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Chairman’s Letter: Advocacy 
     Hello Everyone (Again)! As I write this Chairman’s 
Letter it is mid-April, and the winter is drawing to a close.  
During the winter my operation tends to significantly 

slow down as far as flight operations go, 
but with the warmer weather my flying, 
and hopefully yours, is beginning to ramp 
up for the upcoming year, and it feels 
good to be back in the air on a more regu-
lar basis. 
     The spring time of year signifies 
change, and our industry is one that as 
operations start ramping up, there is usu-
ally significant change in the air (no pun 

intended).  I have found that over the winter season there 
are many personnel changes amongst all operations.  The 
tour, charter, corporate, 
medivac, ENG, etc. usu-
ally have had additions 
and losses to their respec-
tive flight operations.  
People leave, retire, or 
switch companies, and 
usually there is an influx 
of new faces in our indus-
try.  Probably most pro-
nounced in the charter 
and tour industries. 
     With this in mind, I 
think it is important that 
we all think of the future 
of the rotary wing indus-
try in the northeast.  
There is a significant increase in demand for pilots, tech-
nicians, dispatchers, etc. in the rotary wing market.  Add-
ing to this demand is that the airlines are also in the same 
position, and they are grabbing up the young pools of tal-
ent in all areas to fill their needs.   These are just some of 
the factors contributing to a significant shortage in quali-
fied personnel to sustain the demands and needs of our 
industry.  Unfortunately, the demand cannot be met in 
today’s world.  Obviously, this is a great situation for 
those in our industry whom meet the qualifications for 
these positions and is one factor in the many changes in 
flight departments as people are changing companies for 
better opportunities.  This also gives the slightly less ex-

perienced people a chance to move up in their careers.  
What they may lack in experience, they make up with 
enthusiasm, dedication and the desire to learn.  Unfortu-
nately, as this less experienced pool is grabbed, there are 
no replacements. 
     I think it is time for everyone to become proactive in 
advancing the idea of the Rotary Wing aviation industry 
as an exciting and rewarding possible career choice.  How 
do we do this?  One way is to talk to the next generation 
about the opportunities that are available in this industry.  
If you have children in school you can talk to them, their 
friends, and maybe their classes about this exciting and 
rewarding career.  If you know someone, be a mentor and 
conduit for them to navigate the path to a profession in 
aviation.  Stacy Sheard whom is part of our northeast 

world, and also on the 
Board of Directors of the 
HAI (Helicopter Associa-
tion International) is 
someone whom is a great 
example in being proac-
tive in helping our indus-
try fill the demand.  Stacy 
has started a Military-to-
Civilian Transition pro-
gram in HAI to help our 
military veterans move 
into the civilian market.  It 
is this type of advocacy 
we all should try to emu-
late.  It does not have to 
be as formal or on a grand 

scale.  When the opportunity presents itself, we all should 
take advantage of it. A career in the aviation industry, 
specifically the Rotary Wing industry, is one we should 
be promoting wherever or whenever we can.  Advocate! 
     I would also like to take this opportunity to congratu-
late our former ERHC Chairman Jeff Smith as well as the 
above-mentioned Stacy Sheard on being re-elected to the 
HAI Board of Directors.  Having this representation from 
the northeast region on the HAI board is significant and 
will be a great asset for all of us.  Congratulations! 
      I look forward to seeing everyone at the May ERHC 
meeting.  We have some great topics and announcements. 
     Be Safe! 

Rich Huggins 
Chairman 
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     One of the most important and fundamental elements 
of a robust Safety Management System (SMS) is a clearly 
understandable and user-friendly Hazard Reporting Sys-
tem (HAZREP). 

     The purpose of the HAZREP system 
is to identify hazards, evaluate their se-
verity and mitigate them in a timely man-
ner. This in turn allows us to isolate and 
deal with hazards rather than allowing 
them to reoccur. Every employee from 
the custodian to the department head 
should be familiar and comfortable with 
filing a HAZREP. They should be uti-
lized for any condition, either ground or 
flight related, that poses a hazard to per-

sonnel or property. The mindset of, “if you see something, 
say something” should be fostered. Although HAZREP’s 
should never take the place of filling out an aircraft dis-
crepancy, they can be used to supplement and enhance a 
squawk. The benefit of formally addressing hazards with 
a system is that it allows them to be evaluated for their 
severity, communicated with all employees and corrected 
as appropriate. An added benefit of the HAZREP system 
is that it empowers employees and demonstrates that their 
input is encouraged and taken seriously. This in turn pro-
motes an active safety culture within your organization 
rather than just the appearance of giving “lip service” to 
safety. The SMS systematic approach also provides for 
trend analysis to determine if there are gaps or weakness-
es in your SOP’s or processes that are resulting in similar 
type or recurring HAZREP’s.  
     With regard to audits conducted of your flight depart-
ment by external entities, some department managers feel 
the lack of hazard reports indicates a safe operation to the 
auditor. The opposite is actually true. What an auditor 
wants to see are a stream of HAZREP’s and how they 
were handled. This is evidence of a healthy SMS with 
“buy in” from staff and management.  
     The method of filing a HAZREP can vary according to 
the level of sophistication your department desires. This 
can range from a form filed out and placed in the 
“HAZREP Box” to utilizing off the shelf customizable 
SMS software programs that allow you to file a HAZREP 
right from your smartphone or tablet. Whatever method is 
used, it should be user-friendly and not any more compli-
cated than necessary. Although enough information 
should be solicited to properly evaluate the hazard, you 
want to make this process as painless as possible so mem-
bers are not deterred form filing HAZREPS when needed. 
Most SMS software based HAZREP reporting tools are a 
good combination information gathering and simplicity. 
All hazard reporting systems should offer the reporter the 
opportunity of remaining anonymous, however it is usual-
ly better to know the reporter to gather additional infor-
mation and to communicate actions taken and results.  
     The next step is getting the report to the decision mak-
ers for evaluation and action. Usually any HAZREP filed 
should be sent immediately to the department/unit Safety 

