


ing boat had continued to a shel-
tered harbor and transferred the
patient to a research vessel
equipped with med techs. At first
light, a helicopter hoisted the pa-
tient from the research ship and de-
livered him to a hospital where he
was in stable condition and doing
just fine.

“I had dreamed of
becoming a pilot
for many years,
but kamikaze had
never been my

style.”

It's impossible to express the ela-
tion I felt. [ took a moment and
thought about the mission the night
before. It certainly wasn't pretty, but
it was good. The patient survived
and so did the crew. We had broken
the fatal flight formula.

I kept my wings.

Although the actions of all of us
don't need to be published, they
should be evaluated with the same
openminded scrutiny and judgment.
The PIC is responsible. The Flight
Crew is responsible. Each of us must
be capable of not only staying ahead of
the aircraft, but mentally foreseeing
the outcome of any action before it

Jorces you into reaction.

Lieutenant Commander Olin’s hon-
esty is tremendous. The fact that he
puts this in print is outstanding. Not
that he should be criticized or exoner-
ated, but that we realize that “drawing
the line”is the mark of a true
professional.

Editor

AS THE BLADES
TURN. ..

We all know of the important
role weather patterns play in
the daily operations of any aviation
organization. Many words have
been written, NTSB accident investi-
gations have admonished certain
pilot actions, and we all have read
of the misfortunes of others. And,
as true to the stoic nature of the
pilot, we blame “the other guy.”
We blame the other guy for many
reasons. But in reality, we incrimi-
nate ourselves.

[magine for a moment, you are
on a helicopter flight in the evening
hours. You have performed the mis-
sion and are returning to base with
the standard compliment of crew.
While crossing an established land-
mark, you strike some power trans-
mission wires. You never saw what
happened. In fact, you never saw
the wires. The weather was VFR. No
mechanical malfunctions occurred
nor attributed to the accident.

Four days later, a different com-
pany at a different location in the
United States operates the same
model of aircraft in the same style
of operation. This time the weather
is bad. One mile visibility in fog
and light drizzle. You shoot the ap-
proach but break off due to the in-
tensity of the fog. Five minutes
later, the helicopter crashes.

In the first crash, no injuries re-
sulted. In the second crash, three
passengers died, and the pilot sus-
tained serious injuries. Neither mis-
sion involved an emergency. Neither
mission was really necessary. Other
alternatives were available. The heli-
copter, in each mission, was used
as a convenience item, not of justi-
fied necessity.

So what's the problem? Were
these pilots and flightcrews just
simply out of luck? Was it “their
time” to go? No. However, it was the
inability to say “no.” Not only in the
cockpit, but at the dispatch desk;
and the Flight Ops Manager; and
the Administrator No one in both of
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these situations ever thought an ac-
cident would occur. But their judg-

ment/decision-making patterns and

continued flight into the unexpected
would soon be their undoing.

In both of these particular acci-
dents, the aircraft crashed due to
the pilot’s preoccupation and/or in-
flight overload from the surrounding
environment. The profession of
piloting an aircraft always has, and
always will be, a physically, emo-
tionally, and mentally demanding
art accomplished by very gifted in-
dividuals. For a pilot to lower his
concentration and focus at any
point during the pre-flight, in-flight,
and post-flight phases is an oppor-
tunity courting an unfortunate
outcome.

And the same holds true for the
flight department manager or up-
per-level manager who disregards
the pilot’s respect for the limitations
of both himself and the aircraft. To
recognize that limitations exist is
not a symptom of personal weak-
ness. Anyone who practices a
profession long enough quickly real-
izes that limitations will be encoun-
tered more than once in a career.
Sometimes, several such episodes
may occur in one day. And, at other
times, we may go weeks or even
months before we encounter that
immovable brick wall again.

Continued on Page 4




Blades (cont.)

Flying is often misunderstood by
management. Sometimes that mis-
understanding is honestly derived.
In others, it is dishonestly abused
for immediate gain. In the corpo-
rate environment, we encounter ob-
stacles that give way to
compromise. Usually to the benefit
of both parties. But flying does not
offer compromises that result in fa-
vorable outcomes. Just as in the two
previously cited accidents, the pilot
had one shot at resolving the out-

come. In many instances, this sin-
gle opportunity is offered before the
aircraft is dispatched.

What we are saying, and continue
1o say, is not new. Many issues and
external factors surface during an
accident investigation, and most of
these are valid contributors to the
outcome. All of us involved with a
flight operation must continually or-
ganize, resolve, and review at every
opportunity. This concept is not of-
fered as a restriction upon flight op-
erations. Rather, as a suggestion to

use the brain and decide both on
the ground and in the cockpit to
operate in as safe and wise a man-
ner as possible.

The other guy.

It Always happens to the other
guy. History proves that when you
get to believing this, you become a
very qualified candidate to be cho-
sen as “the other guy.”

David Boyd
HELIPROPS Administrator

HELIPROPS AERONAUTICAL JUDGMENT

TRAINING COURSE DATES

The following dates are identified
as those dates most amenable

to the training schedule at the Bell

Helicopter Training Academy during
the 1989 calendar year.

You note these dates occur only
once per month. They have been
specifically chosen for the following
dates because of the relationship
with VER/IFR Refresher Courses and
the standard 206 B & L Transition
Courses.

March 22 Wednesday
April 26 Wednesday
May 24 Wednesday
June 21 Wednesday
July 26 Wednesday
August 23 Wednesday
September 13 Wednesday
October 11 Wednesday
November 8 Wednesday

Reservations for classes can be
made by calling 817-280-2972 or
writing:

David Boyd

HELIPROPS Administrator

M/S08403B

Bell Helicopter Textron

P.O.Box 482

Fort Worth, TX 76101

Classsize mustbe no smaller than
4 persons. Costto attend the Course
is$100.00. Time required to com-
plete the Course is 8 hours.

Heliprops

The HELIPROPS HUMAN AD is published by the Commercial Support & Service Division, Bell Helicopter Textron Incorporated,
and is distributed to all operators, owners, Flight Department Managers and pilots of the Bell product. . . . The contents do not
necessarily reflect official policy and, unless stated, should not be construed as regulations or directives.

The primary objective is to alleviate human error related accidents, thereby providing reduced hull and liability insurance
costs. This bulletin stresses professionalism, safety and aeronautical decision-making in every facet available.

number to:

Bell Helicopter Textron Inc.
David Boyd 08403B

P.O. 482

Fort Worth, Texas 76101

Letters with constructive comments and suggestions are invited. Correspondents should provide name, address and telephone

Bell Helicopter

A Subsidiary of Textron Inc.




