
ERHC NEWS 

Annual Meeting -  
September 14-16, 2018 at the Ocean Place Resort & Spa in Long Branch, NJ. 

 Fall 
2018 
Volume 33 
Issue 3 

 American Helicopter Museum… 6 
 The Problem of the “Free Rider”... 8 
 Annual Meeting Info… 9 

Safety: Live in the Now!… 10 
Discuss… 11 

E RH C. or g   E a st e rn R eg io n H el ic op t er  Co un c i l   F ly N eig hb or ly . n et  

Chairman’s Letter: The Situation 
     This column; in fact, this entire newsletter, may be the 
last ERHC publication you ever see.  This is because your 

ERHC is on the brink of extinction.  This 
statement is not meant to “alarm” you, or 
even motivate you.  Rather, it is an unex-
aggerated statement of fact; the purpose 
of which is to give you full disclosure in 
the (quite likely) event that ERHC ceases 
to exist after October 1, 2018. As I have 
alluded to during every meeting over the 
last 3 years, ERHC membership funding 
continues to dry up.  Despite our best 
efforts to expand membership, deliver 

value, and serve as the staunchest advocate for heliport 
access, funding for operations is now completely deplet-
ed.  At the most recent board meeting in August, the situ-
ation was so dire that the ERHC Board was forced to con-
sider ceasing our charter and operations altogether, and 
we actually had established a drop-dead date of October 
1st, 2018. 
     ERHC is the reason we have continued access to the 
Manhattan airspace.  Never in the history of a Presidential 
long term TFR’s has the footprint (and waiver ability) 
been so open and accessible as it is in Mid-town Manhat-
tan.  You can thank ERHC for that.  The number of Presi-
dential visits is also unprecedented, and yet we have pre-
served access and commerce for our threatened industry.  
You can thank ERHC for that.  The number of NSSE’s 
(National Security Special Events) has spiked as well 

(UN General Assembly, Pope’s Visit, Superbowl), and 
yet our commerce continued unabated.  You can thank 
ERHC for that.  Well organized (and well funded!) citi-
zens groups have mobilized like never before to drive a 
stake through the heart of JRA, 6N5, JRB, and KHTO.  
We have scored major wins for KHTO, but your unim-
peded access to the others could be coming to an end ear-
ly in the next decade.  Imagine buying that new AW139 
or H160, and then having to tell the boss, “Sorry, I can 
only get you as far as Teterboro.  You’ll have to take an 
Uber the rest of the way.”  
     ERHC scores victories and overcomes obstacles pre-
cisely because we are organized and vocal as one voice.  
Without ERHC, 65 operators and 200 independent pilots 
will dissolve into a cacophony of voices that FAA, TSA, 
Secret Service will easily dismiss with the back of their 
hand.  Collectively, we need to decide the fate of ERHC.  
If you are willing to let it fade into obscurity and impo-
tence, then you should openly and candidly admit that is 
the route you want to go.  If, however, you believe that 
the ERHC delivers crucial advocacy that protects your 
business and delivers value to your or principal, then you 
must be vocal, outspoken, and willing to contribute time 
and funding for a cause that enriches you and your organ-
ization.   If you believe in ERHC, and you enjoy the divi-
dends of its work, I urge you…I plead you…to get in-
volved, engage your principals, come to meetings, and 
help pull us out of this nosedive. 

Michael Philbin 
Chairman 

     When talking to ATC on the radio, there's an inner, almost 
subconscious, part of my mind that constructs an image of the 

person (and their surroundings) on the other 
side of the conversation.   I wonder about 
seemingly mundane things like "what does 
their radar display look like?" and "how do 
they pass information about me on to the next 
controller?"  Sometimes, an ATC controller's 
voice or cadence is so recognizable; someone 
I know I have spoken to on many prior occa-
sions; that I occasionally wonder what meet-
ing them in person might be like.  A former 
colleague and I used to construct marvelously 

complex imaginary profiles of controllers whose voices were 
familiar to us.  In the course of an afternoon (where we might 

be flying our 6th consecutive segment along the North Shore 
helicopter route), we would start assigning names like 
"Dominic," "Tony," and "Mary" to the familiar controllers who 
repeatedly gave us guidance.   We would speculate about where 
Tony spent his last vacation, why Dominic seemed to be on 
edge this afternoon, and how Mary always kept her sunny dis-
position.  It was, of course, a silly exercise, but it helped pass 
the time and the conversations kept us alert. 
     While most of this mental game had no real professional 
value (what the late comedian George Carlin might have re-
ferred to as "brain droppings"), our curiosity about the general 
layout and workflow involved in an ATC facility actually does 
lend itself to some worthwhile professional development.  By 
knowing what tools a controller has available to her, what the 

