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position Report

Robert Meder,
NAFI Board Chairman

Instructors Set the
Standards for Aviation

E

ver since I became involved
in aviation 26 years ago, I’ve
observed that one of the career paths to the airlines or
corporate aviation involved
a new pilot becoming a flight
instructor to build time and experience.
Perhaps it is my imagination, but this
trend seems to have grown over the past
few years. Although I can’t back this up
statistically, I often hear and read of anecdotal stories of flight schools having
trouble retaining instructors because
many leave for the next step in their careers as soon as they have the qualifications. Others have told me that they have
the same impression of an “up and out”
syndrome in the aviation industry.
Whether or not my impressions regarding the numbers are correct, the question
of career-minded pilots using the opportunity of instructing to advance remains.
I have said this many times before and
will continue to say it: There is absolutely
nothing wrong with a newly minted pilot using the experience of being a flight
instructor. As such, I’ve never been comfortable with the term “time-builder” as it
smacks of being somewhat pejorative. It
implies a lack of care on the part of the inexperienced flight instructor, something I
believe is not necessarily true.
The term “inexperienced” is what is key.
As someone I know in the flight training
industry once told me, we do have an issue
of “kids training kids.” More kindly, it’s a
case of the inexperienced training the uninitiated. As personal illustration, I recall
clearly my own first months as a flight
instructor. At the age of 46, I certainly
wasn’t a kid by any stretch of the imagination. However, I was all too keenly aware

of my lack of polish as a flight instructor. In retrospect, I think that the biggest
advantage I had at the time was that I’d
been a supervisor and manager for a large
corporation for 22 years. This gave me the
background needed to be self-aware and
improve as a pilot and flight instructor.
However, my choices in careers did not
involve going on to either an airline or
corporate aviation job, so being a flight
instructor was an end unto itself, and it
came along later in life for me, so I don’t
fall into the category of being a CFI that
uses that time to further a career. And
many of us fall into that category, because
we have a passion for both teaching and
aviation. This is true whether we pursue
being an instructor as a full-time job or an
avocation.
So where does that leave career-minded
pilots who are using instruction as a way
of gaining experience? The concern, as I
implied earlier, is that they may lack either the experience or the care to do the
job correctly. As I said before, I think that
there is an unfair prejudice when we express our concerns that way. However,
I do think it’s fair to note that a newly
minted, low-time flight instructor does
lack some experience or knowledge that
they will find necessary in their careers.
Perhaps there has been an accidental,
intuitive wisdom in having inexperienced
pilots apprentice as flight instructors
on the way to a career in aviation. I’ve
never seen or heard evidence that it has
ever been planned to be this way, which
is why I say it has been both accidental
and intuitive. However, if you consider it,
this is where a pilot learns to be in command of a crew. After all, it is the flight
instructor who is responsible for the safe

Perhaps there
has been an
accidental,
intuitive wisdom
in having
inexperienced
pilots apprentice
as flight
instructors on the
way to a career in
aviation.
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outcome of a flight, ensuring that both
the student and the aircraft return home
without harm, all the while adhering to
appropriate regulations and policies.
If you consider this, it is no different
than the situation encountered by captains of large airliners, in command of
a crew and responsible for the safety of
everyone aboard, while adhering to the
appropriate regulations and policies of
their employers. Or even a corporate job,
where the situations might be a bit more
intimate and stressful, given the relationship of the employer and the pilot in command. Regardless, in all of these cases, the
regulators, insurance companies and the
public at large hold the pilot in command
responsible, whether they are a newly
minted CFI or a highly experienced airline
transport pilot.
The difficulty, of course, for a neophyte
comes from the old saying, “You don’t
know what you don’t know.” Those of us
who become flight instructors after some
business and life experience have some
idea, but even in that case, it is a new environment, with its own culture and rules,
both explicit and implicit. This, of course,
is where the art of mentoring comes into
play. The established instructors have an
opportunity and obligation to assist the
newcomers. It is also up to the new instructors to recognize that they are new
and that their flight instructor certificate,
just like all of their other certificates and
ratings, are really licenses to learn.
Further, it is incumbent upon us,
when we are training a CFI candidate, to
reinforce the notion that, just like when
a pilot gets a private certificate, we cannot possibly teach them everything. The
new CFI must be encouraged to reach out
to their peers to learn and absorb the lessons necessary to both remain safe and
to help their students be safe and knowledgeable as well.
This is why NAFI is so proud of both
the MentorLIVE and the Professional
Development Program (PDP). MentorLIVE, although described as a program
for instructors, is actually a service NAFI
provides to all pilots. Our goal, by making
the programs eligible for WINGS credit,
is to help spread knowledge by discussing
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new instructors
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flight instructor
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certificates and
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products, safety procedures, tips and
techniques that benefit the aviation community. These programs, presented live
on the third Wednesday of each month,
are also archived so you and your students
may view and review them at any time.
The Professional Development Program is a NAFI member benefit. The
PDP is designed to be a “post-graduate”
program for flight instructors, whether
freshly minted or well established. The
topics range from how to be better at running your flight instruction business to
the psychology of teaching. We see this
program as living up to our mandate to
serve the aviation community in helping
flight instructors grow and be better at
their job.
This leads me to say that, even in this
time of quick turns in the flight instruction industry, the quality of the CFI is paramount. Flight instructors are the first to
encounter a new student, we set the standards, and ultimately, we help build the
future of the aviation industry. It is our
privilege and responsibility to ensure that
we do our utmost to continue to make
aviation the safe, reliable transportation
system that it is today. Through your efforts and these programs, NAFI will help
further this worthy goal.

Andrea Garcia, the 2019 NAFI/King CFI scholarship recipient,
flanked by John and Martha King and NAFI Chair Bob Meder
and Barry Knuttila of King Schools.

NAFI/KING SCHOOLS CFI SCHOLARSHIP WINNER ANNOUNCED
Andrea Garcia of Buena Park, California, is the winner of the King Schools and
NAFI 2019 CFI scholarship. The scholarship
consists of $5,000 toward a new CFI rating
or certificate and free lifetime access to all
King Schools courses, including lifetime
flight instructor refresher courses. The estimated value is over $18,000. The award was
announced at Sun ’n Fun.
Garcia was an award-winning music
teacher in Long Beach during her “first career.” Since 2014, when she committed to
aviation, she progressed to commercial
pilot, logging over 900 hours and passing
her ATP written while also obtaining her advanced ground instructor and instrument
ground instructor ratings.
“I am a single parent, which is financially
challenging in Southern California. To
obtain my initial ratings I sold my home,
worked, took out loans, and maxed out
6 • www.nafinet.org

my credit cards. Beyond money, another
challenge I have had in aviation has been
being able to move forward with my
aviation goals while still spending time
with my son before he graduates in 2020,”
Garcia said.
Garcia has been doing much more than
flying and parenting. Since 2014 she has organized, judged or helped others with over
65 aviation events. She has been the president of Women in Corporate Aviation and
serves on the board of the Orange County,
California, chapters of Women in Aviation
International (WAI) and The Ninety-Nines.
In addition, she is an active member of the
International Aerobatic Club, Whirly-Girls
and the EAA Explorers 445.
“Through the scholarship evaluation
process, we get to meet extraordinary
people with lots of passion who have
strong beliefs about paying it forward.

We are delighted to get to know Andrea.
One of our scholarship criteria is ‘Will this
person contribute to the aviation community?’ and we have no doubt that Andrea
will continue to give back and help many
more people as a CFI and mentor,” said
Martha King, co-founder and co-chairman
of King Schools.
NAFI Chair Robert Meder said, “Andrea
exemplifies what it means to give back to
aviation. We have selected someone who
was a passionate, award-winning music
teacher. She now wants to use her learned
and earned teaching skills to mentor future
pilots — she’s a great representative for
NAFI and our mission.”
Applications for the 2020 NAFI/King
Schools scholarship will become available in August of 2019, and the deadline
to submit scholarship applications will be
January 2, 2020.
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CHANGES AT NAFI

The National Association of Flight Instructors has announced the
retirements of two longstanding volunteers and a resignation from its
board of directors.
Rick Todd, who joined the board in 2013 and served as its president
since 2016, has resigned. Meanwhile, NAFI Board Chairman Emeritus Ken
Hoffman said he will retire June 14 to coincide with his 80th birthday,
and Phil Poynor, NAFI vice president of government and industry affairs,
also announced his retirement.
“Rick Todd’s efforts on behalf of NAFI operations, and its advertisers
and sponsors, have helped the organization exponentially improve what
is offered NAFI members and the aviation community, from the Professional Development Program to his work improving our presence at EAA
AirVenture over the years, he deserves our gratitude for his service to
NAFI,” NAFI Chair Bob Meder said.
“When it comes to thanking Ken Hoffman and Phil Poynor I am at a
loss for words,” Meder said. “Phil and Ken have mentored me personally,
for which I am forever grateful, and have both taught and guided literally generations of pilots to help make aviation better worldwide. Their
contributions to NAFI and to the pilot community are incalculable.”
Ken Hoffman
Hoffman was there when NAFI
was born, in an aviation career that
has spanned almost 60 years. He
served as NAFI chair for more than 16
years. He has been a flight instructor
for 56 years, has over 19,000 hours’
flight time, and his ATP shows eight
type ratings. In 2013 he was awarded
the FAA Wright Brothers Master Pilot
Award. In 2017 he was selected for
NAFI’s Lifetime Achievement Award
— only the second time the award
has been given to honor NAFI members who have exhibited a lifetime of
national achievement in aviation education. He wrote the original AOPA
Mountain Flying Course and was part of the group that conceived the
idea of forming an organization of flight instructors that became NAFI.
Hoffman served as a designated pilot examiner for over 25 years, and has
owned or operated flight schools under FAR Part 61, 141 and 142. He is
also an avid sailor.

