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Chairman’s Letter 
     Hello again! Welcome to our second newsletter of 2018! 
Once again, a big thanks to Andy Dutton for pushing this edi-
tion out.  His work and the support of our sponsors make this 

all possible.  
     The recent tragedy in the East River brings 
to mind the serious nature of our business. 
It’s a stark reminder that our safety proce-
dures and culture should always be our top 
priority.  As ERHC Chairman, I urge the en-
tire membership to fully review and assess 
your safety programs (SMS, hazard reporting, 
culture, SOP’s), with special attention paid to 
the procedures that may be unique to your 
operations.  The responsibility to promote and 

enforce safety falls on EVERYONE; from a lineman at the heli-
port to a Part 91/135 Director of Operations.    
     As each of us prepares for the upcoming summer, I also urge 
you to review the procedures (safety, noise abatement, routing) 
published on the ERHC website. Our operations are under 
heightened scrutiny, and any deviations from established norms 
will be subject to review by all our critics.  The East River acci-
dent is already being exploited to indict an entire industry; and 
is unfortunately being used as ammunition for our critics to 
limit, or end, certain types of flight operations. With this mind, 

I want to remind our members that “off-hand” remarks are of-
ten taken out of context by our critics.  Some of our affected 
industry colleagues are confronting a very difficult process; 
more substantial is that families of the passengers are coping 
with a tragedy that will affect them for the rest of their 
lives.  The NTSB and the FAA are currently reviewing the acci-
dent and will publish a final report when they finish their inves-
tigation.  In the interim, please refrain from speculation.     
     Looking forward, the ERHC has placed a strong emphasis 
on our safety programs. Glen Daley has volunteered to lead our 
safety committee and brings years of experience to the table. 
He offered to assist in the development and implementation of a 
Safety Management System during his very first presentation to 
the ERHC board.  His presentations at our quarterly meetings 
are compelling; often becoming the most commented on por-
tion of the meeting.  We have also developed a strong relation-
ship with the team at Survival Systems Training. Each spring, 
they have come to our meetings and offered the traveling ver-
sion of their underwater egress training and HEEDS bottle 
training. I CAN NOT STRESS THIS ENOUGH: it was the best 
training I have ever done in aviation and I recommend it to all 
members and operators. We are currently scheduling them for 
the upcoming meeting on May 9th; additional details will be 
published soon. I recommend you make every effort to attend.  

Michael Philbin 
Chairman 

     A helicopter, flying fast over northern New Jersey, follows 
terminal guidance provided by North American Aerospace De-
fense Command (NORAD). The crew aboard scans the skies 
for their target. They are in 

pursuit of 
an aircraft 
that has 
entered the 
Temporary 
Flight Re-
striction 
(TFR) 
over Bed-
minster, 
NJ. Their 

mission: interception.  
     Although it may sound 
like a scene from a movie, it 
is in fact just another day on 
the job for crewmembers 
from Coast Guard Air Station Atlantic City, N.J., who are 
tasked with conducting the Coast Guard’s Rotary Wing Air 

Intercept (RWAI) mission. The bright orange colored helicop-
ters that are so common to coastal community residents and 
beach goers across the nation have also become a familiar sight 

in skies over and around 
Bedminster, NJ, during the 
spring and summer months. 
     For the majority of its 
missions (search and rescue, 
maritime law enforcement, 
etc), the Coast Guard is 
under the operational con-
trol of the Department of 
Homeland Security.  How-
ever, when they are con-
ducting TFR enforcement, 
the Coast Guard works di-
rectly under the direction of 
NORAD, and partners with 
other federal agencies such 
as the US Secret Service 

and FAA. The Bedminster TFR is similar to other high profile 
(Continued on page 2) 

Zone Defense: How the Coast Guard Enforces TFR's  

Ed Dipierro 
Coast Guard 
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TFRs that are put into place for significant national events such 
as the Republican and Democratic National Conventions, the 
United Nation’s General Assembly, Pope Francis’ visit in 2015, 
and overnight Presidential travels within the United States. 
Many of these events are designated as “National Special Secu-
rity Events” (NSSE) by the Secret Service, and most of them 
trigger the need for TFR enforcement provisions to keep small, 
general aviation aircraft away from the event.    
     In many ways, the RWAI mis-
sion aligns with the Coast Guard’s 
legacy lifesaving search and rescue 
(SAR) mission, except instead of 
safeguarding mariners and proper-
ty at sea, the Coast Guard is pro-
tecting sensitive airspace and the 
lives of pilots of aircraft who may 
have inadvertently flown into that 
airspace due to mechanical, elec-
tronic, or a navigational system 
malfunction; are simply lost, con-
fused or disoriented in some way; 
or neglected to check NOTAMs. The Coast Guard protects the 
integrity of a TFR by intercepting unauthorized or unknown 
aircraft, collecting critical information such as the tail number 
and physical features, and attempting to communicate with the 
aircraft via radio, an electronic sign board, or if all else fails, 
ICAO signals.  With this vital real time information, NORAD 
determines the intent of the aircraft, and makes tactical  deci-
sions on how to proceed with clearing the intercepted aircraft 
out of the protected air space.   

            Since September 2006, Air Station Atlantic City has 
continuously (365/24/7) provided RWAI capability to NORAD 
over the Nation’s Capital.  To remain proficient in two mission 
sets, SAR and RWAI, Air Station Atlantic City is equipped 
with 11 MH-65D helicopters, 60 pilots, and 150 aviation main-
tainers.  Training is a daily occurrence and consists of intercept-
ing other helicopters and fixed wing aircraft piloted by the 
Coast Guard’s Air Auxiliary and Air Force’s Civil Air Patrol. 

