
Don't Worry (conI.) 
to make sense of descent too 
early, or too late. 

In attempting to compensate 
for the lack of visual informa­
tion, pilots instinctively slow 
down. It is not uncommon to 
inadvertenUy zero out the air­
speed at relatively high altitude. 
This loss of airspeed further 
complicates things by confusing 
th pilot's sensory/balance sys­
tems. The seat-of-the-pants in­
ternal gyro system becomes con­
fused as the nonnal ~G" forces 
associated with aircraft speed 
subside. OvercontroUing results, 
particularly in the pitch and roll 
axes. Cyclic movements at low 
sp ed become coarse and rapid 
as the brain tries to interpret 
outside references and confusing 
body sensations. Overcontrolling 
with limited references may 
build into a total loss of control 
of the helicopter. In the AS332 

Experienced pilots 
develop . . . depth 
perception . .. and 
peripheral motion 
awareness. 
accident, it is interesting to note 
that both pilots were on the con­
trols at the moment of impact, 
trying to move the controls in 
opposite directions. 

Perhaps you haven't de­
scended early, as previously 
mentioned. and now suddenly 
realize that you are nearly over­
head the landing area. Once you 
fmally recognize that the refer­
ence is close, recovery dictates a 
high rate of descent at reduced 
airspeed to avoid overflying the 
landing zone and losing all 
visual contact. In this situation, 
the options have been ex­
hausted. You cannot initiate a 
go-around, and are completely 
committed to the landing. In a 
single pilot aircraft. you cannot 
easily look inside to monitor 
airspeed and rate of descent, for 
fear of losing the reference. So 

any instrument infonnation is 
not easily available to you. Even 
in a multi-crew aircraft. accident 
data reveals that both pilots will 
be looking out to maintain visual 
contact and, will. therefore, be in 
just as much trouble. 

At night, another illusion 
becomes prevalent. As you fly to 
a single point of reference such 
as a light or campfire. for ex­
ample, the reference will initially 
appear at one position on the 

It is not uncommon 
to inadvertently zero 
out airspeed in a 
hover. 

windshield. If you maintain a 
specific altltud , the object will 
appear to descend as you ap­
proach. You will have the sensa­

tion of climbing. The tendency, 
then, is to keep the object at the 
same relative position on the 
windshield. This is accomplished 
by descending. and th aircraft 
will strike the surlac n ar the 
reference object. 

Whether you descend early or 
late, the net result is the same. 
The accident will nearly always 
happen with the crew feeling that 
they were in control. and in sight 
of the destination, up to the point 
of impact. 

If you should find that your 
peripheral references are few and 
fuzzy. or your horizon vague, the 
safest course is to abandon the 
approach early. --.­

Reprinted with pennlssion of 
Aviation Safety Vortex. Transport 
C nada. 
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the only way to manage this 
ever-present risk is to use flyingWHAT DO I LOO AT NOW? techniques that avoid the snow 
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AH-IS. U.S.ARMY, SAUDIA 
ARABIA. 

In the dim light just prior to 
sunrise the aircraft had departed 
its revetment and had made a 
hovering tum to the right when 
it was engulfed in a brownout 
("Brownout" is the cloud of blow­
ing, Swirling sand that is created 
by the rotor downwash). The 
copilot took control of the air­
craft but could not obtain any 
visual references either. The 
aircraft landed hard on the righ 
skid. tail rotor, and main rotor. 
The blades separated and the 
aircraft rolled over. The pilots 
had managed to e cape without 
significant injury. The aircraft 
was destroyed in the ensuing fIre 
and ammunition explosion. 

BELL 212. CANADA 
During day VFR conditions, 

with calm winds, the heavily 
loaded 212 made a normal ap­
proach to a large, snow covered. 
gently sloping. rocky field. In 
maneuvering the aircraft to 
avoid the large rocks and to land 
side slope. the pilot lost visual 
reference wh n the aircraft be­
came surrounded by snow blown 
up by the rotor. The aircraft 
landed hard with an aft drift. It 
r mained upright. however it 
sustained damage to the chin 
bubble and the fuselage aft of 
the rear cross tube from contact 
with two large rocks. 

SIKORSKY S-62, GULF OF 
MEXICO. 

