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You as the problem

The time to think through your emergency situations and procedures is prior to the flight and on the ground.  You will always be surprised by an emergency.  That's what makes it an emergency.  Since aircraft control is #1, you need to do what is necessary as conditions allow.  You will develop a procedure for determining priorities.



At the end of the preflight you should think through your takeoff emergency options.  After leveling off at altitude get your emergency list up front.  This is the basic list that applies to all situations and may include expansions for more specific emergencies. 



We have been developing and adding checklists from the beginning.  The last list is in many ways the most important.  You will never be prepared for an emergency.  The sequence of importance is #1 Fly the Plane.  Make the most conservative decision quickly and don't change it.  Don't waste position, airspeed, or altitude.  Clean up the cockpit and instruct your passengers.  In over 8000 hours I have had only a couple of minutes of actual emergency all of which were resolved without incident.  20% of all flying is instructional but only 12% of the accidents are instructionally related.  Midairs, propeller failures, and ground type propeller accidents occur each about once a month on average.



Most aviation emergencies are of the pilot's making related to weather or inappropriate maneuvers.  65% of the accidents are related to pilot error.  A few mechanical emergencies come as complete surprises and lead to reactive behavior.  Most mechanical emergencies occur at an altitude such that a reactive response is inappropriate.  Mechanical failure is a very small factor in accident statistics (8%).  Hasty reactions are, more likely than not, to be the wrong thing to do.  



Darkness is a compounding factor in any emergency.  You don’t want your negligent eagerness to get home or ‘there’ to allow your self to get low on fuel or into weather and dark at the same time.  Turn around, get down early and get fuel, stay down if weather doesn’t promise legal night VFR.  Don’t push your night capabilities in strange areas or airports.  Night get-there-itis is the worst kind.  Darkness and weather (19% of cause) is serving notice to turn around and get down.  The risk of drowning in your bathtub is five times greater than even having an aircraft accident.  Only one in six aircraft accidents result in anyone being seriously hurt or killed.



An emergency checklist is the first item of any emergency.  Don't do anything until you have this list, altitude and time permitting.  At several thousand feet you have plenty of time.  Most systems failures are slow motion non-emergencies.  You get to plan where to have your accident.  The more training and experience you have the more time you will have to do the right thing.  There is seldom the time or capability for doing something over.

	

If you have a problem, the nature of which you are unable to determine, and cannot fix, then get down as soon and as safely as possible.  Don't try to control a situation that cannot be controlled.  Make the best choice of a suitable landing/accident site as soon and as high as possible.  Once you pick your spot that includes a good, safe approach don't try to second guess yourself.

Everyone Has Problems 

(they are just different problems) The following list has been acquired over the years as early warning signs of difficulties to come.  Read them and be aware that the accident you avoid may be your own.



A public speaker finds it easy to use the microphone but difficult to leave out the punctuation.

Uses ‘creative’ procedures when in unfamiliar situations.

  

The ham radio operator finds the preciseness required in radio wording completely different than that with which he is familiar.  

Pilot is unfamiliar with systems and operating procedures as written in the POH.  Relies on ego and ancient information instead of POH.

The background of an auto mechanic can be both a benefit and a hindrance.  Automotive standards and materials do not meet aviation requirements.  

The person who has never spoken on a radio finds the entire process both frightening and intimidating.  Fails to reveal existence of a problem 

   thinking that he will ‘get into trouble’.

Pilot is never lacking in confidence even in the face of adversity and overwhelming odds.

Difficulties are compounded by accented English.  Pronunciations of Hispanic words normally pronounced in Americanized English such as Vallejo. 

Flying in conditions for which proficiency is lacking.  Night, weather, ice.

Reacts to situations as they occur instead of anticipating through planning.

While taxiing is one of the last skills acquired, a farmer with tractor 	experience finds the process quite familiar.  

Hoping that weather will improve without knowledge that it will.



Pilot tends to become tense during final phases of landing.  Jockeys yoke back and forth in reaction to unseen problems.  Aircraft accidents don’t happen to me, just everybody else.



The pilot who flies is confronted by situations such as weather or traffic that requires actions for which he is unprepared.

Using the poor example of another pilot or story to do something related to flying.

The car driver must both unlearn and learn at the same time.  



Pilot becomes gradually more uncomfortable with flight situation without

   making use of cockpit resources or ATC.

Flight corrections are made as large and few as opposed to many and small.

Pilot is complacent because everything is going so well.  Decreased alertness gives all flying warnings too late.

A truck driver finds it difficult to taxi without side mirrors.  



