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Chairman’s Letter 
     Hello everyone!  This is the first message I am writing 
as the newly elected Chairperson of the ERHC.  When I 
was elected into this position after the September ERHC 

Annual Meeting, I sent out an introduc-
tion letter email blast to all.  If you did 
not receive it (or read it; ha), just a short 
recap of who I am.  I have flown helicop-
ters since the 80’s starting as an ag pilot 
and working my way up to the corporate 
world.  I now fly for an individual owner 
both Part 91 and Part 135.  I look forward 
to working with the ERHC membership 
on all of the issues that are presenting 

themselves today.  Lastly, I again wish to thank our recent 
ERHC Chair’s Mike Philbin and Jeff Smith.  Together 
they have served the membership for over nine years.  
Their dedication to the membership is one I can only hope 
to match.  I will look to them both for guidance and ad-
vice when needed.  I also wish to thank Lauren Pulsinelli, 
our Administrative Director for all her help with getting 
me up to speed, as well as all the work she does to keep 

our organization running.  Lauren is the true master of the 
ERHC. 
     I also mentioned in my introductory letter that the 
ERHC would provide the membership with a more trans-
parent operation, so that all have access to what issues we 
feel are important, as well as financial transparency that 
shows where the money you provide goes.  We are work-
ing on a new website that will hopefully be up and run-
ning soon that will be more user friendly, and definitely 
more current, that will provide real time information.  
Tom McCormick, our new Vice-Chair has taken the lead 
on this.  If there is anyone out there whom has web crea-
tion and/or the ability to be webmaster for the ERHC, we 
would love to hear from you.  Contact anyone on the 
board or Lauren Pulsinelli, ERHC Administrative Direc-
tor (admin@erhc.org).  Thanks for your patience. 
     Being this is my first message, I have been trying to 
come up with a topic that is relevant and can stand the lag 
between writing and publication.  I could update you on 
all issues facing our community, but I’m sure everyone is 

(Continued on page 2) 

Rich Huggins 
Chairman 

     On November 13th, 14th, and 15th the FAA held public 
meetings to solicit feedback concerning the New York 
North Shore Helicopter Rule. These meetings were held 
in response to Section 182 of the FAA Reauthorization 
Act of 2018. The Rule requires civil helicopter pilots op-

erating under Visu-
al Flight Rules, 
whose route of 
flight takes them 
over the north shore 
of Long Island be-
tween the Visual 
Point Lloyd Harbor 
(VPLYD) waypoint 
and Orient Point 

(VPOLT), to use the North Shore 
Helicopter Route. 
     The meetings used a workshop 
format, where the FAA had four 
stations covering the relevant aspects of the North Shore 
Helicopter Rule. FAA subject matter experts who were 

able to answer questions regarding the topic staffed each 
station. Additionally, there was a final station where the 
public could submit a written statement for the record. 
The FAA did not make any formal presentations during 
the workshop, per se, but were available to discuss the 

elements of the rule at length with 
all those in attendance 
     The meetings were held at Cradle 
of Aviation Museum in Garden City 
Long Island, NY on the 13th, River-
head Middle School, Riverhead, NY 
on the 14th, and Vaughn College, 
Flushing, NY on the 15th. The work-
shop format did a great job allowing 
people to gain a better appreciation 
of the real world impact of the 
North Shore Helicopter Rule by il-
lustrating the routes and radar track 
information in a manner that was 

informative and easy to understand.  
(Continued on page 3) 

