


There I Was...
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Fuel, Fuel, Everywhere,

but not a drop...

I am not an experienced pilot,
am helicopter rated only, and
would not fly myself to any sort
of important event. I feel that
would put too much on my mind.
So I hired a charter pilot to fly
me and my friend in a Cessna
172.

Flight was to be from
Nelspruit, South Africa to
Johannesburg and back. We
would overfly several airports en
route.

I knew and had confidence in
this charter pilot.

On the return flight I asked if
I could make the takeoff. After I
did so, I gave the controls back
to the charter pilot telling him
that the rest was up to him.

We were on an IFR flight
plan.

We had not been in any hurry.
We had plenty of time to get to
our destination in time for my
business meeting and then back.
I did not apply any pressure on
the charter pilot on how to plan
and conduct this flight.

Weather en route and at desti-
nation was not a factor.

En route I pointed out what 1
thought was a low fuel state. The
charter pilot indicated that we
should have enough fuel to get
there.

As it approached nightfall 1
again indicated my uneasiness
with the fuel situation, but the
charter pilot elected to continue,
passing airports where fuel
could have been obtained.

It was dark when we were

nearing our final destination.

I noticed that we were in a
powered descent, and the throttle
was full forward.

The lights of the destination
airport were in sight about 5
nautical miles out, when the
engine quit due to fuel exhaus-
tion.

Although there were few
lights on the ground beneath us,
we knew that there was a ridge-
line in front of us. I told the
charter pilot to turn away from
the ridgeline and hope that we
would be able to find a better
place to land (crash).

The landing light was useless
as we were descending. It was
only just before impact that the
light was effective, but then it
was too late. The first impact
was on the undercarriage into a
70 foot tree top. Then a full stall
and as gentle a descent as one
can make into trees at night.

I was thrown forward and
received cuts on my forehead
that produced more blood than
the severity of the wound war-
ranted. I remained conscious
and had full control of all of my
faculties.

The charter pilot and I each
were able to get out of the air-
craft. He through the doov, and
me through a window that some-
how I had the strength to kick
out. I'm convinced that under
normal circumstances I would
not have been able to do that.

Unfortunately my friend in
the back seat could not move
from her waist down, and was
unable to get out of the aircraft
on her own.

While I held my friend up by
holding her under her arms from
behind, I directed the charter
pilot to use my cell phone and to

get help.

For being in a remote loca-
tion in South Africa, we got help
in an amazingly short time —
about 1.5 hours later we were in
hospital.

The next day my sore shoul-
der muscles reminded me that
holding up my friend from the
time of the crash until we were
rescued was another effort that
was beyond my normal strength.

We had tried to make a 4.5
hour flight with 4.25 hours of
fuel in spite of 2 opportunities to
fill up. The unanswered question
was, "Why?"

Close Call

This was a military training
flight in a Hughes 500 type heli-
copter. This was the second
flight of the day for this heli-
copter. I was in the right seat
providing training for the
Student Pilot with me, and was
the lead of a flight of four heli-
copters. It was a training mis-
sion with simulated firing on tar-
gets. I was in the lead helicopter,
with the other three helicopters
in formation trailing to my left
rear. The formation came to a
hover approximately 100 feet
above a narrow ravine with very
steep sides in the Jurea Desert.
The formation was facing down
the ravine. We had maintained
the formation hover position for
a short time. We had a slight
tailwind. It was my responsibility
to check the flying of the other
three helicopters, so I separated
from the formation and flew over
to the lip of the ravine. I made a
left pedal turn, having to work
the pedals as I turned crosswind
and then into the wind, so |
could look back at the formation
of the other three helicopters. 1
came into a hover about 40 feet
above the edge of the lip of the
ravine I heard a BANG, followed
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WHAT'S YOUR ANSWER ¢
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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 direc-
tives.

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