Air Station Atlantic City pilots and 
aircrew must continually hone their 
RWAI skills that place them ex-
traordinarily close to other aircraft, 
which is especially demanding at 
night, and which requires the use of 
night vision goggles.  In addition, 
Air Station Atlantic City is current-
ly supported by other RWAI quali-
fied pilots from Air Stations’ De-
troit, New Orleans and Savannah.    
     With the Coast Guard’s inten-
sive training culture and core mis-

sion to protect the citizens of the US, the RWAI mission is a 
natural fit.  As the threats to our nation evolve, the Coast Guard 
continuously adapts in order to meet them.  Known mostly as 
guardians of the sea, the public recognizes the images of the 
bright orange helicopters saving the lives of mariners in distress 
on the high seas, but now, as the citizens of northern NJ look to 
the sky, they will see those same guardians protecting the air 
space surrounding Bedminster.  
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What would a Coast Guard intercept entail? 
 

• In cruise flight, you would see a bright orange MH-65 
(Airbus AS-365) pull up alongside your left, forward 
of your position at about a “10 o’clock” angle.   

• The Coast Guard aircraft would also have an LED 
signboard, scrolling important information and in-
structions.   

• The expectation is that you tune 121.5 (Guard) imme-
diately, and comply with all requests for information 
and instructions from the Coast Guard on how to pro-
ceed. 

• Depending on the severity of the TFR incursion, you 
may be escorted to an airport outside the TFR to be 
interviewed by law enforcement.  The Coast Guard’s 
role generally ends when aircraft have landed at a 
specified field.  Post enforcement actions are conduct-
ed by the Secret Service and the FAA, not the Coast 
Guard.  

• In hover (or very slow speed flight), the Coast Guard 
intercepting aircraft may conduct clockwise orbits 
around your position.  Again, the expectation is that 
you tune 121.5 immediately. 

• If your communications equipment is not working, 
revert to ICAO intercept procedures. 
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     Through the years I have been called many names (some not 
printable) via my associations within the ERHC and the nation-
al helicopter industry; mayor, politician, truth teller, protector, 
etc. I have laughed at these since my true mission was advocacy 
and loyalty to the membership and pilots, mechanics, opera-

tions folks; etc. I never have had any kind of 
hidden agenda but more focusing on making 
the place we live and operate the safest in the 
world - Which makes the recent events all 
the more painful for all of us.  
     The tragic accident that happened on 
March 11th was one we 
all pray never happens, 
but it did. Despite all 
that we do to train and 
prepare to prevent them, 
accidents sometimes can 
happen. In this case, it 

was both professionally and personally dev-
astating. I was, in an instant, reliving the 
2009 accident in the Hudson River which 
killed 11 people. The pilot of the helicopter, 
a person one many of you knew well, was a 
very good friend of mine, who I had dinner 
with three days before.  He was one of the best in the business.  
     As part of the review of that accident, I was called upon to 
participate in a FAA sanctioned review of the Hudson River 
Corridor with the mission to develop safety enhancements to 
prevent future loss of life. Our Task Force recommendations, 
supported by the Administrator, were accepted and ruled into 
law 90 days later; A true testament that the joint management 
of airspace (industry and government) is effective, adjustable 
and safe for all.  
     In the past 10 years we have had three accidents with fatali-
ties in NYC. Unbearable and unacceptable to say the least. But, 
at the same time, it’s important to remember that in those ten 
years we have had over a million passenger operations in and 
out of NYC heliports without any incident. The loss of any 
lives, let alone five young people, is unexplainable to the fami-
lies and friends of those involved. Any accident, fatal or other-
wise, is unacceptable in our industry. PERIOD!! We shall and 
must strive for “0”.  
     One of my all-time favorite mentors, CPT Raeford Frank 
Gibbs, a retired TWA pilot that grew up on the DC-3’s, Lock-
heed Constellations and finally 35 years later, retired in the 
Boeing 747, told me, “Jeffe’ you are paid to say no!” We as 
professionals are paid to know where the “no” is. Please, re-

member that it is your responsibility to be the last line of de-
fense as pilots. The FAA states very clearly that the PIC has the 
final say when it comes to the safe operation of an aircraft.  If 
you see something that is wrong, speak up! It has been years 
since I have heard of a culture of retribution for declining a 
mission due to adverse conditions. If you feel that you are oper-
ating in such a culture, please reach out to me in any way you 
feel comfortable. There are many tools at our disposal to rectify 
such a situation. You can always call on me, day or night, anon-
ymous or not. The industry has spent a lot of time changing the 
culture of putting our head in the sand. Safety is paramount and 

everybody’s job.  
     25 years ago, I was trained as an acci-
dent investigator. I learned that you must 
exhaustively investigate and draw no con-
clusion until all the facts are discovered, 
analyzed, and reported. Today, with the 
added explosive power of social media and 
the sensationalizing of aviation accidents 
by the media, the fatal accident of March 
11th has caused a frenzy. As safety advo-
cates, our job is to ignore the external noise 
and simply focus on the facts to ensure we 
prevent future accidents.  

     What I have seen happen since the accident on March 11th 
is distressing.  I have seen an industry that we all care about 
cannibalize itself as everyone seeks to add their opinion public-
ly and cast blame. This is unacceptable and counterproductive 
for all of us.  
     It is unprecedented to see some in this industry behave so 
opportunistic in a time when we should have all pulled togeth-
er. Even before the NTSB issued their initial report, some in 
our tiny industry irresponsibly proclaimed their opinion, in-
formed or otherwise. Some have publicly excommunicated 
their own members and friends.  If you are attempting to sway 
public opinion by exploiting a social media frenzy, or if you are 
offering unsolicited opinions without any basis in fact, you 
need to stop. You are harming everyone, including yourself.  
     As many of us who served in armed forces or as first re-
sponders understand, our community is a family. It’s okay to 
disagree and have differences of opinion, but ultimately when 
the trouble finds us, we rally and support one another. Now is 
that time. Let us focus on the common ground of improving 
safety and building our industry as there are already too many 
outside who wish to tear it all down.  
     I wish everyone a safe and happy summer. Please remember 
to Fly Safely and Neighborly.  