North Shore Helicopter Routing Up for Review/Extension 

Tom McCormick 
ERHC Vice Chair 
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well aware of most ad nauseum.  Then, last night I got a 
phone call that provided me with a topic that I know we 
all deal with on a daily basis, pressure.   
     Everyone in our industry from dispatchers, schedulers, 
maintenance, pilots, etc. face pressure and demands on a 
daily basis.  The people we fly and also work for, have 
very high expectations, and almost demand that we com-
plete the mission or tasks given 
to us.  Weather, maintenance, 
conflicts, etc., are not items that 
they necessarily want to hear 
about, just can we do it.  As you 
can see, we as a group have to 
deal with this pressure to come 
up with a plan to accomplish 
these tasks.  Ex: “I know there is 
a voluntary curfew at East 
Hampton, but others disregard it, 
why can’t we?”.  How would you 
answer this valid question?  
Those in the charter industry, if 
they abide by this, will lose reve-
nue, and after all, it is “voluntary”, is the argument we 
will hear.  Part 91 may have an easier solution, since rev-
enue is not involved.  I would hope that collectively as an 
industry we would try to emphasize adherence to this cur-
few which would keep our industry on the right side of an 
issue that when disregarded, only creates problems for the 
helicopter industry in this constant struggle to convince 
our detractors that we are abiding by the “rules”, whether 
mandatory or voluntary. 
     I would say that most likely weather is the most con-
stant form of pressure (no pun intended) that our industry 
has to deal with.  Almost all flight operations have VFR/
IFR weather minimums and criteria that they profess to 
follow.  Do they?  How many times do we bend these 
criteria to accomplish the task?  IFR may be appropriate, 
but it takes longer, causes delay, loses revenue, etc.  I 
think that we all have seen many in our industry bowing 
to this pressure and flying in conditions that are down-
right dangerous. I have seen it all out at East Hampton, 
floatplanes coming in VFR when the ceiling is 200 feet 
(or less), helicopters also.  As a mission accomplishment 
industry, we sometimes convince ourselves that this prac-
tice is okay, and because of our familiarity combined with 
our “superior” aviation abilities, that breaking minimums 
is okay, perhaps this one time.  Then one time leads to 
two, then all of a sudden it is an SOP.  So now this pres-
sure becomes a safety issue.  I have had to answer to why 
we weren’t flying VFR when others are?  I am sure most 
of us have.  How do you handle this pressure?  The easy 
answer is go, to avoid the pressure from above, but in this 
case you may be throwing yourself into the mix with oth-
ers whom have decided this type of SOP is also okay, 
after all “when is the last time something bad happened”?  
The truth of the matter is that one is on the edge of disas-
ter when following the urge to bow to this pressure to ac-
complish their task with non-standard methodology. Life, 
limb and property are at grave risk. 
     There are many other “pressure” examples I could il-

lustrate, but I think everyone can get my point here.  We 
need to be able to handle pressure intelligently.  Everyone 
needs to think it through before bowing to pressure, either 
real or self-induced.  I believe safety should be the num-
ber one factor in decision making.  Sometimes, myself 
included, we bow to pressure, and come home thinking 
“man that was close, I won’t do that again”, and yet, we 
do it again…why do we continually succumb to this 

thinking,  
     I am asking everyone to make 
a personal commitment to review 
their personal SOP’s and then 
open a dialogue with your peers, 
both in and out of your organiza-
tion, as well as your superiors in 
your organization.  A good hon-
est conversation should never be 
one that is frowned upon.  If all 
in our industry try to work to-
wards safety and SOP’s that are 
standard, then, I believe, some of 
the pressure may be relieved. 
     Thank you all for your sup-

port and guidance.  Again, please contact me at any time 
with questions, concerns and most importantly, advice.  I 
am surrounded by brilliant minds and need to tap into it 
so as to do the best job I can as Chair of the ERHC. 

(Continued from page 1) 
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     The final station at each event provided information 
for public comment concerning the Rule. More specifical-
ly, a questionnaire was presented that asked 1. Did the 
implementation of the Rule result in more or less helicop-
ter noise in your community compared to levels you ex-
perienced prior to implementation of the Rule. 2. Are hel-
icopter operators adhering to the Rule? 3. Are there alter-
native or supplemental routes you believe will reduce the 
noise without jeopardizing the safe operation of the air-
craft? 4. Should the Rule be extended, modified, or al-
lowed to expire in 2020? 
     The public comment period closed January 1, 2019 
(before the issue went to press).  However, the status of 
this proposed rule can be found at www.regulations.gov 
under Docket# FAA-2018-0954.   ERHC will be follow-
ing this issue closely, and we will continue to urge our 
membership to mobilize if we see regulatory trends that 
affect your ability to fly the most efficient routes and en-
gage in commerce.     

(Continued from page 1) 

     Given the level of attention directed toward the finan-
cial condition of the ERHC in recent months, we plan to 
include a financial update for our membership in each 
quarterly newsletter.  

     As we approach the close of the year, 
as a result of record sponsorship of and 
attendance at our Annual Meeting at 
Long Branch, NJ in September, we have 
adequate cash reserves to ensure the via-
bility of the ERHC through the annual 
dues collection cycle in the first quarter 
of 2019. Timely processing of the dues 
invoice you will receive in January will 
go a long way to ensure that the services 
the Council offers will continue uninter-

rupted.   
     Over the past several months, much has been written 
and discussed regarding the 2019 dues increase. As in-
coming Treasurer, let me assure you that the magnitude of 

the increase is absolutely necessary to ensure the financial 
viability of the Council. As an ERHC board member for 
the last 5 years, I have come to appreciate the many chal-
lenges facing the helicopter industry and have become 
acutely aware of the necessity of the role that the Council 
plays. Your continued financial support is greatly appreci-
ated and absolutely necessary.  
     If at any time, you have a question, comment or sug-
gestion regarding the financial management or the organi-
zation, feel free to contact me at your convenience.   