Committee. This is typically comprised of: The Director 
of Safety, Chief Pilot, Director of Operations, Director of 
Maintenance and the department head. When using SMS 
software, the system can be set to automatically send 
these notifications. The committee should review the re-
port and determine the severity of the HAZREP and set a 
“closure” time for the HAZREP as well as an action plan. 
The “Severity/Probability Matrix is a useful tool in deter-
mining this. The matrix determines the level of risk pre-
sent by taking in to account how serious the hazard is and 
how likely is it to occur or reoccur. The figure below is an 
example: 

(Continued on page 3) 
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     The “triaging” of potential hazards will help managers 
decide the speed in which an action plan must be de-
ployed, and also determine the deadline for a HAZREP to 
be closed.  Depending on the severity of outcome posed 
by the hazard, this time frame may range from immediate 
action to 7 days, 30 days, or the next quarter.  In some 
cases, the committee may even choose to deem the hazard 
very low risk and simply accept it and monitor it as ap-
propriate. 
     The next step is diligent and timely communication 
with the reporter and the associated department in gen-
eral. The reporter should be advised that the report has 
been received and is being evaluated by the Safety Com-
mittee. They should also be kept updated as to subsequent 
actions and decisions. This step is vital to give the report-
er a sense that their report is being taken seriously and 
their input as a team member is valued. There is nothing 
more counterproductive to an SMS than for an employee 
to not receive feedback and in turn question the legitima-
cy of the entire system. 

     The following are some actual HAZREP’s that I have 
dealt with over the years. When reading them, ask your-
self how would you categorize them with regard to sever-
ity, how long would you allow to correct the hazard and 
what type of corrective action would you recommend? 
 

a. Dumpster on ramp adjacent to helicopter landing area 
left open causing trash to scatter from downwash 
causing a FOD hazard 

b. The crew lifejackets normally secured to the under-
neath of seats have repeatedly been found on aircraft 
floor unsecured. The elastic bands that secure them 
appear to have worn. 

c. Portable radios/cell phones worn on flight crew belts 
repeatedly are snagged by seatbelt buckle causing an 
egress hazard. 

d. Ground personnel walked in front of taxiing aircraft 
and was not visible in the dark until a near collision. 

e. Several S-76 inadvertent float deployments have oc-
curred by former B-412 pilots. Possible negative hab-
it transfer suspected. 

f. On two occasions tools discov-
ered on transmission deck and in 
landing gear compartment during 
pilot preflight. 

g. Precautionary landing made 
due to partial power loss.  Possible 
fuel contamination. 

h. On two occasions aircraft fuel 
cap left on aircraft step after fuel-
ing, lost during flight. 

i. Helicopter dolly surface slip-
pery when wet due to years of oil/
fuel soaking. 

j. Helicopter dolly’s black paint 
makes it difficult to see during 
night operations. 

k. Pitot/static system taped for 
aircraft washing. Preflight by crew 
discovered tape was never removed 
prior to putting aircraft back in ser-
vice. 

     Give these some thought, they 
will be reviewed and discussed at 
the ERHC General Meeting May 
8th. Be prepared to offer your se-
verity assessment and recommen-
dations at the meeting. 
     As with most elements of a 
functioning SMS, the nuts and 
bolts of a HAZREP system are ac-
tually less complicated than initial-
ly perceived. The challenge stems 
from having a safety culture in 
place that encourages reports and 
appropriately acts on them; the net 
result being a safer operation both 
in the air and on the ground. 
 

     Fly Smart, Fly Safe. Glenn 

(Continued from page 2) 



     When I was a young kid, my dad used to have an ex-
pression which made no sense to me at the time: 
 
"It's not what you don't know; it's what you know that 
ain't so!"   