  

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. 

Little pig, little pig, let me in!  

Jeffery Smith 
VP, Ops &  

Gov’t Affairs 

“We as  

professionals are 

paid to know where 

the “no” is.” 
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     In this article, ERHC member Stacy Sheard discusses the 
mission and history of the Military to Civilian Transition work-
shop; an outreach effort that she helped establish to assist our 
veterans with entry into the civilian aviation industry 

 
     After 11 years of active duty military ser-
vice, I left behind flying Black Hawks for the 
U.S. Army, and stumbled out into the civilian 
helicopter industry with absolutely no clue or 
guidance whatsoever. I lived near Las Vegas, 
and quickly found out that no helicopter oper-
ators were hiring at the time. Complicating 
matters, I discovered that a couple companies 
weren’t planning on ever hiring a female heli-
copter pilot. In short, helicopter jobs were 
scarce – especially for me. Having absolutely 

no idea there was still gender discrimination in 2001, I figured 
I’d have to get creative; I’d have to separate myself from the 
crowd, and give them a chance to get to know me. So, every 

couple weeks, I visited the one company in Vegas that seemed 
the most promising.  I made friends with the front desk staff, 
and sometimes they would even pull the Chief Pilot from the 
back offices so I could say a quick hello, and let him know I 
was still around and interested. I walked the fine line between 
being persistently eager, without becoming a bothersome stalk-
er. He eventually told me that I would be called in the first 
group of new hires for the season. True to his word, Burl Boyd 
hired me for my very first civilian helicopter job at Sundance 
Helicopters.  I’ll always remember him for giving me a chance 
to prove myself, and it seems that he remembers me as well by 
continually showing an eagerness to help other veterans.  These 
days, Burl Boyd, my old Chief Pilot, attends and mentors aspir-
ing military and civilian aviators at the Mil2Civ Transition 
Workshop, an advocacy program whose mission it is to ease 
and assist with the employment for transitioning veterans.   
     As a panelist and a career speaker at the HAI Heli-EXPO 
and HeliSuccess for the last 10 years, I was delighted when an 
old friend introduced me to an active duty Army pilot attending 
the Heli-EXPO in 2013. This soon-to-separate from the military 
aviator was impressed by everything he had learned at the Heli-
EXPO, and asked me to come out to Ft Belvoir, Virginia to 
share some of my knowledge of the helicopter industry.  My 
audience was to be fellow Army aviators who were seeking 
insight into the civilian helicopter world.  I took him up on his 
offer, and drove down to Ft Belvoir to deliver my presentation 
to his colleagues.  From his initial inquiry in Las Vegas, CW4 
Marc Stanley helped me to develop and refine what would 
eventually become the basis for the expanded Mil2Civ work-
shop we hold today.  

(Continued on page 5) 

ERHCNEWS 
Spring 2018 
Volume 33 
Issue Number 2 
Copyright © 2018, ERHC 
 

 

LETTERS 
The ERHC welcomes the opinions of our  

readers on any topic relating to the newsletter, 
vertical flight aircraft and operations. 

 
Michael Philbin, Chairman 

Eastern Region Helicopter Council, Inc. 
165 Western Rd  Kearny, NJ  07032 

Phone: (646) 459-4221 
Fax: (646) 459-4222 
mphilbin@erhc.org 

 
MEMBERSHIP 

For membership questions, please contact  
Rich Huggins at membership@erhc.org 

 
www.ERHC.org     

Mil2Civ Transition Workshop 

Stacy Sheard 

Stacy Sheard delivers her presentation at the Mil2Civ 
workshop at the 2018 HAI Expo in Las Vegas . 
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     After giving the class in Ft Belvoir, I was approached by 
Paul Schaaf from the Helicopter Association International 
(HAI), who asked if I would be willing to take my Military-to-
Civilian Transition presentation on the road – fully sponsored 
by HAI – and thus 
the HAI Mil2Civ 
Transition Work-
shop was born!  In 
the intervening 
years, Marc and I 
have become good 
friends, sharing a 
passion for mentor-
ing members of our 
military.    
     Marc Stanley 
quickly became the 
co-presenter for the 
Mil2Civ Transition 
Workshop. We 
soon learned that it 
would take several 
devoted and enthu-
siastic people to 
help us expand the 
reach of Mil2Civ. 
We needed people 
to tell their own 
personal transition stories, with an emphasis on recent accounts 
to keep the event relevant and persuasive. 
     The Mil2Civ Workshop highlights 7 recently transitioned 
speakers who tell their own inspiring personal transition stories. 
In between their presentations, we provide several long net-
working breaks so that military attendees can mingle with a few 
of the experienced mentors who volunteer to participate in the 

workshop (we usually have over 50 mentors show up). Several 
of our mentors recall that their own separations were like mine 
– initially they had little to no guidance leaving the military. 
Many of our mentors often remark that they wish there was 

something like this 
when we were get-
ting out of the mili-
tary. All of our 
mentors are volun-
teers; they don’t 
need to know every-
thing, they don’t 
even need to be 
prior military; they 
just need to be will-
ing to share what 
they know!  
          The biggest 
lesson we try to 
convey – is one that 
is very foreign to 
most military avia-
tors.  Their superb 
skill levels and 
broad experiences 
are a given, but the 
professional net-
working that they 

do will be the absolute key to their career success.  They may 
be extensively credentialed, have a great resume, and boast a 
LinkedIn profile that is squared away – but the dealmaker will 
always be rooted in the connections they have made along the 
way. We emphasize this: every single interaction that we have 
with someone in the helicopter industry – is a job interview. 