ERHC Treasurer’s Report 

Kurt Carlson 
Treasurer 

http://www.regulations.gov


     When the film "Flight" came out in 2012, I waited for 
it hit RedBox or Netflix before seeing it.  The idea of roll-
ing an MD-80 (or was that a DC-9?) inverted in order to 
arrest an uncontrolled decent, and then continuing to hold 
that attitude all the way to the deck for a semi-controlled 

crash, seemed silly and 
preposterous.  When I 
finally did see the film, 
the absurdity of the 
over-the-top "heroic" 
crash sequence in the 
beginning of the film 
actually paled in com-
parison to the incredi-
bly reckless and self 

destructive behavior of Denzel Wash-
ington's character. I recall talking to 
another pilot at my company, asking if 
he had seen the film.  He had, and both of us agreed the 
protagonist's drug and alcohol abuse was repulsive, and 
merited zero sympathy.  The absence of a sympathetic 
character doomed the film for me. "Flight" tried to serve 
up a moral dilemma (could the heroic actions of a skilled 
and brave pilot offset the flaws of a heavy substance 
abuser?), but failed because the quandary was rendered 
moot by a pilot who should never have been at the con-
trols in the first place. 
     Pilots hold safety sensitive positions, and are appropri-
ately held to very rigid standards for behavior.  Each one 
of us is (or dam# well should be) acutely aware that our 
reputations and livelihoods are on the line anytime we 
choose to consume alcohol and then operate an automo-
bile a short time later.   Pilots who ignore this reality, or 
decide to take a gamble, are tempting fate.   If you are 
foolish enough to drink, drive, and put your career at risk, 
you'll get little sympathy from me.  However, if you find 
yourself subjected to a traffic stop where you might be 
subject to a finding of DUI or DWI, you need to protect 
yourself.  And by "protect yourself," I don't mean using 
legal trickery to obfuscate the law or "get away" with 
dumb behavior.  By "protect yourself," I mean you should 
not foolishly subject yourself to extra punishment and 
expense that might not have been meant for you in the 
first place.   
     Case in point.  You've been drinking at some im-
promptu event, and now you're on your way home.  You 
get pulled over, and you're thinking, "Oh, God.  I'm not 
inebriated, but I'm tipsy.  I might be near the legal limit 
for my state.  I just don't know."  So you decide the best 
strategy might be to refuse a breathalyzer.  This is proba-
bly the most foolish course of action for you to take in 
this situation.  Refusing a breath test pretty 
much guarantees legal headaches and obstacles if you 
want to retain your driving privileges.   In New Jersey, 
your problems are guaranteed to start at a BAC 

of .08%.  Fines and jail time get even uglier at or above a 
BAC of .10%.    If you refuse a breathalyzer test in New 
Jersey, the state essentially says, "Great!  No problem, 
we're just going to award you with the same punishments 
and expenses that you would get if you tested out at a 

BAC of .10% or higher!"  In other 
words, the state assumes the worst in 
you. 
     But your situation may be even more 
dire if you hope to keep your aviation 
medical.   The FAA will treat a breath 
test refusal the same as it would a con-
firmed result of .15%!  Yikes. At a BAC 
of .15%, all sorts of oversight, hurdles, 
tests, evaluations, substance abuse 
screenings, mandatory support group 
meetings, and psychological consults 
will become your new existence.   The 

program that mandates this oversight is called 
"HIMS" (Human Intervention Motivation Study).  HIMS 
is the FAA approved method for managing pilots with 
substance abuse problems.  The goal of HIMS is to treat, 
and ultimately return (if possible) pilots to a flying sta-
tus.  HIMS will intervene for any report of DUI/DWI, 

(Continued on page 9) 
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Don’t Be This Guy  
...and other salient advice concerning DUI/DWI 