(Continued on page 2) 
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role of a tower supervisor is, and what obstacles might compro-
mise the quick flow of information, a pilot can better anticipate 
ATC instructions and help correct a situation when key infor-
mation is overlooked or misinterpreted.  Even something as 
trivial as seating location in relation to other controllers can 
help build a mental picture 
that could be useful in deter-
mining how certain data gets 
interpreted, processed, and 
transferred.    
     With that general man-
date in mind, I set out to 
explore (and hopefully, tour) 
the various ATC facilities 
that provide guidance to 
helicopter traffic within the 
New York area.  Notionally, 
I had been planning on get-
ting a tour of New York 
TRACON first (where 
"Dominic," "Tony," and 
"Mary" reside), but I had the 
great fortune to meet Mrs. 
Monica de Rojas first.  Mon-
ica is the Support Specialist 
for Newark Tower.  She 
attended the May, 2018, ERHC Quarterly meeting at the East 
Hanover Marriott, to give a short presentation.  After her 
speech, I made a beeline to her table and asked if she could help 
arrange a tour of the tower and offer useful insight for an even-
tual article.  She was very agreeable, and immediately offered 
to help me with this column.  She also set up a "behind-the-
scenes" tour of Newark Tower, which was extremely informa-
tive and the perfect complement to about 2 dozen general inter-
est questions I had sent her in advance of my visit.   
     I visited Newark Tower (with my 13 year old daughter, a 
nice added perk!) on July 2nd.  As you might expect, the cues 
and signage for the Newark Control Tower entrance and gate 
are very subtle and inconspicuous.  It's a good thing Monica 
sent me directions; and even then, scouring Google Earth for 10 
minutes the night prior was a worthwhile investment.  The 
turnoff into their facility is so inconspicuous, that an endless 
loop around the Airport Marriott ("Big Ben! Parliament!") 
seemed like a distinct possibility.  But we eventually entered 
without difficulty, parking right at the base of the imposing 325 
foot building.  Monica greeted us in the lobby foyer and 
promptly escorted us to the elevator for the 23 story 
(equivalent) ride to the top.  We emerged from the elevator, 
walked up two more flights of stairs, and then rounded a corner 
whereupon the most magnificent observation deck for the entire 
airport appeared before us:  4 banks of floor-to-ceiling, angled-
out, tinted bay windows revealed all three terminals, taxiways, 
and runways (4LR/22LR/11/29) in what seemed like a stunning 
high definition projection.   Viewing the tower as square room, 
3 of its sides are occupied with controllers while a cut-out sec-
tion in the middle (which sort of looks like a television news 
anchor desk) is reserved for the "tower supervisor."  The south-
ern exposed side houses the clearance delivery work station, the 
eastern side (facing the runways) is occupied by the ground 
control and tower control (118.3) personnel, and seated in the 
northwestern corner (roughly looking north and west towards 
downtown Newark in the distance) is the "Class B" controller 
(127.85), who of course, I took the most interest in.   
     When I first entered the facility, it took some discipline not 
to ask about 50 questions in rapid fire succession; a la Mitch 
Murphy from Home Alone (Do these vans get good gas mile-

age? Do they have 4 wheel drive?).   However, I did take a few 
notes, and tried to record observations that might be of interest 
to the helicopter community.  Some of these discussion items 
came up during my visit; several more I posed via e-mail to 
Monica.    
     One interesting bit of ATC lingo that came up during the 

visit was a requirement they 
call "capping and tunnel-
ing."   In layman's terms (and 
somewhat simplified for 
brevity), the controller is 
responsible for ensuring ade-
quate vertical and horizontal 
spacing exists around each 
bit of traffic they han-
dle.  Generally, a 1000 
foot vertical clearance re-
quirement exists for IFR 
aircraft that are in close 
proximity to each other 
(IFR lateral separation re-
quirements within class B 
are dependent on several 
factors which I won't bore 
you with here; if VFR, the 
requirement is reduced to 
500' vertical and 1.5 mile 

lateral).    Aircraft that are departing from Runway 4L off New-
ark are required to be at or above 2,500 MSL if they need to 
cross the west side of the TEB 214 radial.  At the same time, 
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Teterboro arrivals to runway 6 (and departures off runway 24) 
have a mandatory crossing altitude of 1,500 MSL at Dandy. If a 
Newark departing aircraft can't get to 2500 MSL in time, or a 
Teterboro arriving aircraft, for example, flies the ILS 6 
glideslope through Dandy, then 
the "capping and tunneling" 
buffer requirement is not as-
sured.  At best, expect to be 
challenged...at worst, expect to 
be writing down some phone 
numbers.   
     It's also helpful to remember 
that your prompt declaration of 
"maintaining visual separation" 
removes most of the "capping 
and tunneling" requirements 
from the controller, and trans-
fers the safe separation respon-
sibility to you, the pilot.  In-
voking this call may help you 
secure your in-flight requests a 
little faster.   
     The tower supervisor on duty at the time of my visit also 
coined an interesting term.  She wanted to caution our ERHC 
members to be mindful of something she called "expectation 
bias."   Expectation bias occurs when a wholly routine and re-
petitive procedure is slightly modified, and we fail to quickly 
adapt to the change.  For example, you may have been asked to 
over-fly "the 4's or the 22's" at 1500MSL on the last 50 over-
head transitions.  For some bizarre reason, on the 51st transi-
tion, you're instructed to proceed to the Bayonne Bridge and fly 
at 500 MSL.  Amazingly, this mild curve-ball throws too many 
of us into a stupor, and we fail to comply correctly, or quickly 
enough.  There are an infinite amount of reasons why a normal 
routine might get changed without much notice...be ready to 
adapt. 
     The e-mail questions I posed covered a wide variety of top-
ics.  I had initially assumed that I might have to edit and mas-
sage their written responses for clarity (as I generally do for 
most submissions).  But their answers were so succinct and to-
the-point that I am just going to print them below.  Bonus 
points for their candor; it gives us the tools we need to elevate 
our expertise and professionalism: 
 
- How many controllers, on average, are in KEWR tower at 
any given time? 
On the day-shift we staff nine (9) controllers in the summer and 
eight (8) in the winter 
On the night-shift we staff 10 controllers in the summer and 
nine (9) in the winter. 
We add the extra controller at night in the summer to account 
for (Severe Weather Avoidance Plan). This extra staffing is 
necessary due to the added operational complexity that inclem-
ent weather brings. On average, there are five (5) to six (6) 
controllers working at any given time.  
 