Military members take notes during the Mil2Civ workshop at the 2018 HAI Expo. 

Stacy Sheard works with military aviators from Fort Drum during a visit on 14 April, 2018. 
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The TK Corridor: An ERHC Member Exploits the 
Advantages of a “Helicopter Only” IFR Airway  

     We had just completed one flight of a three-leg trip to pick 
up our principal in New York City. Our second leg was to 
transport him to Philadelphia International airport in order to 
meet a plane bound for the west coast. The weather cooperated 
enough for a VFR positioning flight into the city, but it was 

forecast to deteriorate enough to force an IFR 
segment back down to KPHL. 
     Weather always has a vote this time of 
year and trying to work that into a transporta-
tion solution for our clients is part of what 
makes helicopter flying in the Northeast chal-
lenging and rewarding.  On a weather day 
like today, there is a little bit of flexibility on 
departure time, but ultimately it is up to the 
customer. He sets the itinerary and I make the 
final go/no-go decision to ensure we are 

ready when he arrives. Unlike the airlines, where the schedule 
drives the departure time, in our operation, the passenger sets 
the agenda and we do everything possible to be 100% ready to 
depart when he arrives. If we cannot guarantee an on-time de-
parture for whatever reason, we do our best to offer an alternate 
solution. 
     Facing progressively lower ceilings and visibility down in 
Philly, I need to start making the necessary phone calls. The 
first is to our dispatch to get an updated ETA for the boss. He is 
fifteen minutes out from the heliport which should give me 
plenty of time to pick 
up our IFR clearance 
and prep the Newark 
sector of NY Ap-
proach for entry into 
their airspace. An 
advance phone call 
can trigger some ben-
eficial behind the 
scenes coordination 
and it generally takes 
five minutes at the 
most. 
     When I call the 
Newark sector phone 
number for my clear-
ance, the controller at 
the data position in-
forms me Philly is on 
a ground stop due 
low visibility. As the 
sun began to set over 
Philadelphia, the 
runway visual range 
began to go down 
too. So much for “it’s 
always sunny in Phil-
adelphia.” With an 
RVR of 1600,’ airplanes were not able to land at KPHL, and as 
a result they were keeping everyone on the ground. 
     Regardless, today was my lucky day. It turns out that in a 
helicopter, by rule, I can reduce my visibility minimums below 
the 1800' RVR airplane landing minimums for ILS 9R. 
1600’RVR was still above my company minimums, and also 

above the helicopter-specific minimums the rules allowed for 
this approach. 
     I communicated all this to the data controller as best I could 
and she momentarily places me on hold.  Waiting on hold when 
the boss’ arrival is within ten minutes is generally not a position 
I want to be in.  In short order, the data controller comes back 
on the line. She informs me she has personally called the Philly 
tower to get a true feel for the conditions there. Performance 
above and beyond for sure. 
     I’m informed that Philly tower visibility is holding steady at 
1sm but RVR for 9R was bouncing back and forth between 
1600’ and 2400’. She said that if I could accept a fast approach 
speed they could work me into the traffic flow. 
     Fast is relative I guess. The Max speed on my helicopter is 
155kts. I also know the landing speed of a typical airliner is 
about 130kts. Without hesitation I agree to their conditions and 
she tells me she will make the final coordination and to call 
back for my release. Some negotiations are easier than others. 
     All that is remaining is for our passenger to arrive. I cannot 
pick up the IFR release until we are 100% ready to takeoff. One 
reason is NY approach blocks the airspace around DECKR 
intersection for my transition into controlled airspace. Another 
is they can only have one aircraft joining the route at a time; 
first-come first-served. Makes sense to me. 
     Our clearance from Downtown Manhattan to Philadelphia 
International is an 80nm route, DECKR-TK502-GRIBL Direct. 

3000’ is our final alti-
tude and I can expect 
to talk to no less than 
six controllers from 
the time we depart to 
when we arrive. En-
route time is approxi-
mately 35 minutes 
give or take a few due 
to vectors and the 
approach. 
     The handlers at the 
Wall St heliport are 
fantastic and they 
inform me via radio 
that my passenger is 
just pulling up. 
Knowing he will be 
ready to leave as soon 
as he is on board, I 
reach out to EWR 
data one last time and 
am instantly greeted 
with a clearance and 
void time. 
     This is where two 
pilots comes in handy. 
Divide and conquer is 

a mantra we use in military helicopter flying and it is no differ-
ent here in the corporate world. In our version, one pilot flies 
and that is their only job. The other pilot does everything else. 
Pretty simple. Talking and navigating are the two specific non-
flying tasks that happen quickly when transitioning from the 

(Continued on page 7) 