Phil Poynor
Poynor will continue to volunteer on the FAA Aviation Rulemaking Advisory Committee pending
approval of NAFI’s replacement to
ARAC, he said. Poynor began serving as vice president of government
and industry affairs in 2011, and
has been a NAFI member for more
than 30 years. He was appointed to
the NAFI board of directors in 2001,
served as board chair from 2005 to
2011 and was named the 2001 FAA
National Flight Instructor of the Year. Poynor has been an attorney
since 1978, is an 11,000-plus hour ATP/commercial pilot (airplane
single/multiengine land, single engine sea), has been a flight school
owner, taught at Middle Tennessee State University, created the
professional pilot curriculum at the State University of New York
as a tenured faculty member, and was the chairman of the aviation
department at Daniel Webster College.
Rick Todd
Todd joined the NAFI board in
2013 and was named to the position
of president in 2016. In that role he
provided oversight of NAFI operations, advertising and sponsorship
relations. He holds CFII, MEI, AGI and
IGI, has volunteered as a FAASTeam
safety representative since 2011 and
has over 3,500 hours’ total time with
2,900 dual given. He has served as
vice president of Peterson Electric
Panel Mfg. Co. in Illinois since 2003.
He holds a Bachelor of Science degree in technical theater from Indiana
University Bloomington.
Almost 100 NAFI members have responded to a call for volunteers to
serve on NAFI’s board of directors, and a review committee is examining
those applications. Meder said he expects new board members to be
named before AirVenture. Meder added that NAFI Director of Marketing
Communications Lauretta Godbey would oversee sponsor and advertising relations until that selection process is completed.
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ABOUT THE NAFI
MASTER INSTRUCTOR PROGRAM
The NAFI Master Flight Instructor Accreditation is earned by aviation educators 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 service 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 instruction. In addition, candidates must meet
and document activity in four NAFI Master Instructor categories (Instructor, Educator, 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 government as a voice for flight instruction.
NAFI helps shape the current and future
direction of flight training. For more information about NAFI or the NAFI Master
Instructor program, call 866-806-6156 or
visit www.NAFINet.org.
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ANDREW DOW
EARNS FIFTH NAFI MASTER INSTRUCTOR ACCREDITATION

The National Association of Flight Instructors is proud to announce that NAFI member Andrew Dow has earned
accreditation as a NAFI Master Flight Instructor. This is Dow’s fifth consecutive NAFI Master Instructor Accreditation and
fourth consecutive NAFI Master Ground Instructor Accreditation.
Dow was about 12 years old traveling to Washington, D.C., when he could remember one of his first flights on an
airline. He said he remembers being pushed back in his seat when the airliner lined up on the runway and applied full
takeoff power. He also remembers taking road trips with his mom, and she made sure to always point out the airports they
drove by and the airplanes that flew overhead. It was when he enrolled in an Exploring post for aviation through the Boy
Scouts of America that becoming a pilot became a career focus.
Dow enrolled in the aviation program at Iowa Central Community College, where he earned an associate degree in
aviation along with earning commercial and flight instructor certificates. He started his career in aviation in 2003 working
as a flight instructor for Great River Aviation in Quincy, Illinois. It was during this job that he discovered a passion of
teaching others how to fly. Dow worked up through the roles of assistant chief flight instructor to chief flight instructor
in the flight school’s FAA Part 141 Program and became the chief pilot and director of operations for its Part 135 charter
certificate. Dow also started teaching at Quincy University as an adjunct instructor of aviation in 2005 and eventually
became an assistant professor of aviation and the aviation program coordinator, which helped him start a career as an
educator and full-time flight instructor.
Dow recently started working as an independent flight instructor training students in Quincy and the surrounding
airports and as a contract pilot for a corporate aviation department. Dow also became an FAA designated pilot examiner
for the Springfield FSDO in 2017, conducting pilot practical test examinations for various pilot certificates and ratings. He
currently has administered over 200 practical tests and said he enjoys giving back to the aviation industry, which has given
him so much over the years.
Dow, who earned his Eagle Scout from the Boy Scouts of America several years ago, now has the privilege of being
an aviation merit badge counselor and has helped 87 Boy Scouts earn their aviation merit badge to date. He also is a
FAASTeam representative for the Springfield district. He belongs to several aviation organizations and currently serves on
the board of directors for the Illinois Aviation Trades Association.
In 2014, he was awarded the Brown Jacket Award at EAA AirVenture from the IMC Club, and was awarded the Coach
of the Year award by the National Intercollegiate Flying Association for Region VIII during the 2014 and 2016 SAFECON
competitions. Dow was also recently honored as a Distinguished Flight Instructor via AOPA’s Flight Training Experience
Award in both 2017 and 2018.
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KAREN ANN KALISHEK
EARNS SECOND NAFI MASTER
INSTRUCTOR ACCREDITATION

The National Association of Flight
Instructors is proud to announce that
NAFI member Karen Kalishek has earned
accreditation as a NAFI Master Flight
Instructor. This is Kalishek’s second NAFI
Master Instructor Accreditation.
Kalishek was an aviation late bloomer.
As happens to many pilots, after lessons
at a younger age, life got in the way for
decades. She became a certified public
accountant, licensed real estate broker and
bank executive, taught finance courses in
graduate school, and for 20 years ran her
own firm providing international consulting
services in 37 countries. Then the aviation
bug bit once again and did not let go.
Kalishek is now an independent Master
and Gold Seal Flight Instructor with ATP,
CFI, CFII, CFIME, CFI-Glider, AGI and IGI
certificates. She has a special fondness for
antique and experimental aircraft, and flies
her own Van’s RV-6. She is also a Cirrus
Training Center Instructor. Kalishek is a captain in the Civil Air Patrol, serving as a CAP volunteer flight instructor,
G1000 instructor, check pilot, safety officer, aerospace education officer, public affairs officer, special flight release
officer, mission pilot and cadet orientation pilot.
Kalishek serves on the NAFI board of directors and is a member of the Wings Industry Advisory Committee. In
2014, she founded the Green Bay IMC Club and serves as its leader and club coordinator. For the past five years,
she has served as volunteer CFI manager at the EAA Pilot Proficiency Center during AirVenture. Since 2006, she
has served as treasurer of EAA Chapter 651, and is an EAA Flight Advisor for the chapter. Kalishek is a member of
Women in Aviation International, The Ninety-Nines and Women Soaring Pilots Association.
Kalishek has served as FAASTeam lead representative for the Milwaukee FSDO since 2015, as a FAASTeam
representative since 2013 and was recently named the 2019 National FAA Safety Team Representative of the Year.

BENJAMIN PORCH
EARNS NAFI MASTER INSTRUCTOR
ACCREDITATION

The National Association of Flight Instructors is proud to
announce that NAFI member Benjamin Porch has earned
accreditation as a NAFI Master Flight Instructor.
Porch says he has been fascinated by aviation since he was
young. Upon graduating high school, he attended LeTourneau
University in Longview, Texas, completing a degree in aviation
with a concentration in mission aviation. Porch has instructed
in Texas and Minnesota across a range of types including
single-engine, multiengine, tailwheel, high-performance, and
technically advanced aircraft. He is a Cirrus Standardized Instructor
Pilot and FAA Gold Seal Instructor, and has over 3,000 hours, with
over 2,500 hours of flight instruction given. In addition Porch is a
certificated airframe and powerplant aircraft mechanic.