Andrew Dutton 
Newsletter 



     What does a trip sheet, a smart phone, a tablet and a Blue 
Tooth paired headset have in common? Writing, texting or 
talking has never flown a helicopter. This concept was made 
real to me years ago when I was backing out of 6N5 on a 95-
degree day near max gross weight. As I began the transition 

to forward flight and needed the pilot not 
flying to be monitoring the departure and 
making callouts, the other pilot felt it more 
important to make timely entries on the trip 
sheet. After we were in cruise happily on 
our way to HTO I asked the SIC if this was 
not a better time to attend to duties not di-
rectly involved with the safe operation of 
the helicopter? Several months later I was 
taxiing onto a very busy and crowded FBO 
ramp. As I was passing between two jets 

the SIC reached for the trip sheet to make a notation. I came 
to an abrupt stop and he said “what’s wrong?” I told him that 
nothing he was writing could be more important than help-
ing to prevent contact with another aircraft or a fuel truck. 
These incidents are examples of 
“low tech” distractions that can 
easily be corrected with SOP’s 
and training.  
     In our present-day cockpit’s, 
we have even more insidious 
distractions in the form of per-
sonal electronic devices such as 
smart phones and tablets. These 
are culturally based distractions 
that can even be described as 
addictions. Just take a moment 
and consider how much of our 
day is taken up by “screen time” 
How many people we pass on 
the street in a “heads down” posture. For some, these dis-
tractions prompt a Pavlovian response to the electronic stim-
uli that becomes reflexive. If a busy street is no place for 
“heads down” a crowded VFR corridor or route is certainly 
not either. We live in a world where electronic distractions 
are growing exponentially and are all around us throughout 
the day. For many of us electronic flight bags and flight 
planning applications such as Foreflight have become com-
mon place and indispensable. As with most good things, too 
much of a good thing can lead to problems. The time to fa-
miliarize yourself and to “play” with these devices is on the 
ground or in cruise when not the pilot flying. The simple fact 
is that non-aviation habits and norms have crept into our 
cockpits and it incumbent upon us to recognize and mitigate 
these effects before an accident rather than after. 
     In research conducted by NASA on flight crew distrac-
tions. They have determined that pilots are vulnerable to 
errors and omissions when they attempt to multi-task. Cog-
nitive research indicates that pilots are able to execute two 
tasks simultaneously only in limited circumstances, even if 
they can easily perform each task separately. Composing a 
text is an example of a task that requires active conscious 
processing and requires more than reflexive action or muscle 
memory. Flying a helicopter or driving a car is a largely au-
tomatic act. Our brains can handle either act singularly. Mix-
ing an automatic act such as flying or driving with an active 

act such as texting will pose a challenge to the individual 
and in many cases results in a degradation of performance.  
     The National Safety Council reports that cellphone use 
while driving leads to 1.6 million accidents each year. Tex-
ting while driving is estimated to cause 390,000 injuries 
each year. Currently 25% of automobile accidents are 
caused by texting while driving. Some studies suggest that 
texting while driving can be three to four more times as haz-
ardous than driving under the influence of alcohol. A well-
functioning SMS (Safety Management System) allows us to 
be proactive and even predictive with regard to threats and 
hazards. If we do not translate this data into aviation opera-
tions we do so at our own peril.  
 
     Distractions to maintenance and ground operations can be 
just as hazardous as operational distractions. Do you really 
want an aircraft technician performing a critical maintenance 
procedure to be distracted by a phone call or text? Do you 
want a line service person to be checking a tweet while fuel-
ing your aircraft? A few years ago, I was wing walking a 

helicopter from the hangar to the 
ramp in preparation for the days 
flying. To save time I called the 
FBO to order fuel while I was 
supposed to be paying attention 
to the blade tips clearance with 
other aircraft and the hangar 
door. After barely clearing the 
hangar door I realized that my 
full attention was not where it 
belonged, with the task at hand. 
The fuel call could have certainly 
waited for the two minutes it took 
to safely tow the helicopter to the 
ramp. Some operations have gone 

so far as to make the hangar deck a “no phone” zone unless 
the phone is required to photograph a part or communicate 
regarding a maintenance action. 
     Two basic principles of an effective SMS are the identifi-
cation of hazards and mitigating them once identified.  I 
think we can all agree that there is a time and place for writ-
ing, talking and texting. Our challenge is to identify the 
phases of flight and ground operations where distractions 
must be mitigated. We must develop common sense policies 
and strategies to combat distraction. Some operators forbid 
the use of phones during any phase of flight. Others only 
allow their use during cruise, and in two pilot operations 
making sure someone is always “outside”. 
     Hazards often cannot be eliminated but they sure can be 
mitigated. In addressing this problem I’m a realist. In our 
business timely communications with those we support and 
those that dispatch us are vital and cannot be dismissed. 
However, there is a great deal of room to apply some best 
practices. The next time you feel the urge to write, talk or 
text, ask yourself “is this the appropriate time and place for 
it”? If not just wait a few minutes until the distraction has a 
minimal impact on the safety of the flight or ground opera-
tion.  
 