- Is everyone within visual range or each other, or are they 
separated by walls/floors? How do they communicate 
quickly? 
As you saw on your tour, we are all in the same control room in 
the tower cab. We communicate by talking to one another or 
with assistance of the Cab Coordinator. This position is tasked 
with completing both internal and external coordination. The 
external communication to adjacent facilities is accomplished 
through a voice switching system.  

 
- What's the shift length for a controller (in hours?) 
A controller’s shift is eight (8) hours long, which includes a 30-
minute paid lunch. The shift can be extended to 10 hours if 
needed.  

 
- Do they switch roles, or are 
they assigned to one position 
only (in other words, can the 
118.3 person swap into the 
127.85 role?) 
Controllers must certify on all 
positions, of which there are 
eight (8), in the tower cab ex-
cluding Operations Supervisor 
and Traffic Management. Con-
trollers rotate between posi-
tions throughout the day de-
pendent on position certifica-
tion.  
 
- What's the training pipeline 
for a controller like? Have 

KEWR controllers worked at less busy assignments before 
coming to Newark? 
The FAA does not have established “pipelines” for higher level 
facilities. However, we have not accepted new hires since 2009. 
Our new controllers are recruited from those previously certi-
fied at lower level facilities and have submitted a request to 
work at Newark Tower.  
 
- What's the most annoying thing (or maybe stressful thing) 
that helicopter pilots do when transitioning through your 
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airspace? 
The concerns are as follows: 
* Impatience – Pilots not waiting for an aircraft to finish re-
sponding to a transmission before chiming in. Tune in, listen, 
and talk. 
* Pilot not understanding that on certain flows, certain tours or 
routes may be unavailable due to conflicts near the airport. 
* Pilots not using call-signs when responding to air traffic con-
trol instructions. It is a requirement that all readbacks include 
the aircraft call-sign. 
* Pilots climbing higher to higher altitudes without authoriza-
tion (i.e for noise on the routes in and out of 65NJ).  
 
- What special considerations (or limitations) should heli-
copter pilots be aware of when you're doing the circling to 
29 procedure? 
When on the Stadium Visual Approach to RWY 29 (landing 
from the north to the south), the Bridge Route, in/out of 65NJ, 
will not be available unless there is an big enough arrival gap 
or a aircraft opt to land RWY 22L. Only the Holland Route 
should be planned and expected. Higher altitudes may also not 
be available due to the arrivals descending in that area. 
When on the GPS X RWY 29 (landing from the south to the 
north), the Bridge Route, again, will not be available for 65NJ. 
The Holland Route should be planned and expected as with the 
Stadium VisualApproach. We may require holding outside of 
the Class Bravo until north of the statue, for the arrivals de-
scending between 1500-1800 feet. A controller may opt not to 
permit aircraft into the Class Bravo until established north-
bound along the river and clear of any conflicts. 
Helicopters landing/departing EWR may be given “different” 
routes into the Class Bravo. This is done to avoid conflicts with 
the airport arrivals. The following can be expected, but may be 
amended. The instructions are based on the 
airport flow (Northeast or Southwest): 
* 280 RTE to LDJ RTE 
* Bayonne Piers then over the intersection 
of RWY 22L/29 
* From LDJ, Parkway North or LDJ RTE 
North and then Brewster Pad 
* From TEB, LDJ RTE south to downtown 
Newark and then Brewster Pad  
 
- Who controls that tiny cutout (1500 and 
below) in southern Manhattan? It's a strange bit of airspace 
sandwiched between the East River and Hudson, but south 
of LGA's 6.5 surface ring. Is that KEWR airspace? 
As discussed during the tour, that portion of Class E Airspace 
is retained by New York TRACON (N90). A pilot may operate 
in this area without having to communicate with ATC. Howev-
er, if we provide service in this area, we must coordinate with 
N90 since that is part of that facility’s delegated airspace, 
though it is not Bravo Airspace.  
 
- Roughly, where is the transition point(s) above the Hud-
son SFRA where KEWR ends and KLGA begins? (I'm 
guessing around JRA, but I don't know). 
EWR retains that portion of airspace from 1300 to 2000 feet up 
to the Lincoln Tunnel. The airspace north of the Lincoln Tunnel 
is delegated to LGA Tower.  
 
- Do you have a set time when 127.85 service ends, and eve-
rything is consolidated onto 118.3? 
Typically, that position will be combined at 2200 local. Low 
weather resulting in low traffic volume or reduced staffing may 
warrant the combining the position. However, one shouldn’t 
hesitate to request service on that frequency since we continu-

ously monitor all of our frequencies.  
 
- It's often too busy and fast paced for pilots to get ATIS 
prior to checking in for a TRANSITION. Is it required/
desired/not-that-important...to have ATIS when checking in 
for a transition? 
FAA Order 7110.65states, “Controllers must ensure that pilots 
receive the most current pertinent information.” Therefore, we 
must confirm receipt of the ATIS and subsequently ensure that 
any changes, pertinent to the operation, are distributed. We 
must also issue the current weather, runway in use, approach 
information, and pertinent NOTAMs to any pilot who is unable 
to receive the ATIS. Having the ATIS information will prepare 
crews what to expect based on our airport flow, such as with a 
RWY29 operation.  
 