DAVID YOST
EARNS NAFI MASTER INSTRUCTOR ACCREDITATION

The National Association of Flight Instructors is proud to announce that NAFI member David Yost has
earned accreditation as a NAFI Master Flight Instructor.
Soon after receiving his private pilot certificate, he joined the Civil Air Patrol in Lake Elmo, Minnesota.
He received his initial CFI three and a half years later and became a CAP flight instructor, and later a CAP
check pilot. Yost flies almost exclusively through the Civil Air Patrol and serves as a mission pilot, instructor
pilot, orientation pilot and check pilot examiner. He has endorsed three students for the private pilot
certificate and one for the instrument rating. In addition to the CAP, Yost serves the Minneapolis FSDO as
a FAASTeam representative, and has given numerous flight safety briefings and presentations in various
venues. Yost is also looking forward to adding a glider rating to his commercial certificate this summer.
Outside of flying, he works in the computer IT industry for a major computer manufacturer. He is married
to Shawn, his wife of 39 years. They have two sons and a 3-year-old granddaughter. In his spare time, Yost
enjoys the occasional round of golf. Fortunately, he says, he flies better than he plays golf.
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By Emma Hutchinson

The Old Man
In the Plane
Editor’s note: This essay won AIR FACT’s
inaugural Richard Collins Writing Prize for
Young Pilots, sponsored Sporty’s Pilot Shop.
It is printed here with the kind permission of
Sporty’s Founder and Chairman Hal Shevers.
At first glance, the exterior of the airplane
appears worn. The slightly faded red and blue
paint streaks twisting to the underbelly of the old
bird hint to the notable life it has lived. The wings
creak with stories of windy skies. The rudder
holds signs of endless dips and swoops and turns
and glides. Although this plane may at first seem
unsafe, the prop holds the real strength. To the
touch, the twisted beams of metal divulge tales
of the perfect takeoff, the nail biter landings and
every trip in between.
Poppop, with his brand new airplane – nothing like the old one.
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But, the outside only serves
to foreshadow the weathered
appearance of the cockpit. The
chipped varnish on the yoke
from countless death grips on
final approach perhaps reveals
more about the previous owner
than the plane itself. The slightly
crooked compass serves as a directional aid, which will help the new
owner to fly on a straight course
if they turn their head slightly to
the left, that is. The seats crack
with age and smell of old leather.
The flight instruments appear
just as they did back in the golden
age of aviation. Although worn
down, this plane has an unspoken
reliability, telling a story of an old
man and a young girl.

My grandpa was not a pretty
man. His blue eyes crinkled with
childish delight each time he flew,
but they could not cover the sun
scars, wrinkles or cheeks as large
as apples. He laughed like a steam
engine train roaring down the
rails, loud and with explosion. His
cheeks were always flushed deep
red as they filled with color in the
morning and stayed that way until
he went to bed each night. His hair
was pepper. His belly was round
from too many cookies. His short
legs looked as pale as legs could be.
That said, his personality was the
most beautiful thing about him.
His laugh, his smile and especially
his witty quips all contributed to a
loud and purposeful life.
My grandpa’s childhood dream
was to become a train engineer and
as such, his mechanical intellect
was unparalleled. He could imagine the whole engine of any movable machine and figure out exactly
what was wrong with it or what it
needed based on sound. When he
stepped into the workshop, my
grandpa was in his element. With
his tools dirty with oil, his pants
full of dirt that would bring reprimands from my grandma and
some old machine sputtering slowly to life, his was the life of luxury.
A favorite pastime was teasing his
granddaughters. His eyes twinkled
especially bright if he could make
them blush and say, “Poppop!” My
first childhood memories of my
grandfather are not ones of him

A flight that went terribly wrong.

playing with me nor of him burning cookies, both which happened quite often, but
ones of flight.
At age five, my favorite part of playing consisted of the moment on a swing
where gravity had not yet taken hold, the
brief second of free flight looking up at
the clouds. I felt like I was on a rocket ship.
The only thing better was actually flying
in the clouds next to my grandpa. I don’t
remember the day I became a copilot, but
it was a position I would hold throughout
my childhood with pride. My siblings understood that my time next to Poppop was
sacred. If I was lucky, he would let me take
hold of the controls during takeoff. My
small hand would carefully hold on, and
pull back lightly when prompted. I never
really believed that I was fully in control
of those takeoffs, but he assured me that I
led the whole operation. I was a shy child,
but in that moment I held the power to
escape some laws of gravity and my shyness melted away like the trails of exhaust
in the wind.
The rickety plane followed our every
wish and desire as we spent days simply finessing flight. I grew up adoring
the blinding sun touching the end of the
wing with a shifting sparkle. My eyes were
taken with the floating clouds above, the
Lego set ground below and the expanse
of water in the distance. The plane led us
everywhere and never once failed us. The
rough exterior revealed nothing about
the power in the prop nor the memories
of those seats. It had a smell that never
failed to calm my nerves and reminded
me during moments of fear to look at my
grandpa, take a breath and try again.
My grandpa told me the sky was his
church, the place he felt the presence of
a higher being, always present. He guided
me to start my own journey in the old
plane, this time with a new instructor. As
I started my flight lessons with a certified
12 • www.nafinet.org

flight instructor, my
grandpa bought a
new airplane. This
plane was sleek,
beautiful and incomparable to our previous plane. The paint
shimmered
even
without the sunlight. The compass finally
sat at a perfect 90-degree angle. The seats
were plush leather, smelled of a new car
and held none of the comfort of the old
plane. The plane was perfect.
One Saturday, I returned sweaty and
tired from a cross-country meet. My
mother explained we needed to visit my
grandparents’ house as soon as I climbed
into the car with my three younger siblings. At first annoyed, I complained that
all I wanted to do was shower and take
a long nap. I fell silent upon looking at
her. She gripped the steering wheel with
white knuckles and tears streamed down
her face. I turned to question her, but realized she couldn’t speak as she covered
her mouth to keep her sobs silent from
my younger siblings. I felt an overwhelming sense of dread at what news I would
be receiving.
Once we arrived, my siblings sat on the
porch waiting. We were bracing ourselves
for news of my grandma’s ailment as she
had been in poor health recently. I was
stunned when my grandma came out onto
the porch with us. I grabbed my younger
sister’s hand. My father stepped out and
started a sentence, “The Coast Guard
contacted us about Poppop’s plane…he
crashed into the...” He was interrupted
by a cry of grief as my younger sister
screamed, “No, not him. Not him.” I sat in
silence. I held my sobbing sister and wondered again and again why I wasn’t with
him. My siblings’ screams echoed in the
big house once full of steam engine laughter, now empty.
My grandpa’s death was not a peaceful
fall into the afterlife, but a death fitting
to the greatness of his character. Falling
unconscious for unknown reasons, he
could no longer control the airplane. The
new plane continued on the initial flight
plan, flying over the restricted in airspace
in Washington, D.C. Two F-16s circled

the airplane as soon as it passed through
the bounds of the airspace, noting his
slumped figure. They stayed with him
the rest of his flight, acting as the wingmen he needed in those moments. The
prop eventually slowed to a stop when the
fuel ran out. The airplane crashed into the
ocean and with it fell the only man who
understood me completely, going down
with his plane into the Atlantic. The grief
surrounded me when I imagined the plane
crashing into the depths of the ocean as
the water surrounded him.
The only piece of comfort in the days following my grandpa’s death was the seats,
the smell, the old plane sitting in the suddenly empty hangar. I sat in the hangar by
myself, some days brave enough to clamber into the plane and other days barely
able to look at it.
Although my Poppop is gone, he often
comes out in my younger brother’s booming laugh. His love of cookies has undoubtedly transferred to me, as well. But
the greatest gift my grandfather ever bestowed onto me was the great love and appreciation for the sky. When I am up in the
air, I know I am not truly alone and that
my copilot is sitting right next to me guiding my every move. The sky has become
my church. The old plane lives on, sputtering to life each time I twist the ignition
and still smelling of leather and comfort.
A few years have passed since my
grandpa’s death but the plane never fails
to remind me of him and his incredible
place in my memory. I grew up in these
seats, grew old when I learned to fly by
myself and grew wiser when I realized the
plane was of truly no importance, but the
memories will always be of significance to
me. I continue on my flight journey alone
but the old man in the sky lives on in the
plane holding the story of an old man and
a young girl.
Emma Hutchinson is a 3/C midshipman at the United
States Naval Academy pursuing a Bachelor of Science
degree in English. She earned her Private Pilot’s Certificate in 2017 and flies during her leave from school and
military obligations. Emma desires to fly helicopters for
the Marine Corps upon her commissioning, a goal of
which she knows her grandfather, Ronald Hutchinson,
would be proud.