On a night training flight 
approximately two miles offshore 
the pilot-under-instruction was 
maneuvering the aircraft in a 
hover for a simulated water res­
cue. The aircraft began a right 
lateral drift. The right sponson 
and lower fuselage contacted the 
water before the instructor pilot 
assumed control, stopped the 
drift. and established a hover. 

The "milkbowl effect" caused 
by the landing lights shining 
through the water droplets in 
the rotor downwash. the water 
on the windscreen. the absence 
of a horizon. and the water wave 
movement caused the pilot-un­
der-instruction to lose satisfac­
tory visual references. 

hese incidents had several 
things in common: (I) the 

weather conditions were VFR (2) 
the pilots were maneuvering the 
aircraft in a hover solely by vi­
sual refer nce with objects out­
side the aircraft, and (3) it took 

The copilot took 
control but could not 
obtain any visual 
references either . .. 
only a few seconds for each pilot 
to lose the visual references. The 
differences were that one w s at 
dusk over th sand; one was 
dUring the day over snow. and 
one was at night ov r water. 

Any of these conditions can 
very quickly create a sandi 
snowIwater cloud that can leave 
the pilot with no other alterna­
tive than "groping for the 
ground". 

Some, such as Heli-skiing 
operators who routinely make 
takeoffs from and landing to 
powdery snow, recognize that 

whiteout. They plan for no-hover 
type landings. touching down 
while the aircraft is ahead of the 
snow cloud, and as close to 
reliable visual references (trees. 
rocks) as they comfortably can. 

The military trains to mini­
mize hovering over sand. and to 
make maximum performance 
type takeoffs to get above and 
ahead of the sand cloud. Military 

... no other 
alternative than 
"groping for the 
ground ... " 

aircraft and training also provid 
for an Instrument Takeoff (such 
as: Wings Level; Nose Level; 
Power to Max Takeoff; Verify 
POSitive Rate of Climb; etc.) to l1y 
out of a situation such as a loss 
of visual references at night over 
water. 

Few civil helicopters. how­
ever, have the instrumentation. 
and the trained pilots ready to 
execute an Instrument Takeoff 
in a situation of sudden loss of 
visual r ferences. Indeed. in 
such a predicament when sud­
denly your outside visual refer­
ences are not visible. there is 
nothing "inside" the cockpit for 
the pilot to look at to be able to 
fly the aircraft. You are now fly­
ing by the seat of your pants. 
Many of these predicaments 
result in hard landings or air­
craft rollovers. 

If you don't have the aircraft 
and the skills to conduct Instru­
ment Takeoffs, you have no al­
ternative than to avoid the loss 
of visual references at or near a 
hover. Analyze your situation. If 
your operation offers the poten­
tial for a whiteout or brownout 
then you need to learn the flying 
techniques that will allow you to 
continue to see what you need to 
see. -...._ 



YOUR ANSWERS ...
 
The jollowing two responses
 

we receivedjit into the primary
 
topic oj this issue oj the Human
 
Ad. 

IDAIR. 
Fatigue clouds the mind and 

inattention can momentarily 
cause blindness. Both can cause 
an incident or accident and leave 
no trace for the accident investi­
gator. 

Personal commitments don't 
mix well with professional obli­
gations. Mter spending half of 
my travel day on personal stuff. I 
was hUrrying as I was now in a 
bind to complete my cross-coun­
try mission. 

It was 1600 at the last fuel 
stop prior to my RON destina­
tion. Nothing was going 0 pre­
vent me from reaching my desti ­
nation. I took off and in a few 
miles was facing a line of thun­
derstonn so severe that they 
were forcing 18 wheelers off the 

interstate highway. I soon found 
myself landed on the roadside 
with the truckers. Mter engine 
shutdown. the wind was so 
strong that the rotor RPM began 
to accelerate, and the aircraft 
was being pushed back. inches 
at a time. acro s the gravel sur­
face. I restarted the engine and 
made the world's fastest flying 
tum to go back to the relative 
safety of the airport I had just 
departed. Mter stonn passage I 
departed for my destination still 
150 miles away. Estimated time 
of arrival at El Paso was just at 
sunset. 

Surprise - 40 knot winds 
take the flight well past sunset, 
and right to the limit of my fuel 
range. Surprise - aircraft not 
eqUipped for night flying (at that 
time the instrument panel light­
ing was an optional kit ?!). 

