


still turning left. Level off and come
back to the right.' As he rolled past
45 degrees angle of bank, I said,
'Uh, sir, if this was an actual situa-
tion I would have taken control by
now.’

'Why haven't you?' he yelled.

As he said this, I watched the
aircraft roll further, heard the
engine wind down, and the altime-
ter begin a spin toward the earth
only 800 feet below. The VSI went
past the 2,000 feet per minute mark.
I grabbed the controls and started
my unusual-attituce recovery. Level
the wings, level the nose, center the
ball, stop the descent, pull
power..power!

While still trying to pull the col-
lective away from it's attaching
hardware, I started a cyclic flare to
help stop my Bell brick before we
hit the 150 foot pine trees looming
up at us in the darkness below.

The next sounds I heard were
from the million angry trees hitting
us at more than 100 knots. I was hit
in the face, arms, legs, and chest
(thank goodness for the lap belts)
by pine needles, branches, wind-
shield plexiglass, and helicopter
parts. The instructor shouted 'Hold
on, hold on!" I thought that I might
as well hold onto the cyclic and col-
lective, and continued to fly. But 1
also knew that any second we were
going to stop fast and hard.

'This stinks' I thought, and then
we flew up and out of the pine trees.
My instructor had done such a
great job of simulating a pilot with
the leans that he had given himself

vertigo. I did not know until the
trees ripped my instrument hood off
that we were flying in a hole ringed
with thunderstorms. Weather tailor-
made for a nasty case of vertigo.

I flew the helo all the way home
because the trees had torn the
searchlight from the underside,
making a night field landing more
dangerous. Many of our instruments
didn't work either. Our windshield

was completely gone, along with
our chin bubble. There was damage
to our fuselage, tail rotor, and main
rotor. Every compartment of our Jet
Ranger was FODed, but it got us
home.

Poor crew coordination, an
unauthorized maneuver, and poor
visibility caused this mishap. |
could have broken the chain in the
brief by being more assertive and
questioning the instructor's inten-
tions. But my lack of situational
awareness and poor cockpit com-
munication kept me from expressing
my discomfort with his vague direc-
tion to 'Act like a fleet guy.'

Now I'm a fleet guy and hope |
never fly with a copilot who will let
me do something like we did that

night." ?
ARIDCA,

Assertiveness may be a natural
style for some individuals. But for
those who by nature tend to be
either aggressive or passive it will
require developing some new skills.

The aggressive person must
learn ways of strong expression that
do not offend or stifle the input
from others. This does not mean an
aggressive person must become pas-
sive. He can still actively pursue
what he wants, but to do it in a pos-
itive manner that does not demean
others. He can be strong in his
belief while still being receptive to
the ideas of others.

A passive person needs to devel-
op the skills to communicate his
thoughts without being subservient.
This requires the recognition that
one is entitled to his own ideas, that
these ideas have merit, and that he
has the right to express himself and
be heard without automatically sup-
pressing himself to avoid conflict.
Assertive skills will help the passive
person to learn that sacrificing his
position for the sake of harmony
may not be helpful at all.

Assertiveness includes an under-
standing that there will be differ-
ences. These differences however
can be addressed honestly, directly,
and clearly. The focus is on the
issues rather than on the personali-
ties. The exchange involves mutual
respect for each other's positions
and ideas, preserves self-respect,
and results in a positive attitude and
self confidence that lasts beyond the
situation.

Assertiveness 1s not being a pest,
continuously intervening with
another's actions, and incessantly
interrupting by saying everything
that comes to mind. Assertiveness is
not being angry when you don't get
your way.

Assertiveness is not being so
stubborn that you create a wall in
the cockpit.

ARDDEA,

Assertiveness skills have wide
applications in the helicopter opera-
tions. Pilots especially, but others as
well must see the need for assertive-
ness. In the mission oriented avia-
tion environment pilots continuous-
ly deal with a variety of individuals
- chief pilot, mechanic, passengers,
customers, air traffic controllers,
etc, - in reaching decisions that lead
to goal completion. Many of these
interactions involve issues and dif-
ferences, large and small, that must
be addressed. Through assertive
behavior decisions benefit from
more complete exploration of the
issues, and each of the individuals
are winners.

! LCDR E. Hinger Approach July 1994
2 LT T Gonzalez Approach July 1994
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Editorial note. We receive sto-

ries, many anonymous, that are pub-

lished with the trust that they are
factual. By no means do we print
every story we receive. We attempt
to keep these stories anonymous,
but occasionally, those who are inti-
mately familiar with a particular
account recognize it.

