s little triumphs.

Several years later while instructing at
a Wisconsin flight school, I greeted a man
who was just transferred to our town to
manage a car dealership. As a private pi-
lot, he wished to check out in a plane so
he could rent. An examination of his re-
cords showed about 300 hours of recent
experience on his six-month-old private,
ASEL certificate. We flew about an hour,
enough for me to decide he was compe-
tent to rent. A couple months later, one
of my students asked me to accompany
him to an Optimist Club breakfast. All
the members wore nametags with their
employer name. Across the table was
a man who was a mechanic at the same
auto dealership. I mentioned that I had
flown with his new manager. “He’s some
pilot!” the man said. (Radar screen up.)
“You know he’s flown every airplane in
the Air Force inventory!”

Another tale: Vern was hired as man-
ager of a flight school at which I was in-
structing in the early 1970s. He would re-
gale us with tales of his B-25 experiences
in World War II, his experience as a King
Air pilot for a famous local entrepreneur
and his extensive corporate pilot experi-
ence. It took us instructors not long to
begin to doubt his tales. He never flew
anymore, because, he said, his “ticker”
wouldn’t allow it. I was enlisted to fly
Vern to Wichita for meetings with Cessna
for our recent purchase of the Cessna Pi-
lot Center program. I was tasked by the
other instructors to evaluate him in the
air. On the way there, I would ask him
from time to time if he would like to take
the controls; he declined, saying that it
was too “painful” for him to be reminded
of all the good times he had spent behind
the yoke. The real giveaway that he knew
nothing about flying, however, came at
the airport a few days later, as I was pre-
flighting the Cessna 182 for our return to
Minneapolis—-St. Paul International Air-
port (KMSP). As I made my way around
to the tail, Vern was grunting, trying to
bend the trim tab up. I asked what he was
doing. He said that someone must have



NAFI MEMBERS BENEFITS

FREE COURSES
“- 707 DISCOUNT
NS 979 CHECKRIPE COURSES

v

Sy
=

Your NAFI member benefit program includes some awesome offers from King Schools. You get
free courses, 20% discounts on KING products, $29 ACS Private and Instrument Checkride video
courses and an opportunity to win a King Schools/NAFI scholarship worth more than $18,000.

ACS CHECKRIDE

$29 } COURSES—THIS 20% }

IS NOT A TYPO!

OFF ALL
KING SCHOOLS
COURSES

(Reg. - $139 each)

You will see real-world ACS checkrides,
including the oral and flight tests, in HD video.

| 8 FREE COURSES

'| 5 Free Risk Management
Courses — Risk Management
for Pilots, Single Pilot IFR,
FLIGHT Takeoffs & Landings, Weather and Reluctant

F R E E } INSTRUCTOR Passengers & Their Pilots.

RESOURCES Plus 3 more courses:

e Surviving Aircraft Systems Emergencies
e Surviving Your Most Feared Flying Emergencies
e Maneuvers for the Commercial Pilot and CFI

Private Pilot Practical Test course and/or the
Instrument Practical Test - $29 each.

King Schools provides CFls with free resources
to help you do your job of instructing learning
pilots. http://www.KingSchools.com/CFl/

These offers are available by phone to current NAFI members. Please have your NAFI membership
number ready when you call King Schools.
Go to KingSchools.com/NAFInet for more information

«\O“N’ ASSOc,‘q)/O I
- e (800) 854-1001 skclglls;
% -‘w" & www.KingSchools.com/NAFInet

4,



driven into the tail, because this piece of
the “tail” was bent. He was trying to bend
it back. Now, I have never flown a B-25 or
a King Air, but I would think that some-
time in the past 30 years Vern would have
flown some type of airplane with an eleva-
tor trim tab.

Another time, a man came out with his
Mooney (relax, dual controls) and asked
for an instrument competency check (as
they were known back then). After a thor-
ough preflight briefing, I explained that
we would first go out to the practice area
for some airwork. “No,” he adamantly told
me, “I am current. I only need to do some
approaches. I don’t need any of that other
stuff” Knowing that the flight to MSP
would give me some idea as to his basic
competence, we departed. He did a pass-
able job with his basic instrument con-
trol and radio procedures to get us lined
up for an ILS into KMSP. I had informed
the controller that it was a training flight,

which will be important later. He climbed
to the initial approach altitude of 4,000
feet, swung his Mooney onto the localizer
and did a very nice job keeping the needle
centered while communicating with ATC.
We crossed the outer marker, the middle
marker and soon heard the rapid beep of
the inner marker. “There!” he said. “Not
bad, huh?”