Jeff Milchanowski  
milchanowski@hotmail.com  



Spring 2018  7 ERHC NEWS 

low-level helicopter VFR environment to an enroute IFR envi-
ronment. 
     One technique we use is to pre-load all of our frequencies in 
the radios and update our navigation computers to include the 
approach we expect to utilize at the destination. Probably the 
most important step prior to our departure is to verify our auto-
pilot settings on the flight director to include pre-set altitudes, 
waypoint data, and navigation source information. Transition-
ing from visual conditions to flight reference only to the instru-
ments is not a time to be behind the aircraft. Like I said, every-
thing happens fast on a flight like this. 
     Luckily, I am flying with a pro and we are off the heliport 
and climbing 
through 
DECKR like a 
well-oiled ma-
chine. Pushing 
up to our max 
speed gets us to 
Philly a little 
quicker than the 
controllers ex-
pect, partly due 
to a hefty tail-
wind at our 
relatively low 
altitude. One 
even calls to 
verify we are 
indeed a heli-
copter. 
     Once we are 
‘in the system’, 
ATC treats us 
just like an air-
plane though. 
So much so that 
when we are 
handed off to 
Philly approach, 
we are told to 
expect to hold 
while he attempts to sequence us into the conga line of jets 
waiting to land on 9R. He is surprised when my copilot advises 
that we can slow to whatever airspeed he needs in order to work 
us in. He jokingly says, “80kts” and, in only the way a control-
ler can be, is excited when my copilot accepts his challenge. All 
I have to do is select 80 on the autopilot and, just like that, we 
avoid a turn or two in a holding pattern. 
     After three minutes of slow flight, we are asked to accelerate 
to our best forward speed in order for him to slide us in behind 
a Southwest 737 and in front of an American 757. He then calls 
the American jet to ask them to slow to their approach speed 
because they were going to be following a helicopter. The jet 
pilot did not seem too happy to have to slow but he was im-
pressed he was following a helicopter on the approach. Appar-
ently, that was a first for him. I felt relieved knowing they are 
paid by the hour and we would not have much of an impact on 
their arrival time into Philly. 
     Being vectored on to an ILS at Vne is not as critical as you 
might think. It is near the bottom of the approach that we want 
to make sure we are in a position to land once we break out. 
One reason is we must be 90kts or less at the missed approach 
point in order for us to apply the reduced helicopter visibility 
minimums of the particular approach. 
     The other part, and the important one to me, is the helicopter 
needs to be at an airspeed that does not require an excessive 

nose-up attitude to decelerate. I have been witness to many ap-
proaches where the person flying does a great job coming down 
the ILS just to break out and immediately climb back into the 
clouds due to excessive aft cyclic trying to slow down. 
     When the weather is low, like tonight, we use an automatic 
deceleration function on our flight director that ensures we are 
at 70kts by the missed approach point. If we continue beyond 
the missed approach point in order to land we can keep the 
flight director coupled to the autopilot and the helicopter auto-
matically levels off at 50’ and continues straight down the cen-
ter-line of the runway all via a computer. If we do not break 
out, we can select a go-around function and the helicopter 

climbs away at a 
predetermined 
rate of ascent 
and airspeed. 
"Please slow 
because you are 
gaining on the 
jet ahead of 
you" 
     Reports on 
the frequency 
indicate every-
one ahead of us 
is picking up the 
field just above 
descent mini-
mums. The best 
call of the night 
comes from 
Philly tower 
when he told us 
we were gaining 
on the 737 
ahead of us. He 
asked us to slow 
to 130kts, spac-
ing was good 
ahead of our 
trailing 757, and 
speed would be 

at our discretion inside the final approach fix. 
     Modern airport lighting is an impressive sight and is a wel-
come element when dealing with reduced visibility at the end of 
an approach. Ground taxiing is easy with directional signals and 
flashing stoplights, but in a helicopter, we simply air taxi direct-
ly from the runway over to the ramp at Atlantic Aviation. 
     From takeoff in Manhattan to landing next to the boss’s ride 
to the west coast took exactly 32 minutes. We joke that taxiing 
the two miles for his next takeoff would take longer than the 
entire helicopter trip. 
     Getting home for our final leg of the trip did not look good. 
Even though our home base is next door to PHL, the difference 
in field elevation and lower dew point spread was enough to 
cause an indefinite ceiling and visibility less than 1/8th of a 
mile. Home was fogged in and we would be spending the night 
in Philly. 
     I could think of worse places to be stuck for weather. All of 
our behind-the-scenes efforts to make it to Philadelphia were 
completely transparent to the principal and he is on his way to 
his next meeting. More to the point, we successfully completed 
the passenger leg of our trip safely and efficiently. Staying put 
instead of pushing weather to make it home is the easiest deci-
sion of the day. 
     Now the hard choice - Geno’s or Pat’s for cheese steaks? 
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     In life, the lack of choices and options is generally viewed as 
boring. In helicopter operations, a lack of choices and options 
can get downright exciting or worse. In our area of operations, 
we fly in one of the most dynamic environments in the ro-
torcraft industry. Ever changing weather, frequently evolving 

air traffic procedures, and complex TFR’s are 
just some of the constant variables we face.  
The time to formulate your “Plan B” is not 
when circumstances dictate you implement 
one. Alternate courses of action are clearer 
and easier to execute when planned prior to 
flight. What might seem simple and straight-
forward to consider prior to flight is not as 
obvious and clear when trying to determine a 
safe course of action in a stressful flight situa-
tion. 