Fatigu . stress, not being 
night current, using a hand held 
map light for instrument ill mi­
nation. mountains, very dark 
night with no moon and few 

lights on the desert below. all 
add up to make me confess that 
if I get out of this alive I'll never 
make the same mistakes again. 

What I am sure is a Cessna 
310 (I was sure I could recognize 
the red and gre n flashing wing 
tip lights) appears at just to my 
left front. 1 mile, and clOSing at 
the same altitude. I drop down. 
He drops down. I tum right. He 
turns left. I tum left. He turns 
right! 1 climb. He climbs! Full 
power. More climb angle!! We 
miss by inches!!! I look to see 
him pass under, but instead of a 
familiar sight. I see a sign ­
"BEER-BEER-BEER"- it is a 
lighted advertisement on a 
mountain ridge. As I unreel from 
the humiliation. immediately on 
the oth r side of the ridge I see 
the B-R-I-G-H-T lights of El Paso 
before me. 

All the boss could say wh n I 
made my arrival telephone call 
was. "Is that all the distance you 
travelled today?" No. I travelled 
about 20 years of age. 

?• 
r---------------------------------~-----,Type of operation: EMS, P trol, law enfor ement, air taxi. etc. 

Type of helicopter: Light ingle piston. medium twin turbine. etc. 

Environment/Location: Mountainous, off-shor , desert. cold climate, etc. 

Other pertinent info: Aircraft eqUipment. situational cir umstances. etc. 

Question: Have you ever experi need an air raft fire?
 
Describe the situati n. how you detected it, your rea tion.
 

Suggested topic for a future newsletter: 

IL______________________ _ ~I Mall to: HEll PROPS Adminis ator. Bell Helicopter Textron. P.O. Box 482. MS 08273H. Fe Worth. TX 761 1 
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YOUR ANSWERS (continued)
 

DEEP WATER FLYERS
 
I was a pilot on a single­

helicopter detachment on a U.S. 
Navy ship returning from a 
training exercise at Guatanamo 
Bay, Cuba. Eager to practice 
night takeoffs and landing, we 
seized the opportunity and 
planned a night training flight. 
Condi .ons were VFR more or 
less. You see. it was clear, but 
very dark. Stars filled the sky, 
but with no moon and being 
hundreds of miles from land, 
there was no distinctly visible 
horizon. Our mission was to fly 
standard patterns around the 
ship at 200 feet. making ap­
proaches and landings to the 
flight deck on the stem of the 
ship. The only landing aids 
available were the red deck edge 
recessed lights and white line-up 
lights. On a night like this, it 
would be all instrument flying 
around the pattern. going visual 
only on final approach. Even 

then, the limited visual refer­
ences made depth perception 
difficult. resulting in large or­
rections on final or even going­
around. 

The standard procedure was 
for the pilot-not-flying to vector 
the aircraft around the pattern 
by keeping the ship in sight. The 
pilot on the controls would fly 
the aircraft on instruments until 
on final. when he would go vi­
sual. It sounds easy, but it is 
demanding. and reqUires good 
crew coordination, and an oper­
able radar altimeter. 

My copilot was inexperienced 
and had only a few night ship 
landings in his logbook. He was 
on the controls for the first take­
off. Hover and takeoff were nor­
mal but then it turned to worms. 
After leaving the deck edge he 
went on instruments - there 
wasn't anything to see anyway ­
and promptly got vertigo big 
time. Airspeed slowed, we 
climbed and qUickly found our­

selves nearly at a hover at 500 
feet above the ship! A very un­
comfortable situation. 1 took 
the controls, but was fighting my 
own attack of vertigo. With my 
copilot of little help. it was up to 
me to get us back on deck. I 
regained airspeed. descended to 
pattern altitude. found my way 
back around the pattern to the 
fmal approach line-up lights. My 
frrst approach resulted in a go­
around as I was too close and 
too fast. After another struggle 
around the pattern [ settled 
down on final and crept up to 
the deck, landing it with a few 
bumps. 

This was the one flight in my 
career after which i kissed the 
deck, glad to be back on relative 
terra firma! This incident was a 
fine example of how a routine 
operation in night 'VFR" can 
tum into a can of worms 
qUickly. If my copilot had been 
alone I can only wonder if he 
would have made it back alive. 
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