- What are the most common errors you see helicopter pi-
lots making? What are the most common errors you see 
small fixed wing GA operators making? (I ask, because we 
operate at the same altitudes and air speeds they do).  
 
Helicopter: 
* Climbing on routes in/out of 65NJ without ATC permission. 
* Descending on photo flights near One World Trade without 
ATC permission. 
Fixed Wing: 
* Flying at 1299 without talking to ATC. Though this is legal, 
it's not in the best interest of safety and workload for both the 
pilots receiving ATC service and the controller providing that 
service. 
Both: 
* Not communicating intentions clearly. Pilots should advise of 
the full request (i.e. Circle the Statue at 1500, then Hudson 

River northbound, landing HPN). 
* Not having ATIS. 
* Poor radio skills/communication. The bet-
ter the communication, the better the ser-
vice.  
 
- It would be interesting to know how 
quickly/efficiently you can talk with other 
towers in the area...like KMMU, KCDW, 
KTEB. For example, when a helicopter 
lifts off from KMMU and is heading to-

wards KEWR along RT 24, do you know we are coming 
before we check in on the radio? Are comms between all the 
towers fairly frequent?  
We know relatively quickly when an aircraft is coming our way. 
A call-sign will flash on our RADAR scope; drawing attention 
to it. We have the instant ability to communicate MMU, CDW, 
TEB, LGA, JFK and vice versa. This inter-facility communica-
tion is accomplished several times during a shift based on 
weather and workload.  
 
- Have you ever had a fixed wing airliner do a "go around" 
when a helicopter was crossing the 22's or the 4's? I know 
"visual separation" is an important part of the transition, 
but do the jets have an initial restriction on their climb-out 
altitude during a go-around? I could see that being a chal-
lenge. Just curious. 
The tower controller (118.3) will issue instructions to provide 
the appropriate separation or the safest option based on the 
situation. The Class Bravo Airspace controller (127.85) will do 
the same.  
 
**Answers provided by Monica de Rojas, Support Specialist 
and James Lovett, Air Traffic Control Specialist, NATCA 
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By Jan Feighner 
 
     This month's guest columnist is Ms. Jan Feighner from 
the American Helicopter Museum in West Chester, PA.  If 
you have ever landed at Brandywine Airport (KOQN), 
you have probably seen their hard-to-miss V-22 Osprey 
on display.  The museum provides an excellent overview 
of the rotor-craft industry, and is a must-see attraction for 
any die hard aviation buff.  If you want to elevate your 
trade craft, inspire the young ones, or simply spend an 
enjoyable afternoon in the west Philadelphia area, you'll 
want to check out the American Helicopter Muse-
um.  Jan's article below is a nice "teaser" in advance of 
your visit. 
 
    The American Helicopter Museum & Education Center 
(AHMEC) in West Chester, PA, is the nation’s premier aviation 
museum devoted solely to rotary wing aviation. Established in 
1996, the unique nonprofit organization houses over 35 civilian 
and military helicopters, autogiros and convertiplanes, some of 
which are vintage copters and early machines developed by 
industry pioneers. It also boasts an extensive library and count-
less archives. 
     AHMEC began in 1993 as an initiative of the American Hel-
icopter Society – Philadelphia Chapter to commemorate the 
Delaware Valley’s many contributions to rotary wing aviation. 
With the late Peter Wright, founder of Keystone Helicopter 
Corporation in Coatesville, PA, at the helm a group of industry 
leaders and pioneers formed a fledgling museum that had at its 
core the goal to Preserve rotary-wing aviation history, Educate 
society on helicopters and their lifesaving missions and Inspire 
future generations, which it upholds to this day. 
     At the heart of AHMEC is its dedicated volunteer force – 
men and women from all walks of life with varied backgrounds 
who span generations from ages 26 to 96, some of whom are 
museum founders, pilots, Veterans and even young college 

students. They tirelessly collect and catalog numerous donated 
items, organize and maintain exhibits, perform much-needed 
repairs to the former airplane hangar that AHMEC calls home, 
conduct tours and give presentations, administratively support 
the small staff, participate in events and restore aircraft and 
artifacts. 
     One such volunteer is Doug Schaeffer who heads the Resto-
ration Division. His years with Reading Aviation doing metal 

and composite repairs on various aircraft led him to The Boeing 
Company and training composite fabricators for the V-22 Os-
prey. He has helped to restore several of the museum’s helicop-
ters from the smallest panel to a complete overhaul. 
     One of his first loves at AHMEC remains the all-composite, 
tandem Boeing 360 that rests on the museum’s front lawn. The 
Boeing Company donated it in 1999, but, due to unforeseen 
issues, the behemoth remained at the New Castle, DE, Airport 
until the museum was able to bring it home in 2006. Volunteers 
immediately set to work rescuing its former beauty. The 360 

was recently finished by West Chester’s Nu-Art 
Graphics that applied the registration numbers 
and aircraft identification decals. 
      “This project was especially near and dear to 
me because I came to the Museum in 2007, 
providing my extensive composite background 
with the helicopter’s restoration,” explained 
Schaeffer. “I was employed at Boeing during the 
construction of the 360. There is only one 360 in 
the world, which we now proudly display!” 
     The current restoration project entails a Sikor-
sky R-6 single rotor helicopter that’s about eight 
to 10 months from completion. The vintage 1945 
aircraft is AHMEC’s oldest helicopter. 
      “The Restoration Division’s charter is to 
bring life back to damaged, weathered or neglect-
ed rotorcraft,” continued Schaeffer. “We rebuild, 
replace, repaint as necessary and as closely to the 
original configuration as found in documents, 
drawings, and when available, assistance from 