     As a child who interpreted language in 
the most literal sense, dad's saying 
seemed like a sentence fragment.  It was 
a non-sequitur that lacked any useful 
conclusion.  He could have said, "Silent 
expansion precedes meditation, so light-
ning bugs can be aggressive," and it 
would have made about as much sense to 
me.  As I got older, though, his expres-
sion came into sharp relief.  Dad was a 

World War II veteran, and his time in the European thea-
ter taught him that bad information was far more hazard-
ous than a lack of information.   Bad information causes 
you to proceed down a path with false assurances, giving 
you a misplaced sense of security that can kill you.  In 
contrast, a lack of information, while nerve wracking, 
causes you to be exceptionally alert and vigilant.   
     Despite this valuable truth, there is something about 
the aviation industry (and the military!) that attracts peo-
ple who are extremely reluctant to simply say, "I don't 
know."  Perhaps our aversion to saying "I don't know" is 
steeped in the tradition and requirement that we DO know 
a lot of information.   If you have reached the level in 
your career where you are a regular reader of the ERHC 
Newsletter, then chances are you have had to demonstrate 
your aviation expertise repeatedly over the years via 
check-rides, sim evals, upgrades, and FAA certifica-
tions.  As a professional, you know that you are required 
to recite your aircraft's emergency procedures from 
memory; that you're expected to know your company's 
SOP, OPSPECS, and GOM, as well as applicable FAA 
FARS. We all have become accustomed to rattling off 
crucial aircraft systems and limitations when challenged 
by a check airman, or an inquisitive new hire.  And being 
caught flat footed during a check-ride or an exam would 
be a source of intense anxiety for all of us.  Given these 
demands, it's quite natural to see why we could be lured 
into thinking that an answer....any plausible an-
swer....might be preferable to uttering the dreaded "I don't 
know."  
     I recall an early evening at West Hampton (KFOK) 
about three years ago where an Atlantic Ocean marine 
layer rolled in with the opaqueness of a Captain and Ten-
nille fog machine (Beep!  Geezer alert!).  As visibility at 
the airport dropped below 1200 RVR, a group of pilots 
(all employed by the same 135 operator) gathered around 
to discuss their options, trying to find a way to deadhead 
empty back to the city.  All of them knew that the visibil-
ity was below the STANDARD takeoff mins of one half 
mile for that company, but there wasn't any immediate 
consensus on the requirements for "less than standard" 
visibility takeoffs.  It was a curious spectacle watching 
them talk about how far visibility could go below stand-

ard, what physical infrastructure at the airport was re-
quired to authorize this type of departure, where the RVR 
measurement was actually taken on the runway, and what 
the specific procedures and crewing requirements there 

(Continued on page 5) 
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The Power of 'I Don't Know’ 

Andrew Dutton 
Newsletter 
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were.  One of the pilots in the group stepped up an assert-
ed himself with remarkable confidence:  "Less than stand-
ard visibility is authorized if...." and he started to rattle off 
some very technical requirements with impressive speci-
ficity.  But then another pilot pointed out an apparent con-
tradiction in his repertoire, and the whole feather pluming 
ritual started again.  One pilot, who had remained quiet 
throughout the cacophony of opinions, departed the room 
for a few minutes, and then returned with a printed copy 
of the company's OPSPECs in hand.   This quiet new-hire 
silently thumbed to the OPSPEC 
page in question, and then read the 
provisions to himself without any 
fanfare.  Sufficiently informed and 
without any ceremony, he left the 
manual on a coffee table and de-
parted the room.  The remaining 
pilots clustered around the book, 
desperately seeking any confirma-
tion in its writings that they had 
been correct.  The revisionist histo-
ry that followed was comical: The 
assertive one re-postured: "Right, 
when I said it could go as low as 
1/8th of a mile, obviously I meant 
800 RVR."    
     "Wait, what?" replied another.  "There are no official 
A.I.M. RVR conversions below 1/4 statute mile.  Where 
did you get that conversion?" 
     "Yeah, and the OPSPEC says we can go as low as 600 
RVR, not 800.  So what does 800 even have to do with 
this?" 
     At this point, the liberating power of "I DON'T 
KNOW" hit me.  Dear reader, there is absolutely no 
shame in simply saying, "I...don't...know" when you, in 
fact, don't know a subject.  Saying "I don't know" it is an 
honorable admission, and it respects the intelligence and 
the time of the person who was seeking the information 
from you.  In the case of the "less than standard" depar-

ture minimums discussion above, it is far more important 
to know that "less than standard" takeoff minimums exist, 
rather than what they are specifically.   I would contend 
that actually knowing, verbatim, the full provisions of 
"less than standard" takeoff mins is a waste of limited 
brain cells...gray matter that could be used for more press-
ing knowledge like emergency procedures and aircraft 
limitations.  If you DO have these provisions committed 
to memory, congratulations on your superior mental 
prowess! But I would also argue that knowing them from 
memory is of little value when the situation requiring that 

information occurs so rarely, and 
when it does, it is under your full 
control.   
     After that, I started to take note, 
and even compliment people when 
they had the courage to say "I don't 
know."  I soon found out that the 
smartest minds among us are the 
most likely to invoke "I don't 
know" as a reply.  I live near Mur-
ray Hill, NJ, home of the famous 
Bell Labs (now Nokia Bell Labs) 
where THE most brilliant scientists 
in the world have unlocked the 
mysteries and applications of quan-
tum physics; fields like "molecular 

beam epitaxy," and the "fractional quantum Hall ef-
fect."  I once asked a renowned Nobel Prize winning re-
searcher who was a pioneer in those two fields to explain 
to me why the United States uses 60HZ alternating cur-
rent when the rest of the developed world uses 50HZ.  He 
stared at me blankly for a few seconds and simply said, "I 
don't know."   There was no hint of panic, insecurity, or 
even the slightest sign that he cared what I would think if 
he did not know the answer.   I learned from this lab coat-
ed scientist that saying "I don't know" in situations where 
you really have no obligation to know is the ultimate sign 
of self confidence and security.     