The Possible Turn
When unconventional wisdom goes mainstream
By Barry Schiff

I

Editor’s note: This essay was originally published in the April 2019 edition of AOPA Pilot,
and is reprinted here with the kind permission of its author.

t was April 8, 1957. I was checking out
my student, Henry Meyers, in a Stinson
108-2 Voyager, N40156. Shortly after
liftoff from Santa Monica, California’s
Runway 21, the Franklin engine threw
a piston rod through the number 3 cylinder and brought our climb to an explosive halt. We had just passed over the departure end of the runway, and a densely
populated residential area discouraged me
from attempting to land straight ahead. It
would have been ugly. I instead and almost
instinctively reversed course and landed
on the runway downwind and in the opposite direction.
It was this event — and the criticism I
received for turning around following an
engine failure after takeoff — that triggered the beginning of what has been a
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decades-long study of this controversial
subject. The literature of the day dogmatically insisted that a pilot should always
land straight ahead following an engine
failure that occurs shortly after liftoff. It
became my contention, however, that although landing straight ahead almost always is the safest course of action, there
are exceptions to the rule — circumstances when turning around would be the preferred option.
My first article discussing this subject, “Engine Failure after Takeoff,” was
published in the November 1974 edition
of AOPA’s magazine. In it I described the
results of flight testing that led to what
I considered to be the safest manner in
which to execute a turnaround maneuver.
It also discussed the conditions that would

be necessary to consider such a maneuver.
As my thoughts about this subject
evolved and solidified over the years, I
continued to write about them in subsequent articles as well as in my monthly
AOPA column, The Proficient Pilot. My
most recent article about it, “Unconventional Wisdom,” appeared in those pages
in April 2011.
These articles continued to attract criticism and derision, although some conceded that turning 30 or so degrees right or
left following an engine failure would be
acceptable. My detractors even formed
an informal counterculture, authors and
speakers whose mantra was that a pilot
should never turn around following an engine failure, labeling such a maneuver as
“the impossible turn.”

The FAA now states matterof-factly in paragraph A.11.4
of Advisory Circular 61-83J
dated September 13, 2018,
“Flight instructors should
demonstrate and teach
trainees when and how to
make a safe 180-degree
turnback to the field after
an engine failure.”
These well-intended naysayers cited
numerous fatal accidents in which pilots
attempted to return to the runway following a low-altitude engine failure after takeoff. I’m willing to bet, however,
that the majority of these ill-fated pilots
had not had the benefit of the training
needed to do this safely. On the other
hand, many pilots have performed the
turnaround without incident. The number of such uneventful landings, however, cannot be determined because
they obviously never became accident
statistics.
After 44 years of having to endure
criticism for publicly advocating that pilots need to recognize and be prepared
for those times and conditions when
turning around is preferable to landing
straight ahead, I was ready to concede
that I had been fighting a losing battle. I
was stunned, therefore, to recently learn
that I had been vindicated by an unexpected ally. The FAA now states matterof-factly in paragraph A.11.4 of Advisory Circular 61-83J dated September 13,
2018, “Flight instructors should demonstrate and teach trainees when and how
to make a safe 180-degree turnback to
the field after an engine failure.”
Never in a million years did I expect
that the FAA would come to my rescue.
The impossible turn is now considered
possible.

It is important for me to explain that
it has never been my goal to encourage
anyone to execute a low-altitude return
to the runway. But let’s face it: An engine
failure shortly after takeoff places a pilot
in extreme jeopardy. We need to be aware
of our options and when they might be
available.
My only concern about the FAA’s suggestion in Appendix A of AC 61-83J is
that it leaves it to instructors to determine
how best to demonstrate and teach when
and how to make a safe turnaround. It is
critical, I believe, for the FAA — perhaps
with industry cooperation — to develop
and provide the necessary guidelines. An
improperly executed turnaround can just
as easily lead to the type of fatal accidents
mentioned earlier.
As a start, the FAA might want to consider publishing the principles involved in
turning around safely that will be presented during a live, hourlong broadcast by my
son, Brian, a captain for a major airline and
an accomplished general aviation flight instructor. His seminar is sponsored by the
National Association of Flight Instructors
and will be based to a large extent on my
decades of study and research involving
this subject. The seminar will air May 15,
at 8 p.m. Eastern time. All interested pilots are invited to view this broadcast live
(or an archived broadcast at a later date) at
www.NAFINet.org/mentorlive.

The FAA might want to
consider publishing the
principles involved in
turning around safely that
will be presented during
a live, hourlong broadcast
by my son, Brian, a captain
for a major airline and an
accomplished general
aviation flight instructor.
His seminar is sponsored by
the National Association of
Flight Instructors and will
be based to a large extent
on my decades of study
and research involving
this subject. The seminar
will air May 15, at 8 p.m.
Eastern time. All interested
pilots are invited to view
this broadcast live (or an
archived broadcast at a later

Barry Schiff has been a member of the Society of Experimental Test Pilots as well as a fellow of the Royal
Aeronautical Society. www.barryschiff.com

date) at
www.NAFINet.org/mentorlive.
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8 Habits for
a Successful
Aviation Career

How to market
yourself
By Steve Giuffrida CFII, MEI

T

hink back to the precise moment you fell in love with
flying. For me, it happened on a helicopter ride at
Adventureland Amusement Park, Long Island, New
York. You know the type: pull back on the bar to go
up, push forward to descend. I was 5 years old when
I first became exposed to the wonders of flight from
that little ride in the far corner of the park. It took years for me
to realize it wasn’t the physical ride itself, but the feeling of lift
while rising above the ground in a new dimension that planted
the seed.
Airplanes are intriguing. We are excited to see flying machines floating in midair completely free of constraints. Chances
are if you have a strong love of flying, your childhood is most
likely where the seed was first planted. It’s in these moments
as a child we discover our interest in flying but are unable to
comprehend how to turn flying into a career. This inability to
connect the love of flight to a career is a transition many people
never discover or exercise.
You on the other hand are different because you’re proactively taking your love of flying and converting it into a lifelong
career. In short, you’re designing your life instead of having
life dictate your direction. As pilots, much of our time is spent
on the technical aspects of flying and all the essential tasks
associated with safely commanding an aircraft and passing
checkrides. Most pilots become captivated with the technical aspects of flight training and follow well-organized lesson
plans to only later discover their path is less certain once they
complete all their certifications. Pilots roll out of flight training with newly issued flight instructor certificates and find
themselves at the doorstep with 250 hours trying to find a
well-organized structure to guide them to 1,500 flight hours
in the most efficient manner.
Don’t get me wrong, pilots often secure positions with
fewer hours; however, flight departments are sometimes
restricted to help low-time pilots based on insurance underwriting and how the company drafts its FAR 135 standard
operating procedures, therefore building time remains a major focal point and continuous weight on the minds of pilots
seeking a successful flight career.
Discovering additional ways to increase marketability and
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value while you’re building time is the topic of this article.
Let’s look at becoming marketable from a different perspective
rather than discussing technical or flight requirements. We do
this by focusing on ways you may show potential in a manner that provides the most value and results to chief pilots to
give you a leg up when seeking flight opportunities. Looking
at marketability with a new perspective that costs no money
and will bring out the very best version of you as a professional
pilot will help optimize your efforts. The bridge between the
instructor pilot certification and obtaining the required flight
time is where we lose most pilots to other career fields because
it requires outstanding organizational, resource allocation and
self-promotion skills not taught in school. You already have
what it takes to cross over into marketability; you just need
specific success habits so you may do things in a certain way to
successfully attract opportunity to you.
Your ability to do things in a certain way and do them consistently over many days, months, and years is key to accelerate your timelines. Following these eight principles will help
you to naturally accelerate your flight career and your overall
life by bringing the best version of yourself to light when it
matters most.

Principle 1: Don’t Break the Chain
Pilots who set measurable, specific goals are more successful
than pilots who do not. Hold yourself accountable by creating a
30-, 60-, 90-day plan of action and then purchase a one-year calendar and do what Jerry Seinfeld did to make himself the highest paid comedian in show business. When Seinfeld was asked
how he became such a successful comedian he explained: “For
each day that I do my task of writing, I get to put a big red X over
that day. After a few days, you’ll have a chain. Just keep at it,
and the chain will grow longer every day. You’ll like seeing that
chain, especially when you get a few weeks under your belt. Your
only job next is not to break the chain. Don’t break the chain.”
Dedicate time each day to produce a deliverable that brings
you closer to your flight career goals. Every day place a big red
X on the day making sure you used time in that day to move

you closer to your goal. I assure you it’s very satisfying. Place
photos throughout your calendar and then hang it on the wall in
your garage. The example here shows a pilot who produced a sixmonth planner with a goal to fly a Citation CJ2, and he reached
the goal within three months as he dedicated time every day to
fulfill his dream. There are many other forces at work when using this method, but it’s beyond the scope of this article. Buy the
calendar, place it on your wall, take photos, print and stick them
on your board, and see your career come alive.

INSURANCE. TAILORED
TO YOUR BUSINESS.
GET THE COVERAGE YOU NEED.
Flight Instruction is a business and businesses have special insurance
needs. Finding the right coverage has never been easier, and in an
ever-changing environment, isn’t it nice to have some assurance?

