






board would be barely enough to 
get me to my home field in 
Fairbanks, and I was too far from 
my departure point to go back for 
more fuel. As I continued on I was 
torn between several choices. Set it 
down now? Continue to see if I 
could make it? Continue until I am 
forced into a decision? 

I continued. As I approached the 
city I called up Fairbanks Control. 
They helped me to get where I want­
ed to go. It looked like I could just 
make it. Besides, now I had some 
open fields and roads to set it down 
on if I had to. Low filel light was on 
and had been for some time. I could 
see my field and hangar. Cleared to 
land. As I made a turn the fuel pres­
sure indicator bounced down toward 
zero. I had a real problem now. I set 
minimum power and landed in a 
field about 50 yards from the pad. 
There was a fence between me and 
the pad. I was considering hopping 
over the fence when the engine 
flamed out. 

Obviously I had been strongly 
influenced by the desire to get home. 
I refused to recognize that I could 
not make it. That would be admit­
ting I made a mistake. I didn't want 
to be embarrassed. I could have 
landed at many fields just a way 
back, but I continued to take the risk 
that didn't need to be taken." 

Brotherly Love 
"I was in the Army. So was my 

brothel: I had a flight from 
Anniston, Alabama to Birminghanl 

so I invited him to join me. This was 
in an H-23. We headed on our way. 

It was cold outside but the sun was 
making it comfortable in the cockpit 
that afternoon. My brother was not 
a pilot, so I showed him the basics 

of keeping it straight and level. Ilet 
him have the controls. Before I knew 

it I fell asleep. Of course that was 

not what I
 
intended to do.
 
Later I learned
 

that I had been
 
asleep for
 
about ten min­


utes when my
 
brother woke
 

me up asking
 

what to do
 
about the
 
power lines
 
ahead. I
 

grabbed the
 
controls. The
 
only choice I
 
had was to dive
 

down and go
 
under the wires.'''
 

On a Scale From 1 to 10 
"This helicopter flight was 

toward the end ofa journey that 

covered several days. We started in 
England and went through France 
then into Germany. We stopped at 

I litany places. This was to be one of 

the longest legs on this entire trip. 

With the weight of the crew, passen­
gers, and stuff we were can)'ing we 

could not can)' maximum fuel. Our 
preflight planning showed that we 
should have enough. Off we went. 

Well before we reached our des­
tination it was apparent that we did 
not have enough fuel to get there. We 

scrambled around and managed to 

divert to a German Military Field. 

This is not where we should have 

been, and it is not the norm for the 
militQlY to service unexpected civil­
ian aircrqft. But they realized that it 
was a bit of an urgency and that we 

would not have planned to do this. 
Amazingly, our treatment was 
helped by a big coincidence. The 

very helicopter we were flying was 
pictured on the cover of a trade 

magazine that one of the Germans 

who met us happened to be holding. 
He noticed that, and we were no 

longer strangers. They treated us 
well and provided enough fuel for us 

to get to the next civilian field. 
The reason for the poor preflight 

planning was that I used the wrong 
scale in measuring the distance on 
the map." 

For every action... 
"Ralph and I had ferried a 

206B3 over to another airportfor 

servicing. Sam was behind us in 

another B Model to pick us up and 

take us back home. Ralph and I 

were in a frisky mood and for some 

reason we both got into the cabin 

and left Sam up front alone. With 

just a glance at each other we 

decided to play Some pranks on 

Sam. Little things like stomp on the 

floor to make noise; beat on the 

doors with our fists; or pull his 

headset cord out of the socket, and 

let him figure out why his comms 

have failed. 

As we approached the ramp we 

decided that just before landing 

from a hover we would each open 



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 I 

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." 

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 offeet 
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 I 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 offlight 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 J was 
able to talk him out of it." 

Not again 
"Flying a 206. Weather is C1'U/ll­

my. Filed [FR. Took off to the north. 
Climbed up into the clouds. At about 
3,500 msl (field was at 500 msl) [ 
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began experiencing oscillations in 
engine 'pm. Immediately decided to 
tum back. ILS approach was to the 
south. I was positioned to enter a 
procedure tum. 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 afield 
that is below approach minimums." 

What is long range cruise 
HI was flying the backup ship - a 

206L. I flew it infrequently. I thought I 
had put enough fuel on board to get 
from Ft Worth to Abilene, but appar­
ently had forgotten the rate offuel 
bum. I was past Mineral Wells and 
nearing Abilene when I realized that I 
would not have enough fuel to go to 
the hospital and then to the ai/port 
for fuel as planned. I would barely 
have enough fuel to go directly to the 
airport. It was going to be close. I 
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 ofgetting better range. 
After the fuel fight 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 I 
later learned is that I did the opposite 
of what I should have done to get 
maximum range. Had I gone faster 
rather than slower perhaps I could 
have landed with five gallons offuel 
remaining rather than three!" 

It was my day! 
I was flying a me~ flight f~om Wausau to Madison. Day VFR. Beautiful day for aviating. Just 

as I was over-flymg 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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