(Continued from page 4) 
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During the government shutdown at the beginning of the year, the ERHC sent lunch to the hard working people  
at NY TRACON and this was their response: 
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Editor’s note:  Our guest column comes to us from James 
“Jamie” Thomas, a doctor and teaching fellow in Emergency 
Medicine who currently works at the Queen's Medical Centre, 
Nottingham, UK, DREEAM and the University of Nottingham 
Medical School.  While not directly applicable helicopter oper-

ations, his column addresses a critical 
vulnerability in safety management, par-
ticularly with respect to risk analysis.  
Even if you aren’t a subject matter ex-
pert in aviation safety, there are lessons 
to be learned regarding our over-
reliance on presentation tools like Pow-
erPoint.  Know its limitations and adopt 
a disciplined approach to your presenta-
tion.  Bottom line for me: Be a natural, 
conversant speaker and not a monotone 
“reciter.”     

 
     We’ve all sat in those presentations. A speaker with a stream 
of slides full of text, monotonously reading them off as we read 
along. We’re so used to it we expect it. We accept it. We even 
consider it ‘learning’. As an educator I push against ‘death by 
PowerPoint’ and I’m fascinated with how we can improve the 
way we present and teach. The fact is we know that PowerPoint 
kills. Most often the only victims are our audience’s inspiration 
and interest. This, however, is the story of a PowerPoint slide 
that actually helped kill seven people. 
      January 16th 2003. NASA Mission STS-107 is underway. 
The Space Shuttle Columbia launches carrying its crew of sev-
en to low orbit. Their objective was to study the effects of mi-
crogravity on the human body and on ants and spiders they had 
with them. Columbia had been the first Space Shuttle, first 
launched in 1981 and had been on 27 missions prior to this one. 
Whereas other shuttle crews had focused on work to the Hubble 
Space Telescope or to the International Space Station this mis-
sion was one of pure scientific research. 
     The launch proceeded as normal. The crew settled into their 
mission. They would spend 16 days in orbit, completing 80 

experiments. One day into their mission it was clear to those 
back on Earth that something had gone wrong. 
     As a matter of protocol NASA staff reviewed footage from 
an external camera mounted to the fuel tank. At eighty-two 
seconds into the launch a piece of spray on foam insulation 
(SOFI) fell from one of the ramps that attached the shuttle to its 
external fuel tank. As the crew rose at 28,968 kilometres per 
hour the piece of foam collided with one of the tiles on the out-
er edge of the shuttle’s left wing. 
     It was impossible to tell from Earth how much damage this 
foam, falling nine times faster than a fired bullet, would have 
caused when it collided with the wing. Foam falling during 
launch was nothing new. It had happened on four previous mis-
sions and was one of the reasons why the camera was there in 
the first place. But the tile the foam had struck was on the edge 
of the wing designed to protect the shuttle from the heat of 
Earth’s atmosphere during launch and re-entry. In space the 
shuttle was safe but NASA didn’t know how it would respond 
to re-entry. There were a number of options. The astronauts 
could perform a spacewalk and visually inspect the hull. NASA 
could launch another Space Shuttle to pick the crew up. Or they 
could risk re-entry. 
     NASA officials sat down with Boeing Corporation engineers 
who took them through three reports; a total of 28 slides. The 
salient point was whilst there was data showing that the tiles on 
the shuttle wing could tolerate being hit by the foam this was 
based on test conditions using foam more than 600 times small-
er than that that had struck Columbia. This is the slide the engi-
neers chose to illustrate this point: 

 
     NASA managers listened to the engineers and their Power-
Point. The engineers felt they had communicated the potential 
risks. NASA felt the engineers didn’t know what would happen 
but that all data pointed to there not being enough damage to 
put the lives of the crew in danger. They rejected the other op-
tions and pushed ahead with Columbia re-entering Earth’s at-
mosphere as normal. Columbia was scheduled to land at 0916 
(EST) on February 1st 2003. Just before 0900, 61,170 metres 
above Dallas at 18 times the speed of sound, temperature read-
ings on the shuttle’s left wing were abnormally high and then 
were lost. Tyre pressures on the left side were soon lost as was 
communication with the crew. At 0912, as Columbia should 
have been approaching the runway, ground control heard re-
ports from residents near Dallas who’d seen the shuttle disinte-
grating. Columbia was lost and with it her crew of seven. The 
oldest crew member was 48. 
     The shuttle programme was on lock down, grounded for two 

(Continued on page 7) 
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Frame of NASA launch footage showing the moment the 
foam struck the shuttle’s left wing (Creative Commons). 
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years as the investigation began. The cause of the accident was 
clear: a hole in a tile on the left wing caused by the foam let the 
wing dangerously overheat until the shuttle disintegrated. 
     The questions to answer included a very simple one: Why, 
given that the foam strike had occurred at a force massively 
out of test conditions had NASA proceeded with re-entry? 
     Edward Tufte, a Professor at Yale University and expert in 
communication reviewed the slideshow the Boeing engineers 
had given NASA, in particular the above slide. His findings 
were tragically profound. 