“OK,” I said, “take off the hood and do
alow pass.” He was quite surprised when
he did and saw that he was still at 4,000
feet. He had done a nice job, except that
he had forgotten to descend. The astute
controller did not comment since I had
forewarned him that it was a training
flight — he probably figured we were just
doing localizer work. “OK,” I said, “now
let’s go to the practice area. We need to
do some work.” He did not argue. On the
way, we reviewed what the term decision
height meant.

A while ago [ saw a gray-haired gentle-

man wearing a T-shirt that read, “The old-
er [ get the better I used to fly.” [ am still
looking for that shirt: It defines my fly-
ing career as well. But what I have found
is that flying is so special, so unique, so
exciting that I really don’t need to embel-
lish my story. The truth is enough. But,
who knows what might happen in the fu-
ture. Someday the grandchild on the knee
might just want to hear, one more time,
how Grandpa broke the world speed re-
cord between New York and Pretoria in a
Cessna 120. @7

In 2020, Keith Reed celebrated his 51st year as a pilot,
his 48th as a flight instructor. He has worked as a flight
instructor, chief flight instructor and Part 135 pilot for
numerous flight operations in Minnesota and Wiscon-
sin and has taught ground schools for even longer than
that. He currently works as a writer and writes, pro-
duces and directs audience interactive mystery dinner
theater productions for his company, which he formed
30 years ago.
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By Chris Hope

Best Way to LLearn
Brain Rules by John Medina

% A book review in NAFI Mentor? And
a nonaviation book? What is up with
that? Bear with me for a minute.

In the 40-plus years that I have been
teaching, I have been trying to find ways
to get students to understand and to
put into practice my flying knowledge.
I, like all of the rest of my fellow CFIs,
have taken the courses in instruction.
We know about the barriers to learning.
We know that our students learn bet-
ter when they are comfortable and not
threatened. And on and on and on.

But John Medina, in his book Brain
Rules, explains why this is so. And he
explains this on a cellular and molecular
level in a way that is understandable to
even us pilots.

Medina wants to talk about how
the brain works in the context of how
we, as educators, can get our points
across without putting our audience
to sleep. (As an aside, I once taught
evening ground school classes for
would-be instrument pilots. Without
fail, when I arrived home afterward,
my wife would ask me how many stu-
dents were awake at the end of the ses-
sion.) Medina focuses on 12 rules for
learning that will allow us to get our
point across in a way that allows our
students to “get it.” And all through
this book, I kept thinking of ways that
I could take his concepts and use them
in my flight instruction.

Medina is looking more at the cor-
porate and academic worlds as he
makes his points, and not so much
of the one-on-one world that we CFIs
inhabit. But we can take some of his
points and restate them for our own
use. For example:

If workplaces had nap rooms, multi-

20 - www.nafinet.org

L2 Princsples for Surviving and Thriving
8t Work, Home, and Schoal

IOHN WEoiiNA




A GOOD PILOT IS ALWAYS LEARNING

Professional nircion
Development
Program=gg=

Business &

Communication
The NAFI Professional Development Program

is designed to develop and mentor a flight
instructor’s mastery of core concepts in
aviation education and leadership. Leadership

Development

Further, it provides the tools necessary to
excel as teachers and client service experts,
improving the standards of professionalism in

Risk Management

flight instruction.

These are the best hours you can
put on your resume. Electives

Start the program today!
www.nafinet.org/professional-development-program




tasking was frowned upon, and meetings
were held during walks, we'd be vastly
more productive.

In the plane, we talk about multitask-
ing. But I find that I am actually teaching
my students that they have many pieces
of information to absorb very quickly,
and there are many tasks that seem to
be done simultaneously. But I help the
student break those tasks down into in-
dividual steps to address sequentially,
not simultaneously. And walking around
might be difficult in the left seat of our
172 but taking the controls from time to
time and suggesting that your student
take a quick stretch break will work won-
ders for moving her out of a momentary
learning plateau.

