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(2) Process the Data to Make it 
lnfonnation that we understand, 
(3) Make a Selection on a CourseTRAPS IN THE DECISION of Action, and (4) Take Action. 

Each of us goes through thi 
process hundreds of times everyMAKI GPROCESS 

E
day. It starts the first thing in 
the morning: (1) We hear the 

ver since the crashes of the Since the birth of aviation alarm clock and it awakes us, (2)
first flying machines we have some things haven't changed As we hit the snooz-alann but­

much. Regardless of whose sta­been trying to find and fix the ton we note that it is time to get
tistics you use, the majority ofcauses of these accidents. In the up and out of bed. (3) We decide
aircraft accidents are still due tobeginning it was primarily the that there's no hurry to get to
"human" error - most oftenengineers who did this work work. and (4) We roll over for five 
"pilot" error. Accident investiga­because design weaknesses and more minutes sleep.
tion teams still have engineers tomechanical failures were such [t recurs time after time
detennine if design. mechanicalfrequent and obvious occur­ throughout the day. On the drive 

r oftware problems were a fac­rences. A typical accident inves­ to work: (l) We see the traffic 
tor in the accident. But nowtigation team was composed of signal light ahead tum yellow.
those engin ers have been (2) We recognize this signal, (3)the test pilots. engineers. and join d by behavioral scientists We quickly check crossing traf­mechanics. Together they ana­ who try to detennine the cause fic, and (4) We stomp on thelyzed the hardware and data to of and the fix for the pilot failure. pedal to accelerate through thedetennine the source of the Unlike the engineers. these intersection.problems, and to come up with a behavioral scientists cannot Let's analyze only the firstsolution. The "data" was often make a design change to come step in the Decision Makingonly the description that the test up with a new, improved, "B" Process. The idea here is to showpilot was able to provide, or what model pilot. They're stuck with you that the Decision Makingthe engineers could deduce from the present design. About all Process I an imperfect one. andthe evidence remaining after a they can do is to understand the that as a human function i hascrash. Aircraft today have pilot's human weaknesses, and many weaknesses - traps thatimpressive safety and reliability to participate in the process to allow us to make errors.

largely because of the technical create aircraft, air traffic control 
efforts to improve designs. mate­ systems, and training programs 
rials, and test and manufactur­ OBTAIN DATAto work around those human 

The first step in the Decision 
Technical problems are stilI 

weaknesses.ing processes. 
Making Process is to obtain 

with us however. Perhaps th y 
It is not uncommon in the 

data. We gather data by using 
always will be. Every manufac­

aviation community to assume 
our five senses. We see, feeL 

turer, particularly the ones who 
that pilots are superior beings ­

smell, hear, and taste. To fly an 
put it all together - the air­

just ask any fighter pilot, airline 
aircraft we must be able to see. 

framers - continuously face 
pilot, or EMS pilot. Regardless of 

We can fly witho t the senses of 
items that require design or 

their superiority. pilots have the 
fe ling, smelling, hearing, or 

maintenance changes. Aircraft 
same weaknesses as ordinary 

tasting: but we cannot without 
that have been with us for years 

mortal human being. We all use 
seeing. Certainly feeling, 

such as the C-130, UH-l, and 
the same Decision Making 

smelling, and healing are very 
727 continue to require techni­

Process - a process with many 
valuable to a pilot. They can give 

cal expertise to analyze and fix 
traps that lead us to error. 

us data that we are not able to 
problems. 

The Decision Making Process 
detect with our eyes alone fromhas four steps: (1) Obtain Data, 

Continued 



YOU NSW HS ... Wearin o Helmets?
 
Here are our summary and 

some of your responses to the 
question posed in the last issue. 

(I). Do you wear a helmet when 
flying a helicopter? 

A surprisingly high percent­
age of the responses we received, 
21 out of 115, indicated they do 
wear helmets. Of those who do 
wear helmets, only a few 
responded they did so voluntari ­
ly. (Our survey did not test to 
determine if others would wear a 
helmet without a company policy 
requirement.) We suspect that 
this high percentage is not rep­
resentative of the entire civil 
industry as we feel that those 
who do wear helmets were more 
apt to respond to this question 
than those who do not. It is our 
opinion that the percentage of 
those who do wear helmets is 
qUite low. The percentage is, 
however, irrelevant. 

(2). Why do/don't you wear a 
helmet? 