 
     Firstly, the slide had a misleadingly reassuring title claiming 
that test data pointed to the tile being able to withstand the foam 
strike. This was not the case but the presence of the title, cen-
tred in the largest font makes this seem the salient, summary 
point of this slide. This helped Boeing’s message be lost almost 
immediately. 

 
     Secondly, the slide contains four different bullet points with 
no explanation of what they mean. This means that interpreta-
tion is left up to the reader. Is number 1 the main bullet point? 
Do the bullet points become less important or more? It’s not 
helped that there’s a change in font sizes as well. In all with 
bullet points and indents six levels of hierarchy were created. 
This allowed NASA managers to imply a hierarchy of im-
portance in their head: the writing lower down and in smaller 
font was ignored. Actually, this had been where the contradic-
tory (and most important) information was placed. 
     Thirdly, there is a huge amount of text, more than 100 words 
or figures on one screen. Two words, ‘SOFI’ and ‘ramp’ both 
mean the same thing: the foam. Vague terms are used. Suffi-
cient is used once, significant or significantly, five times with 
little or no quantifiable data. As a result a lot is left open to au-
dience interpretation. How much is significant? Is it statistical 
significance you mean or something else? 

 
     Finally, the single most important fact, that the foam strike 
had occurred at forces massively out of test conditions, is hid-
den at the very bottom. Twelve little words which the audience 
would have had to wade through more than 100 to get to. If 
they even managed to keep reading to that point. In the middle 
it does say that it is possible for the foam to damage the tile. 
This is in the smallest font, lost. 
     NASA’s subsequent report criticised technical aspects along 
with human factors. Their report mentioned an over-reliance on 
PowerPoint: 
 
“The Board views the endemic use of PowerPoint briefing 
slides instead of technical papers as an illustration of the prob-
lematic methods of technical communication at NASA.” 
 
Edward Tufte’s full report makes for fascinating reading. Since 
being released in 1987 PowerPoint has grown exponentially to 
the point where it is now estimated than thirty million Power-
Point presentations are made every day. Yet, PowerPoint is 
blamed by academics for killing critical thought. Amazon’s 
CEO Jeff Bezos has banned it from meetings. Typing text on a 
screen and reading it out loud does not count as teaching. An 
audience reading text off the screen does not count as learning. 
Imagine if the engineers had put up a slide with just: “foam 
strike more than 600 times bigger than test data.” Maybe 
NASA would have listened. Maybe they wouldn’t have at-
tempted re-entry. Next time you’re asked to give a talk remem-
ber Columbia. Don’t just jump to your laptop and write out 
slides of text. Think about your message. Don’t let that message 
be lost amongst text. Death by PowerPoint is a real thing. 
Sometimes literally. 
========= 
Editor’s Post Script:  In a discussion thread that followed Mr. 
Thomas’ article above, reader Rebecca Gee provided her vi-
sion of how this crucial slide SHOULD have been presented.  
Note that BLUF is a common acronym for “Bottom Line Up 
Front” in the military and aerospace fields. 
 

(Continued from page 6) 
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Dateline Baltimore, aka "Charm City":  If you were to ask 
a long term native of Maryland to recite some of the icon-
ic symbols of the state's largest city, you'd probably hear 
about the "Seltzer Tower," "Inner Harbor," and "The 
Wire."  But it's also just as likely that you might hear the 
name "Captain Roy," which is the on-air moniker for one 

of Baltimore's best known media per-
sonas.  Roy Taylor is the principal pilot 
for the aerial electronic news gathering 
(ENG) arm of Baltimore’s flagship news 
station, WBAL.   While other news mar-
kets have scaled back on their helicopter 
news gathering capabilities, Baltimore 
has long maintained a robust and com-
petitive news gathering operation among 
its four local television news sta-

tions.  WBAL is no exception; weather permitting, you 
will find Roy Taylor surveying the events of the late af-
ternoon in his 1986 Aerospatiale (Airbus) AS-350 
BA.  We sat down with Roy this spring to discuss his ca-
reer, and to find out more about the ENG field in general. 
 
Q:  Roy, how long have you been doing ENG in Balti-
more?  .    
 
 After a career in law enforcement, I started flying ENG 
with the local CBS affiliate at the time (WJZ) in July 
1998.  Then, in September of 2003, I went to the NBC 
affiliate (WBAL) and have been with them ever since.   
 