How about his Rule No. 9? — I have
long realized that I, and my students,
could remember facts and numbers bet-
ter if we read them, spoke them, and
listened as we spoke them. That is why
when I pass the final approach fix on an
ILS I take one last look at the DH and
missed approach procedure on the ap-
proach plate, and then constantly tell
myself the altitude I am passing, the al-

| have long realized
that I, and my
students, could
remember facts and
numbers better if
we read them, spoke
them, and listened as
we spoke them.

titude I am going to and the first steps
in the missed approach. But Medina
goes beyond that. He explains what
your brain is actually doing when it
crams short-term and long-term mem-
ory items in.

And we have long heard that a picture
is worth 1,000 words. And there is a rea-
son. Check out Rule No. 10 and learn how
our brain processes pictures versus how it
processes words.

And that stress thing. And that sleep
thing. Rules No. 7 and 8 explain the dif-
ference between good and bad stress, and

why our body really wants sleep and why
our brain is in a constant battle between
“go to sleep” and “stay awake.”

Wonder why your over-40 students
learn differently than your teenagers and
20-year-olds? There is a very ancient ge-
netic reason for this, and all of the talking
we do to them is not going to alter some
basic biological facts.

Since we all learn from pictures more
quickly than from words, if you don’t
want to read the words, just enjoy a pre-
sentation on this subject at BrainRules.
net. Scroll to the bottom right corner and
watch the presentation by Biff, the frog.

This is a book that you might think
would be real heavy reading. But be-
cause Medina is an author who practic-
es what he preaches, it comes off as very
readable, very enjoyable. Find yourself
a copy and enjoy. <%=

Chris Hope loves to read, write, and fly but
not necessarily in that order. You can reach
him through his website, pick out additional
teaching tips and read more book reviews at
www.ChrisHopeFAAFlightinstructor.com

FROM JOHN MEDINA’S BRAIN RULES
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Stressed Brains Don’t Learn the Same Way

« Your body’s defense system — the release of adrenaline
and cortisol — is built for an immediate response
to a serious but passing danger, such as a saber-
toothed tiger. Chronic stress, such as hostility at home,
dangerously deregulates a system built only to deal
with short-term responses.

«Under chronic stress, adrenaline creates scars in your
blood vessels that can cause a heart attack or stroke, and
cortisol damages the cells of the hippocampus, crippling
your ability to learn and remember.

- Individually, the worst kind of stress is the feeling that you
have no control over the problem — you are helpless.
« Emotional stress has huge impacts across society, on

children’s ability to learn in school and on employees’
productivity at work.

Sleep Well, Think Well

«The brain is in a constant state of tension between cells
and chemicals that try to put you to sleep and cells and
chemicals that try to keep you awake.

www.nafinet.org

«The neurons of your brain show vigorous rhythmical
activity when you're asleep — perhaps replaying what
you learned that day.

« People vary in how much sleep they need and when they
prefer to get it, but the biological drive for an afternoon
nap is universal.

- Loss of sleep hurts attention, executive function, working
memory, mood, quantitative skills, logical reasoning and
even motor dexterity.
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to Teach ‘
New CFls =&*
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It Is tough to help
create new CFls who
know how to teach, or
at least tough to do it
right. That’s the crux
of the problem. When
we instruct toward any
other certificate, rating
or endorsement, we
are teaching students
a new or upgraded
flying skill. Perhaps
an instrument rating,
which is almost 180
degrees opposite from
what they learned
in obtaining their
private certificate.
Perhaps a complex
or high-performance
endorsement,
which requires new
knowledge and skills
added on to what they
already have learned.
But becoming a CFl is :
completely different. :

hen new CFI candi-

dates approach us, we

have to assume that

they already have the

flying skills, knowl-

edge and experience
necessary to make good aviation deci-
sions and operate an aircraft safely as
well as competently in most situations.
Unfortunately, sometimes we find that
is not actually true and wonder how they
ever earned their earlier prerequisite cer-
tificates and ratings. In those cases, we
have to spend alot of time teaching them
things they should have already known
and skills they should have already pos-
sessed, before we actually start teaching
them to become CFIs.

The only thing we should have to teach
them regarding flying is doing takeoffs
and landings from the right seat, which
is not as easy as most expect it to be. We
also need to refresh their memories re-
garding various commercial maneuvers
that they had to previously learn, since
having a commercial pilot certificate is a
prerequisite of obtaining an initial CFL
We also have to add some instruction
on how to “save” botched maneuvers by
their students, which is a different skill
than demonstrating the maneuvers.

