
Why we Do 1118 Thin!g8 
we Do {cont.J 

(3). We understand the situ­
ation, but fail to take the 
Standard Action. 

This happens in two different 
ways. Neither is acceptable. 

The first is that we simply 
make a mistake. We know what 
is correct, but we unintention­
ally do something that is 
wrong. We have: transmitted to 
tower when intending to talk to 
Ground Control; raised the land­
ing gear for final landing after 
having it down for some previous 
operational reason; landed at the 
wrong airfield; attempted to start 
an engine with the fuel valve 
closed; shutdown the good 
engine after a problem affecting 
the other; landed on taxiway 
instead of the runway; started 
the engine with the rotor blades 
tied down etc.. etc., etc. The list 
of these mistakes goes on and 
on. It's a serious aviation prob­
lem that may never be solved. 
Fortunately in most instances 
we notice and correct our mis­
takes before they result in a seri­
ous accident. 

Amongst the many and var­
ied basic root causes for these 
inadvertent mistakes are: simple 
inattention; and being too qUick 
to take action. Each of these 
basic root causes are human 
factors that are within the 
capability of each of us to 
control. 

The second is much more 
serious. We know what is cor­
rect, but we intentionally do 
something that is wrong. We 
have: exceeded maximum gross 
takeoff weight; descended below 
minimum descent altitude on 
approach: elected to not write up 
the engine hot start; allowed 
unauthorized passengers; con­
tinued to fly with an expired 
medical certificate; neglected to 
adequately brief passengers; 
exceeded torque limitations; 
flown while under the influence 
of grounding medications: failed 
to write up the hard landing; 
continued to fly after a known 
discrepancy: etc., etc., etc. We 
exceed aircraft limitations, vio­

late company policies and proce­
dures, fail to comply with 
Federal Air Regulations, and 
exceed our own personallimita­
tions and ethics. 

Why? 
We do these things because 

it's the easiest thing to do. We do 

There is no excuse for 
frequently and 
knOWingly violating 
limitations, policies, 
procedures, 
regulations and 
ethics. 

these things because we think 
we can save time, money. and 
effort. We do these things 
because we don't want to adver­
tise our mistakes. We do these 
things because we think we are 
not doing any harm to the air­
craft. We do these things 

EM RGENCY 
GENERAL. 

because we know we will not be 
discovered and corrected. The 
worst is if we frequently and 
knowingly do these things 
because that is how they are 
done in our organization. An 
organization that has this as a 
norm indicates a lack of pilot 
professionalism, and manage­
ment that is out of touch with 
operations. 

There is an excuse for doing 
the wrong thing because of a 
misinterpretation or bad infor­
mation. There is an excuse for 
doing the wrong thing because 
of an unusual situation. But 
·there is no excuse for an unin­
tentional mistake. There is no 
excuse for frequently and know­
ingly violating limitations, poli­
cies, procedures, regulations 
and ethics. 

The foundation for an effec­
tive accident prevention program 
is a company and personal phi­
losophy that there is no other 
way than to invest the time and 
effort to do the job right the first 
time. ~__ 

RES ­ROCE 

s per the Airman's Information Manual, the pilot in command of 
an aircraft is directly responsible for and is the fmal authority as 

to the operation of that aircraft. In an emergency reqUiring immediate 
action, the pilot in command may deviate from any rule in the FAR, 
Subpart A, General, and Subpart B, Flight Rules. to the extent 
reqUired to meet that emergency. 

An emergency can be either a distress or urgency condition. Pilots 
do not hesitate to declare an emergency when they are faced with dis­
tress conditions such as fire. mechanical failure. or structural dam­
age. However. some are reluctant to report an urgency condition 
when they encounter situations which may not be immediately per­
ilous, but are potentially catastrophic. An aircraft is in at least an 
urgency condition the moment the pilot becomes doubtful about posi­
tion, fuel endurance, weather. or any other condition that could 
adversely affect flight safety. This is the time to ask for help, not after 
the situation has developed into a distress condition. 

Safety is not a luxury. Take action. 
When a distress or urgency condition is encountered, the pilot of 

an aircraft with a coded radar beacon transponder. who desires to 
alert a ground radar facUlty, should squawk MODE 3/A, Code 
7700/Emergency and Mode C altitude reporting and then immediate­
ly establish communications with an ATe facility. ~ 
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pump inoperative. Consequentlyconclusions. 
it would be prudent, after a sin­A closer look at this topic will REA IT ALL gle boost pump malfunction, toserve as an excellent example of 

how reading between the lines, descend below 6.000 feet in the 

T	 event the second fuel boostand incomplete reading can lead 
he 12/91 issue of Transport pump malfunctions.to errors. 
Canada's Aviation Safety When these three sentencesThe Flight Manual recom­