(Continued on page 7) 
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the manufacturer. Our goal is limited to a finished aircraft that 
will be displayed as a static exhibit, not flight worthy.” 
     The majority of AHMEC’s exhibits are indoors and consist 
of a variety of media from audio and video to informational 
movies continuously playing in the state-of-the-art theatre. 
Youngsters enjoy an array of activities and toys in the kids’ 
Helipad play area. Outside are some of the museum’s largest 
copters, including one of the only V-22 Osprey Tiltrotors on 
display in the world. 
     The Bell-Boeing V-22 Osprey Tiltrotor Aircraft #3 arrived 
at AHMEC in March, 1997, as an extended loan from the Na-
tional Museum of the Marine Corps at Quantico, VA. It was the 
last flying Full Scale Development (FSD) V-22 and had been 
operated by the Integrated Test Team at the Naval Air Station 
Patuxent River, MD, accumulating more than 460 flight hours, 
until it was retired in 1997.  
      “The aircraft we have is the third of six FSD aircraft. It first 
flew on May 6, 1989, from the Bell Helicopter facility in Ar-
lington, TX,” said AHMEC co-founder, board member and 
volunteer, Derek Hart. “The fuselage was delivered from the 
Boeing facility in Ridley Park, PA, in January, 1989. Following 
extensive testing in TX it was flown to Pax River for extensive 
testing by the Marine Corps. My role on the V-22 started as the 
fuselage supervisor/project manager in 1984 and Boeing's Engi-
neering site manager in Arlington from November, 1987, and 
then at Wilmington, DE, until July, 1991.” 

     The V-22 is a multi-service, multi-mission vehicle which 
combines the vertical-lift capabilities of a helicopter and the 
high-speed characteristics of a turboprop airplane. In the heli-
copter mode, the V-22 can take off vertically, hover, fly for-
ward, sideward and backward, and carry sling loads weighing 
up to 15,000 pounds. In the turboprop airplane mode, the V-22 
has speed and range twice that of a helicopter; it can cruise at 
275 knots (317 mph) and achieve a top speed of 315 knots (363 
mph), and can carry 24 combat-equipped troops 1,100 nmi. 
      “Our Osprey is one of the first few V-22 aircraft produced, 
and as such it is a developmental aircraft, not a final production 
aircraft,” added Larry Barrett, AHMEC co-founder, charter 
member, and archives volunteer who retired from Boeing in 
1987, having worked on the original designs of the rotor sys-
tems of the CH-46 and CH-47. “It was a ‘Structural Demonstra-
tion’ aircraft, fully instrumented with strain gauges and other 
sensors to record significant data while the aircraft was put 
through maneuvers at the extremes of the design envelope. For 
this reason it was retired after testing was complete and not 
modified for production. 
      “Unlike the production aircraft, this V-22 differs slightly 
from today's production in that it has ejection seats for the pilot 
and co-pilot. It also is not equipped with the blade and wing 
folding modifications required for production use. It was the 
first V-22 to be on public display.” 

     Helicopter industry leaders like The Boeing Company, Si-
korsky Global Helicopters/Lockheed Martin, Leonardo/
AgustaWestland, Piasecki Aircraft Corporation and Bell Heli-
copter Textron Incorporated provide support to AHMEC in 
various ways. They offer educational grants, operational fund-
ing and provisions for restoration. Their generosity allows AH-
MEC to present programs like Science Saturdays, robotics and 
astronomy workshops, and Girls in Science and Technology 
(GIST) that teaches young women to succeed in STEM 
(science, technology, engineering and math) courses that define 
the future. They help bring the museum’s travelling helicopter, 
Stubby, a flightless Hughes 269A/TH55A Osage, to communi-
ties for better understanding of how vertical flight works.  
     AHMEC’s annual schedule is as diverse as its collection 
with activities like an Annual Gala Fundraiser in April, Father-
Fest on Father’s Day in June, Hops and Helicopters BrewFest 
in September and SantaFest in December. It also has several 
helicopter ride days throughout the year. See the website at 
www.americanhelicopter.museum for more information. 
     AHMEC has something for everyone from novices to expe-
rienced aviators. Seeing and hearing helicopters fly overhead is 
exciting, but, viewing them up close and touching them is 
something entirely different. Breathtaking and imposing, these 
engineering marvels that have performed so many different 
functions from saving lives to defending the country hold many 
secrets. Each has a story to tell. Visit the museum at 1220 
American Boulevard, West Chester, PA, and listen carefully – 
their histories come to life via AHMEC’s volunteers, staff and 
multimedia presentations, but, sometimes they speak for them-
selves. Just listen. 

http://www.americanhelicopter.museum


Fal l  2018  8 ERHC NEWS 

The following column is an “opinion piece,” and does not nec-
essarily reflect the views of the ERHC. 
 
     You may recall that earlier this summer, our treasurer, Rich 
Huggins, sent out an email to the entire membership which out-
lined the perilous financial situation the ERHC is facing.  He 
methodically explained the sources and implications of our 
looming deficits, and he asked every member to help devise a 

plan to get the ERHC on better financial foot-
ing.  I considered the problem closely, and 
promptly replied to Rich with a possible strat-
egy to overcome this problem.  Some time 
later, I decided that it might be worth convert-
ing the essence of that email into a newsletter 
article.  It's a vexing problem, but one I be-
lieve that we can overcome.  If you are a fan 
of the book (or podcast) "Freakonomics," 
then you may find this assessment compel-
ling. 