     Probably the situation that most often calls for the execution 
of a “Plan B” is experiencing un-forecasted weather, or weather 
that is deteriorating beyond the limits for continued safe opera-
tion. In this scenario, our B planning is governed by the type of 
rotorcraft we are operating and the level to which the crew is 
trained. A “B Plan” for an AW-139 operating VFR enroute to a 
precision approach equipped airport when the weather starts to 
worsen is very much different than that the B-407 encountering 
low clouds and visibility while enroute to their destination. De-
pending on the time of year, the AW-139 crew’s B plan would 
hopefully include a previously filed IFR flight plan and the 
appropriate preparations to obtain a clearance and continue the 
flight IFR. For the 407 crew, the B plan should be to divert to 
the nearest landing facility or land in a safe offsite location. 
These options, just like the 139’s IFR intentions, should have 
been formulated and considered in advance. A professional 
rotorcraft aviator should have a “laundry list” of suitable offsite 
landing sites to be used in the event continued flight is not safe 
for weather of mechanical reasons. In the course of routine 
flights, I always like to point out good offsite locations so they 
can be readily recalled if needed for future unplanned landings. 
I know what you are thinking…. “if I have to divert to an 
offsite unplanned landing, I’m going to get in trouble with the 
authorities and the boss is not going to be happy”. Firstly, as a 
23-year law enforcement veteran I have never heard of enforce-
ment action being taken for an offsite landing made for safety 
of flight reasons. Secondly, we are paid to keep our passengers 
happy, but our higher priority should be to keep them safe. If 
you routinely fly passengers who do not appreciate this, a ca-
reer “Plan B” may be called for.  
     The National EMS Pilots Association (NEMSPA) has adopt-
ed a program that addresses Plan -B actions when flying into 
deteriorating weather. It calls for Enroute Decision Points 
(EDP’s). These are trigger points that require definite actions. 
The EDP program dictates that if due to weather you have to: 
(a) slow to 30 kts less than normal cruise speed or, (b) descend 
to less than 500’ AGL night, or 300’ AGL day you should then 
either (a) reverse course and RTB if feasible, (b), land at a safe 
offsite location, or (c) transition to IFR flight. This program is 
predicated upon a pre-approved company Plan B and an ex-
pected course of action. 
     A perfect example of having not only a plan B, but also a 
plan C, happened to me last summer. The flight itself was unre-
markable; a simple transport from 6N5 to KFRG. The weather 
was MVFR with lowering ceilings. On the flight to 6N5, the 
ceiling was just high enough to get the Throggs routing west-
bound, but it was trending down. We departed 6N5 with the 

intention to fly the Throggs route back to KFRG VFR. The B 
plan to deal with lower than adequate ceilings for the Throggs 
route, was to go SVFR up the Harlem River, then across to Co 
Op City, then SVFR to KFRG. The C plan was to activate an 
IFR flight plan and carry appropriate fuel to conduct the return 
flight IFR. As it turned out, the ceiling at KLGA was too low to 
allow for overhead on the Throggs route. We then opted for the 
B Plan of SVFR over the Bronx towards CoOp City. When the 
ceilings over the Bronx decreased to an unsafe level, we acti-
vated our C Plan and continued IFR to KFRG. This vignette 
lacks drama and that is exactly the point. By examining the 
situation and making plans for multiple contingencies, we 
simply flew the plans in order.  The entire event was absent 
stress, and didn’t involve having to make things up as we went 
along.  
     When formulating your own ‘B Plan,” please bear in mind 
that inadvertent IMC and the resulting CFIT or loss of control 
is the #1 killer of helicopter pilots and their passengers. Alt-
hough these occurrences account for approximately 10% of 
helicopter accidents, they account for approximately 47% of 
fatalities; and they are almost always fatal. 
     I urge you all to formulate your own B, C and D plans with 
the mindset that things often do not go as planned, and Mur-
phy’s Law is always in effect.  
     For further reading on this theme please visit HAI’s Land 
and Live Program and NEMSPA EDP’s:  
 

• http://landandlive.rotor.org 
 

• http://www.nemspa.org/index.php?
page=PDF_show&title=No%20Pressure%
20Initiative&case=23 

 

• http://nemspa.org/index.php?
page=edp_video&title=EDP%20Video 

 
     Fly Smart, Fly Safe 

Safety: Time for Plan B  

2018 Meeting Dates 
 

Member’s General Meeting 
May 9 at Hanover Marriott, NJ 

Cocktails at 1800, Meeting at 1900 
 

Annual Meeting 
Ocean Place Resort, Long Branch, NJ 

Sept 14: Golf Outing and Bonfire on the 
Beach Meet & Greet 

Sept 15: Meeting and Awards for Excellence 
Banquet 

Glenn Daley 
Safety 

http://landandlive.rotor.org
http://www.nemspa.org/index.php?page=PDF_show&title=No%20Pressure%20Initiative&case=23
http://www.nemspa.org/index.php?page=PDF_show&title=No%20Pressure%20Initiative&case=23
http://www.nemspa.org/index.php?page=PDF_show&title=No%20Pressure%20Initiative&case=23
http://nemspa.org/index.php?page=edp_video&title=EDP%20Video
http://nemspa.org/index.php?page=edp_video&title=EDP%20Video


Spring 2018  9 ERHC NEWS 

     ERHC’s 9th annual Fly Neighborly Meeting kicked off the 
spring season with the noise affected loudly calling for helicop-
ters to “stop flying over our community and go over the water 
instead.” This was not a North Fork or Hamptons issue, this 
battle cry was from Northeastern Queens. 

     Of course if it was easy, helicopter routes 
would always avoid populated areas and 
ERHC wouldn’t hold annual Fly Neighborly 
meetings. But this is the Greater New York 
Metropolitan Area where one on the busiest 
helicopter demand centers in the world has to 
somehow coexist with nearly 20 million peo-
ple. As a result, ERHC leadership now 
spends the majority of its time and efforts — 
and funding — on noise abatement and com-
munity compatibility issues. 