Fly Smart. Fly Safe. 
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Managing Distractions in Aviation 

Glenn Daley 
Safety 

“We live in a world where 

electronic distractions are 

growing exponentially  

and are all around us through-

out the day.” 
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THANK YOU TO ALL OF OUR WONDERFUL SPONSORS! 
 

PLATINUM SPONSORS 

LEONARDO HELICOPTERS  CAE Simuflite 

Helicopter Association International (HAI)*  FlightSafety International 

 
GOLD SPONSORS 

Associated Aircraft Group  ●   HeliFlite Shares  ●   NYONair 
Sikorsky, a Lockheed Martin Company  ●   Sound Aircraft Services Inc. 

 
SILVER SPONSORS 

AirBus Helicopters Inc  ●   Atlantic Aviation Metroport  ●   EJM - Suffolk Construction*  ●   Fly Blade, Inc. 
Genesys Aerosystems  ●   Jet Support Services 

 
BRONZE SPONSORS 

Analar Corporation  ●   ForeFlight*  ●  Helo Holdings, Inc.  ●   Hover-Views Unlimited, Inc.  ●  Mecaer Aviation Group*  

Saker Aviation  ●   Sterling Helicopters    ●   Universal Weather and Aviation, Inc. 
 

SPONSORS 
Air Pegasus  ●  Bell Helicopter  ●   Corporate Service Supply & Mfg. Inc.*  ●   Exelon Corporation* 

Lima Corporation*  ●   United Technologies Corp 

2018 ANNUAL MEETING 
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A special congratulations to those 
who won the Training Classes at the 
Awards for Excellence Banquet: Neal 
Humphries (pictured) won the 
AW139 Initial Type Rating (donated 
by Leonardo Helicopters & Rotor-
Sim); Justin Bosko  won the S76 
Driver Initial or Recurrent Course 
(donated by CAE Simuflite); and 
Kathy Humphries won the Helicopter 
Instrument Refresher (donated by 
FlightSafety). 
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Attention: Chief Pilot and/or Director of Flight Operations 
 

MAKE 2019 YOUR YEAR OF ADDED SAFETY TO YOUR OPERATIONS AND WITH MORE  
ACCURATE BRIEFINGS, YOUR OPERATIONS WILL BE MORE EFFICIENT  

WHICH IMPROVES YOUR BOTTOM LINE. 

 
We are proud members of the Eastern Region Helicopter Council. 

 
We would like to provide you and/or your flight department with our aviation weather services. Whether 
you are a one-person operation or a crew of 50, we can provide our service to you with our specializing 
in rotary and local/regional fixed wing operations in this area. That is, we are based at KTEB and spe-
cialize in the needs of rotary and fixed wing for flights…within a mainly 150 mile radius of New York City 
in the NYC metro area as well as Long Island, New York State, Connecticut and PA. and other nearby 
areas. Our service consists of (but not limited to):  

1) Weather briefings by phone or in person at our 90 Moonachie Ave (KTEB) location 

2) Customized online website updates (also emailed) 7:15AM & 1:15PM  

3) Emailed updates directly to your pilots and flight dispatch “between” and after online updates, in 
case our earlier custom made TAFS changed. 

Our prices are competitive. Call me to discuss your aviation department needs, …number of aircraft and 
rotary pilots and I can give you a price quote.  Add safety to your operations, and save money...  
using our service will allow for better planning.  And don’t let the boss wait for IFR to become 
VFR!!! Heli or limo?  We will help you out with that, for sure.  

Please call or email; 201-288-1824 or dan@nationalweatherstation.com .  

 
 

One of our letters of recommendations: 
 
To Whom It May Concern:       Nov 12, 2018 
 
     We have been customers of National Weather Forecasting for nearly six months. We could not be 
happier with their service. Dan and his team tailor their weather solutions to our flight department 
based upon our schedule. No mission is too early or too late for National Weather Forecasting to 
cover with an experienced local forecaster. 
     National Weather Forecasting uses a multifaceted approach (phone, email and web portal) to dis-
seminate their forecasts. Not only is a forecaster always available, but timely emails and web posting 
are published at the times most convenient to our flight department. 
     Having a local and knowledgeable weather forecaster at off peak (nights and weekends) is para-
mount to the success of our flight department. We would not be able to consistently make the tough 
weather decisions without the precision forecasts we have received with Dan and his team. 
     Please feel free to direct any questions to me at your earliest convenience. 
 
