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Members present were: Representatives
Martin, Bylsma, Rogers, and Randolph. Rep.
Gardiner was absent. The committee hearing
was teleconferenced statewide. The
committee schedule called for the
consideration of HB 634.

L. AMES LUCE, attorney and pilot, chairman
of Alaska Action Trust (a consumer rights
group), Anchorage, said the problem of high
insurance rates results from the safety
record of air taxis. He introduced a
National Transportation Safety Board study,
AAS 83, "Air Taxi Safety in Alaska",

said the study shows that there are 500%
more accidents caused in Alaska, per hours
flovn, than in tbe Lower 48, and 200% more
deaths. Luce said the FAA compiled
statistics, which showed that 14 Alaska
operators were responsible for 48 of 81

accidents. He gave the names of specific
operators he said were causing most of the
accidents. (Luce gave copies of the study

to the committee: these are available for
inspection from the committee.) Luce said
that northwest bush communities have
repeated problems with air safety. He felt
that eliminating these operators would
probably reduce insurance rates by fifty
percent. Luce said that the effect of HB
634 would be to deprive the consumer public
from compensation. He said it would
probably discriminate against Alaska Natives
in the Bush. Luce said the bill would not
promote air safety or affect insurance

rates. He said it would help subsidize
major intrastate carriers by permitting them
to be self-insured. Luce thought the bill
was probably unconstitutional, and did not
address the air safety problem.

Rep. Rogers said some of Luce"s arguments
were valid- eg, safety- but to say the bill
discriminates against Natives is
questionable. Rogers said the bill, if
anything, would discriminate against all
residents of that part of the state. Rogers
also felt that eliminating the operators
that Luce said were causing most of the
accidents does not address the question.

Rep. Rogers felt it is difficult to fly in
some areas of the state, and said that air
commerce, in some areas of the state, may be
an inherent risk. Rogers asked Luce"s
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opinion of making excess flight insurance
available to consumers; limiting liability
except in cases of gross negligence; and
going to a system similar to Workers
Compensation, with a schedule of liability
limits.

Luce said he could not respond unless they
agreed that the bill actually lowers
insurance rates, and Luce did not feel that
it did. He said that giving people the
option to buy additional insurance did not
address the problem, which is high insurance
rates. Luce said there are air taxi
operators in northwest Alaska that have
outstanding safety records, and that study
showed a small percentage to be responsible
for that area"s overall bad safety record.
Luce said, 1in regard to taking a workers
compensation approach to liability, that it
would reduce the amount of compensation
received by the injured or survivors of
victims. He said adequate and fair
compensation won"t be found in a workers
compensation-type system rather than the
fault system.

KENT WOODMAN, representing AOPA and Alaska
Airmens Association, (testifying from
Washington DC LI10), said he wished to
correct some errors in testimony taken at
the January te ~conference. He said, in
regard to testimony by Weir of Alexander «..d
Alexander that raising the limit would raise
awards: the insurance company"s records
woula not show a settlement that was for
more than the insurance limit. For example,
if a pilot settles a case for $250,00*,, and
the insurance company pays only $100,000,
that $100,000 will be all the insurance
company"s records will reflect. Woodman
went on to say that, of 18,000 underwriters
in Lloyd™s, only about 6 will establish a
lead in Alaska. He said underwriters are
investors; when a broker requests coverage,
the underwriter obligates a portion of his
reserves. Woodman said that, if Alaska has
a $250,000 limit, those who have needed more
coverage previously will buy small policies,
which increases the capacity of the
underwriters, which reduces the insurance
rate. Woodmm said, regarding Luce"s
testimony, that Luce was correct that the
bill would not cure the problem, but Woodman
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felt it would provide relief from the
symptoms. Woodman said the Alaska Aviation
Safety Foundation, AOPA, Alaska Airmen, and
others are working on safety programs. This
bill would prevent carriers from going out
of business. Woodman said, regarding Luce"s
comment that carriers operating in marginal
financial situations deserve to go under:
that is unjust. Many operators with no
accidents still can"t get ahead due to the
high costs of insurance.

Woodman said he is leaning toward a limit
lower than $250,000. He said the purpose of
the coverage is not to provide for survivors
for the rest of their lives. Woodman said,
1) a liability limit of some sort is
required; 2) it must cover all aircraft, not
just commercial operators; 3) a proper limit
would increase market capacity; and, 4)
$75,000 is the current limit on
international travel, and adding an increase
for cost of living, $97,000, more or less,
is a reasonable limit. Woodman said only
one other state (Colorado) has a similar
provision ($45,000 for wrongful death). He
said other states are working on

legislation. Woodman said that,
constitutionally, the primary difficulty is
bodily injury limit. He said a
constitutional amendment might get around
this. He thought it might be possible to
word the legislation to cover medical
expenses and make a provision for pain and
suffering ant”defense of claim. Woodman
stressed that a bill like this is needed.

He said the amounts of claims need to be
limited, but it also needs to cover out of
pocket costs, reasonable litigation fees,
and pain and suffering. Woodman asked Luce
if anyone else in his organization is
anything but a plaintiff®s attorney.

Woodman said that all Luce®"s comments were
negative, and that Woodman had never had any
input from Luce in support of safety
programs.

TULINDA DEEGAN, President, Alaska Air
Carriers, and Executive Director, Safety
Foundation, said that the accident rate in
Alaska i3 not as bad as it seems. She said
that, over the past five years, the accident
rate has remained steady. She spoke of
safety programs being developed, and said
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the Association is working on the issue of
insurance. Deegan felt the bill would lower

premiums. She said the bill has received
support from air carriers and private
pilots, and opposition from attorneys. She

proposed amending the bill to make excess
insurance available (she said the Air
Carriers wil] help work toward that); and
she said that air carriers agree the limit
should not apply to gross negligence; also
that attorney"s fees should be awarded by
the court rather than being on a contingency
fee basis.

ROBERT JUDY, Van Dusen Air,Inc., Anchorage,
felt 4 limit is imperative. He said the
cost of insurance is ridiculous. He was
concerned that the cost would force carriers
out of business. He said the opposition
comes from lawyers. Judy said placing a
limit won"t increase or decrease the
accident race; this must come from other
sources, and should be explored.

STEPHAN WILBUR, Vice President, Wilbur %,
Inc. (Wilbur®"s Flight Operations),
Anchorage, went over increases in the cost
of insurance for his business. He said his
operation has one of the best safety records
in the state, but that if insurance rates
keep rising, be will not be able to stay in
business mu" .i longer. Wilbur said he
supported the bill.

CHUCK LA PAGE. Valdez, said his rates were
quadrupled when he went to renew. He said
legislation to reduce liability is vitally
necessary. He said insurance rates force
small operators out, and said he supported
the bill.

BOB BIELEFELD, Soldotna, said he had to
lower his limits in order to get an
affordable premium. He felt private
operators and flight schools should be
included in the legislation. He said there
is no distinction in rates on the basis or
safety records. He felt that big operators
get lower rates with more coverage than
small operators.

LINDA SLAEGER, Trailways Flying Service,
Soldotna, went over insurance rate increases
for the past several years. She said the
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rising costs had forced then to fly without
hull insurance, to drop seat capacity, and
to close operations for the winter because
they had to cancel insurance during the
winter. She said, because of that, the area
has no air service 1in the winter. She said
the situation creates "bandit™ ai; caxi
operators, who fly without rating,? or
insurance. Slaeger noted that Trailways has
had no accidents since beginning operations,
but the present system will force them to
close.

CECIL MC CLAXN, Chairman of the
Transportation Committee, Sitka Chamber of
Commerce, was concerned about rates. He
said present rates are having a.i adverse
impact to the point that many can"t
adequately insure their aircraft. He
favored HB 634, but was not sure if the
limit was correct; he thought it should
possibly be lower. McClain said many people
carry their own insurance. If a limit was
placed on liability and posted in offices,
with a plaque advising travelers that
additional insurance is available, then
people would be willing to buy additional
insurance. Ee said the traveling public
pays the bill for high insurance rates,
which tends to decrease the number of people
using air services. He said this hurts the
traveling public as well as operators. He
sri 1 relief is needed or there will be a

impact on flying in the state.
HwCluin urged the bill be adopted.

MIKE IVERS, air taxi operator, Yakutat, went
over his insurance rates and increases in
the past few years. He said he has to fly
150 hours just to pay for the insurance. He
wanted any kind of relief, and said he would
appreciate anything that could be done.

JOYCE GALLEHE31, Munz Northern Airlines,
Nome, said bush carriers are faced with
destructive insurance rates. She said
premiums are the biggest single cost for
most small carriers. She said these costs
are caused by runaway awards for air crash
victims. She felt that attorneys and the
courts created the problem. She felt the
award should go to victims, not attorneys.
She strongly endorsed a limit on wrongful
death award.
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JIM ROOT, President, Earing Air, Inc., Nome,
said the a is only one possible beneficiary
in ar aircraft accident: the victim"s
attorney. He said che state requires an
operator to carry only $100,000 insurance.
He said the limit would give underwriters
more control, and would protect the public.
He said subsidies are not needed. If the
legislature imposes a reasonable limit of
liability, a traveler can decide if he wants
unlimited liability or a reasonable limit.
If a traveler is aware of the limit and
feels it inadequate, he can purchase
additional coverage. Rowe strongly
supported the bill.

MILLARD INGRAHAM, attorney in general
private practice in Fairbanks, said he has
no direct economic interest in the
legislation. He ssid he opposes the bill;
felt it is probably unconstitutional; and
opposed it on the basis of policy. He said
he 1is opposed to government intervention to
help one group with a problem. He said
that, if the government did intervene, their
subsidy should not come from another group
(namely, widows, orphans, maimed and
injured). It should be the obligation of
the entire state. He said another problem
is that there is no way a consumer could
protect himself with additional insurance,

as he doesn"t think it is available. He
said one can buy life or medical insurance,
but can"t buy liability insurance. Ingraham

asked, 1if air taxis had a limit, what would
prevent truckers, doctors, lawyers, and
others from doing the same. He said this
would set a bad precedent. He added,
regarding lawyers being the only group
opposing the bill, that only air taxi
aerators support it. Ingraham recommended
another approach to the probi-"m, such as
group insurance.

PETE HAGGLAND, Holland Aviation, Fairbanks,
said insurance rates are atrocious. He
cited n example. He said flying is not as
hazardous as it"s made out. He pointed out
that various organizations are beginning
safety programs. He felt there was room for
improvement, but said there is definite need
for a liability limit.

LEE DANIELS, Delta Aviation, Inc.
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Fairbanks, gave a breakdown of his insurance
costs on a Cessna 185. He said the general
public cannot afford to fly. He said that
as utilization of the flight services, goes
down, the cost goes up. He said if
insurance and interest keep going up, the
operations must have cheaper maintenance and
crews, which will lower safety factors.
Daniels said this erodes the industry. He
said he is being legislated into an outlaw.
Regarding attorneys, Daniels felt their
attitude was understandable, as attorneys
also oppose deregulation. He agreed that
maybe a limit is needed on all liability.
People need to take care of themselves
rather than depending on the state or the
bar association,

WILLIAM NELMES, Department of Aviation
Technology, Tanana Valley Community College,
said it is a good idea to keep operators in
business, but beseeched the legislature to
promote safety education. He referred to
the Alaska Aviation Safety Foundation
project.

DON COGGER, Alaska Air Guides, Anchorage,
said that he has been in business over siXx
years; he has had no accidents or claims,
yet his insurance increased 875% in three

years. He said people with good safety
records should not have to pay for people
who have poor records. Cogger said that if

air taxi operators are put out of business,
the public will suffer. He said he couldn"t
afford insurance through another winter.

DAVE DIAMOND, president and general manager,
Southcentral Air, Soldotna, supported the
bill. He said it doesn"t matter who the
broker is, they have a London underwriter.
Diamond said there are only 3-5 lead
underwriters in London, so there is no
competition in the market. He said that
premiums have increased drastically. He was
forced to drop hull insurance in order to
maintain adequate seat liability. He sa.ui
little or no consideration is given for good
safety records.

Rep. Bylsma said there has been a
subcomm} ctee appointed which will work on

the bill next week. He requested written
comments.

10
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EVERETT LONG, private pilot, Fairbanks, said
HB 634 is a step in the right direction, but
he felt the limit was too high. Re said
Alaska law now requires $100,000 liability
limit, and that setting it higher would
increase rates. He took exception to
excluding costs and attorney > fees. He
felt this should be removed from the bill.
He could not accept writing a law that
protects attorney % fees.

CINDY ANDRECHEK, Executive Air Taxi and
Charter, Bethel, thanked Kent Woodman for
his comments and research. She addressed
comments Luce made about Executive Air Taxi
and Charter. She said critics of HB 634
look at it as a cure for all the industry's
problems. She said that isn"t the purpose
of the bill. There are steps being taken to
address safety through various programs.
She said there seems to be a mystique
surrounding flying. She said in 1978, the
death rate in motor vehicle accidents was
four times the rate of aircraft accidents -
She said passengers don"t discriminate
between good and poor operators, they jvst
look at the price, which encourages poor
operators.

DENNIS GUNDER, Delaire Charter Service,
Bethel, said some compensation should be
made for those with proven safety records.
He felt $250,000 was a fair limit. He felt
doctors, lawyers, etc., should all have
liability limits. He felt it only
reasonable to have rates comparable to a
common carrier in ground transportation.

As there was no further testimony to be
taken, and no further busines®™ to come
before the committee, t.ie meeting was
adjourned at 3:02 p.m.
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LABOR & COMMERCE COMMITTEE
COMMITTEE HEARING

DAILY

Members

Rep. B. Bylsma, V* Chair

P.ep. D. Randolph

Rep. B. Rogers

Rep. T. Gardiner
T

Rep. Martin, Chair

Subject Mat*m :
House Bill No.
Senate Bill No.

Srecial Orders:

Present

V7

Absent

Arrived
/:

Time

a/
[: 17

t /Em

Time
Left

ctlS-tb

a."er?