     Our Fly Neighborly Meetings have become a model for heli-

copter groups 
around the country. 
ERHC successfully 
brings together 
member operators 
and pilots, airport 
managers, noise 
concerned residents, 
community groups 
and elected officials 
and their representatives from across the region, to discuss heli-
copter noise issues and chart a course of action for the peak 
summer season traffic that starts Memorial Day weekend. 
     We view the Fly Neighborly meeting as our biggest oppor-
tunity each year to educate stakeholders of ERHC’s ongoing 
efforts to address noise within the context of the region’s com-
plex airspace. It also provides one of our major inputs for hear-

ing new community concerns. Alt-
hough community members may not 
agree, ERHC takes noise issues ex-
tremely seriously and have made ma-
jor concessions over the years in an 
attempt to balance the operational 
needs of the industry with a communi-
ty’s quality of life. 
     Long Island East End issues domi-
nate these meetings, but a contingent 
of Whitestone, Queens residents 
voiced their loud opposition against 
the FAA Throgs Route focusing on 
"low altitude overflights at all hours of 
the day and night." While their claims 
do not align with the facts (as substan-
tiated by ERHC’s radar flight track 
analyses), they have the strong back-
ing of Congressman Thomas Suozzi 
(D-NY 3rd District, Huntington) who 
co-chairs the Congressional Quiet 
Skies Caucus and NYC Council Mem-
ber Paul Vallone (D-NE Queens) who 
are both calling upon the FAA to ex-
tend the mandatory North Shore Rule/
Route westward to cover Nassau and 
Queens. In fact, it is expected that the 
FAA Eastern Region will hold their 
next Helicopter Symposium in May to 
discuss Northeastern Queens issues 
and the future of the Throgs Route. 
ERHC will be there and remains com-
mitted to working with our members, 
the FAA and all the stakeholders to 
address this routing issue.  
     It was good to see another strong 
turnout by ERHC membership at the 
March 28th meeting that was held at 
the Melville Marriott on Long Island. 
Kudos to Lauren Pulsinelli for once 
again pulling all the pieces together 
and organizing a very successful meet-
ing. 

Annual Fly Neighborly Kickoff Meeting 

Attempts to Keep the Peace 

Robert Grotell 
Fly Neighborly 
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     I'm a "late adopter."   I still have an iPhone 5; I  don't have 
4K; and our principal car doesn't have "bluetooth."  So when 
new technologies emerge, the rest of the world exerts subtle 
pressure on me to modernize...sort of like that annoying kid on 
those FIOS  commercials.  With that in mind, you'll have to 

forgive me for not knowing very much about 
ADS-B.  But...I'm willing to learn!  
     I'm assuming (hoping really) that many of 
our readers are similarly unsure of what, ex-
actly, ADS-B is and how it will improve our 
situational awareness while flying.  In very 
broad terms, ADS-B will give you (the pilot) 
nearly all the same information that ATC 
controllers have at their fingertips.  You will 
be able to see real time depictions of nearby 
aircraft, their type/call-signs, horizontal and 

vertical ground-speed, course, and altitude.  More importantly, 
you will be able to see their projected flight path, and quickly 
determine if it will pose a collision hazard.   Imagine the bene-
fits of this technology while transiting the north shore on a busy 
summer day; you get quick access to crucial information, and 
the burden on the controller 
to give you traffic alerts is 
somewhat reduced.   
     Depending on how you 
choose to configure your 
display, ADS-B can also 
overlay real time weather 
graphics (RADAR returns) 
and provide data links to 
display other important avi-
ation related information 
like METAR/TAFS, AIR-
METS, TFR's, etc.    Weath-
er data furnished by ADS-
B*(with some caveats, dis-
cussed below) will be open 
source and not require any 
subscription, so it will be 
interesting to see what ef-
fect that will have on fee-for
-service providers like Fore-
flight. 
     That's ADS-B described 
in the broadest strokes.  To 
see how the sausage is 
made, keep reading.   
     First of all, what does 
ADS-B stand for, and while 
we're on the subject of ab-
breviations, is there such a 
thing as ADS-A?   
     Unless you're avionics 
engineer with MIT-like credentials, the written form of "ADS-
B" doesn't give the layman much to work with: "Automatic 
Dependent Surveillance - Broadcast."   Gee - Thanks, Shel-
don.   At first glance, the "automatic" seems to contradict the 
'dependent."    Well, it's "automatic" in the sense that you, the 
pilot, don't need to take any action to keep the system operat-
ing.  You turn it on...it does its thing.  But it's "dependent" in 
the sense that you need to be operating in an area where there is 
ground based infrastructure to receive/interpret/rebroadcast the 
information that your ADS-B is putting out.  The "surveillance" 
aspect is the whole point of the technology; it allows ATC 

and other equipped aircraft to have a complete "eye-in-the-sky" 
picture with Alan-Parsons-Project-like accuracy (look it up if 
you're under 40).  The "broadcast" aspect of ADS-B means that 
you're broadcasting flight data that is intended for everyone: 
ATC/other aircraft/anyone with a ADS-B receiver.    And final-
ly, yes, there actually is such a thing as ADS-A.  The "A" 
stands for "addressable."  It simply means that your data is in-
tended for only ONE authorized recipient.  I'm guessing here, 
but it seems that ADS-A would be useful in combat theater or 
security sensitive mission. 
 
     ADS-B "out" vs "in": 
     The technology is further divided into two core aspects: 
ADS-B Out and ADS-B In.  For simplicity, the "out" portion is 
the capability to broadcast all your crucial data for the world to 
see.  Think of it as your transponder on steroids: every one sec-
ond,  it broadcasts a complete picture of your status in 3 dimen-
sional space: GPS/WAAS position/horizontal ground-speed/
vertical speed/course over ground.  ATC ground based receiv-
ers correlate this data and provide the controller with a 
"RADAR like" image that is far more accurate and informative 

that RADAR ever was.   At 
this writing, the FAA is only 
mandating that aircraft be 
equipped with ADS-out 
(more on deadlines to fol-
low).    ADS-B "in" will be 
optional, but it's the feature 
that you, as the pilot, will 
appreciate the most.  It's the 
ADS-B "in"  capability will 
paint the graphical picture 
described at the beginning of 
this article.   
 
