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He reported that the wires were 
difficult to see against the back­
ground of the trees, and that some 
of the bundles of Christmas trees 
were assembled near the power 
lines. The inspector found no 
anomalies with the engine or heli­
copter aiiframe. 

A witness statement was 
obtained from a commercial rated 
helicopter pilot who was assisting 
the pilot of the helicopter from the 
ground. The pilot on the ground 
reported that he heard no abnor­
mal noises coming from the heli­
copter. 

Another witness reported that 
he was watching the helicopterfly 
southerly when he saw the pilot 
duck, as if the pilot had seen the 
wires coming toward the heli­
copter. 

MIA95FA018 
About 1107 local time on 

November 4, 1994, a Bolkow BO­
105 crashed in Perry, Florida 
while on a 14 CFR Part 91 posi­
tioning flight. Visual meteorologi­
cal conditions prevailed at the time 
and a company VFR flight plan 
was filed. The helicopter was 
destroyed and the pilot and one 
passenger received fatal injuries, 
and one passenger received seri­
ous injuries. The flight originated 
from a hospital heliport about 
1036 the same day. 

The survivor and several deer 
hunters in the area stated the heli­
copter was flying at a low level, 
with high speed, when it struck a 
69 kilovolt power line, broke the 
line, flipped and crashed. There 
was an extensive post crash fire. 
The sunJiving passenger stated the 
purpose of the flight was to posi­
tion the helicopter to another hos­
pital to pick up a patient. He stated 

that while in cruise flight the pilot 
descended rapidly and began to fly 
at treetop level. The pilot had stat­
ed to the other passenger "Now it's 
time to break Joe in with a real 
ride. " Shortly thereafter, the heli­
copter dispatcher radioed the heli­
copter for a position report and the 
pilot climbed to about 900 feet and 
radioed the dispatcher with a posi­
tion report. The pilot then dove the 
helicopter down to a low altitude, 
and the survivor saw wires in front 
of the helicopter, and the heli­
copter struck the wires, then the 
helicopter lost control and 
crashed. 

The closest weather reporting 
station to the accident site record­
ed at 1050 was sky 15,000 feet 
scattered clouds, visibility 7 miles. 

LAX98FA149 
On May 1, 1998, at 1402 local 

time, a Robinson R22 was 
destroyed when it impacted power 
transmission lines approximately 
65 feet above ground level and 
then impacted the ground in an 
uncontrolled descent. The commer­
cial licensed flight instructor was 
fatally injured and the student pilot 
was seriously injured. Visual mete­
orological conditions existed for 
the local instructional flight. The 
10-hour student pilot reported that, 
prior to the accident, they had per­
formed several autorotations and 
normal approaches to sites in the 
Santa Fe flood control basin cho­
sen by the instructor. He was flying 
the helicopter and the instructor 
was following on the controls. 
They were peiforming a normal 
approach when both he and the 
flight instructor were startled to 
see wires in front of them. He said 
that the instructor made an excla­
mation and took control of the 
helicopter. The instructor placed 
the helicopter in a steep bank but 
was unable to prevent impacting 

the wires. The student reported
 
there were no mechanical prob­

lems with the helicopter prior to
 
impacting the wires.
 

FTW98FA068 
On Decembe I' 14, 1997, 

approximately 2200 local time, a 
Bell 407 helicopter operated as an 
air ambulance, impacted terrain 
during initial climb following take­
offfrom an accident scene in 
Littleton, Colorado after striking 
wires. The helicopter was 
destroyed and the commercial 
pilot, two .flight nurses, and the 
patient received fatal injuries. 
Visual meteorological conditions 
prevailed and no flight plan was 
filedfor this medical evacuation 
flight operating under 14 CFR 
Part 135. The flight departed a 
hospital in Aurora, Colorado 
approximately 20 minutes prior to 
the accident. According to witness­
es, theflight arrived from the 
north. After picking up the patient, 
who was one of the victims of a 
multiple injury automobile acci­
dent, the ,flight was on initial climb 
following takeoff to the south, and 
in a right turn, when it struck 
power lines. Weather conditions 
were clear skies with approximate­
ly 30 miles visibility. Lighting con­I 
ditions was a dark night. The 
power lines were approximately 90 
feet above ground level and were 
not marked. 