 
 
       Scott Tedder 
       Helicopter Chief Pilot 
       Starr Equipment Corporation 

Starr Equipment Corporation 
900 Great Meadow Road 

Stratford ,CT 06615 

mailto:dan@nationalweatherstation.com
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     Have you ever descended into your own down-wash?   I 
have...just once, and it was an intensely anxious moment for me 
and the PIC.  My "significant emotional event" happened on the 
Oregon coast in the mid 1990's.  We were hoisting up a fa-
tigued, hypothermic person who had just been washed off a 

rocky ledge by a rogue ocean wave some 20 
minutes earlier.  The Coast Guard HH65A 
Dolphin of that era had ridiculously under 
powered engines.  In layman's terms, the LTS
-101 engine installed on the Dolphin was 
analogous to sticking a Volkswagen Beetle 
motor on a Ford F-150.   A fellow 65 driver, 
Tom McCormick, had an amusing expression 
which summed it up nicely:  "We were 
weight limited until we were fuel critical."   
     It was under these constraints we found 

ourselves when our 150-foot hover suddenly decayed into a 50-
foot air taxi in a matter of seconds...probably 4 or less.  Our 
dire situation wasn't the result of poor performance plan-
ning.  We were managing a life 
and death situation (for the per-
son in the water), and had di-
verted on short notice from 
some other mission.  With about 
a 70% fuel load, we worked 
within the constraints we were 
dealt.   We had calculated our 
out-of-ground-effect hover pow-
er required (HOGE) to be 
roughly 88%.  Not a huge mar-
gin, but certainly acceptable for 
a search and rescue case.  Initial 
out-of-ground hover readings 
confirmed our estimate: the 
torque measurements (which at 
that time looked like a graphic 
equalizer on a 1980's stereo 
receiver) flickered between 85 
and 90%.  We initiated a procedure called "rescue check, part 
one," and the evolution was underway.   In a matter of 2-3 
minutes, our survivor and rescue swimmer were "on the 
hook," being hoisted up into the cabin.   In a few more seconds, 
once we were sure the swimmer and survivor were well clear of 
the water and waves, we would initiate a slight left pedal turn to 
face the open ocean, and begin a forward transition to get some 
airspeed.   It was during this precarious delay that we heard our 
RADALT horns blaring, and the stomach churning feeling of 
seeing the ocean surface rapidly rise up before us.  Our hoist 
mechanic was yelling over the ICS for us to "pull up, pull up!" 
and both of us up-front pulled an armload of collective, which 
created a Christmas tree like display of green, yellow, and red 
lights on the instrument panel.   We dumped the nose somewhat 
in order to get into clean air, but a textbook recovery (reduce 
collective, forward cyclic, get into clean air) was hamstrung 
somewhat by the fact we had 2 people attached to us on a ca-
ble.   
     We realized later that while we had adequate power for a 
HOGE (in still air), we had probably been hit with some signifi-
cant downward drafts that resulted from an off-shore breeze 
coming over the top of a cliff and rushing down towards the 
ocean.   Because of the sudden onset, I'm pretty certain we en-

tered Vortex Ring State...which was compounded by a signifi-
cant down-draft.   
     Fortunately, the 135/91 flying we do in the northeast gener-
ally doesn't expose us to Vortex Ring State (sometimes called a 
“settling with power"...but there apparently is a naming contro-
versy here, so we will just stick with VRS).   It's possible our 
news gathering friends could experience this, but they usually 
conduct their business at an altitude high enough for a standard 
recovery.  The police, EMS, and utility inspection members 
among us might be the most vulnerable to low altitude VRS, so 
it may interest them to hear about a "new" (which really means 
"new to me") recovery technique worth considering.  It's called 
"The Vuichard Recovery," and I have taken the liberty of pull-
ing the following information directly from The United States 
Helicopter Safety Team Bulletin (not dated, but titled “The 
Vuichard Recovery) which describes the technique in detail. 
     The Vuichard Recovery actually uses the upward flowing 
portion of the vortex to assist in the recovery. In aircraft with a 
counterclockwise rotation begin the recovery by increasing the 

collective to climb power, keep-
ing the nose straight with left 
pedal. Simultaneously apply 
right cyclic (10° to 20° bank 
angle).  
     The combination of thrust 
from the tail rotor and the shal-
low right bank produces lateral 
aircraft movement to the right. 
Once the advancing blade (right 
side) reaches the upward flow-
ing portion of the vortex the 
recovery will be complete (In 
helicopters with a clockwise 
rotation the cyclic and pedal 
inputs are the opposite: left cy-
clic and right pedal.). A com-
mon student error is not coordi-
nating enough left pedal with the 