      The ERHC budget shortfall is a classic case of what econo-
mists call "The Free Rider" problem.  In a Free Rider situation, 
people (or companies) benefit from goods/services/protection 
but do not pay for them.  The complacency that Rich described 
in his email is due, in part, to the belief that "someone else" will 
pay for the advocacy that everybody benefits from.  If I believe 
my access to JRA/6N5/HTO will be preserved because other, 
wealthier organizations will fiercely advocate to preserve these 
freedoms, I may conclude that it is in my best interest to remain 
on the sidelines.   Further, if I believe that the "Daddy War-
bucks" flight department has more to lose than I do, I might 
conclude that they will devote the required resources and atten-
tion to avert the threat of landing and flight restrictions.   It's 
clearly in my self-interest to have Daddy Warbucks do the un-
pleasant work, and then accrue and enjoy the benefits free of 
cost. 
     The Free Rider problem is near omnipresent in any collec-
tive effort that stands to benefit many people/parties.  You see it 
all over the place in labor markets, publicly provided services, 
and the internet.  Wikipedia is a good example of the Free Rid-
er problem.  It's an open source platform available to anyone 
seeking quick reference, but it is only sustainable via dona-
tions.   Every year or so, a Wikipedia chyron appears that says 
(something to the effect of) "if everybody who uses Wikipedia 
donated $1 today, we could run Wikipedia free of charge for 10 
years."  Then, the option to donate appears with increments of 
$3, $5, $10, $20, etc.  Obviously, a minority of donors will end 
up funding the free rider.   
     To explain exactly how this problem could sink the helicop-
ter transport industry in the northeast, we can borrow elements 
from the classic (and thought provoking) "Prisoners' Dilemma" 
problem which has been posed in nearly every first year eco-
nomics, sociology, and psychology class at your typical over-
priced east coast liberal arts school.  The prisoner's dilemma 
goes like this:  Criminal A and Criminal B are arrested at the 
scene of a felony/crime.  The police don't have them dead-to-
rights, but there is a very strong circumstantial case against 
them.  If the police can yield a confession, a conviction is a 
certainty.  The first thing the police do is separate the prison-
ers.  If BOTH A and B confess, it's a slam dunk.  Each will go 
away for 5 years.  If NEITHER confesses, they'll each do 1 
year on a misdemeanor charge.  But if A confesses, and B stays 
silent, the police will reward A with a total walk (no prison 
time), while B will go away for 20 years.  (And, obviously, the 
reverse would be the case if B confesses).  

      The "dilemma" quickly becomes apparent.  Collectively, the 
best course of action is for BOTH of you to stay quiet (you'll 
each do a year), but if you stay quiet, and your partner-in-crime 
confesses, you're looking at 20 years.  Ouch.  You know your 
partner-in-crime is thinking the same thing, so your confession 
will most likely end up accompanying HIS confession, leading 
to a 5 year sentence.   Not surprisingly, the prisoners dilemma 
almost always ends with both criminals confessing...precisely at 
the expense of the collective good.  
     Here's the prisoners dilemma modified to fit the ERHC 
member's dilemma: 
     From a COLLECTIVE standpoint, it's best to aim for box 3: 
You pay, and everybody else pays. Chances of industry surviv-
al are 99%.  From a PERSONAL standpoint, it's best to be in 
box 1: You don't pay, and everybody else does, with a still 
healthy industry survival chance of 90%. 

The Problem of the “Free Rider” 

Andrew Dutton 
Newsletter 

 
Someone Else 

Pays 
Nobody Pays 

You 
Don’t 
Pay 

(You’re a 
Free  

Rider) 

1 
You feel like a 

shrewd business 
person. 

90%  

2 
You feel helpless 
as you watch your 
industry crumble. 

5% 

You Pay 

3 
You feel like a  

responsible, pro-
ductive contribu-

tor to the industry. 
99% 

 

4 
You feel like a 

schmuck. 
10% 

 % = Industry Chances of Survival 
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Don't Miss ERHC's Annual 'Red Carpet' Event! 
 

As this issue goes to press, the ERHC is gearing up for its big annual meeting which will take place  
September 14-15 at the Ocean Place Resort & Spa in Long Branch, NJ.  It promises to be a weekend  

that's equally informative and enjoyable; with a beach bonfire, golf outings, awards banquet, and  
informative presentations on major industry initiatives.  You'll definitely want to be in attendance to keep  
pace with the latest information regarding regional noise abatement, updated security procedures for the  

looming UN General Assembly, and manufacturer presentations.  It's also great opportunity to  
hobnob with industry "A-Listers," or to act like one!   

 
 
 
 

Annual Meeting 
Ocean Place Resort, Long Branch, NJ 

 
Friday, Sept 14:  

10am Golf Outing at Suneagles Golf Club 
6pm Bonfire on the Beach Meet & Greet 

 
Saturday, Sept 15:  

8:30am Business Meeting  
6:30pm Awards for Excellence Banquet 

     Here, too, the problem quickly becomes apparent.  If every-
body is aiming for box 1, then everybody is going to end up in 
box 2: You don't pay, and neither does anyone else.  Chances of 
industry survival drop to 5%. 
 
     Folks, that's where ERHC is right now. 
 