FTW98FA238 
On May 24, 1998, approximate­

ly 1815 local time, a Bell 47G heli­
copter owned and operated by the 
pilot as a 14 CFR Part 91 personal 
flight, was substantially dam­
aged. Visual meteorological concli­
tions prevailed and a flight plan 
was notfiledfor the localflight. 
The private pilot was fatally 
injured, and the passenger was 
seriously injured. The flight origi­
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nated from Davis Field. During a 
personal interview, witnesses 
reported observing the helicopter 
flying "slow," at an altitude below 
100 feet agl, from east to west 
along the Arkansas River when it 
struck power lines that spanned 
the river. The helicopter pitched 
up, then impacted a sand bal: 

These NTSB accident sum­
maries show how sudden and seli­
ous a wire strike can be. 

Your attention is invited to the
 
following points.
 

* Wires are everywhere that peo­
ple are. They are a necessary 
part of civilization. Granted, you 
won't find many in areas such as 
the Northwest Territories of 
Canada or remote sections of 
Alaska, but you can never be 
certain. 

* Wires can be anywhere between 
two elevated points. 

* Don't assume that because there 
were no wires when you flew 
into a field yesterday that there 
are none today. 

* Don't assume that if you see one 
wire that there is not another. 

* Most wires are not marked.
 
Even a careful check of
 
Aeronautical Planning Charts
 
won't show the location of all
 
wires, and none that are below
 
200 feet.
 

* The majority of wire strikes
 
occur below 100 feet agl.
 

* Poor ceiling and visibility con­
ditions are not present for most 
wire strikes. The majority occur 
in visibility greater than three 
miles, and clear to scattered sky 
conditions. It is not frequent that 
the weather was the factor that 
forced the pilot down into the 
wire environment. 

* The majority of wire strikes 
result in serious damage. 

* Inexperience is not a common 
element. Most occur with pilots 
who have more than 1,000 
hours. 

* Legal flight operations generate 
many wire strikes. EMS, Law 
Enforcement, Aerial 
Applications, and other missions 
are often conducted at low alti­
tudes. 

* Avoidance can be enhanced with 
some sound habits: 

•	 Visual techniques in which 
you look for straight lines, fly 

with respect to the supporting 
structures rather than the 
wires, and avoid or use cau­
tion when flying into the sun. 

•	 Assume there are wires and 
use a high and low reconnais­
sance before committing to 
an approach, and planning for 
a takeoff. 

•	 Use ground guides when 
available, but don't assume 
that they haven't missed 
something. 

•	 If a wire strike is imminent 
that is no time to be timid. Be 
assertive in using everything 
the aircraft has to avoid a 
strike. A pullup may be more 
efficient than a turn. 

Remember, the human eye has 
limitations to its performance. 
Under the right conditions it may 
be able to detect the presence of a 
wire even though it does not have 
the resolution to actually see it. 

In a situation with bright sun­
light, reflecting off a wire in front 
of a plain contrasting background. 
The eye detects a disturbance in 
the continuity of the background 

rather than the wire itself. Contrast 
that with a situation of the same 
size wire with a dull finish, in the 
absence of direct sunlight, and in 
front of a mixed background. It 
may be invisible until close enough 
for the eye to have sufficient reso­
lution to actually see it. 

Be wary. Wires can spoil your 
whole day. 

- .-­
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best that I could. .. approached slowly 
and descended into a soft touchdown 
in the parking lot... while the more There I Was... 

ere /s an accounl 
sUbmJlledlo us by a 
reacler. 