increase in collective, allowing the nose to yaw to the right. 
Remember, it’s the tail rotor thrust that helps move the helicop-
ter to the right enabling the recovery so the left pedal is essen-
tial. It may be easier for pilots to initially break the procedure 
down into two steps. First, apply the right cyclic to establish a 
10° ‐ 20° bank angle, then increase the collective to climb pow-
er coordinated with left pedal. Once the two‐step process is 
mastered, it’s quite easy to then progress to smooth, simultane-
ous control inputs.  
     The Vuichard Recovery procedure (aircraft with counter-
clockwise rotation): 
Increase collective to take off power and left pedal to maintain 
heading.  
Simultaneously apply right cyclic (10° to 20° bank) to get lat-
eral movement.  
As soon the advancing rotor blade reaches the upward flow of 
the vortex, the recovery is completed. Average loss of altitude 
is 20‐50 ft depending on the duration of the recovery maneuver.  
     Conclusion:  The Vuichard Recovery offers a significant 
improvement over the traditional recovery technique and can 
greatly improve the safety of operations close to the vortex ring 
boundaries. Instruction should begin at the student pilot level to 

(Continued on page 9) 

The Vuichard Recovery Technique 
(A possible alternative to recover from Vortex Ring State) 
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however the hurdles and medical oversight jump signifi-
cantly once you cross the .15% BAC threshold.  
     So, back to the case at hand.  You're pulled over, feel-
ing tipsy, and pondering your best strategy.  If you hap-
pen to be at a BAC of .09%, but refuse the breathalyzer in 
hopes of infusing some ambiguity into your case, you've 
just handed the state a guaranteed equivalent for .10% or 
higher, and you've handed the FAA grounds for treating 
you as though you tested for a BAC of .15%.  Your stra-
tegic blunder has exponentially complicated your life, 
boosted your expenses, and threatened your career.   
     Has this actually happened?  Yes.  There are several 
documented cases of this having happened in our region, 
and the pilots are digging their way out of a complicated 
situation that probably would not have required as much 
intervention as they are now facing.  Bottom line:  there's 
nothing to lose by submitting to a breathalyzer test: any 
effect can only be neutral or beneficial. 
 

     Some notes about your responsibilities following a 
DUI/DWI arrest:  Under 14 CFR 61.15, all pilots must 
send a Notification Letter (PDF) to FAA’s Security and 
Hazardous Materials Safety Office (AXE-700) within 60 
calendar days of the effective date of an alcohol and/or 
drug related conviction or administrative action.   Each 
event, conviction, or administrative action, requires a 
separate Notification Letter. For example, an airman’s 
driver license may be suspended at the time of arrest for 
driving under the influence of alcohol for either: 
• Failing a blood/breath test 
• Refusing to test 
 
     The airman must send a Notification Letter for the sus-
pension, then send a second Notification Letter if the al-
cohol and/or drug related offense results in a conviction. 
Even though the airman sent two notification letters, FAA 
views the suspension and conviction as one alcohol and/
or drug related incident. 

(Continued from page 4) 

build an instinctive, intuitive reaction and continue throughout 
one’s training. It is important for the FAA to include a specific 
discussion of the Vuichard Recovery in the Helicopter Flying 
Handbook and the Helicopter’s Instructor’s Guide (FAA‐H‐
8083‐4) so pilots and instructors can benefit from a quick exit 
from this potentially fatal condition.  
     Words on a page don't really convey the concepts as well as 
much as pictures and videos.  If you want more of an "a-ha, I 
see what they are talking about moment," go online and 
YouTube: Vuichard Recovery Technique - How to escape a 
Vortex Ring State, by Aerialstage 

     This is a slickly produced video with top marks for cinema-
tography.  Using a helicopter mounted with spray nozzles, it 
graphically depicts how insidious a VRS can be.  I’m not 
enough of a subject matter expert to declare this method prefer-
able to the standard recovery procedure.  But it generates some 
interesting discussion, and it offers a potential escape route if 
the path forward and below is compromised.   
 
Note: This article is for professional development  purposes 
only.  Always consult competent authority  (FSDO, your flight 
department, manufacturer guidance, as appropriate) to con-

form with proper aircraft handling techniques. 

(Continued from page 8) 

2019 Meeting Schedule 
 
 

Member’s General Meeting 
January 30 at Hanover Marriott, NJ 
Cocktails at 1800, Meeting at 1900 

 
 

Member’s General Meeting 
May 8 at Hanover Marriott, NJ 

Cocktails at 1800, Meeting at 1900 
 
 

Annual Meeting 
Ocean Place Resort, Long Branch, NJ 

Sept 13: Golf Outing and Bonfire on the Beach Meet & Greet 
Sept 14: Meeting and Awards for Excellence Banquet 
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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. 