Testify? Phone

Name (please print) Address Representing (YES or NO) Number
pcjetf 'D D/1/ o F /pj . uo 4SX 2-S/S~~~
filtf? 02 m
vy O I—ul = WV 278"
Yl -y -m mC v 1 | vy
Pi~rL U) (jtu At* /X("</1:<

HOUSE LABOR & COMMERCE COMMITTEE HEARING DATE:




Name (please print)” Address

V. ) n ['0 /S 'tO-

HOUSE LABOR H COMMERCE comMITTEE AMHr>\y,

SIGN-IN SHEET

Representing

£7

/7vs - TELECONPEC < « 1

£*-< £cr~

SHA

Testify? Phone
(YES or NO) Number
-1
/V o -
*>E N2 7 *
g o «i-r.»

HEARING DATEL: J2/dg{jS-sb-
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WJ.LI_t.Hn Nt-.LnL.\, IHMHHH VHLLT T Lunmmj xr¢ VULI_C.UT.
FAT HENDERSHO1 7, ALASKA 160 INSURANCE
LNV = v e =, e. .7 *YTT v. <“mmp

NXT MSG U/R/S - PRIEV MSG U/R/S - RESEND .. CANCEL

MSG 82-00010597 PRTY 1 02/26/82 12:59:38 GRIG: L.A0O4 IN= 0005
FROM: CANDY/ANCHORAGE T@: JACK JNUEAU T/C
TARGEf: LJE5 SUBJ: AIR TAXI T/C

PARTICIPANTS:

TULINDA DEEGAN/PRESIDENT AK AIR CARRIER”
ROBERT £. JUDY/VAN DUSEN AIR

ALBERT LtNDEMUTH/GIFFOR AVIATION

PEGGY CARRELL/AK TRAVEL AIR

STEPHAN WILBUR/*WILBURS FLIGHT OPERATIONS

OBERSERVOR:
RONALD VANASDLEN/AK JOURNAL OF COMMERCE 6 PACIFIC RIM REPORTER
NXT MSG U/R/S _ PREV MSG U/R/S - RESEND . CANCEL
MSG 32-00010598 PRTY 1 02/26/82 12:59:38 ORIC-. LZ0OO IN= 0003
FROM:  MARY/O0TZ TO: JACK AND LJHY
TARGET: LJE5 SUBJ: AIR TAXI T/C

I DON*T EXPECT ANY PARTICIPANTS FOR THE AIR TAXI

T/C. I DID CONTACT THEPEOPLE BUT THEY ARE UNABLE 10
PARTICIPATE. IF THERE ARE ANY CHANGES WILL SENT AN
OMNI,

NXT MSG U/R/S PREV MSG U/R/S . RESEND .. CANCEL _

MSG 82-00010601 PRTY 1 02/26/82 13705:58 ORIG: LSOO INZ?70010
FROM: FALFENR7SIT KA . TO: JUN MODERATOR
TARGET: LJE5 SUBJ: AIR TAXI INSURANCE T/C

DALE MONTGOMERY, BOX 2305, SITKA, Hi<, 747-80/5 OBSERVER
NXT MSG U/R/S - PREV MSG U/R/S _ RESEND CANCEL
MSG 6.12-00610604 PRTY i 02/26/82 13:14:34 ORIG: LFGO IN- 0004

FROM * DEBRIE/FBX TO: JAt,k/JUNO
TARGET: 1.JE5 SI/BJ: AIR TAXI INSURANCE2/26/82

PAR TIC.IPAN IS COi 'T
2. PETE HAGGLAND, BOX 81464, FBX, AK 99701 479-6737

3. LEE DAN110S, DEL TA AVInTION
NXT MSG U, ¥S PREVMSG U/R/S _ RESEND . CANCEL _

MSG 82-00010605 PRTY 1 02/26/82 13:12:06 ORIG: LNOO INM 0005
i"ROM: ROB/NOME 10: JUNEAU T/L
TARGET: LJE5 SUBJ T/C PARTICIPANTS

NOME HAS TWO PARTICIPANTS AND ONE OBSERVER.

DILI. WELL BORNE <OBSERVER) KNOM RADIO NOME, AK
JOYCE GALLEHERMUNZ NORTHERN AIRLINES FIOX 790 NOHE, AK
JIM ROWE REATING Alft INC. BOX 1650 NOME.
EOM.

NXT MSG 1J/R/S _ PREV -S6 U/R/S. RESEND .. CANCEL
MSG 82-00010607 PRTY i1 02/26/82 13:11:41 ORIG: LBOO i'i™ 0002
FROM: WNLLY IN BETHEL TO: JACK

TARGET: LJF..3 SUBJ: PARTICIPANT IN BETH -L

GI»T=< 0009

PAGE 0001

oUT--- 0010

PAGE 0001

OUT>”001i

PAGE 000-1

OUT”7 0012

PAGE 0001

OUT™ 0013

PAGE 0001

0uUT20014

PAGE 0001



%

poJden)i nmu/me.vnrutvy-w s mM  CAtrLvu IIv .zt -nnnictiv oi_iv»*uv. ® vi.m.., - Itnik A Nnbl

(HOB IN NOME. SPECIAL HI TO JOYCE, THANKS UAI.LY)

NXT MSG U/R/S _ PREV MSG U/R/S . RESEND _ CANCEL

MSG 82-00010611 PRTY1 02/26/82 13:15:23 ORIG: LJOI IN* 0006 OUT* 0015
FROM: LINDA IN JINII FOR DhE SOLDOTNA TO: JACK (SMILING)
TARGET: LJE5 SUBJ. PARTICIPANT 2/16 AIR TAXIl T/C PAGE 0001

SOLDOTNA HAS THE FOLLOWING PARTICIPANT:
JOHN STGEHNER hRTIC, AVIATION INC. MAY OR MAY NOT WISH TO SPEAK.

NXT MSG U/R/S .. PREV MSG U/R/S , RESEND _ CANCEL
MSG 82-00010614 PRTY 1 02/26/82 i3:18:50 ORIG: LKOO IN* 000/ OUT* 0016
FROM: BONNIE/KETCHIKAN TO " JUNEAU TELECONFERENCE
TARGET: LJE5 SUBJ: AIT TAXI T/C PAGE 0004

I WAS EXPECTING .wO rERSONS FOR THIS AFTERNOON®S T/C RE. AIR TAXI BUT
SO FAR NO ONF HAS S".OWN. WILL L.E1T YOU KNOW IF THEY DO. EOM/BCP

NXT MSG U/R/S . PREV MSG U/R/S - RESEND . CANCEL -

MSG 82-0,0010615 PRTY 1 02/26/82 13:1i9:40 ORIG: LAO4 IN* 0007 ouT*> owl 7
FROM: CANDY/ANCHORAGE TO: JACK JUNEAU T/C
TARGET: LJE5 SUBJ: AIF TAXI [INSURANCE T/C PAGE 0001

ADDITIONAL PARTIC.ITANTS :
DON COGGER/AK AIR GUIDE"S

NXT MSG U/R/S .. FREV MSG U/R/S .. RESEND .. CANCEL
MSG 82-00010620 PRTY i 02/26/82 13:23:14 ORIG: L.JO1 IN* 0003 oOUT* 0018
FROM: GAI.1 JNU T/C 10: JACK
TARGET: LJE5 SUBJ: H LABOR 6 COMMERCE T/C 2/26 AIR TAXI PAGE 0001

DEE IN SOLDOTNA HAS ANOTHER PARTICIPANT FOR THISTELECONFERENCE. HIS
NAME IS DAVE DIAMOND AND HE IS WITHCENTRAL AIR.

NXT MSG U/R/S . PREV MSG U/R/S . RESEND .. CANCEL

MSG 82-00010622 PRTY 1 02/26/82 13:26:54 ORIG: LSOO IN* 0011 CUT* 0019
TROh : SITKA 10: JUNEAU MODERATOR

TARGET: LJE5 SUBJ: AIR TAXI [INSURANCE T/°C PAGE 000i
OBSERVING:

WADE COTHRAN, BOX 4240, hi. EDGE.CUMBEF. AK. 99835

TO TALS:

i WITNESS (MCCLAIN)
3 OBSERVERS

NXT MSG U/R/S _ PREV MSG U/R/S. RESEND .. CANCEL -
MSG 82-00010638 PRTY 1 02/26/82 i3: 56:36 ORIG: L.AO4 IN* 0Ov " OUT* 0021
FROM : CANDY, "ANCHORAGE fu - JACK JUNEAU T/C
TARGET: LJE5 SUBJ: AIR TAXI INSURANCE T/C PAGE 0001

TROUBLE WITH OUR OMNIS - IN CASE YOU DIDN"T GET OUR ADDITIONAL PARTICIPANT:
DONN COGGER/AK AIR GUIDES

NXT MSG U/*VS . PREV MSG U/R/S.. RESEND . CANCEL -
MSG 82-00010639 PRTY 1 02/26/82 13:54:02 ORIG: L.SOO IN* 0012 oOuUT* 0022

FROL- THERESA IN SITKA TO: JUN/MODERATOR
TARGET: LJE"5 SUBJ: AIR TAXI INS. T/C PAGE 0001



e-—rrv--oax— o nerrr, W«rEDI
WE ONLY HAVE ONE PERSON HERE TO TESTIFY HE HAS ANOTHER ENGAGEMENT CAUSING

HIM TO HAVE TO LEAVE EARLY. ; WOULD IT BE POSSIBLE FOR OUR TESTIMONY TO BE
HEARD NEXT OR Ci.OSF TO IT?

NXT MSG U/R/S _ PREV MSG U/R/S RESEND _ CANCEL

HSG 82-00016647 PRTY i1 02/26/82 14:10:51 ORIG: LFOO IN* 0005 OUT* 0023
FROM: DEBBIE/FBX TO: JACK/JUNO
TARGET: LJE5 SUBJ: AIR TAXI T/C 2/26/82 PAGE 000i

WE HAVE A FOURTH PAR TF.GIPANT :
WILLIAM G. NELMFS. T"ANANA VALLEY COMMUNITY COLLEGE, DEPT. OF AVIATION TECH.

NXT MSG U/R/S _ PREV MSG U/R/S .. RESEND . CANCEL
MSG 82-00010648 PRTY i1 02/26/62 14:11 :0i ORIG: LBOO IN* 0004 OUT* 0024
FROM: WALi.Y IN BETHEL TO: JACK
TARGET: LJES5 SUBJ: ADDITIONAL PARTICIPANT IN BETHEL PACE 0001

IN ADDITION TO CINDY ANDRECHECK WE HAVE;
DENNIS GUNDER DELAIRE CHARTER SERVICE BET HEL

NXT MSG U/R/S - PREV HSG U/R S . RESEND . CANCEL
MSG 82-00010662 PRTY 1 02/26/62 14=39:16 ORIG: LFOO IN* 0tO06 ouUT* 0001
FROM: DEBBIE/FBX TO: JACK./JUNO
TARGET: LJES5 SUBJ: AIR TAXI [INSURANCE PAGE wOOl

WE HAVE ONE MORE PARTICIPANT WHO JUST ARRIVED:
EVERETT A. LONG

NXT HSG U/R/S . PREV MSG U/R/S _ RESEND CANCEI

MSG 32-00013273 PRTY i 03/<1/82 12 =54:12 ORIG: LAOO IN* 0008 Oul * 0001
FROM: CAROL, ANCH. TO: JGAN MATTHEWS. DEL

TARGET: LJHY SIIBJ "™ REQUEST POUfc. WWW I

DEE IN THE SOLDOTNA _10 HAS ASKED ME TO RELAY THIS INFORMATION uN TO
YOU AS HER TERMINAL YNOT WORKING:

HOUSE L6C TELECONFERENCE < 2/26 - AIR TAXI INSURANCE

iMARTICI1""ANT - BOB BIELEFELu

INCIDENTALLY. WE CERTAINLY API REGIATE YOUR SENDING BY OMNI THE COMMITTEE
SCHEDULE FOR THE COMING WEEK - IT"S VERY HELPFUL TO US. THANKS.

CC: DEE, S"0i.DOTNA



A LIMIT NEEDED =N AVIATION ACCIDENTS -

NOT THE RIGHTS OF VICTIMS

by L. Ames Luce

(Mr. Luce 1is a private pilot, being involved
in private aviation for a period in excess
of twenty years, and having been involved 1in
Alaska aviation since 1966. He 1is a practicing
trial lawyer and a member of the firm of
Kelly & Luce, specializing in personal injury
and products liability litigation, and has been

deeply involved and concerned with all aspects
of aircraft safety).

During the last ten (10) days, Il,along with all of those
in Alaska who are. involved in both commercial and private
aviation, have been shocked at the news that has confronted us
daily regarding aircraft safety in Alaska. Each day as we pick
up the newspaper or listen to the news, we are confronted with
another assault on our sensitivities and realize the appalling
pain, suffering and grief that the aircraft accidents as reported
are inflicting upon the lives of fellow Alaskans. A Beaver stalls
while attempting a formation take-off at Lake Hood, with devasta-—
ting iInjuries to its occupants; a 207 enters a box canyon near
Ruth Glacier and all persons involved are killed; a C119 crashes
when an enaine fire burns off part of the tail, and miraculously
no one was 1injured; a DC4 crashes when an engine fire burns
through its wing, with the loss of all occupants; a King Air wilh
8 on board crashes and all are lost, while making an approach
in adverse weather conditions to King Cove; and a 207 is involved
in a midair collision with another aircraft near Naknek, and

all occupants are lost.



These accidents all have certain commonalities. They
involve commercial or air taxi operations, and continue an
appalling pattern of poor safety practices, which have been
well documented by both private and federal concerns for the
past ten years. IT the frequency of accidents continues as
have occurred so far during this year, | have been assured by
personnel at the National Transportation Safety Board that a
record will be set - one that no one wants - establishing the
worst accident record in Alaska aviation history. We can be
assured that our 1insurance premiums will reflect this experience.

The NTSB has been involved for more than a year in a
special study regarding the Air Taxi Operators within Alaska.
(See NTSB-A? S-80-3, dated September 16, 1980) This report
reveals the following statistics regarding commercial aircraft
safety:

1) ~ir taxi operators in Alaska 1°d 15.20 nonfatal

accidents per one hundred thousand hours 1 wn.
This was over five tin.as the similar nonfatal
accident experience in the rest of the United States.

2) Air taxi operators in Alaska experienced 2.75 fatal

accidents per one hundred thousand hours flown,
which was approximately double the fatal accident
experience 1incurred in air taxi operations in the
rest of the United States.