Q:  You mentioned your prior employment in the law en-
forcement community.  Which department did you work 
for, and were you assigned street patrol before flying?   
 
I served in the Baltimore County Police Department as a 
police officer.  Initially, I entered service as a Cadet in 
April of 1972.   In January of 1975, I graduated from the 
police academy and worked the streets of Baltimore 

County as a district officer and uniformed cop until 1983.  
That’s when I started the Aviation Squad for the depart-
ment.  Up until that point, Baltimore County Police had 
no aviation capabilities.   
         
Q.  Your prior police experience probably gives you some 
credibility with local law enforcement.  It certainly helps 
when you are describing police activity on a breaking 
news scene.  Do you still maintain informal contact with 
the LE community? 
 
Yes I keep in touch with many people who are current or 
former law enforcement officers throughout the region.  
They are very professional, and don’t play favorites with 
the media.  But having some familiarity with their mis-
sions and operations helps me better explain unfolding 
events to our viewers.   
 
Q.  If memory serves me correctly, you're a Baltimore 
native; from Roland Park originally.  Do you feel being a 
long term Baltimore resident helps give you an edge?  
 
Absolutely.  I grew up in Roland Park (Baltimore); went 
to both high school and college in the city of Baltimore.  
Being a Baltimore native does help because I use my 
knowledge of local history, geography, and area culture 
which many of our long term residents can identify with.  
That sense of collective history appeals to many viewers.    
 
Q.  You're one of the few ENG pilots who plays a dual 
role: that of pilot and (occasionally) a reporter who de-
scribes unfolding events to your audience.  Are there any 
other ENG pilots in the industry who also serve as on-air 
talent? 
 
You are correct; I serve as both pilot and on-air reporter 

(Continued on page 9) 
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for the station.  There are a few people in the ENG indus-
try who serve this dual role, but it’s the rare exception 
rather than the rule.   Being a pilot / reporter is very 
tough. You have to really discipline yourself to fly the 
aircraft first and be a reporter second.  It is very easy to 
be caught up in the moment with a high speed chase. 
There have been times that 
due to other air traffic, I 
have blown off the reporting 
aspect of a chase to maintain 
the safe operation of the 
mission. 
 
Q.  About 15 years ago, your 
operation was broadcasting 
in standard defini-
tion.  When did you make the 
transition to high defini-
tion?  Are there plans to 
eventually broadcast live in 
4K? 
 
We started broadcasting in HD around February of 2010. 
It is possible that they may go to 4K, but not in the near 
future. 4K camera systems are very expensive; upwards 
of $500K. Then there’s also the problem of bandwidth.  
Getting all that data back to the station is a tall order.   
 
Q.  Have you ever left Baltimore, even if temporarily, to 
provide your ENG expertise in another market? 
 
 I have flown ENG in Philadelphia PA, Chicago IL, Tam-
pa Florida and New York City. 
 
Q:  Has there ever been a news event significant enough 
to have you fly out of your normal market?   
 
I was sent to North Carolina to cover flooding from a hur-
ricane. I have also flown our Baltimore based aircraft to 
Pennsylvania on several occasions for news coverage. 
During the sniper shooting in DC and Maryland we ended 
up going to Virginia to cover aspects of that story. 
 
Q: Do you generally find ATC easy to work with?  Do 
they respect the freedom and importance of a free press? 
 
We are very lucky here in Baltimore as we have a fantas-
tic working relationship with ATC and local law enforce-
ment. When we had the riots in Baltimore, the police nev-
er invoked a TFR. We also try to be respectful of their 
missions, as well.  For example, if they have a barricade 
or a suicidal person who is trying to jump off a building 
or bridge, we back off as to not interfere with the situa-
tion, or encourage copy-cats seeking similar coverage.  
 
Q: How do you assess the general health of the ENG mar-
ket nationwide? 
 
The operation of ENG aircraft has kind of leveled off. It 
is expensive. After the OJ Simpson chase (in 1994), all 

the TV stations wanted a helicopter. At one time in the 
Baltimore/Washington area, there were 6 or 7 ENG air-
craft.  After 9/11 and the 2008 recession, the amount of 
aircraft changed dramatically to one ”pool ship” in the 
DC region and 2 aircraft in Baltimore. I believe the only 
reason the 2 in Baltimore survived was that both contracts 
featured Pilot / Reporters.  At this writing, there are now 

2 in the DC market and 2 in 
Baltimore. 
 
Q:  Finally, where do you 
see this business in the next 
10 or 20 years?  Do you see 
remotely flown drones gath-
ering the news of the future? 
 
I believe the economy will 
govern the ENG market. Yes 
drones have their place and 
can be a great asset but the 
helicopter can respond faster 

and keep people better informed in real time. People want 
to see what is going on now. We end up doing a lot of live 
Facebook and web broadcasts because people want to see 
unfolding news on their smart phones or computers.  
Time and mobility will be the key determinates of our 
future success.  