A pilot who accepts lower standards of performance because he has escaped from 	such situations before.

Optimism that ‘things’ will be O.K. instead of knowing what it takes to make ‘things’ O.K.

A person who has little or no driving experience learns relatively fast.  



Pilot who goes below legal minimums just a little.  Relates to airspeed, clouds, ground level, etc.

Inappropriate airspeed for situation and conditions.  Usually occurs when in the airport pattern or approach path.

The businessman pilot is very uncomfortable if radio calls are not responded to immediately.  The first priority of aircraft control conflicts with his office experience on the telephone.  

Even getting  a pilot to believe that the microphone will work with either hand is a problem.  

A fisherman in the area finds orientation very easy by use of waterways.  



The trucker uses freeways and towns.  



The stranger to the area or a non-driver must start from the very beginning. 

Breaks rules and keeps on doing it until...



The way a place is named can create orientation problems.  Northern California might more properly be called Western California.  

The angular difference between true and magnetic directions create 	confusion.

The experienced pilot does not see basic faults in airspeed control during landings since they have always been corrected before touchdown. 

The instructor is learning as much or more than the student.  At the same time the student is both consciously and subconsciously learning the attitudes and behaviors of the instructor.  Hopefully, the FAA approved attitudes and behaviors.

The pilot who fly with a chip on his shoulder related to following any government restrictions or rules.  Resents any advice or instruction

   except from ‘acceptable’ sources.

	

We have instinctive reactions that occur just prior to collision, at the onset of a fire, during some weather, and after seeing some traffic.



We can make a considered reaction following an engine failure, loss of heading or altitude, in response to communications directed to us, and in avoiding some traffic and weather.



We will monitor known traffic, communications not directed to us, aircraft instruments, proximate terrain and weather, and engine sounds.



We will ignore some traffic, some communications, and some weather



The pilot must recognize and abide by the requirement that there are some rules and regulations to be followed without exception.  



The pilot must clearly understand that the flight environment and the safe control of it is a shared responsibility.  Each pilot has an individually responsibility, to his aircraft, other aircraft and with ATC.

The pilot must constantly improve his current flying practices by utilizing successful experiences and recurrent training.



Flying conditions always appear better when you have a ‘need’ to fly.



Pilot responsibility demands that flight cancellation be the first option when adverse conditions are capable of ruling the outcome.



The ability to adjust the departure time and the route is a major 

strength of being a private pilot.



A pilot is more used to ignoring or accepting his own pressures than he is those of passengers.  There is no mission requirement that lives be placed at any risk in private flying.  Every flight should be made with the understanding that conditions may make major changes in everyone’s plans..

Prelude to an Accident   

First there will be small losses in proficiency.  First noticeable is the decline in communication skills. There is a barely perceptible increase in 'behindness', being just a little pressed by the performance requirements of the aircraft.  The pilot's capability does not meet the flight requirements.



Second, as the skill deficiency space widens the pilot gains a sense of power and good control over the flight.  This sense is regardless of the widening gap between flight requirements and reserve capacity.  



Third, the pilot becomes bothered by small problems, communications, equipment, ATC, etc.  The cause is never with the pilot.  The deficiency space widens.  

Fourth, the pilot resorts angrily and perhaps violently against his perceived tormentors.  There is a perceived time problem.



Fifth, the pilot becomes irrational and incapable of controlling the aircraft.  As an aside, I once had a IFR pilot who went through four of these five stages on an extended IFR flight.  It is not uncommon for me to cancel, after less than an hour, the cross-country flight that is part of my training program were things are supposed to go wrong.

		Holding your attitude

Pilot training is a program that should teach the pilot that while negative attitudes exist, they do not need to control your behavior. Thoughts generated by strong feelings are more likely to be acted upon when emotional control is reduced by stress.  There is a DIRECT correlation between the amount of time a 

pilot spends with instructors and accident occurrence frequency.  Safety is not an accident.



I would like the pilot training program to promote reduction and control of those automatic thought patterns, that usually exist in the subconscious--perhaps because the patterns were formed in early life as a protection against apprehensive feelings.



I would like the pilot to become aware of his thought patterns as they tend to influence his decisions.  Personal attitudes can contribute to hazardous flight.  The fact that pilots are the primary cause of 80% of aircraft accidents which likely include pilot poor judgment as a factor. 



Is he resigned and does not see himself as being able to make a difference in his life or flying?  It is always someone else’s fault?



He takes unseemly efforts to impress others in how much more capable he is in given situation.  Only his solution is the correct one and best.



Does he seem to feel that the system will not come down on him.  He is invulnerable and that always his ‘guardian’ will come to his rescue?