3) Private or general aviation experience shows that

nonfatal accidents occurred in Alaska more than twice
as often as in the rest of th™ United States, and

that fatal general aviation accidents occurred



rest of the United States.

The conclusions that can be drawn from these statistics
are that while general aviation in Alaska does not measure up
well against its counterpart outside, the air taxi operators®
record for safe operation 1is disastrous, and upon their shoulders
must rest the responsibility, 1in great measure, for the
insurance premiums we are required to pay in order to insure
ourselves for aircraft operation.

In a recent article in "Air Alaska,”"™ Mr. Woodman suggests
that the Alaska Air Carriers and Air Taxi Operators are 1in
c ideral agreement that some limits need to be placed upon
aviation accident liability recovery, which would thus work to
reduce our aviation insurance premiums at the expense of the
maimed, the injured and the survivors of those killed in Alaska
aviation accidents. The inescapable conclusion from such
reasoning is that aviation 1in general, and air taxi operators
in particular, are entitled to be treated differently for
their negligent acts than the butcher, the baker or the candle—
stick maker. This 1is apparently so because of their inability
to prudently and safely operate aircraft within the State of
Alaska, and because of this failure, the persons who should
bear responsibility are the ones least able to protect them—
selves - namely, the victims.

Mr. Woodman 1is right in his conclusion that substantial
opposition to such an outrageous proposition will be found in

the halls of our legislature. Mr. Woodman further indicates



places; we have accomplished it in court: as jurors, as plain—
tiffs and as attorneys". Such a commenr by someone presumably
as well versed in aviation accident history and causatiom as

Mr. Woodman must have other motivation. This 1is reflected daily
in other insurance industry propaganda, which 1in effect .amounts
to institutionalized jury tampering.

Accident awards in Alaska are higher than these experienced
outside, but not disproportionately so. They do reflect the
difference in Alaska®s cost of living, the cost of obtaining
medical care, and the general wage earning capacity whicfn is
enjoyed by all Alaskans. That awards should thus be greater
here than in the lower 48 is not only reasonable but also mandated
under out system of jurisprudence. What does not occur, as
suggested by Mr. Woodman in his article but subsequently admitted
to be a figment of his imagination, are awards of $250,0030 or
$300,000 for the loss of a little toe or finger.

I pay insurance premiums for liability insurance for two
aircraft. I have been alarmed at the fact that the premiums
have more than doubled in the last three years, since | have
never filed a claim and never have been involved in an imcident
or an accident in my more than 20 years of involvement in. general
aviation. The 1insurance underwriters should be required to
examine more critically the risks posed by various operators
and to place specific requirements upon those who have aprpalling
accident rates and thus constitute poor insurance risks, making
then conduct their operations 1in such a manner as no minimize

their accident experience and thus reduce the risk to the general
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NATIONAL TRANSPORTATION SAFETY HOARD
WASHINGTON, D.C. 2059
L

SPECIAL STUDY
Adopted; September 16, 1980

AIR TAXI SAFETY IN ALASKA

INTRODUCTION

Alaska has many unn%ue_charactensncs. Prohably Alaska's most stnkmg
characteristics are its vast size and small population.” Alaska covers 586,41
square miles, makln% it the largest State. On the other hand, it has the smallest
population of any State with only slightly over 400,000 inhabitants. Outside of
population centers, roads connecting all but a few cities are rare, and there are
thu_ally .o roads in western Alaska. . Almost everything that is. required for
survival, mcludmg food, clothing, medicine, consumer products, and in some cases
heatlnlg oil, must be supplied by air transportation o many rural communities.
Therefore, flying is a necessary way of life. Alaska lias more licensed pilots and
aircraft per capita than any other Sfate.

, The Civil Aeronautics Board has determined that 233 communities in Alaska,
including 102 in western. Alaska, are entitled to_ a mjinimum level of air
transportation service. This essential service Is supplied primarily by the air taxi
industry which includes commuter air carriers and on-deniand aif taxi operators.
Air taxi aircraft in Alaska account for about 10 percent of the total air taxi flying
hours in the United States.

Alaska, however, has an air safety problem, From 1974 through 1978, the
general aviation®/ accident rate (based on 100,000 hours flying time] for Alaska
was more than double the rate for the rest of the United States. “More importantly,
about 30 percent of all air taxi accidents in the United States occurred in Alaska,
and their rate of occurrence was four times that of the accident rate for air taxis
In the rest of the United States.

Numerous factors could be affecting the safety of air taxi operations in
Alaska. They include the unirue terrain snd weather; ‘the extent of and condition
of airway and airport facilities (en route and terminal navigation aids, landing
strips, airfield lights, and weather reporting stations); the qudlity of the air tax
operators (experience of their pilots, adequacy of and maintenarice level of their
alrcraft, and attitudes of the operators and pilots toward safety); and the
interaction of the Federal and State authorities with the aviation community. The
purpose of this special study was to determine the factors which most significantly
affect the satety of air taxi operations in Alaska and to ‘formulate
recommendations designed to improve that safety record.

\/ The Safety Board classifies %eneral aviation kinds of flying as air taxi,
instructional, pleasure, business, and corporate/executive.



Data about air. taxi accidents that occurred from 1974 through 1978 were
analyzed by means of frequency distributions. The data were obtained from the
National Transportation Safety” Board's (NTSB) automated aviation accident data
s*s_tem. Staff from the Safety Board's Washington headquarters and Alaska field
office observed the conditions under which thé air taxi community operates, the
community's attitudes and needs, and the community's interaction with Federal and
State agencies. The Safety Board staff met with officials of the Federal Aviation
Administration, the National  Weather Service, = the Alaska Department of
Transportation and Public Facilities, the Alaska Air Carriers Association, and 17

alr taxi operators.

. This report explores the background information on the State of Alaska and
its air taxi mdustr)f necessa&y for the analysis of the data collected in the study.
Analysis of the Safety Board data on air faxi accidents in Alaska and,fmdm?s 0f
the Survey of conditions in Alaska also are presented. Based on this ana%ms,
conclusions regarding the factors affectm? aviation safety in Alaska have Dbeen
drawn, and recommendations which the Safety Board believes will promote safety
have been made to appropriate organizations.

ALASKA AND ITS AIR TAXI INDUSTRY

About Alaska

_Alaska is indeed a very Iar%e State. It is more than twice the size of Texas
and is larger. than the States of Washington, Oregon, California, Arizona, and
Nevada combined. The distance from the southern panhandle of Alaska to the tip
of the Aleutian Island chain equals the distance from ‘the east to the west coasts of
the contiguous 48 States of the United States.

The State's topography varies e_normouslg. Alaska contains the highest
mountain in North America, Mt._McKinley at 20,320 feet. It contains 18 Other
mountains over 14,000 feet hlgzh. There are” thousands of rivers, streams, and lakes,
vast_areas of flat, rumbling tundra, massive, forests, active volcanoes, and many
glaciers. Its more than 33,000 miles of shoreline are dotted with islands, and there
IS an extensive system of waterways.

. Climatic conditions across this vast area vary us much as the, topograph}/.
Precipitation ranges from a low of 5 to 10 inches annually in the arctic regions to
over 200 inches annually in the coastal regions of southeastern "Alaska.
Temperatures range from ‘almost 100° F in the summer to more than 70° below
zero F in the winter in the interior of the State. In most of the State, the
waterwuys und ground surfaces are frozen and covered with snow or ice in the
winter. “During the spring and early summer, much of the land is water-saturated
tundra. Summer days have 24 hours of sunlight in the north and almost 20 hours of
sunlight in the southcentral part of the State. Winter days have 24 hours of
darkness in the most northern parts of the State and only about 4 hours of daylight
in the southern areas. About one-third of the State is above the Arctic Circle.

. Weathgr hazards for aviators include fog, icing, and turbulence. Whiteout, an
optical or visual effecl: during which all depth perception is lost, is another hazard.



Whiteout, which_cannot be forecast, is not a weather phenomenon, but it occurs
only under certain weather conditions. Whiteout is unique to the pofar regions, end
thus, among the United States, it is found only in Alaska.

Scattered throughout this enormous State are cities, towns, villages, and
settlements ranging in size from Anchorage, Alaska's largest city with a population
of over 200,000, tg villages with a7008u|at|on_of 25 or less. Alaska's population of
about 403,000 2/ includes about 70,000 natives—Indians, Aleuts, and Eskimos.
Almost_ one-third of Alaska's population (and almost 70 percent of its native
population) lives outside of its handful of major urban centers. The socioeconomic
conditions range from the urban atmosphere of Anchorage to an informal lifestyle
in much_of southeast Alaska to a harsh, subsistence existence in many remote
villages in western Alaska and much of the arctic regions of the State.

~Alaska has onIY_ three major cities: Anchorage; Fairbanks, the second largest
city with a population of over 30,000; and Juneau, the State capital, with a
Fopulanpn of ‘about 20,000, Other important centers include Ketchikan, south of
uneau in Alaska's panhandle, Bethel in the southwest, and Nome in the northwest.
The locations of these cities and other centers serving as regional hubs in the
aviation transportation system of Alaska are shown in figure 1.

Aviation in Alaska

Air transportation is essential to Alaska to an extent that is difficult for
those in other States to comprehend. The considerable distances between the
State's larger population centers, the remoteness of hundreds of small wllaqes, the
dearth of |ghwaﬁs or even crude roadways, and the freezing of many waterways
during much“of the year have made_air transportation indispensable to Alaska, 'In
fact, t_raveIm? by airplune is as ordinary and routine to most Alaskans, especially
those in rural Alaska, as travelmg by “car is to most residents of other States.
Adults travel by air to Iar?er cifles to shop or to visit friends and relatives.
Children are flown to schools, medical clinics, sporting events, or other activities
to which children in other States routinely would be transported by automobile or

schoolbus.

Freight and mail, especially in the rural areas of Alaska, are moved almost
exclusively b{ﬂal_r during_most of " the year, and totally by air when the v/nterways
are frozen. Mail often”inclydes food,” medicine, clothing, and other essentials for
life. Oil for heating houses Is often shipped b{ air in the winter to supplement the
supply transported™ by barge when the waterways are open. Sometimes the
waterways are not open long enough to transport even the basic supplies needed for
a small” village to survive the” winter. ~The remaining necessities must be

transported by air.

~ Table 1, based on Federal Aviation Administration (FAA) data for 197(1,
illustrates the extent of general aviation activity in Alaska in relation to that in
the rest of the United States. In 1978 there werfe almost 16 times as_manP/ active
aircraft, and almost 8 times as many pilots, per 1,000 inhabitants in Alaska as
there were in the rest of the United States.  Further, the number of general
aviation hours flown annually per 1,000 inhabitants in Alaska was nearly 16 times
that of the rest of the United States.

2 1978 estimate.
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Figure 1.--Geographic areas of Alaska.



Table 1.—U.S. General Aviation Activity, 1978.
United States

Alaska (excluding Alaska)
per per
Total 1,000M Total 1,000-
Active aircraft 0,616 16.4
Pilot certificates 10,914 27.0
General aviation
A_hoturs_ flown 3/ 1,137,000 2,820.0 38,272,001  18C.00
ir taxi
hours flown 485,000 1,200.0 4,013,000 17.00
1/ Estimated 1978 population: 403,000,
2/ Estimated 1978 population: 217,662,000.
3/ Including air taxi hours flown.

The 233 Alaskan communities which are entitled to a minimum level of air
transportation service according to a January 1980 Civil Aeronautics Board (’CAB"
decision are served primarily by Alaska's air taxi industry. In 1978, air taxi flying
accounted for almost 43 pércent of all %eneral aviation fIYmg hours in_Alaska
compared with about 10 percent in the rest o: the United States. Further, in 1978,
the number of hours flown by air taxi operators in Alaska per 1,000 inhabitants was

200, This was more than 70 times the rate of 17 hours per 1,000 inhabitants for
the rest of the United States.

As of July 1980, there were 218 air taxi operators in Alaska 3/ operating
1,496 aircraft. = Sixty-nine of these operators have authority to, fly multiengine
aircraft. Thirty-five of the 218 air taxi operators are commuter air carriers.

Airports

In 1978, Alaska had 756 airport facilities on record  according to the
FAA. 4/A comparison of the airport facilities in Alaska and in the rest of the
United States by t?/pe of facility s shown in table 2. A high percentage of Alaskan
facilities are seaplane hases hecause early in Alaska's aviation h|storl5:( there were
few airfields and most genei al aviation flying was done in seoplanes. Even today in
some parts of Alaska, such as the southeast panhandle area, most general aviafion
flying, including air taxi flying, is done in seaplanes.

Most airports in Alaska are publicly owned or located on publically owned
land, while most airports in the other States are privately owned. FSee table 3.) 5/
%ACertificated Air Taxi List, July 1980, Alaska Region, Flight Standards Division,

4/ FAA Statistical Handbook of Aviatjon, Calendar Year 1978.
fil FAA Statistical Handbook of Aviation, Calendar Year 1978.



Table 2.—Comparisons of U.S. Airport Facilities
United States

Alaska (excluding Alaska)

Facilities Percentage  Facilities Percentage
Airports 520 68.8 11,452 83.
Heliports 42 5.5 1,933 14.0
STOLports - e 46 0.3
Seaplane bases 194 25.1 338 2.5
Total 756 100.0 13,769 100.0

Table 3.— Ownership of U.S. Airport Facilities
United States

Alaska (excluding Alaska)

Facilities Percentage  Facilities Percentage
Public Ownership 53T 71.0 4183 30.4
Private Ownership 219 29.0 9,586 69.6
Total 56 100.0 13,769 100.0

. Most of the 756 airport facilities of record are not often used, and little or
nothing is known about "them. The Department of Transportation and Public
Facilities (3DOT/_PF) of the State of Alaska estimates that the State is responsible
for_about 320 airport, facilities and that it actively maintains about 260 of these
facilities. 6/ According to the July 1979 FAA Aldska Region Ten Year Plan for
fiscal yeurs 1981 through 1990, the cu_rrent_alrport system in Alaska consists of 277
existing and projected facilities, Thlrty-ellq_h are ‘major a;r carrier and_general
aviation airport facilities, and 239 are “existing and projected alrg_ort facilities in
rural communities with less, traffic. Some 230" of these 277 locations are. on the
CAB's list of essential service determination. One of the 38 major facilities is a
seaplane hase, and 52 of the 239 lesser facilities are seuplane hases. Another 13 of
the 277 total facilities are future_ facilities, including one major facility. Thus, of
the 277 total facilities, 211 are existing, landbased airports.