     So what are we to do in order to rid ourselves of this "free 
rider" problem?  Here is the solution I proposed to Rich Hug-
gins: 
      (1)  Go where the money is:  This industry has deep pock-
ets.  It's remarkable the ERHC even has this problem consider-
ing some of the expenditures our clients have made on rarely 
used luxuries.   The Chief Pilots and DO's for (several Part 91 
operations for high net worth individuals and corporations were 
cited in the letter) should be convened and briefed on this prob-
lem.  These aviation department leaders need to convey the 
danger of inaction, the tenuous future of JRA and 6N5, and the 
very real possibility that access to these heliports could cease 
with little or no notice.  The principals at these companies 
should be afforded the opportunity to step forward and make a 
one-time cash infusion to keep ERHC afloat in the short 
term.   If a principal steps up, it is CRUCIAL to follow-up with 
periodic success stories.  The worst course of action would be 
to accept the cash and then leave the principal wondering what 
benefits/victories were incurred.  Finally, REWARD and 
ACKNOWLEDGE those who stepped up.  It's possible that 
individuals won't want the recognition....but companies will.  If 
(several Fortune 500 companies cited in letter) step up to help, 
we should very publicly acknowledge their help and recognize 
them as an industry leader.   You can do this via the newsletter 
or awards presentations at quarterly meetings.  If the aviation 
leadership at these named organizations are hesitant or reluctant 

to take this urgent action, then you have to start questioning the 
viability of ERHC. 
      (2)  End (or limit) the ability to be a free rider:   ERHC 
needs to enter into an agreement with 6N5, JRA, and JRB to 
add a voluntary landing assessment on EVERY landing made at 
these heliports.  The assessment can be scaled to aircraft size 
and type, but it should be added as a line item to EVERY in-
voice.  It should be clearly labeled as VOLUNTARY.  6N5/
JRA/JRB will then track who pays, and who does not.  Yes, it 
adds some administrative burden to them.  However, this strate-
gy is protecting their future viability as well.   
      (3)  Shun the free rider:  The 3 heliports will collect data on 
who is paying, and who is not.  If a well known, local, and re-
peat user is blowing off the voluntary fees....SHUN 
THEM.  First, alert them privately that you have this damning 
information.  If the problem continues, call them out for it in a 
very public way. 
      (4)  Develop inter-company agreements to enforce compli-
ance:  Part 135 operators should develop a mandatory "industry 
protection" line item in their charter/fractional billing.  It could 
be per takeoff and landing, and the fee would be fixed 
ACROSS the industry.  Example:  AAG, Heliflight, HFS, Lib-
erty, etc all agree upon an ERHC industry protection charge 
levied on all clients.  If a client objects, moving to another com-
pany will make no difference.  The same charge will be billed 
no matter where they take their business.  I am not an anti-trust 
expert, so companies should consult their legal counsel to make 
sure no industry collusion laws are compromised. 
     As an advocacy group, we need to be outspoken on 
this.  PRAISE and ENCOURAGE the compliant.  SHUN and 
OSTRACIZE the free riders. 

ERHC Newsletter Chair 
(202) 431-8839 
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By Andrew Dutton 
hh65flier@hotmail.com 

 
     In pondering safety, and what concrete steps you 
can take to prevent accidents, it helps to take an un-
flinching look back at your own experiences.  If 
you've been involved in rotary wing aviation for 
more than 10-15 years, there must be a time or two 
when you have had to quickly intercede to prevent 
chain of errors from becoming something newswor-
thy.  Maybe an inexperienced lineman approaches 
your spinning rotors from the front as you are shut-
ting down; perhaps a dis-
embarking passenger un-
expectedly deploys an 
umbrella the moment she 
exits the aircraft;  or may-
be you have to execute a 
wave-off when a pack of 
feral dogs crosses the run-
way (thanks, Puerto Ri-
co!).   I've seen all of 
those things, and I've 
learned that some events 
are just plain hard to pre-
dict.  In the above exam-
ples, being ready for the 
unexpected is the best 
form of prevention. 
     But in making my 
OWN unflinching self-assessment of lessons learned 
from the past, I've also come realize that I've had 
some experiences (probably best described as 
"uncomfortable events") that might be attributed to 
habits born from a considerable time spent in a pre-
vious aircraft.   Case in point.  When I was a brand 
new S-76 SIC with only 1 week on the line, I was 
instructed by the PIC to remain spinning at idle 
while he went inside to wait for the passengers.  In 
the S-76, the pedals will slowly, almost impercepti-
bly, "drift" left for long periods at idle.  If left un-
checked, the collective will also slowly drift up to 
match the pedal position.  The way to counteract this 
drift, of course, is to keep your feet on the ped-
als.  Yet, I had just come from a community (Coast 
Guard MH65D) where we landed on ships that 
rocked, and rolled, and yawed, and buffeted in heavy 
seas.  One of the first "after landing checks" in the 
MH65 is to dis-engage the AFCS (Automatic Flight 
Control System), so that the helicopter doesn't com-

pensate for all the crazy pitch, roll, and yawing of 
our tiny Coast Guard cutters.  A Coast Guard pilot 
could advance and retard throttles all day without 
worrying about pedal and collective drift.  However, 
in the S-76, the equivalent of the AFCS are the 3 
"trim" (pitch, roll, yaw) switches on the center con-
sole paired with two autopilots, and these compo-
nents stay "on" at all times.  When an inbound air-
craft called to land  in the spot next to me, I dutifully 
(and slowly) advanced the throttles.  Even though 
my feet were on the pedals, I hadn't noticed the drift, 
and as the NR spooled up past 80%, I could sense the 