Visit 360CoveragePros.com/nafi
and get protected today.
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Principle 2: The Pyramid
Pilots who focus on excellent principles rather than emotions
are more successful than pilots who do not. One way for you to
show maximum potential is by increasing your value and results
as a pilot. How is this accomplished? By following strong principles in the pyramid below.
The base of the pyramid is the most significant level for
a good reason because subject matter expertise is necessary
and serves as your foundation throughout your entire flight
career. Once you establish yourself as a subject matter expert,
your power is compounded when you apply a strong work ethic
and responsiveness (going the extra mile) in all your dealings.
The next step is your ability to articulate your expertise and
responsiveness with brevity. A low-time pilot who delivers
concise, accurate information will shine with potential. Why
is this a true statement? Because only a person with strong
expertise can respond with precise, brief, succinct communication. Brevity requires complete command over the subject
matter being discussed.
Being a subject matter expert allows you to front-load your
conversations to convey what you want with the least amount
of words. Your expertise, brevity and responsiveness translate
into trust and credibility along with the reputation of being a
person of integrity.
Once you are proficient in the lower four levels of the pyramid, it’s vital you embrace constant never-ending improvement (CANI). Improvement requires proficiency, growth and
learning in all four levels of the pyramid; CANI is where you
gain a leg up on everyone else. Why is this so? Because aviation
technology is changing at an accelerated rate, so it only takes
about one year for someone who practices CANI to surpass
18 • www.nafinet.org

others who continue to rest on past knowledge to just get by.
Show me a subject matter expert with strong work ethics and
responsiveness, who is brief and succinct, shining with integrity who is trusted and continues to grow, and I will show you
a pilot who’s in high demand.

Principle 3: Visualization
Pilots who practice visualization (chair flying) increase their
performance at an accelerated rate. One of the best ways to embed flight procedures into your long-term memory is to sit in
the aircraft while parked in the hangar. It’s a perfect place to drill
through the checklist with no distractions. In my early years, I’d
show up at the airport on my days off, plan a one-hour flight by
first checking the weather and then filing an imaginary flight
plan with full weight and balance as if I was taking a real trip.
I’d show up to the aircraft and do my full preflight, walk around,
and perform all checklist items ensuring fuel loads and emergency equipment are on board.
I’d sit in the left seat and methodically go through the checklist using minimal, purposeful motion to assure muscle memory.
I’d visualize the entire process including verbalizing radio communication and writing IFR clearances and shorthand notes.
The goal is to take the flight as if it was real. You are visualizing and acting out the taxi, run-up, departure, level off, holds,
descents, and approach and landing at the destination airport.
If you plan a one-hour flight, then that’s how long you will be
sitting in the seat without distractions. If boredom sets in, pull
out the emergency procedures and run through critical items.
At times I would blindfold myself for 15 minutes feeling every
knob and interior surface to simulate smoke in the cockpit. This
exercise was eye-opening and most of all it was free training.
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The goal is to embed every aspect of the aircraft instrumentation into your mind much in the same way you will fly highend simulators. Old-time pilots call it “chair flying” to develop
workflow, muscle memory and neural pathways in a safe environment. Once you’re done with your imaginary flight, make
sure all switches are left in the correct position and then close
and lock the hangar door. If you do this exercise consistently,
you’ll be flying far beyond your years. You will also be sending a strong message to the owner as he or she watches you on
your days off sitting in the aircraft alone developing skills and
knowledge on personal time. Studies with professional skiers
show when electrodes are taped to the skier’s muscles and then
the skier is asked to sit still to visualize skiing down the slopes,
the same muscles fired off consistently. Thinking about purposeful moments in the cockpit will result in increased skills
that bring us to the next principle.

Principle 4: Consistency
Pilots who make a habit of performing consistently have
an advantage over pilots whose performance varies. A U.S. Air
Force F-16 pilot taught me this important concept. He asked
me the question: What is the difference between being a proficient and nonproficient pilot? He explained: “When you are
proficient, only you will determine the change in your perfor20 • www.nafinet.org

mance. If others notice you’re having a bad day, then you are
not proficient; therefore, you’ll need more experience.”
Do not upgrade to more sophisticated aircraft until you are
able to command noncomplex aircraft with consistency. If others notice you’re not on your game, then you’re not ready for the
upgrade. Pilots who understand their limitations know what to
focus on with regard to performance improvement. Pilots who
are unaware will continue to make the same errors consistently
until they find themselves in over their head. Be honest with
yourself; listen to your gut. One scientific consideration is that
your gut or solar plexus houses a complex network of nerves
(a nerve plexus) located in the abdomen, where there’s a network of interconnecting fibers that has a large concentration
of nerve endings that becomes your best friend as it sorts out
what’s right and wrong based on your gut feeling. There is a
time to listen to logic just as there is a time to listen to your gut.
Not admitting your lack of proficiency will surely place you in a
compromising situation when you least expect it.

Principle 5: Character Matters
Pilots with good character and balance attract more opportunities than pilots who don’t possess these traits. Do your very
best to associate with people who are eager to succeed while
discarding critical negative people who will steal your time and

spirit to grow as a professional pilot.
Do not rely on people who lack followthrough. If you don’t receive followthrough more than two times, it’s time
for you to move on. Look closely at who
you’re spending your valuable time with.
Spend time with winners, and if you’re
not, then address this deficit immediately. As flight instructors, we tend to teach
our time away. It’s not correct thinking
for a career-minded pilot. Use the 33-1/2
percent rule: 33-1/2 percent are people
you teach, 33-1/2 percent are peers with
your similar goals and skill set, and 331/2 percent are people you’re inspired to
become. The 33-1/2 percent of people
you’re inspired to become are the people
who are living your ideal lifestyle. Who
you associate with will determine if you
are growing or falling into a rabbit hole.
If you find yourself stuck at zero, take a
close look at the inner circle of people
you’re spending your time with, then
make the needed changes without delay.
Spend time with top-notch people who
are producers, not consumers. Don’t expect greatness from people who are mediocre, and use good judgment in all your
dealings as a professional pilot.

tent. Read the Federal Aviation Regulations and Aeronautical Information Manual frequently. Focus on FAR 61, 91, 135
and read the Aeronautical Information
Manual in detail. Know your aircraft operating manual and follow up by visiting
with the maintenance team to review all

the paperwork including logbooks, airworthiness certificates, and 337 forms.
Learn and understand the minimum
equipment list for the aircraft you fly
with excellent recall. If possible, tour the
manufacturing plant armed with effective questions.

Principle 6: Flight Discipline
Pilots who exercise sustained flight
discipline are more desirable to employers. Make a habit to fly with a high
level of flight discipline by making every
movement in the cockpit purposeful.
Never compromise your integrity. As a
pilot, you are tested on your ability to
manage a crisis. It’s important to recognize that it’s not the crisis people recollect; it’s how you react to the crisis that
forms your reputation. The crisis will
pass, but if you’ve lost respect, trust or
credibility responding to the crisis, you
didn’t manage the crisis well. Flight discipline and excellent airmanship should
be exercised and make up a healthy portion of your subject matter expertise.

Principle 7: Study
Pilots who make a habit of studying the Federal Aviation Regulations
and Aeronautical Information Manual are
viewed as being proficient and compeMay/June 2019 • 21

to your career and your personal life. Read the book The
Charisma Myth: How Anyone Can Master the Art and Science
of Personal Magnetism, whereby Olivia Fox Cabane explains
charisma is a skill anyone may learn. The book will place you
on a good path to learn the essential skills to expedite your
flight career.

Make a habit of spending more time on actions, skills and
tools that don’t cost money. Study the magnetic compass,
directional gyro, horizontal situation indicator, global position systems, multifunctional displays and all other primary
equipment till you know all headings and reciprocals better
than any other pilot you encounter. Be a guru with mental
math including speeds, approaches, vectors, power settings
and aircraft performance fuel burn rates. They are tedious
tasks that require commitment and dedication, but once
mastered these skills will showcase your value in ways others
often fall short. Master skills others fail to learn and then
perform those skills as a confident, well-prepared, safe pilot
who shows the potential to grow.

There is no substitute for being dedicated to the technical
aspects of commanding an aircraft; however, complementing
your efforts with these eight principles will help you prosper
with little or no additional money. I can’t emphasize enough
the power of showing potential and the importance of presenting the best version of yourself when opportunities surface. Les Brown once stated: “It’s better to be prepared for an
opportunity and not have one than to have one and not be
prepared.” Keep this statement in mind as you consider using
these tools. Continue to study and go the extra mile to build
your value as if the opportunity is coming right now. Treat
opportunities like you do when ordering online merchandise.
You click on the mouse, purchase the item, and it’s yours; it
just takes a bit of time for your package to arrive. Your dreams
are being delivered once you make the purchase. You may not
see where your package is in the system, but it’s certainly on
its way. The only difference between online shopping and
reaching your dreams is the mode of payment. Your purchase
power is paid by your increased value and results, and that’s
accomplished by producing deliverables in a certain way. It’s
as simple as that!
Fly safe, have fun and enjoy the company of fellow aviators.

