











our doors and jump
out of the helicopter.
We unbuckled our
seat belts, and were
holding our door
handles, me on the
left and Ralph on
the right. As Sam
came over the land-
ing spot, about to
show us the
smoothest landing a
pilot could make, we
opened our doors
and got out on the
skids. We had
agreed to pick the
right instant and
Jump on the count of
three. The sudden
unexpected noise
from the opening of
the doors spooked Sam into a bit of
a wiggle and a slight increase in
skid height. I heard Ralph, “One.
Two. Three” And he jumped off the
skid. His pushoff caused the heli-
copter to instantly roll right - a
whole lot more than you would ever
expect. I was still holding the left
door with one hand, and the door
frame with the other, but now I was
looking up toward the sky. Even if 1
wanted to, I couldn’t jump now.
Then Sam’s corrective input made
the helicopter roll back to the left.
I’m now looking down at the ramp.
I wanted back in the helicopter, so I
pushed back off the skid and fell
back onto the cabin floor. Sam
immediately got it under control
with the help of some substantial
swear words and got it on the
ground. To this day we are thankful
and amazed that the rotor did not
strike either Ralph or the ground.”
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Heavy

“I was a helicopter mechanic
when this happen to me. Fly in the
mountain in Central Mexico. We
land in a open field to leave our
passenger to do medical services
with a group of ethnic people. So we
went to refuel not too far from there.
When we return my PIC decide to
land in a futball field with loose
dust to pick up our passenger. The
conditions was sky clear.
Temperature 20 degree Celsius.
Elevation 7,000 feet.

Our passenger get on the heli-
copter and the PIC elect to do a
vertical takeoff. I am customary to
read the torque tach. So I begin to
read and when we reach 100% of
toque we require a couple of feet
more to clear several trees in front
of us. So he increase to 104% for 3
seconds enough to clear those trees.
When we land 1 did the weight and
balance. We were overweight by
1,000 pounds. I think this was stu-

pid.”

Non-towered field.

“I was operating out of a non-
towered field. There was a Flight
Service Station there. I had been
based there for some time and had
made lots of flight in and out of this
airport, so I was familiar with the
runway layout and instrument
approaches. On this day the field
was IFR. OK visibility, but low ceil-
ing. I cranked up and took off
directly perpendicular to the main
runway. As soon as I was about to
cross the runway I knew I should
have made a radio call to broadcast
my intention - I knew it was the
right thing to do. I was observed by
the FSS attendant, and on my return
he questioned my actions to the
point that he was leaning toward fil-
ing a report on me. Luckily I was
able to talk him out of it.”

Not again

“Flying a 206. Weather is crum-
my. Filed IFR. Took off to the north.
Climbed up into the clouds. At about
3,500 msl (field was at 500 msl) 1




began experiencing oscillations in
engine rpm. Immediately decided to
turn back. ILS approach was to the
south. I was positioned to enter a
procedure turn. Tower told me to
stay with them. On final I got down
to Decision Height but could not see
the runway. I squeezed it down to
100 feet but still couldn’t see any-
thing. Missed Approach. Tower hand-
ed me off to Approach Control who
vectored me to VFR conditions.
That’s the last time I'll depart a field
that is below approach minimums.”
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What is long range cruise

“I was flying the backup ship - a
206L. I flew it infrequently. I thought 1
had put enough fuel on board to get
from Ft Worth to Abilene, but appar-
ently had forgotten the rate of fuel
burn. I was past Mineral Wells and
nearing Abilene when I realized that 1
would not have enough fuel to go to
the hospital and then to the airport
for fuel as planned. I would barely
have enough fuel to go directly to the
airport. It was going to be close. |
advised the flight nurse that we had
to go to the airport for fuel first, and
then on to the hospital. It was before

the fuel low light came on that I
decided to decrease my airspeed with
the intention of getting better range.
After the fuel light came on, and we
were about ten minutes from the air-
port I brought the airspeed back some
more. We were very, very uncomfort-
ably into flying with the fuel low light
illuminated when we landed. What 1
later learned is that I did the opposite
of what I should have done to get
maximum range. Had I gone fuster
rather than slower perhaps I could
have landed with five gallons of fuel
remaining rather than three!”
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It was my day!

I was flying a med flight from Wausau to Madison. Day VFR. Beautiful day for aviating. Just
as I was over-flying an airport my transmission chip light illuminated. If you are going to
have a problem like this I could hardly have been in a better location.

Helicopter Safety Information

The National Aeronautics and Space Agency (NASA) have a Helicopter-related Website.
You can access it via their address:

Safecopter.arc.nasa.gov
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"If you are in a situation where you must get the most distance from the fuel on board, how do ==
you determine your maximum range airspeed."? v
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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

7//////////// 'AD ~

Heliprops

or e- rmul, jszymanski@bellhelicopter.textron.com

Bell Helicopter Textron, Inc.
Jim Szymanski
HELIPROPS Manager

P.O. Box 482

Fort Worth, Texas 76101




