


A DAY o REMEMBER
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Recollections of a “routine”
fueling operation that blew up in
the pilot’s face.

o n 26 May, 1986, after
enjoying a nice long
weekend with my family in
Tulsa, Oklahoma, I flew from
Harvey Young Airport to
Mangham Airport in Fort Worth,
Texas. It was Memorial Day and
the flight in my Luscombe was a
joy. The air was smooth and the
visiblity was unlimited. I
remember hating to put old
number 1985B in the hangar
because it seemed to be a perfect
day for flying.

Gasoline Transfer

I had recently rejoined Bell
Helicopter Textron and was
staying with my mother-in-law in
Fort Worth until my wife and I
could find a house and move
back to Texas. I decided to get
some fuel at the nearby service
station and top off the
Luscombe’s tanks. I have an auto
gas STC from the Experimental
Aircraft Association and had
been using auto gas for several
years. For the last year or so |
had been using a plastic
(polyethelyne) jug which would
hold 16 gallons of gasoline.

The jug was rigged with a
Schrader valve for applying air
pressure to dispense the gas and
pick-up near the bottom of the
tank. The dispensing hose had a
ball valve at the end so the gas

could be shut off when the tank
was full.

I had transferred over 400
gallons of gasoline via this jug into
the wing tanks of my Luscombe
without any problems. The jug was
always filled by means of a large
funnel which was fitted with a fine
mesh screen for filtering. Although
this setup appeared to be perfectly
safe, it was an accident waiting to
happen.

At 5:30 pm on Memorial Day,
1986, that accident happened. I was
filling the jug and had just lifted the
funnel to see if there was more room
for gasoline. The jug was inside my
Chevy Suburban, just behind the
driver’s seat (the rear seats were
folded down) and I was standing at
the left rear passenger door.

Since the gasoline wasn’t

at the top, I added a little
more to the funnel. While it
was running out slowly, due
to the fine mesh screen, I
lightly touched the the gas
nozzle to the funnel to avoid
spilling the last few drops.

Into Flames

Suddenly the the gasoline in
the funnel burst into flames.
Apparently all the conditions for
generating static electric sparks
were perfect and the the mixture
of air and gasoline vapors at the
spark was ideal for combustion.

“This setup appeared
To be perfectly safe.”

The static electricity was
generated by the gasoline
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cont'd.

swirling inside the container, and
was discharged through the
funnel to the grounded hose at
the service station.

My first reaction was to get
the burning funnel away from the
jug containing all that gasoline. I
grabbed the funnel and tried to
throw it. Needless to say, this
only made the situation worse. I
realized quickly the fire was out
of control and that there were
flames coming up all around me.
All at once I was on fire too! |
remember thinking not to inhale
the flames as I ran from the
concrete apron to an area of grass
and dirt. I dove to the ground and
rolled over and over.

“The flames
had engulfed
my face,
arms, chest

and back.”

They couldn’t be put out
by my rolling on the ground
and I screamed for water. The
service station attendant
helped me get under the
faucet on the side of the
building. That put out the
flames and was somewhat
soothing to me. My polyester
and cotton shirt had turned
into burning plastic.

“The next
thing I
remember is
waking up
nine weeks
later!”

The flames had engulfed my
face, arms, chest and back.

I was conscious of all that
was going on around me, but had
no idea how badly I was injured.

A Care-Flite helicopter took
me to Parkland Hospital in
Dallas, where there is one of the
best burn units in the country.
Ironically I was taken in one of
my company’s Jet Rangers.
During the flight I was given
morphine for my pain, after
which I passed out. The next
thing I remember is waking up
nine weeks later!

During that time my family
wasn’t given any hope for my
survival. I had developed serious
infections, pneumonia, heart
problems, and other
complications.

On top of all that my kidneys
and liver failed and I was put on
hemodialysis. The doctors had no
hope because no burn victim had
ever survived dialysis since they had
first started using it in the burn center
in 1956. As far as I know I’'m still
the only one. The doctors and nurses
called me the miracle patient.

The final tally was that I had
2nd and 3rd degree burns on
52% of my body. The blue jeans
I was wearing saved my lower
body (because natural fibers are
more protective against fire). My
arms and hands have skin grafts
from my legs and thighs.
Leaving the hospital was only the
beginning, I could not walk,
stand up, lift anything or even
turn over in bed. The 12 weeks
in bed at Parkland Hospital had
rendered my muscles useless.
Atrophy had taken its toll.

Recovery Proceeded--Not
a Quitter

Once I had regained
consciousness and my condition
started improving, recovery
proceeded at a fantastic rate. I
am not a quitter. I worked hard
with therapy, pushed myself
mentally and physically and got
back to work 42 months after
the accident. I took another flight
physical and have been flying the
Luscombe again, including hand
propping it. I soloed the
Luscombe from Tulsa where a
friend had kept it for me, to its
new home at Grand Prairie
Airport the week after
Thanksgiving. That trip from
Tulsa to Texas was a little
emotional for me. I cried as I
flew over all the familiar
landmarks and took in all the
beautiful countryside. I decided
That everything was going to be
all right and that I would be able
to do all the things I could do
before that terrible day in May.
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Your Answers...

n the last issue of the

Human AD we asked “How
do you determine that the
helicopter you are flying will
have the performance capability
necessary for you to conduct the
missions/maneuvers you are
planning?” The answers we
received could be put into the
following categories:

* Past experience. My
conditions don’t change much.
About all I have to watch is gross
weight, If that is ok I know I can
take off, hover, and land. I don’t
go too far from my base, so fuel
is not a problem. If I have
something out of the ordinary I'd
refer to the performance charts.