Of these 211 landbased airports, 125 have a runway length of 3,000 feet or
less, 41 have a runway length of 3,001 to 4,999 feet, 42 have a runway Ienﬁth of
5,000 to 10,000 feet, and 3 have a runway length of over 10,000 feet. 7/ "Of the 211
runways, 38 have a paved surrace, 132 have a ?ravel or partial gravel surface, 39
huve a dirt or turf surface, and 2 have other surfaces.

6/ These figures were given by the DOT/PF Director of Central Division Planning
and_Research. However, other DOT/PF personnel cited different statistics. One
DOT/PF employee indicated that the State owned about 250 airports and

maintained 229 of them, _
7/ Data from the July 1979 FAA Alaska Region Ten Year Plan.



Navigation Aids

The Alt a Re_gmn of the FAA lists about 90 FAA-owned and
route navige on aids (navaids) in Alaska including 54 NDBs8/_(including 3
NDB/DMES, y 7 VORs 10/ (including 4 VOR/DMESs), and 26 VOUTACS. W ~ In
addition, there are 70 to 75 non-FAA-owned navaids of various types. The FAA
owns and operates over 2,000 en route navaids in the rest of the United States; half
of the navaids are VORs or VORTACs and slightly less than half are NDBs. There
are about 1,000 additional en route navaids in"the other Stales not owned and
operated by the FAA. The 54 NDBs and 33 VOR/VORTACs in Alaska are sgread
over an aréa of about 586,000 square miles. In comparison, the more than 2,000
g‘q%%rgnnqil\(e/s()R/VORTAc facilities in the other States are spread over 3.7 million

Terminal navaids in Alaska include 28 ILSs 12/ and LOCsLI/ compared with
over 700 in the rest of the United States. Most of the 36 emstmg, landbased, major
airports in Alaska are serviced by some type of en route and terminal navaids.
However, only 22 of the 175 lar dbased airports serving Alaska's rural communities
have any navaids. These induce 18 airports with NDBs (including two privately
owned), 3 airports with VORs, and 1 airport with an NDB/DME.

While it is not feasible to compare in detail the entire system of navaids in
Alaska with the system in the rest of the United States, it is possible to compare a
Heographl,cal subarea for each. For example, Bethel, Alaska, and Des Moines, lowa,

ave similar weather characteristics and topography. Both have weather with
better than 1,000-foot ceilings and 3-mile visibility “approximately 85 percent of
the year, and both have relatively flat terrain. The number of air taxi operations
er " year at Bethel is more than 50,000 14/ but only 12,816 at Des
oines. 15/ Within a 100-nmi radjus, the Bethel area has only 1 VORTAC and 2
NDBs while the Des Moines area has 12 VORTACs and 33 NDBs. The Bethel area
has approximately 600 nm of uirways and Des Moings has over 1,300 nmi. The
Bethel  area has On% 3 airports with any terminal navaids for instrument
approaches while Des Moines has 45.

-operated, en
C

8/ Nondirectional radio beacon—a low- or rnedium-frcquency radio. beacon  that
trangmits nond|rect[onal_3|gnals with which a pilot of aircraft quipped witn a
receiver can determine his ,earlnct; and "home in" on the station. _ _
Distance measuring equipmeni—a device that indicates how far the aircraft is
from the ground station. o _ _ _
10/, Very high frequency .omnidirectional range—a line-of-sight electronic
navigational _?mdance aid considered superior to the NDB. , _

1!/ 'VOR with tactical area navigational capability—u combined aircraft and
8_round base electrical system which provides a visual presentation of azimuth and
Istance for the pilot. _ , , _ _
12/ Instrument landing system--an electronic system which provides the pilot with

an approach path for éxact alignment and descent of the aircraft.

13/ "Localizer faciljty—provides course guidance during descent; can be used
separately or in combination with an ILS.

14/ Estimated by the Alaska Re%mn of the FAA.

15/ FAA Air Traffic: Activity, 1978.



In addition to the system of navaids discussed, there is another system of
NDBs which was .installed“in western Alaska by Wien Air Alaska, one of the two
major. Alaskan air carriers. = This en route system, which is still in Place, was
deactivated in 1978 when Wien stopped flying"in the area and ubcontracted its
service to air taxi_operators. The Wien system included a total of 13 NDBs located
at rural V|I|ag1e airflelds in western AlaSka, from Platinum in southwest Alaska
(about 125 miles south of Bethel) to Kobuk, 600 miles north (about 100 miles east
of Kotzebue). Two of the NDBs were located on St. Lawrence Island (at Gambel
and_Savoonga) about 175 mile'-, west of Nome. The current condition of the

equipment in this system is not known.
Airfield Lighting

Most of the 36 existing, landbased, major airports in Alaska are lighted. Of
the 45 airports in Alaska with runways of 5,000 feet or more in length, 40 have
some_form of lighting. Twelve of the 24 airports with runways of 4,000 to 5,000
feet in Ie_n%t_h have some form of lighting. The remaining 154 landbased airports

have no lighting.

Weather Reporting

To service the weather information needs of the aviation community, there
were a total of 122 weather obser -ation stations in Alaska as of January
1980. 16/ These included 42 contracts with persons in rural communities to
observeé and report the weather reqularly using government-furnished equipment.
These National Weather Service (NWS) trained "and certificated observers are paid
on the basis of the number of observations they make. Also included were 19
supplemental aviation weather reporting stations (SAWRS), 18 FAA and 18 NWS
manned weather stations. In addition, there were 25 other various reporting
facilities including 18 automated weather observation stations.

The NWS in Alaska also airs an early evening televisign show. This daily
Program lves aviation weather forecasts for the néxt day. The show_can be seen
hroughout Alaska.  Furthermore, the FAA is experimenting with weather
observations using remote television cameras.. A camera is located on the uirport
ut Unalaklect and another camera is located in the waterway narrows at Valdez.
The Unalakleet information is transmitted to a television scréen at the Nome FAA
flight service station (FSSF) und the information at the Valdez narrows is
transmitted to the Cordova FSS and the Valdez tower.

FACTORS AFFECTING SAFETY

Safety is important in niy transportation system, but because of the extreme
dependence of Alaska on its air tax) Industry, a high level of safety is particularly
important. Alaskans should be provided an dir taxi s%stem_whmh IS as safe as that
enjoyed by their fellow citizens in other parts of the United States. The Safety
Board expressed its caoncern for the level of safety of the commuter air carrier
segment of the oir taxi industry in the United StateS at its January 1980 hearing on

,1A5I;skaThese data were obtained from the National Weather Service, Anchorage,
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the safety of the commuter segment of the air taxi md_ustrg and in its Jula/ 1980
special stud_Y repart on commuter airline safety nationwide. J7/ . Statistics derived
from the files of the Safety Board's automated aviation accident data system
clearly indjcate that the Alaskan air taxi system is not as safe as the air taxi
system of the rest of the United States.

J* . . . .

The annual tfend of total and fatal air taxi accidents in Alaska for the
10-year period 1969-1978 MI/ is presented in fl_%ure 2. The annual number of total
accidents and fatal accidents, varied considerably over the period with an
increasing trend since.1972. During the most recent 5-year period for which data
Is available, 1974-1978, there were 311 air taxi accidents in Alaska, of which 266
were nonfatal and 45 were fatal. During the same ?erlod,_ there were 753 air taxi
accidents, 562 nonfatal and 191 fatal, inthe rest of the United States.

The rate of occurrence of nonfatal air taxi accidents. in Alaska per 100,000

hours of air taxi fIyqun hetween 1974 und 1978 was almost five times, and the fatal

accident rate more than double, that of the rest of the Unitsd States. (See

table 4.# Thus, air taxi ogerators in Alaska are experiencing accidents (per 100,000

Bou{sdoSth¥|ng) considerably more often than their counterparts in the rest of the
nited States.

~ To_identify the factors that contribute to the high rate of occurrence of air
taxi accidents in Alaska, statistical data and actual accident cases from Safety
Board aviation accident Investigations were analyzeJ, Safety Board staff members
interviewed a number of owners, pilots, und mecChanics in Alaska who were asked
for their views on v/hy the air taxi accident ra'es in Alaska were so much h|grher
than in the rest of the ‘United States and on what is needed to improve safety. The
Safety Board staff members also flew_on several air taxi flights into remote village
alrkst(rjlpf)s mtrur_al south /vest Alaska. The Alaska Air Carriers Association wns alSo
asked for its views. .

FAA personnel in the I'AA's Alaska Region headquurters, controllers and
supervisors at_'he Anchorage Air Route Traffic Control Center, personnel at the
Anchorage  TRACGN and™ tower, and Principal Operations and Maintenance
Inspectors at the Anchora?e General Aviation District Office (GADO) discussed air
tax safety with the Safety Board staff. The Bethel FSS and Nome FSS wer >
visited. 'NWS personnel!,’in Anchorage provided lata on the existing wi  .r
informatjon system and on the future plans for the system. The Alaska DO ,.F
staff and Mr.”Wult Parker of Parker Associates of Anchorage, consultants to th*
Mouse Committee on Finance of the Alaska State Legislature, discussed the State
involvement in aviation transportation.

The Safety Board's alr'craft accident data_were anal¥zed .extensively in an
effort to identify any consistent problem areas. The types ot accidents, the phases
of operation during” which the accidents occurred, the Safety Board-determined
Probable causes and contnbutmg f* *tors, the types of aircraft involved, tie
ocation, terrain, and weather of the accident sites, and the experience level of the

pilots were all examined.

17/ "Special Study—Commuter Airline S*éfety," July 22, 1980 (NTSB-AAS-80-1).
18/ The latest %ear for which complete accident and exposure data were available
at the time.of this study was 1978.
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Figure 2.—Total and fatal Alaskan air taxi accidents, 1969-197s.



Table 4.— Comparison of air_taxi accident rates for
1974-1978.
United States
Alaska (excluding Alaska)
Per Per
100,000 100,001
Total hours 1/ Total hours

Nonfatal general -

aviation accidents 1,083 23.54 18,041 10.74
Fatal ?_eneral ,

aviation accidents 168 3.65 3,594 2.14
Nonfatal air taxi

accidents 266 15.20 562 3.29
Fatal air taxi

accidents 45 2.57 191 1.11
1/ Flight hours, obtained from the FAA, were (in 100,000 hours):

United States
Alaska (excluding Alaska)

General aviation 46.0 1.679.6
Alr taxi 17.5 '170.9

Hours were_not available for Alaska for 1977 and had to be estimated from the
data for 1974-1976 and 1978. All data are subject to some error. The estimate of
air taxi hours in Alaska for 1978 is subject fo the largest standard error—12.8
?ercent. Overall, the errors are believed to be considerably less. for the 5-/ear
otals. More importantly, the small magnitude of the errors s believed to have a
minimal effect on the comparisons shown above.

Table 5 presents data about the ty;r)]es of air taxi accidents which occurred in
Alaska from 1974 through 1978 and ‘the phase of operation during which they
occurred, Similar data for ajr taxi accidents in the rest of the United States aré
presented in table 6. The data show that air taxi accidents in Alaska involve a
su])htly larger percentage of landing types of accidents, Rartlcularly noseover and
rolfovér accidents, than"air taxi accidents, in *he rest of the United States. Alaska
has a Iarger Percentage of collisions with obstacles, collisions with ground or
wa er, and stalls, but has fewer engine failures or malfunctions.

A significantly larger percentaPe of air tax; accidents occur during the
takeoff phase of opération in Alaska tl. in the rest of the United States. Table 5
also shows that takeoff and landing types of accidents and accidents involvin
collisions with obstacles occurring” during . the takeoff and, landing phases o
operation accounted for 46 percent of all air tuxi accidents in Alaska.  Table b
shows that the same type of accidents occurring during the takeoff and landing



Table 5.—Total Air Taxi Accidents in Alaska, 1974-1978

Accident Type Phase of Operation

Total Total Percentage of
Static Taxi Takeoff Infli ght Landi ng Other Aircraft Accident Total Aircraft

Takeoff and Landing
Ground/Water Loop/Swerve 1 8 15

24 24 7.72
Wheels- Bp Landing 1 1 1 0.32
Wheels-Down Landing 1n Water 4 4 4 1.29
Gear Collapsed 2 1 6 9 9 2.89
Gear Retracted 1 1 5 7 7 2.25
Hard Landing 10 10 10 3.22
Nose-Over/Down 2 5 12 19 19 "6.11
RolI-Over 1 1 1 6 9 9 2.89
Overshoot 7 7 7 2.25
Undershoot . 9 9 9 2.89
Total 2 5 17 | 74 - 99 99 = "31.83
Collision with Obstacles 6 33 5 19 - 63 63 20.26
Engine Failure or Malfunction 16 26 4 - 46 46 14.79
Propeller or Rotor Failure 2 5 3 - 10 10 3.22
Collision with Ground/Water m 7 29 10 2 48 48 15.43
Stall 19 4 3 - 26 26 8.36
Collision with Aircraft - 2 1 - 3 3 0.96
Flre or Explosion - - - - - -
Airframe Failure - 1 - - 1 1 0.33
Other 3 2 5 - 3 2 15 15 4.82
Total 5 13 99 73 117 4 31 3u 100.00

Percentage of Accidents 1.6 4.2 31.8 23.5 37.6 1.3

-8



Table 6.—Total Air Taxi Accidents in U.S. (excluding Alaska), 1974-1978

Accident Type Phase of Operation

Total Total Percentage of
e Static Taxi Takeoff Inflight Landing Other Aircraft Accident Total Airgcraft
' Takeoff and Landing
Ground/Water Loop/Swerve 10 16 A 60 60 7.93
Dragged Wlng Tip Pod or Float
v Wheels-Up Landing 26 26 26 3.43
Wheels-Down Landing 1n Water - - - - - . . :
y * Gear Collapsed - 8 2 : 16 26 26 3.43
_ Gear Retracted 1 4 5 : 14 24 24 3.17
Hard Landing - - - - 25 - 25 25 3.30
Nose-Over/Down 1 4 - . 5 - 10 10 1.3z
A Rol1-Over - 1 3 1 3 - 8 8 1.06
Overshoot - - - : 25 - 25 25 3.30
Undershoot - - - - 17 - 17 17 2.25
Total 26 1 T6S . 21 221 29.19
') Collision with Obstacles 3 26 27 41 - 127 127 16.78
Engine Failure or Malfunction 35 97 26 - 158 158 20.87
Propeller or Rotor Failure 7 16 3 - 28 28 3.70
Collision with Ground/Water 15 53 26 - 9 e 12.42
Stall 14 4 12 - 30 30 3.96
Collision With Aircraft 10 3 5 2 - 24 20 Vv 3.17
Fire or Explosion A - 17 3 - 24 24 3.17
Airframe Failure. 5 10 2 - 17 17 2.25
Other 3 10 5 9 A ?4
Total T~ rr 757 7T TSOToT
Percentage of Accidents 1.6 10.2  17.7 31.7 37.6 1.2

J7 The difference 1n totals Is due to four collisions between eight occupied aUcraft.



phases of operation account for on% 34 percent of the air taxi accidents occurrin
In the rest of the United States. Thus, It appears that accidents involving takeo

and landing are more of a problem in Alaska.