Yes. For head injury protec­
tion. For mountain operations. 
For sling load work. For agricul­

ture work. For experimental test 
flying. For EMS work. For police 
work. For military operations. 
When reqUired by the govern­
ment contract. 

No. It's not reqUired by the 
company. Not necessary. Not 
reqUired by regulation. Not 
reqUired by the customer. Too 
hot. Too uncomfortable. Too old 
and unreliable. Too expenSive. It 
will make the passengers 
uneasy/ scared. It restricts head 
movements. It restricts visibility 
when looking out the bubble 
window. Unprofessional appear­
ance to VIP passengers. Does 
not promote the image of heli­
copters being safe. Would look 
silly when also wearing a coat 
and tie. It messes up my hair. 

(3). Does your company have a 
policy on wearing a helmet? 

Yes. Most indicated that 
their company policy does not 
require the wearing of helmets. 
Only a few indicated having a 
company policy for wearing hel­
mets on all flights. Some have a 
policy of wearing helmets only 

for "higher risk operations" such 
as those mentioned earlier, or 
when reqUired by contract; but 
not for rou tine "low risk opera­
tions" such as corporate or VIP 
transport. 

It's interesting to note that 
some indicated their organiza­
tion has a policy that reqUires 
wearing helmets, but none or 
few of the pilots follow the policy. 

(4). Do you feel passengers 
should wear helmets? 

Very few said yes. The gener­
al rationale being that there is 
no requirement, and a passen­
ger's risk exposure comes only 
from infrequent flights. 

(5). Do you think the wearing of 
helmets should be mandatory? 

No. No. No. But highly rec­
ommended for certain types of 
"higher risk operations". 

It is not our intent to dictate 
policy. This discussion is intend­
ed to stimulate thought in those 
who have not established a poli­
cy, and to encourage those who 
have a policy to adhere to it. 

,A SWE •W A's YO 
r-----------------------------------------------, 

Questions:	 Do you understand the height-velocity diagram parameters for the
 

helicopters you fly?
 

Do you observe the height-velocity diagram parameters when you fly? 

If not. why not? If so, why? 

Mail to: HELIPROPS Administrator, Bell Helicopter Textron,
 
L P.O. Box 482, MS 082735, Ft. Worth, TX 76101 ~
 



MDICAl FACTS 
FOR PilOTS 
Ear Block attempting to blow through the and become infected. 

nostrils. (Valsalva maneuver) 
(1). As the aircraft pressure (4). An ear block is prevented 

decreases dUring ascent, the (2). Either an upper respira­ by not flying with an upper 
expanding air in the middle ear tory infection. such as a cold or respriratory infection or nasal 
pushes the eustachian tube sore throat. or a nasal allergic allergic reaction. Adequate pro­
open and. by escaping down it to condition can produce enough tection is usually not provided 
the nasal passages. equalizes in congestion around the eustachi­ by decongestant sprays or drops 
pressure with the cabin pres­ an tube to make equalization dif­ to reduce the congestion around 
sure. But during descent. the ficult. the eustachian tubes. Oral 
pilot must periodically open the decongestants have side effects 
eustachian tube to equalize (3). An ear block produces that significantly impair pilot 
pressure. This can be accom­ severe ear pain and loss of hear­ perfonnance. 
plished by swallowing. yawning, ing that can last from several 
tensing muscles in the throat or, hours to several days. Rupture (5). If an ear block does not 
if these do not work, by the com­ of the ear drum can occur in clear shortly after landing, a 
bination of closing the mouth. flight or after landing. Fluid can physician should be consulted. 
pinching the nose closed and accumulate in the middle ear 
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Please complete this coupon and return to address below. 

Name	 Title _ 

Company	 _
1 would like to receive my own copy 

of the HELlPROPS newsletter ­
Address	 _THE HUMAN AD 

City State Zip _ 

Type of helicopter flown _Hal/props 
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Bell Helicopter Textron, Inc .. HELIPROPS Administrator, P.O. Box 482. 
MS082835. Fort Worth. Texas 7610 1 

~ 

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, fZight department managers and 
pilots. The contents do not necessarily refZect official policy and unless stated, should not be construed as 
regulations or directives. 

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

Letters with constructive comments and suggestions are invited. Correspondents should provide name, address 
and telephone number to:	 Bell Helicopter Textron, Inc. 