These stories are related in the
Human AD solely with the purpose
of accident prevention, and never
with any intention to embarrass or
judge.

Since we trust in the veracity of
these accounts, and have no means
of checking anonymous contribu-
tions, we make no changes to the
substance that we receive.

We recognize that we are taking
some risk in publishing stories that
(1) may be patently false, and (2)
may unintentionally reflect poorly
on certain individuals or organiza-
tions mentioned in the story.

When you read any of these
"There I Was..." stories we urge you
to contain your focus on the teller
and the moral of the story to avoid
making what could be erroneous
opinions about other people men-
tioned. Those other people may
have a significantly different view
of the account.

The following stories were con-
tributed by our readers. Thanks,
Editor.

206L.

"I was assigned to fly one of the
city’s executives and a visiting dig-
nitary (a gentleman probably in his
late 50's) on a short tour flight
around the city. We also had two

other passengers - aides for each of
the VIPs. I gave the four of them a
passenger briefing - use of the seat
belts, ICS, normal and emergency
egress, where we were going, how
long it would take...the works. They
asked no questions and made no
special comments or requests. [ was
specific in telling the VIP who
would be in the left front seat that it
was important for him to keep his
hand and feet off the controls. He
acknowledged.

It didn't take long for him to sur-
prise me. As we were making our
first takeoff, and climbing through
about 30 feet, he grabbed the cyclic
and held on with a firm grip. Of
course, 1 had to fight him as [ was
telling him to let go. It only took a
few seconds to release his death
grip, and we continued. He appar-
ently was frightened about flying in
a helicopter, and when the ground
began to drop away he froze on the
cyclic stick. I admonished him and
as strongly as I dared, and told him
of the dangers of putting his hands
or feet on the controls.

[ thought the admonition would
be sufficient, but I continued to be
alert for him doing something
again.

On our last approach to landing
he did it again. He grabbed the
cyclic and this time he was putting
a strong aft force. I've instructed a
lot and have had previous experi-
ences where I had to overcome
another pilot on the controls. As [
was fighting his input I was telling
him to let go. We landed without a
problem.

[ thought this was over, but he
got me once again. As he was clum-
sily getting out of the helicopter
(the rotor was running with the
engine at flight idle) he sort of fell

out the door and pulled the collec-
tive up. I was able to prevent any
excessive collective input, but I put
a big scrape on my knuckles as 1
reacted to grab the stick.

Be careful anytime you are car-
rying passengers whose background
and experience in helicopters you
do not know . Someone who is
scared to fly may not admit to being
afraid before takeoff, but show it in

flight.” -
206B

"Routine afternoon short hop.
Logbook indicated a flight of just
less than an hour earlier that day.
Checked the fuel gage. It showed 46
gallons - which would have been
Just about right. (This aircraft had a
76 gallon tank and no fuel low indi-
cating system)

Took off with a passenger and
completed our mission in less than
25 minutes. Much to my surprise,
the fuel quantity indicator still
showed 46 gallons on shutdown.
The pilot who had flown the aircraft
earlier that day came running out,
and asked for the logbook so he
could log his second flight - 1.3
hours!!!

When we filled the tank it took

71 gallons.” —

Helicopter

"The mission was to ferry the
helicopter from a south-central U.S.
city down to San Jose, Costa Rica.
The route was planned to be
through east Texas, down the east
coast of Mexico to just south of Vera
Cruz, across to the Pacific coast,
and then down through Central
America.

Day 1. My first leg took me only
as far as Victoria, Texas. I had
planned to get to Corpus Christi,
but the especially strong winds and
lowering ceiling convinced me to
stop just short of my initial destina-




WHAT"S YOUR ANSWER ¢

(O] PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PP PR PP PP PP PR PP PP PP PP PP [O]

.........................................................................

QUESTION:

What procedures do you or your company have to respond to a situation in which, dur-
ing flight, you lose external visual references? Please describe the procedure.
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The HELIPROPS HUMAN AD is published by the Customer Training Academy, Bell Helicopter Textron
Incorporated, and is distributed free of charge to helicopter operators, owners, flight department managers and pilots.
The contents do not necessarily reflect official policy and unless stated, should not be construed as regulations or direc-
tives.

The primary objective of the HELIPROPS program and the HUMAN AD is to help reduce human error related acci-
dents. This newsletter stresses professionalism, safety and good aeronautical decision-making.
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