The distribution of air taxi accidents on a monthl¥ basis as a percentage of
the total for Alaska and for the rest of the United States are shown in figure 3.
These data show that the percenta%e of air taxi accidents that occur during the
summer months in Alaska is larger than that in the rest of the United States, Also,
the percentage of accidents that occur during the winter months is lower in Alaska
than that in the rest of the United States. One reason for this maly be drawn from
figure 4, which presents the 5-year &1974-1978)_cumu|at|ve monthly distribution of
accidents for Alaska and for the rest of the United States. Flﬁ_ur_e4 also presents
the distribution of Alaskan air taxi accidents involving_amphibious aircraft and
aircraft equipped with hulls or floats (seabased awc_raft}. Thesr Jata show that_ the
number of air taxi accidents in Alaska peaks during the summer months of June
through Se;r)]t_ember as does the number of such ‘accidents involving seabased

aircraft. This peak of accidents involving seabased aircraft obviously feflects the
significantly .increased use of such aircrdft in Alaska durln% these months. The
monthly accident distribution for the rest of the United St

1€ ates, while varyinq
significantly from month to month, does not exhibit the marked seasona
fluctuationof the Alaskan accident distribution.

. A comparison of the Pe[centages of accidents involving a given type of
landing gear-equipped aircraft in Alaska with those of the rest of the United States
s shown'in_table 7. The data show a much larger percentage of air taxi accidents
In Alaska involve aircraft equped for water landing. and ski-equipped. aircraft.
The data_ further show that a larger percentage of air taxi accidents in Alaska
involve aircraft with tailwheels (combined fixed and retractable gear). These facts
indicate the extent of the waterbased and rough-field operations in Alaska.

Table 7.—Comparison of Accidents by Landing-gcar Type
United States

Landing Gear Type Alaska (excluding Alaska)
(percentage) (percentage)
Hull/F|oat 19.29 4.22
Amphibious 3.22 3.03
Ski 6.43 1.06
Skid 15.11 10.82
Tricycle Gear Retractable 13.83 46.83
Tricycle Gear Fixed 17.68 17.41
Tail 'Whee| Retractable 2.57 14.38
Tail Wheel Fixed 21.22 1.72
Other/Unknown 0.64 0.53

. Also, about 20 percent of the accidents in Alaska involve rotary-w_ing
aircraft (helicopters) compared with about 15 percent in the rest of the ‘United
States. This fact reflects the higher use of rotnry-wing aircraft by air taxi
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g)?setreant]ors in Alaska 19/ due, in part, to the less developed conventional airport

In_carrying out its Congressional mandate to determine the probable causes
of all aircraft aCcidents that occur on United States territory, the Safety Board has
established 13 broad categories of cause/factors. 20/ The broad categories have
been subdivided further into numerous detailed cause/factors. For example, the
broad category of cause/factor could be cited as the "pilot" and the detajled
cause/factor could be that the "pilot continued VFR [twsua fl|ﬁht rules] fl|ﬁht into
adverse weather." Furthermore, a single accident could have more than one
cause/factor assigned to it. In some casés, where the aircraft is never located or
insufficient facts are available, the Safety Board is unable to determine a probable

cause.

Of the 266 nonfatal air taxi accidents in Alaska from 1974 to 1978, the cause
of 1 was undetermined because the aircraft was not located. Of the 45 fatal
Alaskan air taxi accidents, the aircraft involved in 1 accident was nt:er found, and
3 accident mvestqatlons developed insufficient data, for a total of 4 accidents in
which the probable cause was not determined. Of the 562 nonfatal air taxi
accidents in the rest of the United States, the probable cause could not he
determined for 31 accidents, and of the 191 fatal air taxi accidents, 5 resulted in

an undetermined probable cause.

A comparison of the broad categories of cause/factors assigned by the Safety
Board to air taxi. accidents in Alaska and to air taxi accidents in the rest of the
United States is presented in table 8. While this. comparison does not
unequivocably identify the. factors cpntnbut!ntg_to_the higher accident rates in
Alaska, there are several differences in the distribution of causal assignments that
provide direction in the search for these factors.

Table § shows that the pilot is cited as a cause/factor in a Iarger,?ercentage
ot all air taxi accidents in Alaska than in accidents in the rest of the“United States.
The asmgn,ment of "personnel" as a broad cause/factor is less in Alaskan accidents,
Airports allrwa;fs/facmtles are cited in a slightly larger Percentage of all air taxi
accidents in Alaska. Terrain s cited as a cause or related factor substantially
more often in Alaska than it is in the rest of the United States. Mechanical causes
such as powerplant, landing gear, and systems are cited consu;ierablP]/ less often in
Alaska. ‘Weather Is the assigried factor in the same percentage in both.

19/ Over 25 percent of the air taxi fleet in Alaska are rotary-wing aircraft; about
12 pe?(t:ent of the air taxi fleet in the rest of the Uni*ed ‘StateS is rotary-wing
aircraft.

20/ The 13 broad categories of cause/factors are: pilot, Personnel, airframe,
landing gear, powerplant, systems, instruments/equipment .and accessories
rotorcraff, airport/airways/facilities, weather, terrain, miscellaneous, and

undetermined.



Table 8.—Comparison of Air Taxi Accidents
By Broad Cause/Factor Categories

United States

_ Alaska - (excluding Alaska)
Accidents Percentage- Accidents ~ Percentage-
Pilot 263 85.1 518 10.4
Personnel 39 12.6 156 21.2
Mechanical- 57 18.4 228 31.0
Rotorcraft L 10 3.2 20 2.12
Airport/Airways/Facilities 44 14.2 88 12.0
Weather 92 29.8 219 29.8
Terrain 101 32.7 155 21.1
Miscellaneous 5 1.62 36 4.9
Undetermined 5 1.62 36 4.9

1/ Based on 309 air taxi accidents, some of which hac more than one cause/factor
assigned, for which probable cause was determined.

2] Based on 736 air taxi accidents, some of which had more than one cause/factor
assigned, for which probable cause was determined, ,

3/ "Mechanical" is not a Safety Board broad category of cause/factors. It is a
consolidation, used here only for convenience, of the Safety Board broad categories
gécgslgforragnse landing gear,” powerplant, systems, and instruments/equipment and

les.

A review of the geographical distribution of the air taxi accidents within
Alaska shows that accidents occur fairly uniformly throughout the State, but with
an apparent _bins toward those areas which are known to have more air taxi
oBeranons. The percentages of air taxi accidents that occurred in Alaska from

1974 to 1978 by geographical areas within the State (see figure 1) were:
Area Percentage
Southwest 25
Northwest 11
Arctic Circle, 19
Central Interior [
Southcentral 16
Southeast _ 14
Aleutians and Kodiak Islands 8

The southwest area, where Bethel is the most important transportation hub,
has, the _h|_?hest r[])er(:enta_ge of accidents. This area has a substantial amount of air
taxi activity. The combined areas of western Alaska have over one-third of all air
taxi accidents within the State. This area also has very few navaids and many
poorly maintained runways.



. The area above the Arctic. Circle also has a significant portion of the
accidents. It tog has substantial air taxi activity and few navaids, The southeast,
in which the air taxi flying involves su[qnmcan_t float operations, also has a
substantial portion of the Sfate's. accidents. This area has over 160 inches of
rainfall each ¥ear, and the air taxis operate almost solely under visual flight rules.
The southcentral, area, with Anchorage at its center, is the most congeSted area
and involves a mixture of landbased and seabased operations.

Although the perspectives of the air taxi operators and pilots and Federal and
State government agency personnel interviewed durln% this study varied widely and
their @mphasis on particular aspects of problems afectm_% safety was slightly
different, a review of the opinions expressed, coupled with an dnalysis of the
accident data, revealed three recurring problem areas. ey, are; '(I')
pilot/operator/passenger attitude ("bush syndrome"?, (2) inadequate airfield facili-
t[%s/commumcatmns, and (3) inadequate weather intormation/communications/nav-
aids.

Pilot/Operator/Passengor Attitude— "Bush Syndrome"

.. One comparison that particularly stands out, especially in_light of the
OFIHIOHS gathered in Alaska, Is the Iar%_er percentage (86 percent to 72 percent} of
all air taxi accidents in Alaska in which the pilot was cited as a cause/factor.
Further examination <r the pilot involvement in these accidents was prompted by
both the large (Percenta e of accidents in which the pilot was assigned as a
cause/factor,"and by the fact that it was cited more often in Alaska.

A review of the total hours of flight time, flight time flown in the accident
ty|oe of aircraft, and certificates and ratings held révculed that the majority of the
pilots involved in air taxi accidents in Alaska were experienced Pllots. Almost all
pilots involved in these accidents had more than 1,000 hours of total flight time
and apprommately 80 percent of those pilots had more than 2,000 hours of total
flight” time. ,APproxm]ateI 80 percent of those pilots for whom the number of
hours flown in the acciden Bype of aircraft could be determined had more than
100 hours in type. About 20 percent had airline transport pilot certificates in
addition to thelr commercial certificates, and almost 80 percent of the pilots had
instrument ratings.

Although these pilots generally had considerable flight experience, it is not
known how much of their experiencé was gained in Alaska. Unfortunately, these
data are difficult to obtam and generally are not collected. Obviously, if the flight
experience of these pilots was not obtained in Alaska where many unique fl |_n%
problems exist, then the "effect've" level of their experience would not be as hig
as it appears to be.

. While these statistics jllustrate the extensive involvement of the pilot in the
accidents, they do not identify specific problem areas. However, statements from
operators, pilots, and regulatory personnel in the Alaskan aviation community
suggest that the "bush pilot syndrome" may he an integral factor not only in the
high' pilot involvement but also in the high dccident rate ‘in Alaska.

Descriptions of the "bush pilot syndrome" range from a _ pilot's casual
acceptance of the unique hazards of flying in Alaska to a pilot's willingness to take



unwarranted risks to complete a flight. In Alaska, it is not uncommon for pilots to
fly m_extremel* poor weather or to attempt to land on runways that are in bad
condition or oft the airport on snow-covered stnﬁs or frozen lakes marginally
suited for landing. Stories abound about,Pllots who have been involved in numerous
accidents and have survived. These pilots have become near legends and are
spoken of almost reverently by some young pilots, especially those who have
arrived only recently in Alaska,” Taking ‘chances is considered a part of flying in
Alaska by many Alaskans—not just the pilots, but also the passengers. Passen?ers
affected by the. "bush syndrome" demand to fly even 'in hazardous weather
conditions, “and if one pilot or operator will not fly, the passengers will go to
ano(tjhter operator: occasionally they find one who will fly in hazardous weather
conditions.

The "bush_syndrome" goes beyond the realm_of poor judgment compounded b
pressures and into the ar€a of unreasonable risk-taking. ~ Although the "bus
si/ndro_me" aPparentIy exists, it cannot Dbe unequivocably demonstrated by
statistical data. However, it is clear that most operators, pilots, and others
associated with Alaskan aviation believe that it does exist. The review of accident
cases further supports the contention. The following case history helps to
illustrate the "bush syndrome" attitude.

In November 1978, two persons asked to be flown from McGrath to Tatalina,
They asked one. air taxi operator who refused because it was a "pitch dark night"
and"the dirt strip at Tatalina wus mot I|%hted. A pilot for another operator agreed
to take the flight even though he did not have the operator's permission,
Immediately after takeoff, the aircraft, a Piper PA-32, entered a steep right bank
and descended into trees approximately 1 mile from the McGrath airport.

The accident pilot had already been involved in three other accidents, and on
the day of the accident he had ar%ued_wnh another pilot ubout riot getting his share
of the flying. On this flight, he violated Federal Aviation Regulations (FARS)
because he did not have an air transport rafting or ari instrument rating required to
fly 14 CFR 135 flights at night. This case illustrates the "bush passenger" attitude
of wantmg to fly” under any conditions and the "bush pilot" attitude of total
disregard for rules und safe operating practice.

Although the pilot is cited in a higher percentage of uir taxi accidents in
Alaska, that statistic does not tell the entire story and may even be misleading.
The Safety Hoard determinations of detailed .cause/factors in air tuxi accidents in
Alaska were comﬂared with the determinations for accidents in the rest of the
United States. This comparison indicated that when the pilot was cited as the
broad cause/factor, severa| detailed cause/factors pointing to two general problem
areas frequently uppearcd. These problem areas are; (1) inadequate airfield
facilities and inadequate communications of airfield conditions, and (2) inadequate
weather observations, inadequate communications of the weather information, and

insufficient navaids.
Airfield Facilities and Communications

_ Observations from participants in the Alaskan air taxi system indicate that
inadequate airfield facilities and communications are a significant factor in the air
taxi accidents in_Alaska. A close look at the detailéd cause/factor of "pilot
selection of unsuitable terrain" reveals that although this detailed cause/factor



may be the result of poor pilot ju_d_t[;_ment, it is, in part, a manifestation of the
problems of inadequate airfield facilities and communications in Alaska.