Principle 8: Charisma
Pilots who are charismatic outshine their peers. Charisma
is the magic power that provides a great reward for anyone
who possesses it. Charismatic people make the person they
are speaking with feel like they are the center of the universe.
This one trait will open more doors in your life than any other. Charisma is the ultimate opportunity magnet, and it’s unquestionably a learned skill. We all know someone who walks
into a room, and the whole room lights up. Charisma is such
a phenomenon it’s become an applied science in colleges and
business schools throughout the world. I’ve seen pilots with
charisma magnetically offered opportunities as low-time pilots even when those doing the hiring had little knowledge
about their actual flight abilities or overall skill set.
A charismatic pilot equates to excellent customer service,
providing instant rapport and value in anyone they do business with. Pursue the topic of charisma in detail; it’s vital
22 • www.nafinet.org

Steve Giuffrida is an MEI, CFII and A&P at JetsPlus providing aircraft charter, acquisitions and management services for both domestic and international markets.
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the good things NAFI is doing for the flight instructor profession wherever he goes.
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Using Clouds
to Keep You Safe

Learn what they may indicate
By Alex Burton
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“Our rosy world view might be what gets us airborne, but it can also be detrimental to our safe return.”
— Paul Harris, manager of flight operations, Pacific Flying Club, Delta, BC

In

1990, the Transportation
Safety Board of Canada
(TSB) conducted a safety
study examining the occurrence of VFR into IMC
incidents in Canadianregistered aircraft between 1976 and
1985. Out of 5,994 recorded accidents,
VFR in adverse weather accounted for
only 352, 6 percent of the total, yet was
responsible for 26 percent of all reported
fatalities. The statistics from 1996 to
2005 tell an even more tragic tale with
more than 36 percent of all fatal airplane
accidents deemed the result of controlled
flight into terrain. According to the TSB,
nearly 80 percent of all VFR in IMC accidents studied occurred during the en
route phase of flight, and, practically
speaking, no other type of accident is
responsible for claiming more lives than
pilots unintentionally flying a mechanically sound aircraft into the ground.
We may not believe it’s going to happen to us, but it sure happens to a lot of
other people. i
Data culled from the United States
National Transportation Safety Board
(NTSB) is consistent with Canadian
findings. According to the NTSB,
weather was a cause or contributing
factor in 35 percent of fatal general
aviation accidents. ii
Meteorology is one of the major topics covered during ground school for
private and commercial certificates, IFR
and most other ratings. I also recall putting a fairly significant effort into studying weather for my ATPL. Meteorology
is, as well, an important part of the practical training toward licences and ratings
in the form of preflight briefings and pilot decision-making.
Avoiding VFR into IMC flight is most
often and most successfully achieved by
making positive risk/benefit decisions
prior to each flight. However, useful,
safe decisions can only be made if they
are based in a reasonably accurate deter-

mination of what is actually taking place
in the sky and what is likely to develop
during the duration of any particular
flight. The words “I think I can probably
make it” heard during a preflight decision-making process are an excellent indication of poor decision-making skills.
On each and every flight, we need
to weigh the risk/benefit ratio and assure ourselves we are on the right side
of that equation. If you are not carrying vaccines to dying children, are not
on a time-sensitive rescue mission, or
have been ordered into combat, a better
question than “Could I possibly do this
today?” might be “Will the goals of this
particular flight be achieved within the
limitations of the current and predicted
flying conditions?”

The words “I think I
can probably make it”
heard during a preflight
decision-making
process are an excellent
indication of poor
decision-making skills.
Fortunately, because weather is such
a significant factor in aviation, a lot of
smart and experienced people provide us
with a variety of excellent “actionable intelligence” regarding what is taking place
right now and what is predicted to occur
in the near future. Making sure student
pilots become both familiar and conversant with the available weather products
and reference them prior to every flight
is an excellent idea for instructors.
While we are blessed with excellent
weather products and we absolutely
should reference them prior to flight,

walking outside or taking a good look
out the windows can provide pretty solid
and accurate information if we know
what we are observing. Learning to read
clouds, for example, and learning to understand what we can learn from them
is an excellent practice. This has been
known across cultures for millennia.
iii
Weather is, after all, made up of two
major factors: differential heating of the
earth’s surface and moisture content of
the air. Clouds are excellent indicators of
both phenomena.
There are only five major types of
clouds to keep an eye out for: cumulus,
cumulonimbus, cirrus, stratus and lenticular. There are a few oddball types —
Kelvin-Helmholtz clouds, mammatus
clouds and rotor clouds spring to mind
— but for day-to-day training activities,
we can leave them aside.
Cumulus clouds are formed as rising air with sufficient moisture content
cools and condenses when the ambient
temperature reaches the dew point of
the air, the point at which water vapour
condenses to form droplets of liquid water. On a sunny day, warm air rises by
convection and, given sufficient moisture content, forms cumulus clouds, often referred to as “fair weather” clouds.
The flat bases of cumulus clouds will
typically lie at the same altitude. Cumulus clouds generally do not produce rain,
although there may be some degree of
turbulence in proximity to the clouds as
a result of the rising air and the effects of
the exothermic activity involved in water
vapour condensing from a gaseous to a
liquid state. These cloud types are normally a signal we will have fine weather
and are good news.
Cumulonimbus clouds, on the other hand, can indicate too much of a
good thing. These clouds, typically also
formed by rising air, will be similar to
cumulus clouds but are considerably
more aggressive. They will have flat tops
spreading out and forming their characMay/June 2019 • 25

teristic anvil shape and will contain ice
crystals rather than water droplets. They
are common on the prairies and indicate
severe turbulence, potential icing conditions and moderate to severe turbulence.
They are bad news and are to be avoided.
Cirrus clouds form in the very high
atmosphere, are wispy and are composed
entirely of ice crystals. If there are winds
aloft, cirrus clouds will be carried horizontally and may form hooked shapes.
If we see cirrus clouds cover more and
more sky and appear to be getting lower
and thicker, it is a good indication of an
approaching front, the meeting of warm
and cold air masses. Warm air is being
forced to rise above cold air, a good sign
a front is approaching. We can expect periods of rain within the next 12 hours, or
so, but the weather changes will be relatively gradual.
Stratus clouds form a low, continuous cloud sheet covering the sky. They
are formed as a result of gently rising air
or a mild wind bringing moist air over a
cold land or sea surface. The layers tend
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to be thin and gloomy looking, but rain
is most often of the light drizzle variety.
As long as the stratus clouds afford a reasonable ceiling, flying conditions tend to
be relatively stable.
Lenticular clouds will form in the lee
of mountain areas and provide a view of
complex motions of the atmosphere. As
air is forced over mountaintops, lenticular clouds with a distinct lens-shape will
typically form on the lee side of mountain peaks. Once past the mountain, the
air has a tendency to sink and warm,
allowing the water vapour resulting in
lenticular cloud formations to evaporate.
Areas of lenticular cloud formation are
good ones to avoid as the clouds only
form in relatively high wind environments, but they do give us a good indication of what the upper winds are doing.
It’s certainly a good plan to avoid flying
in proximity to lenticular clouds.
Clouds can be broken into four basic
categories based on altitude and behaviour: high, middle, low and vertically
formed. High clouds are found in the al-