aircraft wanting to lurch 
upwards.  It was a very 
uncomfortable feeling, 
and I immediately went 
back to basics:  I pushed 
the collective down with 
deliberate authority.   Had 
someone been observing 
from outside, they would 
have seen a curious as-
cent, and sudden compres-
sion, on the struts; like 
one of those bouncing 
"low-rider" cars you see in 
Compton.  I haven't ever 
forgotten that moment, 
and I always say 
"collective at flat pitch" 

before advancing the throttles.   
     A well respected and highly admired colleague of 
mine also experienced an "uncomfortable 
event"  that could be attributed to an over reliance on 
experience and habits from a previous air-frame.  He 
flew a combat helicopter that had an "artificial feel" 
force trim push-button switch on the cyclic.   If you 
have ever been accused of being a "button masher," 
you may have one as well on your helicopter.  Un-
fortunately, the exact location of his force-trim but-
ton in his previous aircraft was the exact location of 
the float deploy switch on the S-76.  It's hard to 
break 6000 hours' worth of habit accumulated over 
29 years (the length of his military career), and he 
accidentally deployed the floats one afternoon at an 
area heliport some years ago.   The only injury was a 
bruised ego, and he quickly overcame that embar-
rassment to become one of the key leaders in his or-
ganization.  The company recognized the source of 

(Continued on page 11) 

SAFETY COLUMN:    

LIVE IN THE   NOW!  
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this habit, and wisely installed a spring loaded cover 
over the button.   
     Again, it was a failure to recognize and fully 
break free from the past that lead to the two incidents 
discussed above.  If you're still not convinced that 
"living in the past" is a disservice to you, consider 
these two anecdotes:  (a) you never want to be that 
guy (or gal) in a classroom training environment 
who constantly references the previous aircraft you 
flew.  Watch as the entire class rolls their eyes as 
you wow them yet again with Higgins-like tales of 
your time in the Kamov KA-20; and  (b) you don't 
want to make the same mistake I made 3 years ago 
when interviewing for a world-class pharmaceutical 
firm (not Merck...the other one).  The interview pro-
cess was going swimmingly.  I was on my "A" 
game: poised, conversant, and appropriately at 
ease.  Then the panel asked me to "draw and explain 
a system, any system!"   I paused momentarily, con-
templating which of the S-76 systems I was best ac-
quainted with.  As a newly minted Captain, I was 
familiar with the basics of each major system, but 
my level of understanding could not be described as 
"expert."  A panel member must have noted my hesi-
tance, and he said, "Any system...from any aircraft 
you have flown!"  I took the bait a little too quickly, 
and jumped right back into my comfort zone: The 
Coast Guard MH-65.  With the wisdom that comes 
from hindsight, it only occurred to me later that 
"grabbing the lifeline" of a familiar aircraft, as op-
posed to showing knowledge of my current aircraft, 

was probably a fatal error.   
     Finally, if you are in a leadership position, recog-
nize that your many years of flying afford you envia-
ble credibility...but also understand that you walk a 
fine line between drawing upon the general wisdom 
of your experience with the liability of relying on the 
distant past as your default starting point for any 
analysis.  Stated another way, if you have been in the 
business for 30 years, and you find yourself saying 
things like "we used to do that all the time," "you'll 
get used to this schedule; it worked great in my old 
(and completely different) organization," or "those 
new FAA recommendations are just guidelines; they 
don't really apply to us," then your over-reliance on 
the past is preventing you from implementing for-
ward looking initiatives.  Rotary wing aviation is not 
static.  It's an ever evolving, dynamic industry that 
requires constant attention, inspired creativity, and a 
general curiosity.  If you are a leader within your or-
ganization, you can boost your credibility and earn 
the respect of your subordinates by staying current 
with (and just as importantly, communicating to your 
subordinates) the latest industry and regulatory 
trends that affect your company/organization.   Your 
experience is an important component, but only to 
the extent that it augments and compliments your 
continuing quest for newly acquired knowledge.  
     Invoking the words of Garth from Wayne's 
World, it really is best to "live in the NOW!"  The 
past is rich with lessons learned, judgment refined, 
and temperament evened, but it should never serve 
as a crutch.   

(Continued from page 10) 

Have you signed up for the member side of the website and email blasts, yet you still have not received our 
updates? Be sure to add ERHC-MailBot@ERHC.ORG to your Safe Senders and Contact lists to prevent the 

email blasts from going into your Junk Mail folder. 

Discuss! 
 
 
By Andrew Dutton 
hh65flier@hotmail.com 
 
"Discuss!" is a new feature where we will pose a dilem-
ma, conundrum, or other puzzling bit of information that 
you may have overlooked during the course of your ca-
reer.  The purpose is to get you talking among your peers 
and colleagues about the matter at hand, and provoke you 
to learn or discover something you may not have known 
heretofore!  Then, after what we hope are many animated 
debates that have occurred, we will publish our findings 
in the next newsletter.  This issue's conundrum: 
 
 

"Can I accept a SID or ODP that requires a climb gra-
dient that I can easily accomplish with two engines, but 
could not accomplish with one engine inoperative?" 
 
For example, the note in the RUUDY SIX departure pro-
cedure (coming off Teterboro) specifies you must be able 
to climb 500 feet per nautical mile until reaching 520 
MSL.  Without a doubt, that requirement applies to your 
fully functional, "all engines operating" helicopter.  But 
does the requirement still apply if you lose an engine?  If 
not, do you think an OEI malfunction constitutes an 
emergency situation that would allow you to "deviate 
from prescribed operations procedures and methods, 
weather minimums, and (normal procedures), to the ex-
tent required in the interests of safety?" (FAR 135.19b). 
 
Discuss! 
(spirited replies welcome) 