Vortex related a story of a pilot are read from start to finish it ismended procedure for either a 
who elected to continue opera­ clear that "Both fuel boostsingle or dual Fuel Boost Pump
tions in a 206 helicopter after pumps must be ON for normalFailure includes a statement to 
experiencing a single Fuel Boost operations. ""Descend to below 6,000 feet 
Pump Failure indication. Vortex If these three sentences areif flight permits." It further 
indicated that "the book says read one at a time it could leadstates that "The engine wl1l 
you can continue with one boost operate without boost pump to error. The first sentence only 
pump out." The 206BIII Flight recommends descent belowpressure under 6,000 feet 
Manual which was in effect at 6.000 feet. The second sentencepressure altitude and one 
that time, as well as the Flight boost pump wl1l supply suffi­ describes the conditions under 
Manual which was reissued in cient fuel for normal opera­ which the engine will operate
February 1992, indeed state normally - it should not betions under all conditions of 
that "Both fuel boost pumps power and altitude.", and inferred as authorization for 
must be ON for all normal unrestricted flight with only onethat "Both fuel boost pumps
operations." fuel boost pump operating.shall be ON for all normal 

The Flight Manual pro .des The last sentence statesoperations." 
information concerning fuel "Both fuel boost pumps shallThe first two sentences pro­
boost pump malfunctions. As vides the pilot information to be ON for all normal opera­
with any writing it must be recognize that he can expect the tions." This Simply means 
read completely to understand that continued unrestrictedengine to operate normally: (I)
it correctly. Taking items out of operations require both fuelwhen below 6,000 feet with both 
context. incomplete reading. boost pumps to be ON andfuel boost pumps inoperative, 
or making unwarranted infer­ and (2) at any power and alti­ operating. 
ences can lead to erroneous tude with only one fuel boost 
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I
YO RAN W R8...
 

n our previous issue we asked 
if you have ever experienced an 

aircraft fire. Here are some of 
your responses. 

I was on fire but didn't know it, 
I had just departed the air­

port traffic area headed west in a 
206L. When at cruise at about 
500 feet AGL I felt a slight air­
frame shudder - similar to mild 
air turbulence. Almost immedi­
ately the rotor and engine power 
turbine RPM indications went to 
zero, and all the other instru­
ments indicated that I had just 

When I opened the 
door... I smelled the 
smoke and saw the 
flames, 

had an engine failure. I entered 
an autorotation toward a clear 
area adjacent to a river. The 
tower operator responded with a 
"what" to my first mayday. so I 
had to say it again. 

As the autorotation touch­
down was at near zero ground­
speed it appeared that I had 
managed to land without even 
scratching the aircraft. There 

were no other persons aboard 
and I had no reason to rapidly 
exit the aircraft. When I opened 
the door however, the situation 
changed. It was then that I 
smelled the smoke and saw the 
flames as far forward as directly 
under the pilots seat!l! 

With only the briefest 
thought. ..of using the 
hand heldfire 
extinguisher, I got out 
and ran... 

With only the briefest 
thought of grabbing and using 
the hand held fire extinguisher. I 
got out and ran with no other 
thought than 0 get as far away 
from the helicopter as fast as I 
could. I jumped a waist high 
concrete wall, and continued to 
run until I reached an ight foot 
high fence with barbed wire 
atop. I shielded myself behind a 
tree, and I watched the aircraft 
consume itself, without an 
explosion, in the fire. 

This aircraft had no fIre 
warning system. and while I was 
in autorotation I neither smelled 
any smoke nor saw any fire. I 
had no indications to tell me 

that I was on fIre. This entire 
evolution, from experiencing the 
"engine failure" to landing and 
opening the door took no more 
than two minutes. I consider 

This entire evolution 
took no more than two 
minutes. 

myself fortunate to have not 
been at a much higher altitude 
when this happened. 

I was on fire and I knew it. 
This was a post maintenance 

SA355 check flight. The mechan­
ic and I were aboard and just 
outside the airport traffic area. 
We were about 700 feet AGL 
when I noticed a sudden torque 
split between the two engines. 
Before I could tap the <1age and 
analyze the remainder of the 
instruments we smelled and saw 
smoke coming from under the 
instrument panel area. For a 
very brief moment we each 
thought it could be some sort of 
instrument system electrical fIre. 
But then we got the # 1 fire 
warning light, # 1 generator cau­
tion light, and other indications 
of a # 1 engine fire and power 
decrease. I began a descent 

r---------------------------------------------~-, 
Type of operation: EMS. patrol. law enforcement, air taxi. etc. 

Type of helicopter: Light single piston. medium twin turbine, etc. 

Environment/Location: Mountainous. off-shore, desert, cold climate, etc. 

Other pertinent info: Aircraft equipment. situational circumstances, etc. 

Question: In your operation, what maneuvers and/or conditions pose the greatest challenge for handling 
the aircraft? 

Suggested topic for a future newsletter: 



toward the airport and called the 
tower to advise them of our situ­
ation. I did not however, and I 
cannot explain why, declare an 
emergency at that time. I initiat­
ed the emergency procedure, 
which included shutting off the 
# 1 engine/fuel. I noticed that 
the engine control lever felt slop­
py. I later learned that was prob­
ably due to the Ure. The #2 
engine RPM then began to slowly 
decrease. 

