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here are those who think that 
accidents will continue to hap­

pen regardless of what is done to 
prevent them. This misconception 
may be due to a dictionary defIni­
tion that an accident is "An unex­
pected happening causing loss or 
injury which is not due to any 
fault or misconduct on the part of 
the person injured". 

1 much prefer to believe that 
accidents do not just happen. 
they are caused and therefore, 
they can be prevented. All acci­
dents in any industry or set of 
circumstances are caused by one 
of two things. They are caused by 
either unsafe conditions. such as 
an under-designed or poorly 
manufactured part or piece of 
equipment: or by unsafe acts. 
Throughout industry accidents 
generally have a 20/80 ratio. 
That is 20% of all accidents are 
caused by unsafe conditions. and 
80% of all accidents are caused 
by unsafe acts. This ratio is also 
common in the aviation industry. 

Accident prevention and risk 
management are human efforts 
to protect and preserve life and 
equipment. thereby increasing 
the margin of profit for an organi­
zation. To demonstrate this 
graphically let refer to the Rev­
enue vs. Risk Curve at Figure 1. 
At zero Iisk you get zero revenue. 
As long as you stay within the 
acceptable range of risk your 
revenue increases until you reach 
the point where accepting any 

further Iisks will diminish rev­
enue. This continues until you 
reach the point where Iisk is so 
great that revenue becomes zero. 
In the case of the aviation indus­

... zero risk you get 
zero revenue. 

try you would reach zero rev­
enue well before you are at 
100% Iisk. An example of low 
risk where revenue may be well 
below maximum would be to 
require two 30 year old happily 
marIied non-smoking pilots on 
board, each with 10,000 flight 
hours, 2.000 hours in type. 10 
years EMS experience. IFR/twin 
engine qualified. and then ac­
cepting only day VFR hospital-

to-hospital transfers. With those 
constraints you have over-man­
aged your risk factors, thereby 
failing to maximize your revenue 

• COMPLACENCY. One risk 
factor that can be lowered with­
out penalizing revenue is the 
insidious factor of Complacency. 
There are some old jokes about 
complacency such as the one 
that goes like this: "What Is the 
difference between Ignorance 
and complacency?" The reply: "I 
don't know and 1 don't care". 

Perhaps in this joke there is 
a message. In attempting to un­
derstand the cause factors of 
accidents, and particularly in 
efforts to understand the se­
quence of the events that pre­
cede accidents one word appears 
frequently - Complacency. A 
survey asked expeIienced, re­
tired airline captains to identify 
the leading human factor in air­
craft accidents. The reply by over 
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Complacency (continued) 
lazy to look for and recognize the 
risks in his op ration. While this 
symptom can be fatal in itself, it 
often leads to overconfidence. 

Overconfidence. This can 
be overconfidence of one's own 
abilities or on fellow team mem­
bers. We frequently bestow ex­
cessive professional courtesy 
upon our fellow pilots, and as­
sume that they re competent 
for no other reason than they 
are our friends. Instructor pilots 
nd check airm n must be care­

ful to prevent compatibility and 
friendship from affecting their 
crew coordination and evalua­
tions. 

Feeling Invulnerable. This 
is the ultimate transition from 
overconfidence. Many people feel 
that accidents will happen to 

... this is not 
complacency - it's 
stupidity. 

others but never to them. They 
know accidents can happen. and 
they know that anyone can be 
affected; but they never really 
feel or believe that they will be 
involved. Pilots who think this 
way are more likely to take 
chances and run unwise risks, 
thinking all the time that ~It 

won'tjcan't happen to me'" 
Neglecting Personal Safety 

Items. My first reaction is that 
this is not complacency - it's 
stupidity. How could anyone be 
so hasty or careless as to disre­
gard his own life and limb by not 
using the personal saD ty gear 
that is available to him. Yet I 
continue to hear of pilots/crew 
who do not always fasten their 
shoulder belts. wear their hel­
mets, don their life vest or expo­
sure suit. wear protective cloth­
ing. or carry survival gear. If we 
fmd ourselves neglecting even 
the mallest item of personal 
safety it should be a strong lue 
that the signs of complacency are 
present. 

Preoccupation. Do you get 
too involved with unimportant 
matters when other more critical 
events should be getting your 
undivided attention? Do you 
speed along a busy highway 
while putting on your lipstick or 
combing your hair? This is the 
Titanic syndrom - the indi­
Vidual who is straightening the 
deck chairs as the Titanic is 
sinking. Preoccupation in the 
cockpit can be deadly. 

Well, that is a list. not the 
list of symptoms that may alert 
us of complacency. I urge you to 
make an honest personal inven­
tory to determine if any of the 
factors which can lead to com­
plac ncy are pres nt in your 
operation and if you exhibit any 
of these symptoms of compla­
cency. 

• COUNTERMEASURES. 
With a definition of compla­
cency. an understanding of the 
factors and conditions that con­
tribute to complacency, and a 
list of common symptoms, we 
are in position to discuss coun­
termeasures. 

The factors and symptoms 
we discussed earlier suggest 
some counterme sures that may 
be effective. No one however. 
would propose that we should 
work with unreliable crew m m­
bers, or do away with ideal con­
ditions, or operate unfamiliar 

equipment in ord r to minimize 
complacency. What is appropri­
ate is to develop positive meth­
ods for preventing complacency. 