He needs to control his impulsive reactions to prove that he is the one in control.  He often fails to select the best alternative and exacerbates the worst aspects of the situation.



He does not like anyone telling him what to do.  Being told what to do is considered always as a ‘put-down’.  He resents the rules and procedures proposed by others as silly or unnecessary.  A pilot has an obligation to question authority but an anti-authority attitude is inappropriate for today’s flying.

Hazardous Attitudes

				  -------------------ANTIDOTE

	1) Don't tell me, I know............1) Follow the rules

	2) Do it quickly....................2) Think first			

	3) It won't happen to me............3) It could

	4) I can do it......................4) Pilots are poor gamblers

	5) What's the use...................5) I can make a difference

We Do Stupid Things 

We can break the chain of bad decisions because every link is a weak one.  Safe decision-making skills can be taught and learned.

	What We Do...					Why We Do It...

	1) Bow to peer pressure				1) Anti-authority

	2) Get into a mind set				2) Impulsiveness

	3) Give in to Get-There-Itis			3) Invulnerability

	4) Duck-under-to-get-there			4) Macho

	5) Scud running					5) Resignation

	6) VFR into IFR conditions

	7) Getting behind the aircraft

	8) Loss of positional/situational awareness

	9) Inadequate fuel reserves

	10) Descent below minimums

	11) Flight outside the envelope

	12) Neglect of flight planning

	13) Inadequate preflight

	14) Failure to use checklist

How Not to Let It Happen

	1) Avoid the situation that contains distractions

	2) Plan so as to always fly with a reduced workload

	3) Plan for emergencies, follow the plan

	4) Know your aircraft systems and be proficient in their use.

	5) Know your personal limits and minimums and abide by them.

	6) Do not let little problems grow into big ones.

	7) If flying is stressful, find something else to do.

	8) Maintain your health

	9) Maintain your physical comfort while flying.

Stress

A certain amount of stress is good for you and your flying.  It keeps ‘you on you toes’ and alert.  However, stress is accumulative.  As stress builds it crosses a threshold level where your ability to adapt declines and your ability to perform decreases.  The threshold varies every moment of your life.  When your stress level gets you behind the airplane make a change.  A change that ALWAYS works is to slow down the airplane.



		................................ANTIDOTE 

Other than Flying:

	1) Stress exists..................Know your stress agents  

	2) Change causes stress...........Don't take unsolved problems flying

	3) Stress is insidious............The Life Style factor

	4) Stress is cumulative...........Flying requires emotional support



Flying							

	1) Avoid unrelated distractions.......Safe flying is just flying

	2) Reduce your workload...............Efficiency breeds efficiency

	3) Maintain proficiency...............Fly regularly and often

	4) Know your limits...................Instruction is cheap insurance

	5) Flying is stressful................Flying should not be stressful

	6) Mistakes breed mistakes............Study mistake recognition

	7) No emergency is "expected".........Checklist!!!

Risk Management

			Using behavior modification techniques.

	Using D-E-C-I-D-E

Detect........that something has happened

Estimate......the need to counter or react

Choose........the most desirable outcome

Identify......the best action required

Do............the best action required

Evaluate......the results

Personal Factors

 	1) Under the influence of...Personal attitudes that create hazards

	2) Medical deficiency...

	3) Emotional trauma...Existing stress factors

	4) Food or rest...



There are twelve clues you should have somewhere in your flight kit to warn you if you are becoming less aware.

Fixation...You find yourself staring as just one instrument or problem

Ambiguity...You have two information sources that contradict each other.

Complacency...When you think everything is right...be twice as careful

Euphoria...When you think everything is going great...be very careful

Confusion...When your 'gut' tells you something is not right, it isn’t.

Distraction...When you focus on an unimportant element, fly the airplane.

Underload or Overload...bored or too busy, tighten your parameters.

Poor communications...When others are not 'in the know', start talking,

Failure to meet targets...ETA not ATA, planned fuel low, etc. LAND.

Improper procedures...When you or ATC do something wrong, get it right.

Unresolved discrepancies...When things don't add up, put in new numbers. 

No one is flying the aircraft...Things are not right, when they’re not right.



It is vital that you have a rehearsed/planned  emergency procedure.

It is too late to start looking for the aircraft manual when things go wrong.  Creative thinking will not be as useful as an available checklist.  Know where you are.  Situational awareness is the best lubricant for effective thinking.  Every   time you fly keep adding to your library of 'what if' options.  The key is to avoid not using your position, airspeed, and altitude to the best advantage.  A 'second guess' will probably be wrong.
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