titudes between 16,000 and 43,000 feet
and are not ones we normally encounter
unless we are flying at those high altitudes, not something we will be doing
on normal training flights. Clouds at
these altitudes are formed primarily of
ice crystals and generally do not block
the sun. They include cirrus, cirrostratus
and cirrocumulus type clouds.
Cirrus clouds appear white and wispy
and may stretch across the arc of the
sky. They tend to indicate fair weather
in the immediate future, but they can
also be an indication of a change in
weather within the next 24 hours. Their
direction of movement provides an excellent indication in which a weather
front is moving.
Cirrostratus clouds appear more
sheet-like than cirrus clouds and are a
good indication of moist weather within
the next 12 to 24 hours.
Cirrocumulus clouds are normally
found in large groups of white streaks,
often neatly aligned. They tend to indicate fair weather in the near future
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unless you find yourself in tropical areas where they may well indicate an approaching tropical storm or hurricane,
depending on the season.
Mid-level clouds, alto clouds, form
between approximately 6,500 and
23,000 feet and are made up of water
or ice, depending on the temperatures
at those altitudes. They may often block
the sun. Altostratus and altocumulus
are examples.
Altostratus clouds have a grey or greyblue colour and may cover the entire
sky. They are a good indication a storm
may be in the offing in the near future.
Altocumulus clouds are normally greyish-white in colour and appear as large,
fluffy sheets displaying considerable
contrast between light and dark areas.
They will block out sunlight and seen
during the morning hours tend to indicate conditions are right for the formation of thunderstorms in the afternoon.
Low-level clouds, stratus, stratocumulus and nimbostratus, may well block
out the sunlight and can be good indicators of precipitation and wind. Lowlying stratus clouds are often formed as
fog lifts off the ground and often produce drizzle or, if the temperature is low,
light snow. Stratocumulus clouds will be
bumpy and grey and may cover the entire sky. They tend to form in rows and
patches and are an indication of fairly
stable weather conditions.
Nimbostratus clouds, as their name
suggests, are your basic rain cloud. They
form in large sheets and appear grey
with little variation. You can expect rain
if it isn’t already happening.
The last variation are clouds produced
by vertical air movement: cumulus and
cumulonimbus. They may be found anywhere between 5,000 and 50,000 feet,
depending on conditions.
Cumulus clouds appear as white cotton-ball like structures. As long as cumulus clouds remain in low clumps floating
across the sky, they are a good indication
of fair weather. We do, always, however
want to keep an eye on these fellows as
vertical growth can indicate the beginnings of a large storm. Cumulonimbus
clouds can develop quite rapidly and
28 • www.nafinet.org

form themselves into the classic anvilshaped structures. The tip of the anvil
will indicate the direction the storm is
moving. These clouds are to be avoided as they can produce some extreme
weather conditions: heavy rain, hail,
lightning and tornado activity. They are
not good news for pilots.
So, we have some foundational information. What do we do with it to help us
evaluate current and coming weather?
Let’s go outside and have a look. No
clouds: The weather is fine, so we just
need to assess the ambient wind conditions to determine if they are within reasonable limits for the particular flight we
intend to carry out. If it was blowing 20
and gusting to 30, perhaps circuits with
pre-solo student pilots would not be a
useful way to spend the next hour.

If there are clouds in the sky, let’s
identify them. Perhaps some elimination
questions will give us some ideas:
Can we see the sun or moon through
the clouds?
If not, we are likely looking at middle or low altitude clouds. By observing
the shape, colour and other obvious indications, we should be able to identify
the cloud type.
Do the clouds cover the entire sky?
The clouds are most likely middle
altitude clouds.
Do the clouds appear grey with a blue
tint, or are they fluffy white with a lot of
contrast between light and dark?
These will be middle level clouds,
and we can expect rain within half a day.
Are we looking at high altitude
clouds?
If the high-altitude clouds are
thick, there’s a good chance poor weather can be expected within a day or two.
If the clouds are stationary or moving slowly, frontal weather is most likely

a day or two away. If the clouds are moving quickly, the change in weather will
be arriving sooner. We can determine
the direction from which the weather
change is approaching by the movement
of the clouds.
Can we see through the clouds?
If we can’t, the chances are good
we are looking at middle or low altitude clouds.
If all our answers so far are in the
negative, we are most likely looking at
low level clouds. Low level clouds may
resemble elevated fog conditions. We
can expect drizzle or may already be experiencing it. We will want to defer making any go/no-go decisions and see how
things develop. If the clouds appear low,
dark and grey, it’s probably already raining, so let’s just go back inside and find a
useful project.
If the clouds are low, fluffy and white,
the weather is just fine, but we will remind ourselves to keep an eye out for
any vertical growth, particularly the
telltale anvil shapes that will indicate
the development of cumulonimbus and
weather we will definitely want to avoid.
Of course, checking the host of available weather products is always a good
idea. We do have to remember, however, that these products are the result of
simulations based on current observations and historical data. Having direct
and personal observations of the conditions where we are right at the time we
are making decisions is also a good plan.
It puts us directly in touch with our immediate environment, and it allows us
an opportunity to deepen our knowledge and experience, a process that can
be useful to make positive and safe decisions about whether or not we want to
allow our rosy view of the world to tempt
us into situations we may regret.
Alex Burton was the 2013 winner of NAFI’s Greg Laslo
Excellence in Writing Award. He is a Class 1 instructor and pilot examiner and holds an ATP endorsed for
both land and sea. He is a regular contributor to Mentor and other aviation publications both in Canada
and the United States. His aviation books are available through Amazon and BluewaterPress.

i: https://www.wingsmagazine.com/procedures/vfr-in-imc-why-good-pilots-fly-in-bad-weather-1122
ii: https://www.tandfonline.com/doi/abs/10.1080/02723646.2016.1211854
iii: https://cms.dot.gov/sites/dot.gov/files/docs/kulesa_Weather_Aviation.pdf
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et me tell you a story.
On August 29, 1969, I set
off in a brand new 1969 Cessna 150, N50977, on one of my
student pilot cross-countries,
this time from my home base
in Cordell, to Altus, thence to Elk City,
and back to Cordell. All of these places
are in Oklahoma. At that time, 25 nautical miles counted as a valid cross-country
for private pilot certificating purposes.
While checking my preflight prepa30 • www.nafinet.org

By Keith Reed
rations, my instructor, Austin Sipes,
demonstrated how to locate and mark
interim checkpoints on my route with little red check marks. I did all of my crosscountry flights using nothing but dead
reckoning and pilotage.
The airplane I normally used for my
solo work was a 1959 150, N7825E,
which, while it did have a radio of sorts
— a Narco Superhomer “Coffee Grinder” — never once in my time in that airplane did I learn how to use it, let alone

turn it on. But, because on this particular cross-country, the blue course line
I had drawn transected the controlled
airspace of Clinton-Sherman Air Force
Base, I sprang for the additional $2 per
hour (from $8 to $10 — wet!) for the
new 1969 model, which contained a
full 360 channel radio. This way, I could
say “Hi!” to my friends in the tower as
I passed. (I was a weather observer at
CSM, so I knew all the controllers.) I still
never turned on the VOR, though.

One of the checkpoints Sipes had
noted, just east of Lake Altus, was a
prison, now known as the Oklahoma
State Reformatory Work Center. (Inset
on the sectional.)
I remember to this day how I felt
looking down inside those walls. I knew
that down there were more than a few
sets of eyes watching me fly over, envying the freedom I was exhibiting just
then. It was humbling.
I taught my first private pilot ground
school for a community adult education
program in 1971. The class met Tuesday
and Thursday evenings, three hours a
night for eight weeks. Since it was a community education program, it was very
affordable: I think it cost $15 for the
class, so it was not surprising to see 2530 students in each class.
Every class I taught over the next
few years contained several middleaged men who would frequently inter-

rupt my teachings with anecdotes and
reminisces. In my youthful arrogance
I let these “old guys” prattle on for a
while, and then I would work on honing a new skill for myself: getting the
class back “on track.” A useful skill, to
say the least, and one which I would use
a great deal over the next 45 years of
flight instructing. However, I was blind

then to the important history sitting right in front
of me in the classroom.
Remember that during World War II, most
of the pilots and flight
crews were in their early
20s. When I was teaching
that ground school it was
only 26 years after the war
ended, which would put
these students in their late
40s or early 50s; enough
time to have work history,
some money saved, and an itch to once
again get “behind the wheel” (or stick,
as it were). So the pat phrase we have
all heard, “There I was, flat on my back,
flak ripping into my wings …” was a very
real thing to some of these men.
In the same way I wish I had taken the
time to talk with my grandparents, not to
say my own parents, with a tape recorder
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running, and get real family history from
the mouths of those who actually lived it,
I let the time spent with these men pass
without comment or expansion.
These men are gone or going now,
their histories dying with them. And
it is doubtful that any reminisces we
might glean from them now would be
of any value — I can’t remember what
I had for lunch yesterday. As well, like
most warriors of that generation, prying any real information out of them
might be problematic. My own fatherin-law, a U.S. Army artillery technical
sergeant who saw action in North Africa
and Italy, climbed Monte Cassino — a
battle described as one of the longest
and bloodiest of World War II — and
never mentioned a thing about his experiences. These men did what they had to
do: fight a battle, save a world, go home.
Last year, I was fortunate enough to
pay a visit to Normandy and walk the

sands of Omaha Beach. A base nearby
makes frequent flyovers of the area,
and I stood in awe as two P-51 Mustangs
flew low across the same sand on which
so many men died those many years
ago. The feeling that I was experiencing was exacerbated a couple of hours
later as I walked among the graves at
the Normandy American Cemetery at
Colleville-sur-Mer; it made me flash
back to this ground school and the rich
history I had overlooked. How many of
the names I looked at engraved on the
crosses or Stars of David did my former
students know?
It has been 116 years since man first
left the ground in controlled, sustainable
flight. Today, we are living the history
the upcoming generations will study.
Spread the word. Share experiences.
Write things down, while we remember
them. War is not fun. But our experiences and reminisces in the civilian aero-