By Andrew Dutton, with expertise from John Fagan 
 
The “Discuss!” column from the last edition of our newsletter 
posed the following question: 
 
 "Can I accept an SID or ODP that requires a climb gradient 
that I can easily accomplish with two engines, but could not 
accomplish with one engine inoperative?"  
 
     This question actually came up during a classroom session at 
a well known provider for S-76 recurrent training.   The instruc-
tor and I were both fairly certain that an OEI situation was an 

emergency condition that allowed for devia-
tion from the FARs, but another student 
(highly respected and well versed in the regu-
lations) gave us enough doubt to question our 
initial assumptions.  The challenge was to 
definitively resolve the question by citing 
published FAR passages, or official FAA 
findings.   
     After the article was published, we re-
ceived a variety of answers and assertions 
based on logical reasoning; the primary being 
that helicopter IFR operations would be im-

possible without an emergency exception to the rule.  But 
“feelings” and “intuition” make for a weak argument in front of 
an Administrative Law Judge.  The most thorough answer we 
got, backed  by “chapter and verse,” came from Mr. John Fa-
gan.  John’s aviation experience is extensive.  He spent a career 
with the NYPD aviation unit, then served as chief pilot and DO 
for several area 135 operators.  Here is John’s answer, with 
some annotations: 

     “A SID is route and altitude guidance for a safe, ob-
stacle-free departure that has ATC value, too.  Less than 
optimal climb performance because of an engine failure 
while flying a SID is an emergency.  At this point you are 
no longer flying the SID.  You execute your backup plan 
(called a contingency procedure) to spiral climb up to 
the MVA/MSA (whichever works while talking with ATC), 
and then setup for an approach and landing at an appro-
priate facility.” 
     John then directs us to look at “Advisory Circular 120-91: 
Airport Obstacle Analysis,” which contains the most precise 
language that answers our question: (from page 3) “Standard 
Instrument Departures (SID) or Departure Procedures (DP) 
found in TERPS ....are based on normal (all engines operating) 
operations. Thus, one-engine-inoperative obstacle clearance 
requirements and the all-engines-operating TERPS require-
ments are independent, and one-engine-inoperative procedures 
do not need to meet TERPS requirements.”  

     John then goes on to point out the specific language 
that can be found in the AIM: 
     From the AERONAUTICAL INFORMATION MANU-
AL – 5-2-8 (b.2.): ODPs and SIDs assume normal air-
craft performance, and that all engines are operating. 
Development of contingency procedures, required to cov-
er the case of an engine failure or other emergency in 

flight that may occur after liftoff, is the responsibility of 
the operator. 
     He also directs us to look at more detailed and sup-
porting information that can be found in the “Departure 
Procedures” section of chapter 2 in the Instrument Proce-
dures Handbook, FAA−H−8083−16: 
From page 1-22.  “An engine failure during takeoff is a 
non-normal condition, and therefore the actions taken by 
the pilot including the use of an OEI turn procedure takes 
precedence over noise abatement, air traffic, SIDs, DPs, 
and other normal operating considerations.” 
     John then sums up his findings with this advice: 
 Critical to the safe and predictable operation of the flight 
is pilot preflight performance planning.  In addition to 
calculating OEI climb capability, you should familiarize 
yourself with the departure airport, runway configura-
tion, SID and takeoff climb gradient (minimum of 200 
FPNM for standard takeoff vis minimums) and obstacles 
within 5 miles (hilly terrain, etc.).  If there is no SID for a 
runway/airport, climb straight out to the circling altitude 
before turning.  
     Compare computed OEI climb performance with the 
SID and formulate a plan if OEI climb rate is less than 
that required to do the SID.  In that case, 1) plan to fly at 
a different time or with lower weight; when you do fly, 
and depending where the engine failure occurs -- 2) have 
a plan to turn back to a straight-in approach at the de-
parture airport; or 3) do a spiraling climb over the air-
port to the MVA/MSA and then do an approach proce-
dure back to the airport (or your departure alternate air-
port). 
      Recommend this procedure be part of your personal 
SOP, if it’s not in your company SOP. 
 

Discuss! 
(spirited replies welcome) 

 
 
 
 
 
 
 
 
 
 
 
 
 
Note: the guidance provided in this column reflects the 
professional judgements and informed opinion of the au-
thors.  Actual interpretation of the FARs is subject to FAA 
discretion.  
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