The only thing we should actually be
teaching them is how to teach, not how
to fly. Not everyone can teach or learn
to teach. It’s an entirely different skill
set. Some people enjoy teaching, not just
teaching flying, but teaching in general.
They will make good flight instructors if
they want to go in that direction and also
are able to learn good flying skills as well.
Not everyone can do either or both. Most
of us, especially those of us old enough
to have flown with World War II flight in-
structors earlier in life, have known CFIs
that use the “English method of teaching
language.” They believe that if you shout
loud enough, that will get the needed

knowledge across to the student. Note,
that does not work. What it does do is
cause the student to shut down, and all
learning ends at that point.

Unfortunately, there really are a lot
of CFIs out there who have somehow
earned their certificates and don’t know
how to teach at all, and really don’t care
either. They just need the hours to build
up so they can get their next job. Their
students tool around long enough to
teach themselves whatever they actually
learn while those CFIs just keep them
alive long enough for that to happen.

Let me start by saying that, categori-
cally, when a student pilot on a solo
flight, or a low-time pilot, or new in-
strument pilot, or someone with a new-
ly minted high-performance, complex,
high altitude or tailwheel endorsement
gets hurt or breaks the plane, 98 per-
cent of the time I blame the CFI for that
failure or accident. Major mechanical
failures are an exception, but those are
actually rare compared to the pilot er-
ror problems encountered. If a student
on a solo flight, even a first solo, finds
the runway blocked by another plane
that has just landed and blown a tire,
or a vehicle that is blocking the run-
away, and does not know how to navi-
gate to a close-by airport to land, and
does not know how to contact ATC for
help other than at that one airport they
are soloing from, who do we blame? We
can’t blame the student pilot who was
never taught these skills before the
instructor rushed them into an early
solo. The same holds true for a new
complex pilot who forgets to lower the
gear or does not know how to properly
use the manual gear extension after a
gear failure and a new tailwheel pilot
who ground loops shortly after obtain-
ing the endorsement. To me, all those
are the CFT’s fault, rather than the pilot
in command at the time.

January/February 2021« 25



Then there is the new CFI who takes
a primary student up for a lesson, know-
ing they have very little fuel. Instead of
refusing to fly the aircraft until more
fuel is obtained, regardless of how diffi-
cult that may be, they go flying anyway.
Further, instead of flying to the nearest
airport where fuel can be obtained (10
minutes away in the case I am thinking
about), they take the student out for a
primary flight lesson. About 20-30 min-
utes later, like magic, the plane runs out
of fuel and the engine stops, as we would
all expect it to do. An emergency landing
is made on a local highway. Fortunately,
no one is injured. What has the CFI just
taught the student about aeronautical
decision-making? How is it even possible
that someone who does something that
foolish could ever obtain a CFI in the first
place? How is it that the FAA would allow
them to keep that CFI certificate? That
tells us almost all we need to know about
how difficult it is to actually teach a new
CFI properly.

There are obviously CFI mills that spe-
cialize in CFI certificates. Those schools
have a DPE approved to give initial CFI
checkrides either on staff or close by so
they can funnel a lot of CFI candidates
to them. They know exactly what ques-
tions will be asked during the oral and
what will be asked of the candidate on
the flight test. That is exactly what they
teach. Memorize the answers to get past
the oral and demonstrate the maneuvers
or explain them the exact way they are
told to do. No actual “teaching to teach”
goes on, and unless those CFIs learn that
on their own, they rarely become good
CFIs themselves, unless they take the
initiative to learn how on their own.

The first-time failure rate of initial CFI
candidates is in the 75 percent region for
those taught by independent instruc-
tors or schools not associated with those
CFI mills. Most fail on the oral portion
of the exam. That alone means we need
to spend far more time doing ground
instruction with initial CFI candidates.
It’s on the ground that we can impart
knowledge and advice and go through
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It's Tough

to Teach
New CFls

the various teaching scenarios with them
that they must learn to use themselves,
both to pass the oral exam and to teach
their students in the future. For the fly-
ing portions of the lessons, we need to
help them polish their skills, but far more
important, we need to make sure they ac-
tually understand the various maneuvers
as well as the aerodynamics involved so
they can properly explain them and an-
swer questions that their students will
ask. It’s all very well to say lift over drag
maximum will be at or close to your best
glide speed. L/D max is easy to memo-
rize, as is the actual speed for the specific
aircraft. Now learn to explain how para-
sitic drag is increased as speed increases,
while induced drag is drag caused by lift
increases as speed decreases. Then how
that formula works and why.