nautical world can be as enlightening,
entertaining and useful to future pilots
as these new pilots begin to make their
own memories.
Tell a story.
Keith Reed began his flying career in May of 1969 in
Cordell, Oklahoma, while serving as a weather observer
with the U.S. Air Force at nearby Clinton-Sherman AFB.
He is approaching the 50th anniversary of his first solo
flight in June 2019, and he received his private pilot
certificate on a windy day in October 1969. While still
working toward his commercial certificate, he received
advanced and instrument ground instructor certificates, and was actually only one of very few private pilots to teach an ATP ground school, among many others.
He received his commercial, instrument, multiengine
and flight instructor certificates (A&I) over the next few
years, and has been instructing for 45 years.
Today, he fills his days with writing plays and directing,
and serves as artistic director of the Front Porch Players
and the Second Act Players of Rosemount, Minnesota.
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y flying career started
with U.S. Army Flight
School in 1969. I also
earned my private
pilot fixed wing that
year and then reported for a year in Vietnam. After Vietnam, I got my rotary wing commercial
and instrument and my commercial
fixed wing at Fort Bragg. I finished
up my fixed wing instrument at Raleigh-Durham, where I had returned
to graduate school. My fixed wing
instructor and instrument instructor
came later in Charlotte in 1974.
Over these several years, I have
been taught and I have taught many
students using many terms. However, over the past few years, I have
changed my terminology because I
now believe that some terms are an
impediment to learning while flying.
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By Robert R. Bash
I want first to talk about “uncontrolled airports,” which many also
call “nontowered airports.” My experience is that most pilots who earn
their private certificates at a controlled (towered) airport are much
more comfortable at such airports,
and are not very comfortable at uncontrolled airports. Also, most pilots
who earn their private pilot certificate at uncontrolled airports (nontowered) are much more comfortable
using uncontrolled airports, and not
as comfortable using controlled airports. I have put “uncontrolled airports” in quotes because I believe it
is a term, just like nontowered, that
we should not use.
I believe that the term we should
use is “pilot-controlled airports.”
The first reason that we should use
the term pilot-controlled airports is

that it is a more accurate term. That
is, the pilots see and avoid, enter the
traffic pattern under their own control, and decide when to take off and
when to land. Thus, I believe that the
term pilot-controlled is much better
and more accurate than either uncontrolled airport or nontowered field.
The second reason that we should
use the term pilot-controlled airports is that it is less confusing to
student pilots. If they learn at a controlled airport, that is, an airport
that is controlled by ATC, then it is a
much easier mental learning jump to
go to a pilot-controlled airport than
it is to go to an uncontrolled airport.
It is confusing to students to hear
“uncontrolled,” and they do not understand that the pilots control such
airfields in determining when to land
and take off.

Likewise, if students learn at a
pilot-controlled airport, it is a much
easier learning step to transition to
a controlled airport. That is, the only
difference between the two is that at
the pilot-controlled airport, the pilots
control the landings and takeoffs;
while at a controlled airport, ATC
controls the landings and takeoffs.
Therefore, I believe that all flight instructors should use the term pilotcontrolled airport for their instruction, and they should encourage their
fellow fliers to do the same. Of course,
as instructors, we should familiarize
our students with both types of airports, which is easier said than done
in many locations. I believe that this
change in our terminology will make
that task easier both for the student
pilot and for that pilot’s flying career.
My second suggestion about
changing the way we use terminology in flight instruction is regarding
the word “flare.”
We usually say, “Maintain the approach airspeed until you have the
runway made, and then reduce power
and flare at the appropriate point.”

Over the past few years,
I have changed my
terminology because I now
believe that some terms
are an impediment to
learning while flying.

My experience is that students have
problems interpreting the word and
action for flare.
We always explain to the student
pilot that two things produce lift —
namely, angle of attack and airspeed.
We further explain that our final approach speed is 1.3 times the stall
speed at the landing configuration.
Now with the power off, the airplane
will slow and/or descend. If you hold

it just above the runway, it will slow
down, and as it does, you will have to
increase the angle of attack to produce the same amount of lift (just
enough to hold it above the runway).
When the angle of attack reaches the
critical angle, it will settle on the runway at the slowest possible speed.
Therefore, I find that students
catch on much faster to those dynamics if you instruct them to “fly
at” (aim at) the numbers, and when
the runway is made, reduce power
to idle and then just “hold it off the
runway.” This produces a slow landing with less wear and tear on the
airplane, pilot, instructor and passengers, assuming students land it
straight. My recommendation is to
quit using the old term of “flare.” Instead, use the expression “hold it off
the runway.”
Robert R. Bash, CFII, is an Army trained helicopter pilot with SEL instrument, commercial and instructor ratings since 1974. He is a retired hospital administrator and has over 6,000 hours, 5,000
hours of fixed wing and 3,000 hours of instruction.
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By Amit Singh

Adopting High Reliability
Concepts for Safety

A

viation is a high-risk industry
where even a small error can
lead to losses to human lives,
property and reputation. It
takes both anticipation and
resilience to manage unexpected disruptions, a combination which is known as
mindful organizing.
Organizations that are able to manage
and sustain almost error-free performance despite operating in hazardous
conditions where the consequences of
errors could be catastrophic, with a positive safety culture, are known as high reliability organizations (HRO). There are
five characteristics of HROs that have
been identified as responsible for the
“mindfulness” that keeps them working
well when facing unexpected situations.
Preoccupation with failure: HROs
treat anomalies as symptoms of a problem with the system. The latent organizational weaknesses that contribute to
small errors can also contribute to larger
problems, so errors are reported promptly so problems can be found and fixed.
The panel investigating the Columbia
shuttle disaster concluded, “NASA’s system for tracking anomalies for flight
readiness reviews failed.”
Reluctance to simplify interpretations: HROs take deliberate steps to
comprehensively understand the work
environment as well as a specific situation. They are cognizant that the operating environment is complex, so they
look across system boundaries to determine the path of problems (where they
started, where they may end up) and
value a diversity of experience and opinions. In the shuttle disaster, the simplification was NASA’s mistaken judgment
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that the foam shedding 82 seconds into
the flight was “almost in family” and a
maintenance issue. NASA basically simplified a 22-year history of unintended,
recurring foam shedding into a judgment that the puff of smoke at the base
of the left wing did not affect the mission success. Instead, it presumed shedding was normal even though, after all
those years, it still remained in the dark
about why foam continued to shed. The
investigation board criticized NASA for
its tendency to oversimplify.
Sensitivity to operations: HROs
are continuously sensitive to unexpected
changed conditions. They monitor the
systems’ safety and security barriers and
controls to ensure they remain in place
and operate as intended. Situational
awareness is extremely important to
HROs. The Columbia accident investigation board concluded that for all of its
“cutting edge technology” and imaginative plans for the technology and space
exploration, NASA had shown very little
understanding of its own organization.
Commitment to resilience: HROs
develop the capability to detect, contain and recover from errors. Errors will
happen, but HROs are not paralyzed by
them. HROs overcome errors when independent people with varied experience
interdependently generate and apply a
richer set of resources to a disturbance
swiftly and under the guidance of negative feedback. The crew of United Airlines 232, which experienced an engine
explosion causing it to disable all flight
controls, used all available resources
onboard to manage the flight path and
bring the aircraft to the ground.
Deference to expertise: HROs follow

typical communication hierarchy during
routine operations but defer to the person with the expertise to solve the problem during upset conditions. During a
crisis, decisions are made at the front line,
and authority migrates to the person who
can solve the problem, regardless of their
hierarchical rank. In the Columbia accident, the investigation board concluded,
“In highly uncertain circumstances, when
lives were at risk, management failed to
defer to its engineers and failed to recognize that different data standards and
processes were more appropriate.”
Effective leadership evaluations are
key to the development and maintenance
of a high reliability organization. Organizations that do not set specific and measurable goals, and do not change the way
leaders are evaluated on those goals, do
not sustain results. High reliability organizations hardwire evidence-based leadership evaluation tools, such as report
cards and 90-day action plans, into their
organizations and prioritize goals. This
way, leaders are constantly challenging
and improving upon themselves and how
they respond to problems. This will ultimately drive a shared sense of resilience
throughout the organization.
Capt. Amit Singh is a fellow of the Royal Aeronautical
Society with 25 years of experience in civil aviation. He
has flown over 12,000 hours on the Boeing 777 and Airbus A320, and has been associated with two successful airlines in India: IndiGo and AirAsia. He has held
numerous posts at AirAsia, including chief of safety,
chief of flight operations and chief of pilot training. He
currently flies the A320 in the Middle East. He is the
author of mindFly, the world’s first human factor’s blog,
from which this essay is reprinted with permission.
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