(Continued from page 8) 

Treasurer’s Report 
 

     The first quarter ended with the ERHC in stable financial 
condition. That is a notable statement given where we were 

just a few months back.  
     Financial stability was precisely the 
focus and goal of the much discussed 
dues increase of 2019, and, so far, it is 
working. 
     Although no one embraces increases in 
out-of-pocket costs, the benefits which 
inure to us from the work of the Council 
and its membership is too important to 
allow to depreciate and worth the required 
investment. 

     We thank each and every Regular Member, Associate 
Member and Individual Member who has paid your 2019 
dues for your support and pledge that ERHC resources will be 
carefully invested in the best interests of all of our constitu-
ents. 
     If at any time, you have a question, comment or suggestion 
regarding the 
financial man-
agement or the 
organization, 
feel free to con-
tact me at your 
convenience. 

Kurt Carlson 
ERHC Treasurer 
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     “Since brevity is the soul of wit / And tediousness the limbs 
and outward flourishes, I will be brief…”   Polonius to Ger-
trude, in Hamlet, Act II. 
     We've all been there:  You're lifting off from the East 34th 
street heliport heading northbound up the East River.  At 100 

KIAS, you've got about 30 seconds to estab-
lish contact with LGA tower and get clear-
ance into the Class B airspace.  Otherwise, 
you'll find yourself in an uncomfortably tight 
racetrack pattern over Roosevelt Island trying 
to avoid skyscrapers, noise complaints, float 
planes, and permanent TFR's.   You're about 
to set up comms with LGA when you're 
preempted by that guy in the Cessna:  "Uhh, 
LaGuardia Tower, this is November 4-3-7-
Mike-Xray...uh, I'm about two miles north of 
the George Washington Bridge, on the Jersey 

side, southbound.  I was wondering if I could climb to 1500 feet 
and do a lap around Lady Liberty, and then reverse course and 
head up to White Plains, with a hand-off to White Plains Tow-
er.  Would that be okay?"   At this 
point, all I can think about is the 
main character from the opening 
of the film "American Pie,' staring 
at his television and saying (under 
admittedly different circumstanc-
es), "DUDE, would you SHUT 
UP!!"   
     Brevity.  When Polonius said 
"brevity is the soul of wit," he 
meant it was the essence of intelli-
gent communication.  The best, 
most effective communication, be 
it speech or writing,  should be 
brief and concise.  This is actually 
good advice in any endeavor, from 
running a board room meeting to accepting an award. However, 
it is particularly good advice when applied to aircraft/ATC 
communications.   In the intensive Class B airspace around 
New York City, verbosity is not a luxury.  Even when the fre-
quency seems quiet, chances are fairly good that another air-
craft will soon be waiting with baited breath for you to wrap up 
your soliloquy.    
     Full disclosure...I know that, on a few occasions, I have been 
too wordy with ATC.  However, I generally realize it right after 
the unfortunate transmission, and I kick myself for being so 
loose and colloquial.   Then I immediately wonder how many 
other professional aviators and colleagues (sometimes they 
overlap!) overheard my In-A-Gadda-Da-Vida rendition and are 
rolling their eyes with contempt.    One way to elevate your 
comms discipline is to imagine the reaction and facial expres-
sions of all your colleagues and potential future employers who 
may be eavesdropping on your inane proclamations to 
ATC.    Perhaps that's an overly cynical way of expressing it, 
but knowing that others are listening is a motivator for keeping 
your comms concise. 
     What to trim, then?  In the example above, it would be: 
"Uhh...this is...uh, I'm about....George Washington...on the Jer-
sey side," and every word uttered after that point.   While the 
above example is hyperbole, we've all overheard elements of it 
in numerous unfortunate transmissions that were not-ready-for-
primetime.  Let's break it down a little for some lessons 
learned: 
     Infraction:  "Uh" means your keying the mic before you 

know what you're going to say.   Solution:  Know what you 
want to say ahead of time. 
     Infraction:  "this is..." is redundant.  Who ELSE would you 
be?  Solution: Say call-sign only. 
     Infraction:  "I'm about..." conveys your acceptance of medi-
ocrity.   Solution: Be declarative.   Say "2 miles north..." and 
leave it there.  I've never heard ATC say, "Well, you're actually 
3.1 miles north...." 
     Infraction: "George Washington"  Solution:  "GW" 
     Infraction: "on the Jersey Side..." betrays your unfamiliarity 
with the Hudson SFRA rules.  If you're southbound, you better 
be 'on the Jersey Side!'  Solution: Say "southbound" and have 
the self confidence to know where you're supposed to be.   
     And the final infraction:  every word uttered after 
that.   Another rookie mistake is getting too far ahead of your-
self.   Yes, you may have crafted the most beautifully con-
ceived route for your flight, but ATC, understandably, can't 
envision every phase of your flight.  Give them your intentions 
in chronological small bits and pieces for them to manage; one 
at a time. 