Jim Szymanski 
HELIPROPS Administrator 
P.O. Box 482 
Fort Worth, Texas 76101 



SURVIVAL, PROTECTIO , RESCUE GEAR
 
I.thy do we carry and/or use 
IIsurvival, protection, and res­
cue eqUipment? Some would 
quip it's to raise the aircraft's 
operating weight with the "stuff 
we never use or need when 
everything is normal". The real 
reason, if you have forgotten, is 
to lessen the consequences of an 
error or accident. 

Most of us picture survival 
gear in the context of some sort 
of harsh and remote place. We 
imagine surviving for days or 
weeks in a raft at sea, or a shel­
ter in deep snow. Indeed, when 
flying in some areas of the world 
or in certain conditions, it 
would be prudent, and easy to 
decide to carry survival gear. 

The decision is not always 
that easy, particularly when the 
situation is not extreme, or if 
there are no civil requirements. 
What to wear for instance. 
Federal Aviation Regulations 
Parts 91 and 135 do not specifY 
what clothing, if any, a pilot 
must wear. Some are comfort­
able wearing a long-sleeved flight 
suit, gloves, boots, and a helmet; 
while others prefer conventional 
slacks, shirt, and shoes. One 
would think that common sense 
and prudence would set the 
standard for pilot clothing. Not 
everyone; however, would agree 
that a pilot dressed in shorts, 
tank-top, and flip-flops is pru­
dent even in a tropical 
environment. 

Survival, protection, and res­
cue equipment take many forms. 
It can be hardware like that raft 
or snowshoes or underwater 
breathers; but it also can be 
ordinary stuff like a flashlight, 
an opened flight plan, or a 
regular communications 
schedule. 

Personal protection, SUrvival, 
and rescu equipment is not 
only for sissies. You should ana­
lyze your situation to assure that 
it' not the "stuff you don't have 
when you need it". 

Gazelle. SA342. 
The four of us had spent two 

bea tiful weekend days in Santa 
Fe, New Mexico. The weather 
there had been cold, crisp, and 
clear. Weather for the flight back 
to Tucson, Arizona called for 
some lowering ceilings and 
snow, but it looked OK and I was 
confident I could handl it easi­
ly. A dir ct flight from Santa Fe 
to Tucson is about 400 nautical 
miles. That route would be over 
very rough, sparsely populated 
mountainous terrain, with few 
airports for refueling. Much of 
that route would require us to be 
above 10,000 and sometimes 
12,000 feet for terrain clearance. 
Our plan was to fly VFR along 
Interstate Highway 25 south to 
refuel at Truth or Consequences, 
New Mexico; then to Deming and 
Interstate Highway 10 all the 
way to Tucson. That route was a 
bit longer than the direct route, 
but far less demanding. 

The leg to Truth or 
Consequences was no problem. 
Ceilings and visibility were OK. 
After we made the tum west at 
Deming we experienced lowering 
ceilings and visibility in falling 
and blowing snow. The wind had 
picked up and the ride was a bit 
bumpy. We had been following 
the Interstate, but west of 
Lordsburg, NM I elected to divert 
north to get around the heavy 
snow. 
Instead of 
getting better 
it got worse. 
To maintain 
ground visi­
bility I had to 
get slow and 
low, picking 
my way 
through the 
rising terrain 
northeast of 
San Simon. I 
was running 
out of 
options. Let's 

say that both mother nature and 
I deCided to put this aircraft on 
the ground. But the combina­
tion of the strong gusty winds, 
low visibility, and the rough 
sloping terrain got me. My main 
rotor blades impacted the up­
slope ground and we jolted to a 
stop with the blades bent and 
broken. The fuselage however 
remained intact, and came to 
rest near upright. Nobody was 
hurt. 

The next day we wer located 
by the Civil Air Patrol, and heli­
coptered to Tucson. 

The night we spent in the 
helicopter was some xperien e. 
The temperature went down to 
-5 degrees F. We put on all the 
clothes we had, and wrapped 
ourselves in maps. Although we 
didn't pack with a survival situa­
tion in mind, we happened to 
have some food and drinks 
aboard. With the fuselage pro­
tecting us from the strong winds, 
our extra clothes, and the food, 
we could have lasted there for 
some time. 

In the future I am not going 
to leave things to chance. I plan 
to have one of the survival packs 
now available on the market. 

My two best pieces of rescue 
eqUipment, by the way, were the 
operational Emergency Locator 
Transmitter, and the VFR flight 
plan that I had filed. 