Selection of unsuitable terrain was cited as a cayse/factor in over 13 percent
of all air taxi accidents in Alaska m which the pilot was cited as the broad
cause/factor, but in less than 4 percent of such accidents in the rest of the United
States. Further review reveals that pilot selection of unsuitable terrain is almost
always associated with nonfatal accidents end almost never associated with a
forced landing due to an enlgme failure or malfunction. Of the 43 Alaskan air taxi
accidents in which unsuitable terrain was cited, 42 were nonfatal accidents. Only
one_ accident involved an_engine failure or malfunction. It is a|oparent_that those
accidents in which the pilot “was cited for selection of unsuitable terrain involved
an intentional effort by the pilot to either take off or land.

There was virtual unanimity of opinion amon[q operators and pilots tha*
runway conditions_present a problém in much of rural’ Alaska. Inadequate. runway
length™and width, inferior runwaz surface construction, poor surface condition, und
a lack of lighting often make takeoffs and landings difficult, if not dangerous. This
problem of runway conditions was cited time after time not only by operators and
pilots but also by FAA personnel and even by State DOT/PF staff personnel.

Many runways are either too narrow or too short, or both, und canpnot handle
safelg the aircraft needed to adequately serve the wﬂaqes near the airport/strip.
The State has established a minimum length of 3,000 feet und a minimum width of
100 feet. Unfortunately, the geography and topogrnphy of many villages physically
preclude the construction of a runway of minimum size.

Gravel is considered to be the best surface composition for use in rural
Alaska because of the weather and terrain, but gruvel is expensive and difficult to
obtain. Therefore, air ost half of the rural runways have I.ttle or no Pravel
covering the dirt surface. Thus, the surfaces often hecome a qua%mw,e of mud
during Tain or d_urm? the spring breakup, when the tundra thaws and the ice melts.
Muny~of these dirt strips have futs and potholes.

The _problem most conswtently cited by operators, pilots, and the FAA
however, is that of inadequate maintenance of the runway surfaces. Removal of
snow and grading of the dirt surfaces after ruin are often’ inadequately performed
and occasionally no! done at all. If snow is not plowed completely from an already
short an<lfor ndrrow runway, it leaves a rynway of even more marginal dimensions,
often with patches cf snow, soft snow, or ice still remaining on thesurface.

It is under these conditions that the Alaskan air taxi pilot functions. The
pilot must decide whether to attempt a takeoff or landing or lose a revenue-
producing flight. If the trip is not completed satisfactorily, the operator will not
[eceive fevenue. There ure many pressures on the pilot”to attempt a Ia,ndm?,
including those from passengers on board or waiting at the destination airport,
those from the loeul villagers awaiting food, moil, or”medicine; or those from the
operator. Decisions have to be made, and pressure con affect the pilot's judgment,
sometimes d|stort|n% his assessment of the runway conditions. Anulysis 0of the
accident!! in which the pilot was cited for selection 0f unsuitable terrain” shows that
the condition of the_ airfield may be more significant in these runway-related

accidents than.poor pilot judgment or attitude.



Many of these accidents resulted from taking off or landing on runways that
were either snow- or ice-covered because they were madequately cleared. The
following case history helps to illustrate this point. The pilot, a” certified flight
instructor with over 2,2L'0 hours of total f||%,ht time and over 45 hoyrs in the tyﬁe
aircraft, a Cessna 185, successfully landed his aircraft at 1340. During landing the
;%not noticed that the runway was covered by 6 to 7 inches of loosely packed snow.

he pilot requested that the runway be plowed and a caterpillar tractor made two
gl)asses on_ the runway and packed down approximately 2,000 feet of,lts,length. At
545, during the attémpted takeoff, the aircraft was unable to obtain liftoTf speed
because too much snow still covered the runway and the aircraft ran off the

runway into a snow bank.

Many of the accidents involve intentional off-airport takeoffs and landir *,

often on frozen waterways or on snow/ice strips, because of inadequate runways or
Boor runway conditions.  The following case history illustrates this point. 1In
ecember 1978, a Wheel-eqmpge_d Cessna U-206 was dispatched on an air taxi
flight from Bethel to Sheldon's Point with a carqo of supplies needed by the village.
The 8”0t had approximately 1,000 hours of total flight ‘time and over 100" hours in
the Cessna U-206. Upon feaching his destination, the pilot landed on the frozen
lake adjacent_to Sheldon's Point beetuse the runway(llandmg area was not
maintained. The landing was uney-ntfjl even though the lake" was covered b
6.inches of snow. During the takeoff from the snow-Covered and trozen lake, the
aircraft struck a snowdrift after an "isuccessful attempt to obtain flying speed.
While skis ma% have been better suTed for this terrain, wheels were bétter suited
for the home base of Bethel.

Adequate maintenance of airfiekts is a difficult problem for Alaskr.
Acecnding to the State DbT/PF officials, suffic’'tnt funds are not available for
full-time™ State emplpﬁees to maintain  rural airports. Therefore, tire State
generally contracts with a local villager to operate the State-supplied equipment
and maintain the runways. Sometimes the work is not performed adequately. The
runway-related air taxi accidento m. oady discussed show the magnitude ol this

problem.

Another example of an accident during ai intentional off-airport lapH>",
where the Safety Bcurd cited pilot selection of unsuitable terrain, involved a ski-
equipped Cessna 180 aircraft. ' The oilot, with over 1500 hours total flight time
and over 1,500 hours in type, successfully landed at a ski strip near Kwigi!:lingok.
During the attempted takeoff about 1 hour later, the aircraft never qbtained
sufficient speed because of the wet, stlckP/ snow. Simdar accidents have involved
float-equipped a craft Iandm(r:] on shallow waterways und then running into
sandbars or submerged debris. In one accident, a float-eoujpped Cessna 18> flown
by a pilot with over 18,000 hours in type struck a submerged log during landing.

A greater percentage of nonfatal air taxi accidents in / laska than in the rest
of the United States involved collisions with obstacles on takeoff or landing. In
fact, almost 19 percent of the nonfatal accidents in Alaska are of this™ type
‘sompared with |ess than 10 percent in the rest of the United Stttes. it also should
be noted that pilot selection of unsuitable terrain is often cited ii these accidents.
These statistics support the contention that many of these accidents occur because
oPerators UaC float- and ski-equipped aircraft, in part, to compensa'e for the lack
of adequately maintained runways.



. Operators and pilots also stated that the lack of airfield lights at most rural
airports contributes to the high accident rate. Since much of Alaska is shrouded in
darkness, or near darkness, for several months of the year, oPeranons at unhghted
airfields are hazardous and often illegal. The installation of lights is a problem,
but the maintenance of lighting at airports is even more of a problem. L|?hts are
sometimes accidently plowed out during snow removal or occasionally shot out by

local villagers engaging in target practice.

Information on runway conditions is occasmnall% Inaccurate, often untimely
for operator and pilot needs, and sbmetimes nc' available at all. \/|||ager_s who are
in desperate need of supplies or who must make a trip out of the village will
sometimes optimistically report conditions to be better than they really are. This
Proble_m is further compounded hy an mad_equate communications system. The
ollowing two accident cases highlight this intormation reporting/communications

problem.

The first accident, which occurred in January 1978, involved a
wheel-equipped Cjssna 180 flown by a pilot with over 5,000 hours total time and
over 350' hours in"that type aircraff. In preparation for the flight to Kipnuk, the
Bnot_ learned that there “was a 20-knot crosswind at Kipnuk and there was poor
braking action_ on the runway. The air taxi operator called Kipnuk and was
informed by villagers that thé lake turface was satisfactory for landing. Upon
arrlvm% at Kipnuk™ the pilot flew over the lake at 250 fee\, arid again at 50 feet, to
check the surface. The P|Iot did not observe any shadows or définitions of snow
berms (a protruding shelt or ledge of snow) becduse of overcast skies.. However,
upon Iandm?, the alrcraft struck™a snow berm und flipped 0 <er. The information
communicatfed to the pilot concerning the landing area’s condition was incorrect.

The second accident also occurred in _Januar%/ 1978. This accident involved a
er PA-31 Navajo that was flown by a pilot with over 500 hours of multiengine
ht time and 50 hours in the PA-31." The pilot was unable to learn the condition
a runway. The aircraft touched down on its destination airstrip within 100 feet
the threshold. However the 2.800-loot runwaﬁ was very icy and the pilot was
unable to stop the aircraft, it finally went off the end and struck a large frozen
outcropping while the pilot was attempting to go around. Once, again, inadequate
communication of information to the pilot ‘was d factor in an accident.

Weather Observation/Communications/Navaids

_Certain detailed cause/factors related to accidents in adverse weather
conditions and whiteout were assigned in a greater percentage of air taxi accidents
in Alaska than in the rest of the United States. (See table 9.?

_ Based on the 309 total air taxi accidents in Alaska and the 73G such accidents
in the rest of the United States for which the Safety Board determined probable
causes, these weather- and whiteout-related detailed cause/factors were assigned
more than twice os often %24.3 vs. 10.1 percent) in air_taxi accidents in Alaska.
These cause/factors could be a manifestation of poor pilot judgmen* or the "hush
pilot syndrome" dlscuss_ed(i)revmusly._ However, these detailed cause/factors might
also réflect, in part, inadequacies in weather observations, communications, and

the navaid system.



Table 9.—Comparison of Accidents by Detailed Cuuse/Factors
Related to Certain Adverse leather Conditions and Whiteout

Unijted States
Alaska  (excluding Alaska)

Whiteout , 19 0
Continued VFR into adverse weather 33 47
Initiated flight into adverse weather 9 12
Spatial disorientation 9 11
Became lost or disoriented 755 721

~ There |s_3eneral_agreement, that the current system of en route and terminal
navigational aids serving the major hubs of Anchorage, Fairbanks, and Juneau and
the Tegional hubs such “as Bethel, Nome, Kotzebue, McGrath, and Ketchikan is
satisfactory. However, partly. because of the scarcity of navaids, flights hetween
the regiondl hubs and the outlying villages operate almost completely on VFR flight
plans and thus are severely limitéd by weather. Weather in many areas of Alaska is
poor much of the time and often causes d_elars resylting in frustration on the part
of operators, pilots, and passengers. T¥p|ca of this weather is constant rain, fog,
or low clouds often found in southeast Alaska, Kodiak Island, and the Aleutian
Peninsula or island chain; fog, low clouds, snow, or whiteouts in rural western
Alaska: und the snow and whitéout conditions of the arctic region.

During the, interviews in Alaska, the Jack of navaids and inadequate weather
reporting und inadequate communications ~of the weather information were
lepeatedly cited by operates and pilots flying in the more rural areas as being
significant factors” in weather-related accidents. The pilots in western Alaska
stated that the installation of navaids would greatly enhance their ability to cope
with the unanticipated low ce|||ngi and poor "visibility often encounteréd during
whiteouts or when weather suddenly deteriorates. Also, navaids would reduce the
number of accidents that occur when attempting, in marginal weather conditions,
to fly into villages that are in desperate need of air service.

VEK f||%h'[ in adverse wc *her is not uncomr on in Alaska. Many operators
stated that t eY did not want tneir VFR .'lights ‘lown in adverse or evén marginal
weather, but,_at times, the pressures of operating in rui al areas did result in‘such
operations. The risk of Iosm% unrecoverable business often results in pressure on
the operator or pilot to fly when good ludgment 'letates otherwise. . Occasionally,
?oor decisions are rude and unwarranted risks are taken. The accident involving
he flight on a "pitch black night" into an unlighled dirt strip by a noninstrument--
rated |p|Iot after another opérator had refused to make the ﬂl?ht IS a glaring
example of the pressures; which many operators claim they have to face.

Another point made by many operators was ..hat the lack of FAA inspectors:
permanently on site at the relglonal hub airports— FAA inspectors are permanently
stationed only in Anchor_aPe, airbanks, and Juneau--does little to d|scoura_(]t;e these
unwarranted ‘and often ilfegal flights. There is no one of authority available to
discourage or stop those operators or pilots with a "bush mentality" from flying
when othiers choose not to do so.



~The interviews revealed that relations between the FAA General Aviation
District Office and the air taxi operators and pilots involve considerable mutual
distrust. The FAA appears to believe that the most serious safet%/ problem is
operator and VOiliot attitude, and the operators and pilots seem to feel that the FAA,
rather than working, with them to solve their problems, ;s "violation" oriented.
Evidence of friction™in, this relationship was found in most areas of the State, but it
was more pronounced in rural areas.

_Although State and Federal officials placed (zreater emphasis on operator and
pilot attitude  and 1ess on the physical infrastructure, they did agree that
Improvements in weather reporting and additional navaids were rieeded.

Another problem which the operators and pilots face is inadequate reporting
of ~weather conditions. _The problem is twofold and involves both inadequate
official weather observations and inadequate communication of the observations.
Many operators helieve that the official weather reporting system set up by the
NWS, using certified weather observers, has de eriorated over the years. Almost
all agreedthat some improvements are necessary and that a system based only on
actual uuman observation of weather would be Satisfactory. "Remote automated
weather observation stations were considered by the operators_as being madequate
to (sjatt_lsfy the needs of air taxi pilots for timely observation of actual local
conditions.

Communications of the weather observations are often pocr. In wllages
wh'Te weather observations are taken by an NWS-certified observer, usually the
onl;h method to communicate_ this information from_the village to the NWS and the
fligh! service station (FSS) is by telephone. A significant™ problem can develop
because there is generally “only one telephone in the smaller villages and ano'her
wllage:’f may be using the telephone or it nay not be functlonm?. Therefore, he
wenthei obServer insome cases is delayed or prevented from relaying the current
weather to the NWS or the FSS.

To aleviate the communication problem and the lack of a certified weather
observer in a particular village, many operators_have set up their own weather
observation end communicafions networks.  These opefmtors supply a h|qh
frequency (H. /radio with frequencies used in ground- to-ground communications 1o
a wllaqer who_ is paid to supply weather inforniation to the o?srator. This wIIaPer
not only. provides unofficial weather reports to the operator but also supgws
information on_runway conditions, Operators have a HI" radio at their home base
and even have installed some in their aircraft. However, even this private s_){stem
IS ,iot _Berfect. Communication equipment, often malfunctions or the vi Iaqer
responsiole for observing and communicating the weather is not available.
Sometimes weather conations and runway ‘conditions are reported as being

significantly better than they are.

The NWS and FSS facilities do not have 1IF radios with the same frequencies
used in the op' -ator network, so information [rorn this operator network often does
not get into the official FAA/NWS system. Further, the weather obsei'mrs usually
are not trained or certified by the NWS. Thus, the flights based on these weather
data are often in violation of Federal Aviation Regulations. This system has been
tolerated because of the lack of an alternative system.