     How to learn what's needed in a 
call, and what is not:  When I 
started flying part 135 in New 
York City (after nearly 23 years of 
military flying),  I spent my first 
year almost exclusively alongside 
a veteran area pilot named Bill 
Hannon.  Bill was quite the gifted 
story teller at the water cooler, but 
his comms with ATC were first 
rate.  He never tied up the frequen-
cy with unnecessary words, and he 
got right to the point with the con-
trollers.   In fact, he was so concise 
that his initial check-ins seemed 
almost like an abrupt "shorthand" 

to me.  Coming out of East Hampton, he would dial up New 
York approach and simply say: "New York, Sikorsky 7667 
Sierra, JRA, north-shore."   In my prior community (Coast 
Guard), our instructions for initial check in amounted to "who 
you are, where you are, and what you want."  That usual-
ly included an altitude, a specific geographic location relative to 
a NAVAID, and a canned "request flight advisories."   Bill 
stripped out almost all of that, and I quickly learned that most 
of what I had been saying all these years was unnecessary filler, 
especially when operating in an environment where you are 
doing something very repetitive and routine (like HTO to 
JRA).  I quickly dropped the "request flight advisories" from 
my repertoire; figuring why ELSE would I be calling ATC?   
     One reason pilots have a hard time trimming down their 
calls is that they believe that all the standard protocols for civi-
lized conversation apply to interactions with ATC.  They do 
not.  ATC doesn't need the qualifiers "would you mind if I...." 
or "if that's okay with you," simply because you don't want to 
come off as too presumptuous.  They'd rather you get to the 
point.  Similarly, the "thanks-for-your-help," while well inten-
tioned, borders on the verbose.  ATC knows your grateful. A 
simple "Good day" on sign-off will convey your appreciation.    
     And finally, a closing tip:  get skilled at answering ATC 
quickly.  Nothing is more painful than seeing a new SIC spend 
5 seconds to load the 4 digit code into the transponder while 
ATC eagerly awaits his read-back confirmation.  Acknowledge 
the code, and then enter it.    
     Good day! 

Brevity is the Soul of Wit and Wisdom  

Andrew Dutton 
Newsletter 

hh65flier@hotmail.com 
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2019 Meeting Schedule 
 

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

HTO Brief at 1600 
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 

     Whirly-Girls International, a non-profit, educational, 
and charitable organization dedicated to advancing wom-
en in the helicopter aviation industry, announces that Su-
sanne Batesko has received the Garmin GTN & G500/600 
TXi Course Scholarship and Autumn Cabaniss has re-

ceived the Night Flight Concepts Night 
Vision Goggle (NVG) Initial Pilot Quali-
fication Scholarship. 
     These scholarships were two of 24 
individual scholarships awarded on 
March 3, 2019 at the Whirly-Girls Annu-
al Awards Banquet during HAI HELI-
EXPO in Atlanta, Georgia. Thanks to the 
support of aviation leaders, these oppor-

tunities were provided to Whirly-Girls members as part of 
the largest scholarship program in the helicopter industry. 
     Susanne Batesko holds a private pilot certificate and is 
currently working on her instrument rating. She is educat-
ed as a Registered Nurse and Forensic Nurse, and works 
in the healthcare education industry full time while pursu-

ing her ratings. While 
being a flight nurse 
was always a dream 
for Susanne, she has 
since decided she 
would rather fly the 
helicopter than be 
working in the back. 
     The Garmin GTN 
& G500/600 TXi 
Course Scholarship, 
provided by Garmin 
Aviation Training, 
focuses on maximizing 
the benefits of Garmin 
equipment capabilities 
and increasing the pi-
lot’s confidence in the 
use and integration of 
Garmin equipment. 

     Autumn Cabaniss 
was inspired to start 
her career in aviation 
after losing her father, 
an avid helicopter en-
thusiast and Vietnam 
veteran. Being dissat-
isfied with her career 
in social work, she 
found her father’s 
love for rotorcraft as 
she pursued her new 
career with helicop-
ters. Autumn complet-
ed her training in 
Cape Girardeau, Mis-
souri and then went 
on to fly tours in Flor-
ida before moving to 
northeast to fly Zip 
Aviation in the spring 
of 2016. She now flies for Associated Aircraft Group out 
of Teterboro, NJ. 
     Sponsored by Night Flight Concepts, the Night Flight 
Concepts Night Vision Goggle (NVG) Initial Pilot Quali-
fication Scholarship provides a pilot with an initial NVG 
endorsement for a flight position, such as airborne law 
enforcement or emergency medical services. The scholar-
ship includes 8 hours of ground instruction and approxi-
mately 6 hours of flight training in a Bell 206 helicopter. 
     The Whirly-Girls Scholarship Fund, Inc. (“WGSF”) 
was incorporated in 1974 to oversee and administer the 
scholarship funds raised by the Whirly-Girls, and their 
associates and sponsors, and is a federally tax exempt 501
(c)(3) public charity. Initiated in 1968, the scholarship 
program has grown from a single $500 scholarship to a 
wide range of training and development scholarships val-
ued today in excess of $200,000. 
     For more information on Whirly-Girls International 
please visit www.whirlygirls.org. 

Local Helicopter Pilots Awarded  

Scholarship from Whirly-Girls International 

Susanne Batesko  

Autumn Cabaniss 

Kim Barwick 
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