Awareness Level. One of 
the fITst defenses i to keep y ur 
awareness level peaked, primed, 
and stimulated. I don't mean a 
once-a-y ar pep talk. Pep talks 
are short lived. There must be a 
long term commitment that con­
stantly hammers away at com­
placency. 

Professional Involvement. 
Staying abreast of your profes­
sion is an effective method of 
fighting complacency and pre­
vents us from becoming stale 
and outdated. The pilot. me­
chanic and flight engineer who 
are aware of what's happening in 
their industry, who are knowl­
edgeable of the latest technology, 
who read professional publica­
tions' who belong to professional 
organizations are far less likely 
to become complacent in main­
taining or flying an aircraft. 

Physical Fitness. Being 
physically fit is an excellent de­
fense for many of life's chal­
lenges. Physical fitness results 
from difficult. conscious life­
style choices including: proper 
nutrition, kicking the smoking 
habit, drinking in moderation, 
proper rest, maintaining proper 
body weight, and a regular exer­
cis program. Physical fitness 



provides the endurance to pro­
tect against fatigue induced un­
awareness and poor decisions. 

Plan Ahead. In primary 
flight training it was common for 
your instructor to simulate some 
sort of in-flight emergency for 
you to deal with. In single engine 
aircraft this quite often meant a 
Simulated forced landing. As a 
result most helicopter pilots 
became conditioned to con­
stantly be aware of the wind and 
to be looking for an autorotative 
landing area. By continually 
planning for the next simulated 
emergency, hel1copter pilots de­
velop a mindset to "expect the 
worst, an.d to be prepared to 
handle it." At any rate, planning 
ahead provides a standard with 
which to measure progress to­
ward a goal. With a plan you can 
determine if you are indeed go­
ing in the correct direction. and 
is an effective countermeasure to 
ward off complacency. 

Training. Whatever aspect of 
aviation risk management you 
are addressing, one topic that 
will always be mentioned is 
training. Primary training, tran­

sition training. recurrent train­
ing. or training to orient a pilot to 
new operations are fundamental 
to minimizing risk and preventing 
complacency. Training does far 
more than sharpen skills and 
refresh memories. Training can 
and should add to a pilot's total 
experience by preparing him to 
handle routine operational tasks 
as well emergency situations. 

Countering Expectations. 
Seeing or hearing what you ex­
pect is a genuine problem in all 
aspects of our lives. It may be 
impossible to obliterate our ex­
pectations. W operate in a sys­
tem where. for instance. informa­
tion from Air Traffic Control is, 
and should be, delivered in a 
logicaL consistent sequence. It 
would be foolish to think that 
pilots and Air Traffic Controllers 
could be trained to treat each 
piece of incoming information as 
if it were totally new. Until the 
behavior scientists can come up 
with something better. continual 
reminders that complacency and 
expectations go hand-in-hand 
can help to negate the devastat­
ing effect that incorrectly inter­

preted information can bring 
about. 

Face Reality. We all must 
recognize that helicopter opera­
tions pose substantial risks, 
often have little margin for error, 
and mistakes can result in in­
jUry or worse. A healthy under­
standing of the risks we face ­
the people. the aircraft, the mis­
sions, and the environment - is 
essential to maintain the proper 
balance to prevent a lethal dose 
of complacency. 

In summary, clearly, com­
placency is a Significant cause 
factor in accidents. It is impor­
tant to recognize the cause Fac­
tors and Conditions as well as 
its Symptoms but also to know 
that the Countermeasures that 
prevent complacency are under 
our control. By developing and 
implementing countermeasures 
we can prevent. rather than 
have to cure, complacency. --.._ 

Don Andrews, 
Rocky Mountain Helicopters 
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-
The HELIPROPS HUMAN AD is published by the Commercial Support & Service Division, Bell Helicopter 

Textron Incorporated, and is distributed free ofcharge to helicopter operators, owners, {light department managers 
and pilots. The contents do not necessarily reflect 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 alleviate 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 WI 

An altimeter is an aneroid 
barometer graduated to indicate 
increments of height. 

Height (altitude) indicated on 
the altimeter changes with 
changes of pressure and tem­
perature. 

Pilots should disregard the 
effects of nonstandard atmo­
spheric temperature except that 
at low temperatures it need be 
considered for terrain clearance 
purposes. 

Altimeter setting is the value 
to which the scale of the altim­
eter is set in the pressure win­
dow (Kollsman window) so the 
altimeter indicates true altitude 
at field elevation. 

Corrected altitude is indi­
cated altitude corrected for tem­
perature. 

If you do not reset your al­
timeter when going from an area 
of high pressure or high tem­
perature into an area of low 
pressure or low temperature. 
your aircraft will be closer to the 
surface than the altimeter indi­
cates. 

Your altimeter setting accu­
racy should be checked on the 
ground at a location with a 
known field elevation. To be ac­
ceptable for IFR flight the indi­
cated altitude should be within 
75 feet of field elevation with the 
current local altimeter setting in 
the pressure window. 

Pressure altitude is indicated 
where you are when the altim­
eter setting in the pr~ssure win­
dow is 29.92 inches of mercury. 

True altitude is the actual or 
exact altitude above mean sea 
level. 

Indicated altitude is the alti­
tude above mean sea level indi­
cated on the altimeter when set 
at the local altimeter setting. 

At low altitudes an inch error 
on the altimeter setting equals 
1000 feet of altitude. 

~P.O. Box 482 HellpIT1fJ5
Fort Worth, Texas 76101 


