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A witness reported seeing the
Cessna 150 enter a dive and level
off approximately 10-15 feet above
the ground. The aircraft continued
flight close to the ground for
approximately 1/2 mile before a
near vertical climb was entered
until the aircraft stalled. Recovery
from the stall was not made and
the aircraft impacted the open ter-
rain. No mechanical or physical
problems were discovered during
the investigation which would have
contributed to the accident.

Ee pilot was attempting to
give himself a checkout in the
Sikorsky S-58 helicopter, for he
believed the fee for a check flight
was too expensive. During a sec-
ond attempt at hover flight he posi-
tioned himself with a 90 degree, 12
knot right crosswind. As the air-
craft became light on the wheels it
began rolling uncontrollably to the
left. His ground crew stated that at
this point the main rotor blades
made ground contact. Full cyclic
control was needed to right the air-
craft after it became airborne,
however the aircraft continued to
drift to the left. A hard landing was
made to get the aircraft on the
ground at which time the left main
landing gear failed and the main
rotor blades again touched the
ground.

A ccording to the witnesses,
the pilot completed a short check-
out in the Cessna 152 and then
boarded a female companion in the
rented aircraft. He took off and
flew to a point three miles from the
airport. The aircraft was observed
by numerous ground witnesses to
perform a “series of wingovers at
low altitude”, with entry altitudes
estimated at 300 feet and lower
above ground level. A police officer
observed that “each successive

entry altitude was slightly lower
than the previous one, with the cor-
responding recovery altitudes
lower as well” until the aircraft
impacted in a vacant field in a resi-
dential area. The police officer
noted that the recovery altitude on
the first wingover was “about the
height of the telephone poles.” The
coroner’s office reported that a rel-
ative of the passenger lived about
1.5 miles from the accident site.

Correction

An alert reader advised us of an
error in the Rotor Tach Article in
Volume 9 Number 4.

We said that when the Main
Rotor RPM is set at 97% the Tail
Rotor RPM is 90%. The reader
points out that when the Main Rotor
RPM is 97% the Tail Rotor is too.
Thanks for pointing out this mistake,
and for reinforcing the principle that
a small change in Main Rotor RPM
can have a large change in tail rotor

effectiveness.

An experimental homebuilt
airplane struck the water while
maneuvering over the city reser-
voir. The airplane was owned and
operated by the pilot. The pilot
received minor injuries and the
airplane sustained substantial
damage. The passenger was killed.
Visual meteorological conditions
prevailed for the local personal
flight and a flight plan was not
filed.

During a personal interview the
pilot stated that the flight departed
the airport area by flying to the
west toward the lake. Subsequently
the pilot flew the airplane to the
south along the shoreline of the
lake. As the airplane approached
the Interstate bridge, the pilot
climbed the airplane to altitude for
passing over the Interstate bridge.
The pilot then descended the air-

plane above the water and flew to
the west over the lake. Suddenly
the airplane nosed into the water
and began to sink. The pilot exited
the airplane and made several
attempts to rescue the passenger.
The pilot stated that there were no
discrepancies with the airplane.

Witnesses called 911.

A witness, at his residence on
the lake shoreline, observed the
airplane fly over the first bridge,
and fly to the west at 3 to 5 feet
above the water. The airplane then
turned south and flew at 6 inches
above the water toward the
Interstate bridge.

Another witness, traveling west-
bound on the first bridge, observed
the airplane flying to the west at 1
to 2 feet off the water.

One view of a lack of discipline
is a person who chooses to operate
outside the known bounds of poli-
cy, procedure, limitations, regula-
tions or prudence. The previous
NTSB accounts would appear to be
examples of that type of a lack of
discipline.

The other view of a lack of dis-
cipline is the situation where a per-
son operates in an atmosphere
without effective direct supervi-
sion.

The imposition of discipline, or
supervision, varies throughout avi-
ation. U.S. FAR Part 121 operators
and the military may be considered

'~ to have the most rigid organiza-

tional structure vested with the
authority and responsibility to
monitor for adherence to the appro-
priate regulations. Operations
under other FAR Parts, of course,
have defined structures and effec-
tive supervision of aviation opera-
tions too. But the argument can be
made that operations under General
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Operations and Flight Rules
require the least in the way of
direct supervision. The ultimate
example of that might be the pri-
vate owner and recreational pilot -
who has no corporate boss or
director of operations or chief pilot
to observe his activities..

Such a person would have no
defined organizational supervision
except that provided by the regula-
tors.

It would be hasty to suggest
that (1) a lack of direct supervi-
sion automatically results in a lack
of self discipline; and (2) the
antithesis is that the existence of a
rigid organization of supervision
assures adherence to the rules.

The trite old phrase that “When
the cat’s away the mice will play”
does, however, hold some truth.
It’s not unusual for even the most
diligent person to relax some when
the boss is gone. When there is no
boss the temptation is even greater
to be selective in the extent to
which rules are obeyed.

This lack of self discipline is
not peculiar to a person who has no
rigid organizational structure of
direct supervision. One can find
examples of airline and military
pilots who have intentionally and
willingly violated rules, regula-
tions, policies and procedures.

Why do we sometimes show a
lack of self discipline?

It could be for either of two
major reasons: (1) Ignore the
Negatives, and/or (2) See the
Positives.

Some of these negatives that are
ignored could be Potential to harm
self and others, Actual damage to
aircraft, Detection by
supervisors/regulators, and
Liabulity for punishment.

Positives that are seen could
include Minimizing personal time
and effort, Saving company money,
and Accomplishing the mission.

Ignore the Negatives

Potential to harm self and oth-
ers almost always exists in the fly-
ing business. But intentional pro-

Safety in and around

helicopters

For information concerning
Safety in and Around Helicopters
see FAA Advisory Circular 91-31B
dated 6/2/97.This Advisory Circular
provides safety guidelines for per-

sons associated with helicopter oper-

ations and suggests ways to avoid
hazards and reduce the risk of acci-
dents. The information in this
Advisory Circular pertains primarily
to helicopter operations conducted
under the provisions of Title 14, Part
91; however, the safety considera-
tions discussed may be applicable to
all helicopter operations.

longed flights at low level/high
speeds, continuous operations
within the H-V Diagram, or
beyond the published performance
limits may needlessly raise the
exposure of pilots, passengers, and
others to harm.

It is not unusual for hot starts,
overtorque excursions, or flying at
weights over max gross limits to
go unreported. Somehow the
embarrassment of admitting to
such violations can seem more
important than having the extra
wear on the aircraft looked at by
maintenance and made known to
other pilots.

Being caught doing something
wrong, and the exposure to being
punished is a potent deterrent. The
potential for losing a job or losing

a life has, at times, been shown to
be not enough of a deterrent to
resist the thrill of flying under the
bridge, or buzzing your neighbors
house, or trying an acrobatic
maneuver.

See the Positives

Operational situations are ripe
with opportunities to justify break-
ing the rules in order to get the job
done. Justification can be made for
all sorts of violations big and
small. Taking that load of unpack-
aged hazardous material along with
the passengers can save having to
make another trip. Using the
wrench at hand instead of walking
across the hangar for the torque
wrench will save time. Besides, it’s
not that important, and no one is
here to see.

There are all sorts of reasons
why lack of self discipline can be
justified. And there are many orga-
nizational situations where supervi-
sory imposition of discipline is not
easy or effective.

There is only one solution to
either case.

That solution is
integrity. A quality
within that maintains
the state of order and
submission fo rules
and authority without
the need for anyone
besides yourself.
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QUESTION:

Tell us about an interesting experience you have had when flying with an external load.
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