Flying into Crud 
"I am a tour pilot flying for a Part 

135 carria At any rate, a week prior 
to the crash I was on a tour flight and 
got about three-quarters through the 
flight when the ceiling lowered over a 
ridge that we typically fly while work­
ing our way into the crata This 
crater is the final stop before heading 

back to the base. 1 was in a JetRanger I 
and in a group behind two AS-350's. 
Now... try to keep up with me on this 
cause it gets confusing. The first AS­
350 (green) approached the ridge-
line well before the other AS-350 
(black) and me. He radioed back that 
he couldn't get over, so black and I 
deviated to another route. That then 
put green at the end of the line and 
me in the second position following 
black. I followed black through a 
canyon and under a cloud ceiling just 
over some power lines. Visibility was 
OK. .. legal, but marginal. The visibili­
ty in the distance was marginal. Black 
had been flying in this location an­
and-offfor eleven years, having also 
completed a couple of seasons flying 
in Alaska. I trusted his knowledge of 
the island more than mine since I had 
only been working there for two 
months. I knew generally where we 
were, but it wasn't a part of the nor­
mal tour route. I also knew that there 
were power lines in the area so I 
knew not to get too low. Well... black 
called to me and green that he was 
over the power line ridge and on the 
other side. I was right, and I do mean 
right, on his tail. I knew full well that 
the A-Star could pull away from me 
pretty quickly if he pulled pitch, and 
this is one time that I didn't want to 
lose him. I was at a safe distance and 

he did an excellent job of communi­
cating his movements to me, so we 
maintained separation. As we 
descended under a fog bank, the ceil­
ing became low and we were in a 
pocket of clouds working our way 
through the soup. 

Green had, on the other hand, 
decided that he was not going to fol­
low us, and he radioed that he was 
pulling out and heading out of the 
canyon to the shore line. Smart boy! 

As black and I worked our way 
from one ridge-line to the next we 
carefully crept along at tree top level. 

It was obvious that we were in 
deep stuff by this time. 

Well... at one time black pulled up 
and my airspeed was a bit higher 
than his, or perhaps my reaction time 
was slower because I was being more 
cautious with my control inputs. As I 
saw myself closing in on his tail I 
deviated to his left and pulled into a 
hover directly parallel to him. We 
both sat just above a ridge-line with 
nowhere to go. He radioed to me that 
he knew where we were and that he 
was going to turn behind me. He did 
a pedal turn and took oif to my left, 
behind me. After he called that he was 
clear I also did a pedal turn to follow 
him... he was gone! I called for him 
and he told me where to go, and I 
looked and caught a glimpse of him 
through the crud! I headed for him, 
but within seconds I lost sight ofhim. 
I radioed to him that I had lost him 
and he said that he had just broken 
through the other side. 

Well... just about now 1 had seen 
enough! I couldn't see anything but 
the ground and that was good enough 
for me. Just like the parting of the 
waters. I looked down and there was 
a public park with baseball fields, a 
tennis court, and a nice big parking 
lot. Well... so much for a low recon... 
it wasn't going to happen. I did the 

experienced pilot made it through. 
When I landed, the lady in the front 
seat with me said "Thank you for 
landing ". They were all the same fam­
ily and they were all relieved. It was 
pretty bad out there. 

Of course, people came up to the 
helicopter wanting to know if we were 
alright. and I said "Yes I just sat it 
down due to poor visibility". I got the 
name of the park we were at, and with 
my cell phone called the office to let 
them know that we were alright, and 
to send the van out to pick up the pas­
sengers. We sat there and talked and 
laughed about the whole thing... 
although you could tell that they were 
relieved but still a bit unnerved. 

While we were waiting for the van, 
the chief pilot called me on the cell 
phone. He wanted to know the cir­
cumstances. So I explained. He want­
ed to know what the weather was like, 
and 1 told him that it was raining cats 
and dogs. He wanted to know if I 
could fly the bird out... and I said no. 
He then asked me if I thought I could 
fly it out after the passengers were 
picked up. I said. .. no. He didn't 
believe me, especially since the other 
two pilots had made it back. 

I was feeling a bit inadequate 
right about now in spite of the fact 
that I had 2,400 hours in the air. 

Well the van arrived with soft 
drinks and cookies for everyone, and 
took us all back to the office. The 
chiefpilot was there and so was the 
office manager. The office manager 
was concerned that the passengers 
wanted their money back. I told her. .. 
"No... these people are happy to be 
alive! They don't want their money 
back. " 

Well I found out later that when 
these passengers were waiting for me 
prior to their flight, they were talking 
with the lineman. They wanted to 
know if they were getting our best 
pilot. The lineman, of course, reas­
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