Learning to fly
from the right seat
isn’t easy.

Another area that a good CFI must
learn is how to identify errors their
students make and more importantly
why they are making those errors and
how to correct them. When a student
keeps losing altitude or airspeed dur-
ing a steep turn, or fails to roll out on
the proper heading, you can keep hav-
ing them do it over and over again, or
more effectively, after a couple tries,
you can sit back, watch the student and
figure out why they are making the er-
rors. Then you can show them what er-
rors they are making and why so they
can learn the maneuver rather than do
it over and over again until they teach
themselves to make it work but never
understand why.

The fundamentals of instruction and
especially the law of primacy should al-
ways be in the instructor’s mind. What
is learned first is retained best. If an in-
structor teaches incorrect information
and does not immediately correct their
own errors to the student, the student
will retain the wrong knowledge learned
first, even if shown the correct informa-
tion at a later date. The quickest and
easiest way for an instructor to under-
stand this is to always admit your own
mistakes, immediately. Explain to the
student that it was your mistake and im-
mediately either correct the mistake or,
at the very least, explain that you don’t
know and will look it up and explain it
later. Never try to fake an answer or an
explanation! That will always violate the
rule of primacy.

A good example is teaching 8’s on
pylons. It’s a basic commercial and CFI
maneuver that is easy to learn to do, but
much harder to understand and explain.
I found that out as I had a commercial
student some years ago who could do
the maneuver almost perfectly from the
first time I demonstrated it, but didn’t
know why and how it was happening. I
didn’t want to waste more time on that
one since he was doing it so well, but he
just didn’t want to leave it alone because
he said he didn’t understand what he was
doing. For that commercial certificate he



didn’t really need to know why. He just
needed to show that he could perform
it well. As a CFI candidate, they do have
to understand and be able to teach the
aerodynamics and physics behind each
maneuver. In the case of this maneuver,
it’s the optical illusion created while at
“pivotal altitude” that is accomplished at
groundspeed in knots squared, divided
by 11.3, as groundspeed and altitude are
changing constantly, by adjusting the
aircraft airspeed and altitude to remain
at that pivotal altitude while adjusting
for wind and terrain changes occurring
around the two points. The exercise is
demonstrating mastery of the aircraft,
but the knowledge on how to do so, and
be able to explain it, is what the CFI needs
to know. It is much more difficult to learn
that knowledge than it is to demonstrate
that maneuver. Lazy 8’s are another one.
It’s very easy to demonstrate the maneu-
ver acceptably, but much more difficult to
explain and teach.

The other point that makes teaching
a new CFI tough is that it does entail

so much ground instruction. Some can-
didates will feel like we are just wasting
their time and money as we spend hour
after hour going over scenarios and Q&A
sessions on the ground. Others do under-
stand what it is we are trying to accom-
plish. That is a big hurdle that has to be
overcome if we expect that candidate to
pass their oral and practical exam on the
first or even second attempt and learn all
the information rather than just memo-
rize it. Some candidates have been known
to try four or five times before they pass.
Fortunately for myself and my students,
none of them have gone that long.

There is a reason that the FAA re-
quires us to be CFIs for at least three
years before giving instruction for a CFI
certificate. It’s a good rule meant to give
us time to learn to teach after obtaining
our certificate, but more than just time is
needed. It takes dedication to teaching
more than to just flying.

If you have a candidate and are experi-
enced yourself, go for it. But understand
what you are getting into and make sure

that your student understands before
you start. You owe that not only to your
CFI student, but also to their students in
the future.

You truly do have to become a men-
tor rather than just an instructor when
teaching initial CFIs. <@
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Boots is my full name. It's not a nickname. | was born
and grew up in Hollywood, California, which usually is
enough of an explanation. It's the only name on my driv-
er’s license, FAA certificates and passport. | obtained
my private pilot certificate in about 1968, my instru-
ment, commercial and multiengine about three years
later, and my CHI, CFIl and multiengine CFl around 20
years ago. | also obtained my A&P certificate with an IA
about 25 years ago. Most of my flying was based at the
Van Nuys Airport (KVNY), and | owned a Cardinal RG for
about 10 years. I've flown in many parts of the world,
including Central America, Africa and Europe, but never
actually flew or wrenched for a living. | was on the Rare
Bear racing team for many years when we were win-
ning at Reno. | am still active as a flight instructor and
live in Knoxville, Tennessee, where | usually have a few
advanced students at a time.
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NIAL IS A

PROFESSIONAL

PILOT?