_ Accordm? to the NWS, while the official NWS system needs to be improved
its observer network has not really deteriorated. The NWS argues that demands of
the system have increased and its resources have not been increased accordingly.
In support of its contention that the system has not deteriorated, the NWS pointed
out that in January 1970, there were only 16 weather observation stations under
NWS contract (contract statlons?: and 18 sugglemental aviation weather reportm%
statlonsASAWRS) in Alaska. Ry February 1980, there were 42 contract stations an
19 SAWKS. Further, in October 1974, there were only 1,500 contract weather
observations per week in Alaska, and by February 1980, the number of observations
per week had reached 3,427,

Following is a brief summary of an accident which occurred in Alaska in
January 1978, "It is typical of many air taxi accidents in Alaska involving adverse
weather or whiteout conditions.” A Britten-No; man BN-2A Islander on a
nonscheduled air taxi/cargo flight departed Bethel on a VFR fl|ﬂht plan for
Tanunak, Before departure the pilot received a weather briefing for the local area.
Nc official weather reporting facility exists for Tanunak or Toksook Bay, and ng
weather information on theSe areaS was available to the pilot at the time of
departure because attempts to contact the destination village by radio failed.
Bethel weather was 1,500 feet overcast, visibility 7 miles in light Snow, and wind
220° at 17 knots. The station agent at Bethel received weather information on
Tanunak about 20 minutes after “the Islander de[farted. Tanunak weather was
ref)orted_ as 1,000-foot ceiling und overcast with 10- to 15-inile visibility. Two
otl ?r aircraft departed Bethel for the same general destination area about the
same time as the Islander, one probably slightly before and the other about
5 rr:nutes after the Islander. A third aircraft™departed Bethel for the same area
about 2 hours later. The pilot of the first aircraft stated that Bethe] weather was
good at departure and that en route weather was generally good with ceiling and
visibility variable, occasionally down to 500 feet_and 1 tnile, respectively, but that
he maintained visual contact ‘with the ground. The pilots of the second and third
aircraft both reported that the weather en route deteriorated rapjdly. The pilot of
the second aircraft slated that VFR flight eventually became impossible and he
landed his aircraft on a frozen luke und waited 30 mindtes until weuther conditions
improved. _ The, pilot of the third aircraft (2 hours later) encountered ceilings of
500 feet with visibjlity of less than 1 mile und whiteout conditions. Me uborted his
flight and returned to Bethel. The Islander aircraft wreckage was found several
hours later that day in the urea where the second fl|?ht landed to wait out the
stc'm und near the area where the third fliyht wus aborted.

The pilot of the Islander had a commercial pilot certificate, with single- an
muMkngine land and sea ratings and was instrument rated, lie had a total of 1,78
flight fours—179 hours in the Islander, and 7 hours in the last 24 hours.

This uccident illystrates a number of problems facing Alaskun air taxis,
especially those operating in rural western Alaska, The attémpt to contact the
destination village for a report on weather conditions failed. Existing conditions
provided no indication or. forewarnln_% of potential weather problems. Weather
conditions en route deteriorated rapidly and severely; no navaids were available.
The_sae ctondmons, which are typical of fural Alaska, ure certainly conducive to an
accident,
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CURRENT EFFORTS TO IMPROVE SAFETY

. In the July 1979 update of its Ten Year Plan for Alaska, the Alaska R,egzgon
office of thé. FAA ‘recommended major |mRrovements ‘to the aviation
infrastructure, including the navaid system, weather observation and repo_rtmg
sry]/stem, and the airport'system. Most operators interviewed for this study believe
the recommended improvements in navaids to be adequate for their needs but they
were concerned about the long lead time in the implementation of the
improvements to the svstem. In its Ten Year Plan, the FAA has proposed the
installation of 10 TVi As (terminal-area VORS)[ and 17 NDBs. Funding has been
committed for four TVORS and seven NDBs. The TVORs are attractive because
approaches to several neighboring villages often can be made from one well-
located TVOR. Qbviously, “the installation of the funded and the planned TVORS
would be of significant bénefit to the air taxi system.

Some air taxi gperators have applied to the FAA for an exemption which will
allow them to use the radar on board their aircraft to assist in makmq Instrument
approaches at lower minimums. During the interviews, the operators servmt};
western Alaska repeatedly stated that they need navaids now and suggested tha
the existing beacon system that was installed and operated by Wien Air Alaska be
reactivated immediately.

In June 1980, the State Lecglslature of Alaska enacted Chapter 50, containin
the Fiscal Yeur 1981 Budget. Chapter 50, SLA 1980 contained appropriations o
$51,357,600 for further development of the State aviation system. Amounts
appropriated by development category are:

Airport lighting $ 4,719,000
Naw?at_lonal aids 2,175,000
Rural alrport runway

iImprovement , 35.247,000
Southwest air transportation

and facilities 21/ 6,137,600
Airport weather reporting

equipment 300,000
Airport terminal and storage

buildings , 1,950,000
Air-to-ground radios 199,000
Emergency medical supplies 30,000

51,357,600

This appropriation package is unprecedented for this or ary other State. 1In
comP_arlson. Federal Airport Development Aid Program (ADAP) funding for general

aviation in Alaska was less than $4 million for FY 1979.

2) Includes, runway improvement _runway_li%hting, navaids, weather reporting,
airport terminal urid storage buildings, air-fo-ground radios, and emergency
medical supplies for 22 villages in the southwesteri pnrt of the State.
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Funding allocations for ; viation in rural Alaska in Chapter 50, SLA 1980 were
based .on recommendations provided to the 1980 State legislature by Parker
Associates of Anchorage, aviation transportation consultants to the Staté. These
recolmpr‘r}enigiataozn/s were"the result of a 1979 study of the problems of air service to
rural Alaska.

Chapter 50, SLA 1980 incorporated a number of conditions on the use of the
appropriated funds. For examgle, runways constructed with the funds must meet,
where possible, the minimum State standard for runways of 3,000 feet in length by
100 feet in width. Another requirement Is that runway lighting must have a power
source that complies witn a State DOT/PF design document. 23/  Perimeter
lighting and marking systems must also meet certain requirements.

~Among other conditions specified by Chapter 50, SLA 1980 there is a
requirement und<r the appropriations for navaids that "Beacon installation plans
shall be implemented immediately for those villages where Wien Air Alaska has
agreed to ‘turn over its existing frequencies “and licenses to the State."
Implementation of this requirement would be an immediate response to some of the
needs and desires of the air taxi operators, servm%_ rural Alaska. Further, Chapter
00, SLA 1980 appropriates money for the installation of conmderably more navaids
than are proposed overall in the' FAA Alaska Region's Ten Year Plan. Similarly,
ChuPter 50, SLA 1980 a{)propnates funds for" establishing significantly more
weather reporting stations than the NWS projected in the near future.

~ Chapter 50, SLA 1980 apparently appropriates sufficient funds to make a
significant improvement in the airport” and airway facilities serving Alaska's air
taxi industry.~ In combination with the FAA Ten Year Plan, the improvements
could have “a substantial |m?act on the safety of Alaska's aviation system,
depending on the application of the State funds and the implementation of the FAA

Ten Year Plan.

. An improvement in safety would require the development of a_program for
applicatio. of the funds based on a well-designed, plan coordinated with the FAA,
the. NWS, and the users of the system. Further, implementation of even the best-
demqned program will produce the maximum safety benefits only if the mana?ers,
regulators, and users of the system do so with the ﬁ)roBer attitude toward safety.
The improved system must bé maintained adequately by the State und the FAA,
and the air taXi operators and pilots who use the system must |mRrove their
udherence to sound safety practices. F|_na||¥, the regulators of the system,
primarily the FAA, must ‘work together with the managers and users to enforce

safe operation within -he system.

Presently, the NWS and the FAA are working together in the area of weather
observations. *. The NWS is recruiting and training 50 additional observers and the
FAA is supplying the funds for equipment. ThiS is an excellent example of an
interagency cooperative effort that will helg to ulleviate the problem of
|Rad?dquatet_ weather observations. The Safety Board believes this type of effort
should continue.

22/ "Air Service to Rural Alaska, A Study in Inadequacy,” Parker Associates,

October 20, 1979, _ _ . I
23/ "Feasibility Report and Design Guide for Remote Airport Lighting Systems,”

Alaska DOT/PF.



Although the experimental remote TV cameras for weather observation at
Unalakleet and Valdez have not been completely successful, the concept merits
further work. The FAA and the NWS are presently exploring the possibility of
using "meteor burst" technology to relay weather observations fo a central
recelving antenna. It would thén be automatically transmitted. within seconds to
all FAA"and. NWS teletype machines in Alaska and would eliminate many of the
problems with current” methods of disseminating weather observations,  The
ex’oloranon of these two new technologies is clearly worthwhile and should yield

valuable results.

. As one of its contributions to improving air safety in Alaska, the Alaska Air
Carriers Association (AACA) has an ongoing safety program aimed at management,
operations, and maintenance.  Inspection teams are sent to various air taxi
operators to point out areas where improvements are warranted. The AACA also
holds a safety seminar at its annual conference.

SAFETY CONCERNS YET TO BE RESOLVED

Discussions with State DOT/PF personnel, with Federal officials, and with
Mr. Walt Parker of Parker Associates suggested that the State of Alaska does not
yet have in place an organization which™is adequate to implement the apparent
intent of the State leqislature for application of the fiscal year 1981 funds
ap roBrlated fqr_lmJJrovements_ in the aviation transportation system. The State
DOT/PF has divided the planning and programmlné; of its transportation szstem
into three regions, which are responsible for nil modes of transportation. While it
appears that” there are efforts to coordinate and work together, to the extent
possible, in planning for the use of the funds and for developing a comprehensive
program, there appears to be a lack of overall control of “the process. No
comprehensive Rrogram for an aviation system in_Alaska was available from the
DOT/PF when the Safety Board staff met with DOT/PF staff officials in Alaska, It
s not clear that a complete, ug-to-date inventory of alr?orts in Alaska exists.
Further, effective coordination between the DOT/PF and the State legislature in
developing the appropriations bill seemed to be missing.

Recently, the FAA held hearing in several areas of rural Alaska to learn the
needs of the users of the aviation oystem™ Much of the information has been
incorporated in FAA planning p0|I.C){ in Alaska, including the most recent update of
the_Ten Year Plan. =~ While” a dialogue exists between the FAA and the State
DOT/PF, the degree of coordination among the State and  Federal agencies
(particularly the FAA and the NWS? does not appear to be sufficient to develop and
iImplement an adequate aviation infrastructure.

An action glan for |mEIementat|on of Chapter 50, SLA 1980 is being
developed bK the State DOT/PF. However, the time and resources available make
it unlikely that this notion plan will be an adequate substitute for the development
of a comprehensive plan for the Alaskan aviation system. A central organization
with complete and exclusive authority and re3£0n3|bll|ty for the aviation portion of
transRortanon Is needed in the Alaska DOT/PF. Coordination between the DOT/PF
and the State |egislature, the FAA, the NWS, and the user community is necessr-y
to develop such @ comprehensive program.



Inadequate maintenance of emstmq airfield facilities. continues, to be a
problem. The State must determine how to improve the quality and reliability of
Its current runway maintenance. In addition, the State, in cooperation with” the
FAA, must develop and implement an effective maintenance pro?ram for newly
Installed navaids, weather” reporting facilities, and communications facilities.
Failure to do so could lead to a further degradation in safety rather than providing
anticipated improvements in saf_elk/_, because pilots and operators will come t0
depend on the newly installed facilities, and inadequte maintenance could result in

accident-producing’system errors.

Another problem which must be resolved is that of the attitude toward safety
of some participants in the system. Elimination of the "bush syndrome" exhibited

ilots, operators, and passengers must accompany the |mProvements in airway
and airfield facilities. This is perhaps the most important facet in terms Tits
potential contribution to safetg, and 1s probably the most difficult area in which to
achieve success, Further, the Safety Board recognizes that the "bush syndrome" is,
In part, a_manifestation of the deficiencies in’the aviation system infrastructure
(such as, inadequate runways and insufficient aids to navigation and weather
observation statlonsz_ and that the correction of these deficiencies would likely
result in the elimination of a part of the "bush syndrome" problem.,

Operators and pilots, especially those )foung pilots who are relatively new to
Alaska, should hbe reminded continually of the "hazards of fIng in” Alaska.
They should also be reminded that the results of not re_spectm% those hazards are
accidents and violations of the Federal Aviation Regulatigns. The FAA must relate
to the operators and pilots in an atmosphere of trust and respect. Operators must
view the FAA not only as enforcers of the requlations but also as being helpful to
them_in accomplishing their mission of rowdlnﬁ safe air service for Alaskans.
Friction and antagonism between the FAA and the operators und pilots is often
found in Alaska. This does not create an environment conducive to safety.

. The permanent relocation of FAA principal operations and maintenance
inspectors from the Anchora?e, Fairbanks, and Juneau offices of the FAA to the
regional hubs such as Bethel, Nome, McGrath, Ketchikan, and Kotzebue
undoubtedly would be effective in reducing some of the unwarranted flying.in
adverse weather conditions and would relieve some of the pressure on the majority
of operators who would prefer not to operate under such conditions, It may be
difficult to find FAA inspectors who are W||||n_g to live in the conditions found in
the rural areas.  However, it is not an impossible task; FAA flight service station
personnel are assigned to these areas now.

. Federal _and Stal® officials must also develop programs to _|mPre_ss upon the
villuge inhabitants, especially the youth, the importance” of the air taxi service to
them” and the relevance of operating that service safely, They must be helped to
understand the significance of the pressures that are 0ften put on operators and
pilots and the dangers associated with these pressures. They also must be helped to
clearly understand the need to respect the airport facilifies provided for them,
mcIudmg runwagf lights and communications equipment. This task will not be easy,
but the Safety Board believes it to be absolutely necessary.

The NWS must reevaluate the usefulness of the automated weather
observation stations for aviation purposes. in Alaska. Qperators and pilots believe
this system to.be inadequate and often misleading. It is apparent that the current
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tete-of-the-art of these systems is not sufficient to warrant the replacement of
uman ohservers.

CONCLUSIONS

The State of Alaska is heavily dependent on its air taxi industry to transport
food, medicine, mail, and many other necessities of life to rural villages.