* We frequently go up into
the Sierra Nevada Mountains.
We always check the Hover
Performance Charts for our
weights and expected altitude/
temperature combination. We
also, of course, plan for a
standard reserve at fuel stops.

* Our company collects
engine data daily (N1, TOT,

Torque, PA, and OAT) for time
history and trend information.
We also have a cockpit engine
GO/NO-GO chart that can give
us a quick indication if the
engine is above or below
specification.

* I do a considerable amount
of flight training in a Jet Ranger.
Whenever I fly with a heavy pilot
ask him to do a weight and balance
calculation for takeoff and landing
fuel. The weight is not the concern.
It’s the center of gravity that
interests me. As fuel burns down |
know that the longitudinal center of
gravity can approach the forward limit.

* I plan on a fuel burn
rate of 27 gallons per hour,
and a landing fuel reserve of
15 gallons.

» At all-up-weight
(AUW), maximum power
delivery is critical. Qur pre-
mission checks often include
performing a Torque Limiter
check to insure 100% is
available. Single engine
power available is assumed to

!

be accurate if each power
plant performs within limits on
single engine power assurance
checks.

* Mission training
includes insuring a mission
profile does not exceed
aircraft or aircrew limitations.

* Asking others who have
already been there and have done it.

If our survey, and the
distribution of responses is
representative, most helicopter
preflight performance planning is
based on past experience. Few pilots
have a need to refer to performance
charts for every flight. Many operate
in a situation where the ambient
conditions, aircraft configuration,
and mission do not change much
from flight to flight. Pilots who fly
the same aircraft or type often know
which limitation is sensitive, and can
consistently estimate when it is
critical. Using past experience for
performance planning is not
unreasonable. It has been done
successfully for years.

continued on next page
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WHAT'S YOUR ANSWER?

QUESTION:

What role should management and supervision play in risk management?

What are some strengths and weaknesses that your management and supervision have in

managing risk?

Please specify your type of operation and size of your organization:

Mail to: HELIPROPS Administrator, Bell Helicopter Textron,
P.O. Box 482, MS 082735, Ft. Worth, TX 76101




ANSWERS cont'd.

This approach, of course,
depends on the pilot being
alert for things that are out of
the ordinary and that will
make a significant impact on
performance. It assumes the
pilot will get accurate
information, and know how to
verify the aircraft will meet
performance limitations.

The information the pilot
gets is often inaccurate. Pilots
frequently depend on others to
provide information. But even
with the best intentions, some
people give inaccurate
information. “Information” such
as the actual weight of
passengers and payload is often a
best guess. Any subsequent
weight and balance computation,
then, is only as good as that best
guess. Our survey indicates that
pilots are attentive to weight,
altitude, temperature, wind,
center-of-gravity, and expected
flight performance. However we
suspect that actual aircraft and
engine performance is not as

closely watched nor is as easily
noticed. The responses we
received tend to indicate that few
except the larger operators, with
their own maintenance
capability, conduct frequent
engine power assurance and
trend checks.

Helicopter pilots rely
heavily on their ability to make
informal computations of weight
and center of gravity, and to
make estimates of flight
performance. Because this
informal estimating is easy and
reliable, and because some of the
information is often inaccurate,
many pilots do not use, or are not
adept at using, the flight manual
data to compute actual weight
and balance or to estimate
performance. Consequently,
unintentionally or otherwise,
pilots using informal
computations frequently exceed
limitations such as maximum
gross weight,

We are not suggesting that
every flight demands a written

weight and balance computation,
a check of IGE and OGE Hover
Performance charts, and an
engine power assurance check.
We are suggesting that a
professional would know when
actions such as these are necesary
and appropriate, and how to
perform them.

Consider the following:
*FAR 91.9 ...no person
may operate a civil aircraft without
complying with the operating
limitations specified in the approved
Rotorcraft Flight Manual...
*FAR 91.103...Each pilot in
command shall, before beginning
a flight, become familiar with all
available information concerning
that flight.
* BHT-206B3-MD-1...When
weight is loaded into the baggage
compartment, indiscriminate
crew, passenger, and cargo
loading can no longer be
assumed, and the pilot shall
compute gross weight CG to
assure loading is within limits.
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' YES!

I I would like to receive my own copy

of the HELIPROPS newsletter —
THE HUMAN AD

T——

Heliprops

Please complete this coupon

Name

and return to address below.
Title

Company

Address

City
Type of helicopter flown

State Zip

MS082835, Fort Worth, Texas 76101

Bell Helicopter Textron, Inc., HELIPROPS Administrator, P.O. Box 482,
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The HELIPROPS HUMAN AD is published by the Customer Training Academy, Bell Helicopter Textron
Incorporated, and is distributed free of charge to helicopter operators, owners, flight department managers and
pilots. The contents do not necessarily reflect official policy and unless stated, should not be construed as

regulations or directives.

The primary objective of the HELIPROPS program and the HUMAN AD is to help reduce human error related
accidents. This newsletter stresses professionalism, safety and good aeronautical decision-making.
Letters with constructive comments and suggestions are invited. Correspondents should provide name, address

and telephone number to:

Bell Helicopter Textron, Inc.

Jim Szymanski
HELIPROPS Administrator
P.O. Box 482

Fort Worth, Texas 76101

Heliprops