1 hey are threat managers

I have heard different definitions of what a pilot
is. Some people say an aircraft pilot or aviator is
a person who controls the flight of an aircraft by
operating its directional flight controls. This an-
swer makes sense, but it does not entirely define
who a pilot is. Several people would become pi-
lots if all pilots do is manipulate flight controls.

By Alaba Gabriel Idowu
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pilot’s job is more
onerous than what
people think. Some
believe pilots are
like bus drivers who
manipulate aircraft’s
flight controls. You
might see pilots sit-
ting in the cockpit
holding flight controls just the way car
drivers hold steering wheels, but their jobs
are entirely different. A pilot’s job is more
mental than physical, and it involves thor-
ough planning and considerations before
setting out to fly.

Who Then Is a Pilot?

I can say a professional pilot is a threat
manager who flies an aircraft and operates
in a complex environment full of threats.
That is why people say you must be bold to
become a pilot. A professional pilot recog-
nizes and analyzes threats and then devel-
ops a means of managing those threats be-
fore leading to errors that induce incidents
or accidents.

I know most people reading this article
are pilots. The question is, have you ever
considered yourself a threat manager?
There are threats around you, and you
are a pilot because you have committed
yourself to managing them. Accidents or
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incidents don’t just happen; they happen
when threats are not properly managed.
Most of the threats we deal with are divid-
ed into two categories. The first category
is external threats such as weather, lack
of equipment, hard-to-understand docu-
mentation, inadequate lighting, short
runways and many more.

The second category are threats within
our control, such as fatigue, proficiency/
recency of experience, situation aware-
ness, stress, etc. Every human being expe-
riences fatigue in one way or another, but
for pilots, it is a big deal because it poses a
great threat to flight safety.

The weather is a significant threat to
the aviation community. Countless avia-
tion accidents have been recorded due to
inclement weather. However, waiting for
perfect weather will hurt flight operations.
Developing ways to manage such threats
makes us better pilots.

I read an article written by Capt. Gary
Reeves titled “Is Your Runway Too Short?”
That article reveals the threat of taking off
from a short runway. Multiengine pilots
usually calculate accelerated-go and accel-
erated-stop distance, but single-engine pi-
lots hardly do that. Even though we calcu-
late takeoff distance and landing distance,
we seldom think about the possibility of
having engine failure at about 100 to 200

o
Y .

feet AGL. This is not what we pray for, but
it happens. Sometimes, we request inter-
section takeoff because of time. Reeves
said, “Another five minutes in the aircraft
is better than five days in the hospital.
Taking off from a short runway decreases
the margin of safety. Our utmost concern
in aviation is safety. If you have the op-
tion of using a full-length runway, do not
request an intersection runway that will
reduce your safety margin.” A professional
pilot does not trivialize the importance of
calculating aircraft performance during
preflight.

All pilots should understand the con-
cept of threat and error management
(TEM). According to the FAA, it is a safety
management process that assumes pilots
will make mistakes and be in situations
with a certain level of risk. This concept
teaches pilots how to manage threats,
prevent errors and maintain safety. TEM
is also a tool that helps in managing situ-
ational awareness.

When a pilot fails to manage threats,
it leads to errors, and errors are conse-
quences of our actions or inaction, which
reduce safety margin and lead to de-
viation from operational rules. It could
come in different ways, such as aircraft
handling errors, procedural errors and
communication errors. However, early
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detection of errors and taking appropri-
ate actions prevent the development of a
chain of errors, which usually lead to inci-
dents and accidents.

How Do We Manage Threat
and Error?

Recognition is the first step in manag-
ing threats and preventing errors. Every
pilot understands that weather becomes a
threat when going out to fly in instrument
meteorological conditions. Considering
other parameters as to whether it is safe to
fly or not is a way of managing this threat.
If the pilot feels confident to fly in such
weather, the next thing to consider is, “Is
my aircraft equipped for this operation?”
Recognizing the effect weather could have
on the safety of flight prevents errors that
could lead to incident or accident.