The nonfatal air taxi accident rate in Alaska is almost five times higher than
the nonfatal air taxi accident rate in the rest of the United States, and the
fatal air taxi accident rate in Alaska is more than double the fatal air taxi
accident rate in the rest of the United States.

Air taxi flying in Alaska is unique because of a number of factors, such as,
whiteouts, very rapid changes in weather, a scarcity of navaids that cause
most air taxi oPeratlo_ns to"be made under visual flight rules (VFRJ, and the
large number of off-airport takeoffs and landings in” float-equipped and ski-
equipped aircraft.

The three major factors which probably contribute most to the high air tax
accident rate in Alaska are: (15) the. "bush syndrome," 82) inadequate airfield
facilities and inadequate communications “of airfield ".conditions, and (3)
inadequate weather observations, inadequate communications of the weather
information, and insufficient navigation aids.

The "bush syndrome" is an attitude on the part of air taxi operators, pilots,
and passengers in Alaska that ranges from a casual acceptance of risks to a
willingnessto take unwarranted risks.

The State owns and operates most of the active airports in Alaska, and many
of its runways are inadequately maintained.

The collection and_ dissemination of weather information and current runway
condition information is hampered by a shorta%e of trained personnel and by
an inadequate communications system in rural Alaska.

The State of Alaska has recently appropriated through Chapter 50, SLA 1980
substantial funds for the improvement of the State aviation system, mqludm%
capital outlays for improvements of runways and for the installation o
navaids, weather reporting equipment, and communications equipment.

A comprehensive State aviation system plar adequate to implement the
intent of Chapter 50, SLA 1980° does not appear to exist.  Further,
centralized control over and authority for developing sucl) a_comprehensive
aviation plan does not appear to exist within the State"DOT/P*T,

The relationship_between the State's air taxi operators and the FAA appears
to be strained. Furthermore, because of a lack of permanent FAA inspectors
at the rural hubs, there is insufficient opportunity for the FAA to provide
guidance to the air taxi operators.



11, Cooperation among the State of Alaska, the FAA, the NWS, and the air taxi
operators must be increased if the State is to develop and implement an
adequate aviation system plan,

RECOMMENDATIONS

Based on the results of this study, the National Transportation Safety Board
recommended:

— to the State of Alaska:

Coordinate with the Federal Aviation Administration and the National
Weather Service to facilitate the rapid implementation of the air
transportation projects contained in Chapter 50, SLA 1980. (Class |,
Urgent Action) (A-80-96)

ImProve the level of maintenance of the runway facilities at the rural
E/Al a8%e%7\)mth|n the State airport system. (Class II, Priority Action)

Centralize authoritY and responsibility for Cplanning, operating, and
(r2a|8n0ta6ré|)ng the State's aviation facilities. (Class II, Priority Action)

\

Develop, in cooperation with the Federal Aviation Administration and
the system users, a comprehensive aviation sC\fstem plan and a program
{g\r80h9eg)|mplementat|on of the plan. (Class II, Priority ~Action)

Establish, in_cooperation with the Federal Aviation Administration and
the .air taxi operators, a program to impress upon the public,
partlcularhr those living in rural wllag_es, the importance of respectin
?Rd88r?885y maintaining airfield facilities. (Class Il, Priority Actmn%

-- to the Federal Aviation Administration:

Evaluate, in cooperation with the State of Alaska and the National
Weather Service, the feasibility of equipping its flight service stations
and the NWS-certified weathér observers in rura) villages with high-
frequency transceivers that have the appropriate frequencies “to
facilitate the [qround- to-ground communication of weather ana runway
conditions. (Cfass Il, Priority Action) (A-80-101)

Locate and maintain permanently a Principal OPerations Inspector and
a Principal Maintenance Inspector at Nome, Bethel, Ketchikan, and at
?g Erg‘%arpézother regional hubs as possible. ~ (Class II, Priority Action)



the concept of "meteor burst" technology for transmission of weather
observations from rural V||Ia%s to regional aviation hubs in Alaska.
(Class II, Priority Action) (A-80-103)

Continue to develop und improve, in cooperation with the National
Weather Service, the technology,of the television weather observation
system in Alaska. (Class Il, Priority Action) (A-80-104)

-- to the Alaska Air Carriers Association:
Extend its safety program to reiterate the hazards of air taxi
operatioas in Alaska and to overcome, in particular, the "bush pilot
syndrome." (Class II, Priority Action) (A -80-105)

BY THE NATIONAL TRANSPORTATION SAFETY BOARD

[s|  JAMES B. KING

Chairman

[sI  PATRICIA A. GOLDMAN
Member

/s G.H. PATRICK BUKSLEY
Member

~ ELWOOD T. DRIVER, Vice Chairman, and FRANCIS H. McADAMS, Member,
did not participate.
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HOUSE LABOR & COMMERCE
STANDING COMMITTEE
March 1, 1982
1:07 p.m.,
Rep. Martin, Chairman
Rep. Bylsma, Vice Chairman
Rep. Rogers
Rep. Randolph
Rep. Gardiner

No members absent.

COMMITTEE CALENDAR
An Act continuing the existence of the Real
Estate Commission; and providing for an

effective dace.

An Act relating to landlord remedies.

WITNESS REGISTER

Representative Meter xfe
Alaska State Legislature

Pouch V
Juneau, Alaska
465-4947

Position Statement:

Lance Youngquist,

Prime sponsor of HB 722; explained bill.

Chairman

Real Estate Commicsion

195 South Franklin
99801

Juneau, Alaska
586-1612

Position Statement:

HB 704

Offered suggestions for changes to HB 704.

PreEVIOUS ACTION
No previous action.

Statutory Reference: AS 08.03.010(c)(18).
After amendments during meeting, references
also include AS 08.88.221; AS 08.88.401.

Action Taken: The committee adopted
portions of a document entitled, "Proposed
Statutory Changes in AS 08.88 Presented to
the House Labor and Commerce Committee by
the Alaska Real Estate Commission, March 1,
1982"; specifically:



Rep. Rogers moved, on page 1 of the proposed
changes, referring to Sec. 08.88.241: to
change statutory reference to read, "AS
08.88.221"; and after the word "FEES"™, to
delete the remainder of the first line and
insert "(a) The following fees shall be
charged a"™, and to add, after the word
"applicant”™ on the second line, the words
"when applicable:", and to delete the third
line; and to add fees to the subsections as
fellows: (1) $50; (2) $100; (3) $100; W
$100; (5) $50; and to add a new subsection
(b), which would correspond to subsection
(d) of existing statutes.

Rep. Randolph moved to amend Rep. Rogers
motion by deleting subsection (6). There
being no objection, both motions passed.

Rep. Rogers moved to repeal and reenact AS
08.88.401, as set forth on pages 2 and 3 of
the proposed changes, and add a new
subsection (e). Motion passed without
objection.

Rep. Rogers moved to incorporate the
amendments into a draft committee substitute
and bring the bill before the committee at
the earliest possible time. Rep. Rogers
amended his motion, on page 1, line 10 of HB
704, to delete "1984"™ and insert "1986".
There being no objection, the motions
passed.

No previous action.
Statutory Reference: AS 34.03

Action Taken: Rep. Rogers moved to delete
everything after page 1, line 27. He
withdrew the motion.

Representatives Bylsma and Gardiner were
appointed to a subcommittee. Rep. Rogers
moved the bill be reported back to the
committee only by unanimous vote of the
subcommittee. There being no objection, the
motion passed.

ACTION NARRATIVE



Number 000

Number 008

Number 064

Number 095

Number 174

Number 454

The meeting vas called to order by Chairman
Martin at 1:07 p.m. Members present were:
Representatives Martin, Bylsma, Randolph,
and Rogers. Representative Gardiner arrived
later in the meeting. Representative
Metcal fe was attending to testify on HB 722.

Rep. Metcalfe, prime sponsor of HB 722, went
over changes the bill would make to the
landlord/tenant act.

Rep. Rogers said he was concerned about the
section dealing with disturbances. Rep.
Martin felt there were other remedies-
police, etc. As Rep. Metcalfe had to leave
the meeting, Rep. Martin said he would delay
action until Rep. Metcalfe could return to
give further testimony.

HB 704 was brought before the committee.
Lance Youngquist, Chairman of the Real
Estate Commission, went over the
commission*s history and past dealings

regarding sunset provisions. He told of the
committee"s activities: seminars,
educational booklets, newsletter. He spoke

of problems such as the surety fund and
investigations (see Legislative Audit
Report) and resolutions of problems. He
gave a list of proposed statutory changes to
the committee which he asked the committee
to consider. He went over these proposed
changes, section by section. There was
discussion.

Rep. Rogers said he was concerned about
fees, ard asked Youngquist for
clarification. There was discussion of fees
and status (active and inactive).

Rep. Rogers moved, on page 1 of the proposed
changes, referring to Sec. 08.88.241, to
change the statutory reference to read, "AS
08.88.221"; and after the word "FEES"™, to
delete the remainder of the first line and
insert "(a) The following fees shall be
charged a", and to add after the word
"applicant” on the second line, the language
"when applicable:", and to delete the third
line; and to add fees to the subsections as
follows: (1) $50; (2) $100; (3) $100; (4
$100; (5) $50; and to add a new subsection
(b), which would correspond to subsection
(d) of existing statutes. There was



Number 556

Number 575

Number 727

Side B , Number 030

Number 079

Number 150

Number 165

Number 187

discussion.

Rep. Randolph moved to amend the motion to
delete subsection (6). There being no
objection, both motions passed.

There was discussion of fees to charge for
inactive licenses.

Rep. Rogers moved and asked unanimous
consent to repeal and reenact AS 08.88.401,
as set forth on pages 2 and 3 of the
proposed changes, and to add a new
subsection (e). The motion passed without
objection.

Rep. Rogers moved to incorporate these
changes into a draft committee substitute
and bring the committee substitute before
the committee at the earliest possible time.
Rep. Rogers amended his motion, on page 1,
line 10 of HB 704, to delete "1984"™ and
insert "1986". There being no objection,
the motions passed.

HB 722 was brought back to the committee®s
attention. Rep. Rogers moved, page 1, to
delete everything after line 27 (including
all of page two). There was discussion.
Rep. Rogers withdrew the motion. He then
suggested appointing a subcommittee. There
was discussion of what to do with bills and
problems of landlords/tenants.

Representatives Bylsma and Gardiner were
appointed to a subcommittee to consider the
bill. Rep. Rogers moved the bill be reported
back to the committee only by unanimous vote
of the subcommittee. There being no
objection, the motion passed.

Rep. Rogers reported on progress on HB 159
and the fiscal note. He said the bill would
be back to the committee early the next
week.

There was discussion of HB 641 and HB 642.
No action was taken.

There being no further business to come
before the committee, the meeting was
adjourned at 2:08 p.m.



Amendments to HB 704

Please incorporate the following amendments into a draft committee
substitute for HB 704.

Amendment #1:
Line 10- Change "1984"™ to "1986".

Additions to bill:

See attached document which was entitled "Proposed Statutory Changes in
AS 08.88 presented...by the Alaska Real Estate Commission".

Sections to be incorporated, with changes noted, are marked by yellow
highlighter running along the margin. Please note one change which may
be confusing; that is, p. 1, last change says to add sub (b) which is
the same as old sub (d). This is referring to present AS 08.88.221(d),
which will now become AS 08.88.221(b).

If you have any questions, please contact me at 465-3657. You may
prepare this as a draft committee substitute, as there may be other
changes.

Joan Mathews
Committee Secretary
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nnuuurenxn®™c UjuloZnju/
ImHLCIx

March 1, 1982

1:07

ImMPIIxRep. Martin, Chairman
ImMP21xRep. Bylsma, Vice Chairman
ImMP21xRep. Rogers

ImMP2!xRep. Randolph

ImMP21xRep. Gardiner

ImMAIIXNo members absent.

IImCAL Ix
HB 704 An Act continuing the existence of the Real Estate
Commission; and providing for an effective date.

HB 722 An Act relating to landlord remedies.

IMREG Ix

ImWlIxRepresentative Metcalfe

Alaska State Legislature

Pouch V

Juneau, Alaska 99811

465-4947

ImPSIXxPrime sponsor of HB 722; explained bill.

ImWIIxLance Youngquist, Chairman

Real Estate Commission

195 South Franklin

Juneau, Alaska 99801

536-1612

ImPSIxOffered suggestions for changes to HB 704.

ImPAIX
HB 704 No previous action.

Statutory Reference: AS 08.03.010(c)(18). After
amendments during meeting, references also Include AS 08.88.221; AS
08.88.401.

Action Taken: The committee adopted portions of a
document entitled, "Proposed Statutory Changes in AS 08.88 Presented to the
House Labor and Commerce Committee by the Alaska Real. Estate Commission,
March =, 1982"; specifically:

Rep. Rogers moved, on page 1 of the proposed changes,
referring to Sec. 08.88.241: to change statutory reference to read, "AS
08.88.221"; and after the word "FEES", to delete the remainder of the first
line and insert "(a) The following fees shall be charged a", and to add,
after the word "applicant” on the second line, the words "when
applicable:", and to delete the third line; and to add fees to the
subsections as follows: (1) $50; (2) $100; (3) $100; (4) $100; (5) $50;



and to add a new subsection vujlch wuuiu B_ullespuniu 1v vuuvuuui.xi>i- —
of existing statutes.

Rep. Randolph moved to amend Rep. Rogers motion by
deleting subsection (6). There being no objection, both motions passed.

Rep. Rogers moved to repeal and reenact AS 08.88.401,
as set forth on pages 2 and 3 of the proposed changes, and add a new
subsection (e). Motion passed without objection.

Rep. Rogers moved to incorporate the amendments into a
draft committee substitute and bring the bill before the committee at the
earliest possible time. Rep. Rogers amended his motion, on page 1, line 10
of HB 704, to delete "1984" and insert "1986". There being no objection,
the motions passed.

HB 722 No previous action.
Statutory Reference: AS 34.03

Action Taken: Rep. Rogers moved to delete everything
after page 1, line 27. He withdrew the motion.

Representatives Bylsma and Gardiner were appointed to
a subcommittee. Rep. Gardiner moved the bill be reported back to the
committee only by unanimous vote of the subcommittee. There being no