    1090 MHZ vs 978 MHZ: 
    We're now entering the 
"nice-to-know" phase of this 
article.  If you've read this 
far, be careful because dis-
cussing ADS-B at this level 
of specificity will earn you a 
"Cliff Claven" like reputa-
tion (again...under 40, look it 
up).   ADS-B is designed to 
work on two dedicated fre-
quencies: 1090 and 978 
MHZ.   Your regular old 
TCAS operates on 1090 
MHZ.  Initially, ADS-B en-
gineers decided to piggy 
back all this new data on the 
TCAS 1090 MHZ.  More 

recently, however, they developed an updated ADS-B protocol 
to operate on 978 MHZ.  This newer version is called 
"Universal Access Transceiver" or UAT.   One advantage of 
using 978MHZ (UAT) over 1090MHZ is that UAT is the only 
version that will include graphical weather depictions. Accord-
ing to the FAA "weather data  is only available on the UAT or 
978MHZ link due to bandwidth considerations."  So...which 
version do you think your employer will end up using?  The 
good news is that 978MHZ (UAT) will only be authorized for 
operations 18,000 feet and below, so it's likely your operation 

(Continued on page 11) 

ADS-B: Don't be a 'Late Adopter' 

Andrew Dutton 
Newsletter 
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     By the time you read this, we will have held our Emergency 
Response Drill and I am hoping that it was a huge success.  The 
fact that we can assemble expert first responders from the fed-
eral, state, and local level is a testament to their professionalism 
and eagerness to support the public.  As a result of their contin-

ued commitment to ensuring the safety and 
security of our industry, we can now focus on 
our daily operations with heightened prepar-
edness and the assurance of improved lifesav-
ing responses should we ever need them.   Fly 
safe, stay safe and keep training.   
     Atlantic Aviation has hosted 10 response 
drills since our tenancy began here at East 
34th Street in 1998.  I am convinced the peri-
odic repetition of these industry/government 
safety drills keep us safe, and our record of 

safety is proof.  With the help of Saker Aviation, ERHC, and 
NYCEDC as participating hosts, we thank the following units 
for attending as presenters: 

• FDNY Engine 16, Ladder 7 

• FDNY Marine Unit 

• NYPD Aviation Unit 

• NYPD Harbor Patrol 

• US Coast Guard Air Station Atlantic City, and USCG Sector 
NY Units (thanks to Andrew Dutton for coordination) 

• Al Cerullo for review of safety harness   

• NJ State Police Special Service Unit (thanks to Tyson Mowry 
and Dan Vanco) 

 
     All the attendees that took time out of their busy schedules 
to spend a Saturday with us to take away some valuable infor-
mation and share their expertise. 
 

Announcements 
     Moving on to the changes in our flight departments, there 
are several new positions to announce: 

• Prudential has two new Sikorsky D model pilots: Suzanne 
Hallen and Joe Chotkowski. 

• Revlon brought on Chloe Demetrious and Ryan Rowzee to 
join their team in their 139 operation. 

• Bill Rio and Rich Huggins started up a new flight department 
with Underhill holding out of FRG, operating the former Ca-
ble aircraft 301CV.  They will be in the area flying their prin-
cipal and supporting Altice executives. 

• Nick Perry and Ed Schultz (formerly of Cablevision) are fly-
ing a well-known media client in a former IBM aircraft based 
out of FRG.  

• Jamie Fallon, formerly of Cablevision, returned to Evergreen 
Intl flying Sikorsky heavy lift Skycranes. 

• Alex Johnson recently left AAG to pursue his dream of fly-
ing for Customs and Border Protection in his home state of 
Arizona.  

 
Heliports 
     Summer is here and so starts a new baseball season for the 
Mets and Yankees. Please stay current with all of the baseball 
TFR’s and be prepared for the Presidential TFR to start next 
month. A new SVFR LOA for HTO is be drafted and will be 
available on the ERHC website once it is completed. Have a 
safe summer flying season and "play ball!" 
     Finally, HTO has officially approved the tower for the sum-
mer season once again; so, we will have safe and efficient oper-
ations with Bruce Miller as the tower chief - May 1st through 
September 9th. Please review all of the LOAs and proper routes. 
Where we choose to fly today will affect where we can fly in 
the future. 

Patricia Wagner 
Heliports 

As the Rotor Turns: Safety Exercise Edition  

may opt for the enhanced capability of UAT.  The only down-
side to UAT is that 1090MHZ is the standard for the rest of the 
world, and UAT equipped aircraft probably won't be able oper-
ate internationally.   
 
Deadlines:   
     As an industry, it's now 11:34 pm in your dorm room, and 
the big term paper is due tomorrow at 8 a.m.   If you're staring 
at a blinking cursor on your computer screen, you've got some 
stressful hours ahead of you.   As of 1 January 2020, ADS-B 
(Out only) will be mandatory for all aircraft operating in class 
A, B, C, and E (above 10,000 MSL, unless that airspace is 2500 
AGL or less).  The B and C requirements will obviously affect 
most, if not all, ERHC members.   
     We'd be interested in doing a follow-on article to see how 
your business/enterprise is dealing with this impending require-
ment.  If you are in a position to offer "lessons learned," tips for 
success, or suggestions about equipment and installation to 
comply with ADS-B, we would be eager to hear from you! 
     Author's final note:  I am not an expert in ADS-B.  I simply 
read articles about the subject and try to distill them into a pal-
atable format.  The three principal sources for this article 
were:  "ADS-B Out Explained," by Textron Aviation;  "ADS-B 
101 - What You Need to Know," by Cincinnati Avionics; and 
"ADS-A vs ADS-B" by Business and Commercial Aviation.     

(Continued from page 10) 

Here is an example of ADS-B traffic displays. Pilots can select 
range, desired chart overlays, and weather, as desired.   
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