I have discovered in general aviation
that we are sometimes pressured by our
students to fly when the weather is not
safe enough to fly. As a progress check in-
structor, I have encountered several such
pressures from students. I was to conduct
an instrument end of course for a student
some time ago. The ceiling was low, so
[ said it would be advisable to cancel the
flight and conduct the check some other
day. The student tried to pressure me be-
cause I had done several instrument train-
ings in actual instrument meteorological
conditions. Because I had never flown
with him, and I was not sure of his instru-
ment skills, I considered it unsafe to con-
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| try to implement
these rules to
prepare for any
eventuality even if
the forecast weather
seems favorable and
1-2-3 rules are not
required.

duct his checkride in actual. I told him that
flying in actual IMC will give no room for
errors. On a clear day, I have seen students
trying to hold on a nonprotected side of
a holding fix and making several unsafe
mistakes. Thus, conducting a checkride in
actual IMC for a student I have not flown
with is a threat. I recognized the threat to
prevent unfortunate errors.

The second step of managing threats
and errors is coming up with a strategy
to deal with a recognized threat so that it
does not reduce safety margins or lead to
errors. To repeat: Accidents occur as a re-
sult of a chain of errors.

Embarking on a long cross-country

flight, especially in IMC, poses a threat
due to unforeseen conditions en route or
at the destination airport. Having an alter-
nate airport is compulsory under instru-
ment flight rules, especially if one hour be-
fore and one hour after the estimated time
of arrival, the ceiling is below 2,000 feet
and visibility is less than 3 statute miles.
1-2-3 rules are one of the ways of manag-
ing weather-related threats. I try to imple-
ment these rules to prepare for any even-
tuality even if the forecast weather seems
favorable and 1-2-3 rules are not required.

[ also manage threat — especially when
operating under instrument flight rules in
IMC — by choosing a route nearest to oth-
er airports in case of emergency and select
an altitude that permits gliding to those
airports in the event of engine failure.

Having personal minimums is an ex-
cellent way of managing threats. Federal
minimums are good, but raising the stan-
dards to increase safety margins makes
more sense than maintaining the mini-
mum. For instance, you need 30 minutes
of extra fuel at a normal cruising speed for
day VER flight. I raise the standard to one
hour of extra fuel for day VER flight just in
case of delay. I was flying into an airport
some time ago when the tower controller
told me to hold outside the airspace. I was
not given clearance to enter the airspace
until after 20 minutes due to heavy IFR
traffic coming into the airport. Assuming
they kept me holding longer than 20 min-
utes, and I departed with minimum fuel
for that operation, I would have violated
regulations and, perhaps, put myself in
danger. Situations like this are possible, so
preparing for all forms of eventuality and
having personal minimums are effective
ways of managing those risks.

We operate in a complex environment
that requires full attention. Before you go
out to fly, recognize all possible threats,
and develop a way of managing them. A
professional pilot is a threat manager! <8¢
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Alaba Gabriel Idowu is a flight instructor, a re-
searcher, an aviation consultant and an author of
aviation publications. He became a Master CFl in
2020 and also won the Lauber Safety Award from the
University Aviation Association.
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The FAA has taken the posi-
tion that flight instruction
performed in warbirds is

a flight “for compensation
or hire” under the Federal
Aviation Regulations if the
instructor is paid. The FAA's
position about warbird
flight instruction is at odds
with the rules for flight
instruction in every other
type of aircraft, where flight
instructors are generally not
considered flying “for com-
pensation or hire” even if
the instructor is paid.

hat are the implica-
tions to flight in-
structors if the FAA’s
position stands? Can
warbirds be singled
out for different
flight instructor standards than other
aircraft? These questions and more
will be sorted out in a case where the
FAA’s interpretation of warbird flight
instruction is being challenged in the
U.S. Court of Appeals for the District of
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By John J. Gagliano
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Columbia Circuit. Without taking sides
against the FAA or the challenger, NAFI
and other prominent aviation organiza-
tions recently provided some flight in-
struction and aviation background for
the court to consider.

We all know that the FAA often enacts
or changes regulations, and we must stay
on top of those changes and consult the
newest version of the AIM/FAR. But the
FAA can change its interpretations of
regulations at any time. The FAA’s chang-
es in regulatory interpretations are not
published in the AIM/FAR even though
everyone with a certificate is affected.