I changed my mind about the 
ftrst landing spot that I had 
selected - a shopping area park­
ing lot - because of the people 
and the vehicle traffic. I was now 

I did not however, and 
cannot explain why, 
declare an emergency. 

going to the airport. With thick 
smoke now in the cockpit, and 
#2 engine continuing to unwind, 
I increased my descent airspeed 
to 170 knots. The tower advised 
me that they could see fire trail­
ing from the left side engine 
compartment. I passed the air­
port boundary and made mild 
flare to bleed off my airspeed 
and to be prepared for a com­
plete power off landing. Prior to 
touchdown I declared an emer­
gency, and just a few feet above 
the ground the #2 engine flamed 
out. The touchdown was 
uneventful. The mechanic exited 
the aircraft as I secured the #2 
engine and other systems. He 
was able to put out the ftre with 
the hand held fire extinguisher. 

I can't relate my decision to 
descend at 170 knots to any 
specillc previous training. I just 
know that to achieve my two 
immediate goals of getting on the 
ground fast, and getting to the 
airport, I had to dive at this high 
airspeed. I shudder to think of 
the results had I descended 
slowly or had been up at a high­
er altitude. 

One of us is on f'ue 
It was a blindingly hot sum­

mer afternoon. I invited the 
sweating mechanic to join me in 
the TH-13T for the post mainte­
nance check flight. We would 
both enjoy the cooler air at 

altitude. 
We departed north and 

maintained (UHF) comms with 
the tower since we were plan­
ning to stay in the local area. As 
we climbed through 3,000 feet, 
and only about 2 miles from the 
tower, we both smelled smoke. I 
initiated a precautionary descent 
by rolling the throttle to flight 
idle even though there were no 

I can't relate my 
decision to descend... 
to any specific 
training. 

indications of abnormal engine 
operation. My plan was to 
descend rapidly, in autorotation, 
and to land with power if it was 
available. In my deepest. calmest, 
most confident voice I so advised 
the tower. The fields below 
offered plenty of large, clear, 
level pasture so I didn't have to 
work to select a spot. No sweat. 

While in the descent the 
smoke subSided. I continued the 
autorotative descent, executed a 
standard flare, and was pre­
pared to make a power off land­
ing if the engine did not produce 
power. As I rolled the throttle on 
the engine did indeed respond 
normally, but it also rapidly gen­
erated more smoke. We touched 
down without incident. but now 
a huge blue-gray cloud of smoke 
enveloped the helicopter and 
flll d the cockpit. I was now sure 
that my trust was not misplaced 
in my belief in the old saying 
"where there's smoke there's 
fire." My voice, which went up 
several octaves, was not qUite as 
calm and confident in telling the 
tower that we were on fire. 

At the same time that we 
were making our descent and 
landing, another company pilot, 
Roger, was doing autorotations 
in a 206 to the pad near the 
tower. He had just touched down 
in a precision, power-off autoro­
tation. and since his 206 was 
eqUipped with only a VHF comm 
radio. he heard only one part of 
the radio transmissions between 
me and the tower. He heard the 
tower operator say to me "roger, 
you're on flre." 

The next few minutes should 

have been filmed for a Keystone 
Cops comedy. The real Roger in 
the 206 immediately shut off the 
engine, jumped out of the heli­
copter, and began to run toward 
the distant hangar. The fire 
truck had already been scram­
bled by the tower to respond to a 
helicopter fire. The fIre truck 
crew saw Roger running from 
the 206, which had it's rotor 
blades still slowly tUrning. This 
must be the helicopter on frre. 
The fire truck headed toward the 
206, but before the fire truck 
could reach either Roger or the 
206 the tower redirected them 
via radio toward the TH-13T. As 
Roger could not see, nor did he 
know of the TH-l3T, for a 
moment he was amazed to see 
the fire truck tum away, drive 
off the ramp. and disappear from 
Sight. Roger soon figured it out. 

... roger, you're onfire. 

Back to the TH-l3T. The 
smoke qUickly dissipated after 
power was reduced and the en­
gine shutdown. It was caused by 
oil being pumped from a loose oil 
line onto the hot supercharger. 

I don't remember what made 
me deCide to roll the throttle to 
flight idle and descend in auto­
rotation. When I started the 
descent I did not know that the 
smoke would increase with 
engine power/oil pressure. I'll 
never know what the smoke 
would have been like. or what I 
would have done. had I main­
tained a higher engine power in 
the descent. 

Perhaps there should be a 
restriction on allowing persons 
named Roger being pilots. 

Editors Comment 
We solicited a number of 

responses from pilots who had 
experienced fire warning lights 
but had no frres. Some, even 
without any further symptoms of 
the presence of a fire, completed 
prompt precautionary landings. 
Others were confident that the 
fire warnings were false, and 
subsequently they were either 
slow or failed to complete any 
precautionary actions. 

What will you do when you 
experience an indication of a fire? 

--..-. 