In July 2020 a company that provides
flight instruction found itself in hot wa-

b

ter with the FAA for perceived (or as law-
yers say “alleged”) violations of the Fed-
eral Aviation Regulations (the “FARs”).
The company provides training in “limit-
ed category” or military surplus aircraft,
commonly known as “warbirds.”

The FAA alleged that the company
violated FAR 91.315 by providing flight
instruction in warbirds and getting paid
for that instruction. Because FAR 91.315
prohibits the operation of a warbird with
a passenger “for compensation or hire,”
the FAA issued a “cease and desist” order
mandating that the company stop war-
bird flight training. In the case, which is
titled Warbird Adventures Inc. et al. v. FAA,
the company is challenging the FAA’s
cease and desist order.

The District of Columbia Circuit,
where the Warbird Adventures case is
pending, is one of the few federal courts
just below the U.S. Supreme Court, and
its decision in this case is likely to have
nationwide consequences and long-
term application. As the circuit court
weighs its decision in the case, NAFI,
AOPA, EAA and other aviation organi-
zations joined forces to provide some
history and context to the court.

NAFI and the other organizations
are not involved directly in the law-
suit, and we did not take sides in the
Warbird Adventures case, but through
a document called a Brief of Amicus
Curiae, we were able to provide our in-
put to guide the court. “Amicus Curiae”
means “friend of the court” in Latin,
and in our role as “friend,” we informed
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the court about what flight instructors
do, how they do it, and how the regu-
lations and regulatory interpretations
affect them. The brief was authored by
a crack legal team organized by AOPA.
NAFI and all of the organizations pro-
vided input and perspective.

The FAA filed its own brief in the case
on December 9, 2020. The FAA argued
that FAR 91.315, which pertains to war-
birds, has a blanket prohibition on flight
with passengers or cargo for compensa-
tion or hire. The FAA argued that 91.315,
unlike other sections of the aviation reg-
ulations, does not contain any exception
for flight instruction. The FAA argued
that warbird owners who seek flight in-
struction in their own aircraft may apply
for an exemption to 91.315, and it states
that there are eight (eight?!) current ex-
emptions nationwide. That means that
of all warbirds flying in the United States,
only eight of them have pilots who have

legally flown with an instructor who was
paid, according to the FAA.

The FAA admits in its court brief that
things were not always this way. It says
that the tragic October 2013 crash of a
P-51 Mustang prompted a change in its
interpretation of FAR 91.315, and the
interpretation was changed in 2014. The
FAA also admits that the horrible 2019
crash of a B-17 Flying Fortress was the
triggering event of the FAA’s current
scrutiny of warbirds. On September 25,
2020, the FAA issued a press release say-
ing that it is in the process of revising
Advisory Circular 91-68 and updating
guidance for the standardization of pilot
certification in warbirds. The FAA is still
thinking about it — no new guidance has
been issued yet.

The FAA’s brief argues to the court
that warbirds are different than tradi-
tional civil aircraft and they should be
treated differently for flight instruction.

It is obvious that warbirds are different,
and any military pilot will tell you that
constant training is the key to safe opera-
tion of military aircraft. The FAA’s de-
sired result in court may have the effect
of reducing flight training in warbirds.
By requiring an exemption for flight
instruction, with tons of paperwork for
each exemption to keep the bureaucrats
in business, it may be that the FAA is
making the skies less safe. <8¢

Note: You can search the FAA's regula-
tory interpretations here: www.FAA . gov/
about/office_org/headquarters_offices/
agc/practice_areas/regulations/inter-
pretations
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John J. Gagliano is an aviation attorney, a former mili-
tary flight instructor, a current CFl and a NAFI board
member. Any opinions are those of the author alone
and not NAFI’s.

As Certificated Flight Instructors
we are looked up to by our students

As CFIs, we have to make sure
we are on top of the game all
the time. There is only one way
a professional can do that, and
that is by serious studying.

Reading is the key. Everything
you read will make you more
intellectual and allow a greater
degree of knowledge—no matter
what you are reading. You can
read history, technical manuals,
procedural publications—it
doesn’t matter. All reading
trains the brain!

To promote reading, all NAFI
members can enjoy 15% of all
sales with the code NAFI-3.
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Go to www.bluewaterpress.com to order with the code, NAFI-3
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