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ever, don’t we all spend hours in traf-

fic wishing just such a thing had come

to fruition?

A couple of weekends before this

magazine went to press I was at Aero

Expo, a general aviation show at

Sywell Airport. The Friday and

Saturday, both beautiful weather days,

were incredibly busy (Sunday less so

as it was the Monaco Grand Prix) and

it was cheering to see such a number

of pilots enjoying their sport.

However, I talked to various salesmen

and they all said the helicopter market

was ‘flat’. In the case of the R66 this

has been exacerbated by EASA’s

refusal to sanction the new machine,

but this is also true in the rest of the

market. One seller of an aviation-

related product told me May had been

particularly bad. “It was,” he said, “as

though the recession had started all

over again, just when I thought it was

over.”

The new updated date for EASA

licences is now 17th September 2012

but there are various later deadlines.

For further information see the CAA

website:

http://www.caa.co.uk/default.aspx?cat

id=2330

it does take a certain mental flexibili-

ty to go from flying somewhere,

folowing a planned route, to landing

and not going somewhere.

Perhaps the CAA would go further

and allow helicopter instructor and

examiners to actually practice this. I

imagine a scenaraio where the

instructor has given his student a

route but actually knows he is divert-

ing to area X and has planned that

him/herself. Mid-route he suddenly

declares an emergency and tells the

student to land. It would certainly get

the student thinking.

Looking at the ability to land

almost anywhere, this issue cele-

brates the air ambulance and the

effect its helicopters have on the lives

of ordinary men and women in the

community. Sometimes this is life-

threatening: rushing patients with

head injuries or trauma to hospital

within the golden hour, other times it

is simply saving someone with a

small but severely debillitating injury

from further pain and injury.

We have a story from Jane Vicat

who was on a geology field trip when

she broke her ankle and was rescued

by the Dorset and Somerset Air

Ambulance. Only incredible gratitude

and sincere admiration for the heli-

copter pilots who rescued her forced

her into writing an article. Yet for the

Air Ambulance this kind of trip is a

daily occurrence, something they take

for granted. Why do people in gener-

al still look at helicopters as some-

thing related to VIP transport? Why

are they not ‘tools for the use of’?

Reg Austin and David Gibbins

have looked, in their article about tip-

driven helicopters, at past ideas about

helicopter flying, including the very

real commuter transport idea: the

plan to use a Fairey Rotordyne from

Central London to Central Paris, heli-

port to heliport. This idea is some-

thing that now makes us smile, how-
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The ediTor’S leTTerI
n July last year, a low time R44

pilot, flying alone, flew into IMC

conditions, became disorientated

and was killed in the crash (and sub-

sequent fire) when his helicopter hit

the ground at speed. Obviously, this

is not a unique case but one thing that

particularly struck my attention was

the comment in the AAIB bulletin by

the CAA:

“The CAA intends to publish a

new AIC to be read in conjunction

with AIC 100/2007 (Pink 129),

‘Helicopter flight in degraded visual

conditions’, advising helicopter pilots

that a precautionary landing in a heli-

copter is a legitimate exercise and

well suited to its capabilities. It will

also emphasise that making a precau-

tionary landing should always be con-

sidered a viable option, preferable to

continuing on into DVE (degraded

visual environment).”

Well done the CAA. This is, as far

as I know, the first time that they

have categorically admitted they will

not prosecute a pilot who lands some-

where in an emergency, and I’m glad

they have finally decided to do so.

This new AIC could be a life saver. 

In this particular case, the weather

was good when the pilot left home,

even though forecast with some poor

visibility on the way. Ironically, the

pilot was nearly at his destination

when he crashed. He could, therefore,

have landed, left the helicopter and

taken a taxi the final few miles. Easy

to be wise in hindsight, but it is also

because he probably did not have the

thought of landing in his mind when

he took off. 

Can we build this type of thought

into helicopter teaching? You can

land a helicopter almost anywhere,

you can lock it and walk away? And,

in the case of the most recently

designed light helicopter, the

Guimbal Cabri G2 you can apply the

anti-theft lock and know that no one

else can fly your helicopter away. 

However, this thought does need to

be deeply inbeded in ones psyche, as
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Zero to gyro in 8 days! 
Chris Jones does a helicopter to gyrocopter conversion

L
ast week I was joined by Richard Osborne, a com-

mercial helicopter pilot who had contacted me ear-

lier in the year about gaining his PPL(G). Richard

has over 20,000 hours including Chinooks, gliders, tail

draggers, Puma Ls and now flies a Sikorsky S92 as a line

training Captain. So, I was very pleased that he had cho-

sen my gyroplane school, Chris Jones Gyroplanes, as the

place to do his conversion. 

Day One

During the meet and greet at Kirkbride Airfield (The

Gateway to the Lakes,) I discovered that I had flown

passed Richard the previous week. Whilst ferrying a gyro-

plane up to Aberdeen, he had passed me in the S92, carry-

ing out some training. He had heard me on the radio to

Aberdeen Approach, and his initial thoughts at the time

were: “It’s a blustery day to be out in a fixed wing!”

Little did he know at that time that the gyro can cope with

gusty conditions much better than any fixed wing.

After the daily inspection of Charlie whisky had been

completed, we had a briefing about the controls, especially

the lack of collective. I stressed the fact that carb heat is

continuous, but that it doesn’t detract from the available

engine power, and  that it is impossible to over-speed the

rotors. We then returned to the clubhouse for a pre flight

briefing, a discussion on the syllabus and the standards

required. As a  flight examiner myself, I know what stan-

dards my students have to achieve before I present them to

another examiner for their flight test.

Membership forms completed, medical  and licences

checked and photocopied, first coffee drunk then it was

a case of measuring for a helmet, suit and gloves. Then

into the aircraft. The aircraft we have available for train-

ing here at Kirkbride are: the Rotorsport MT03,

Rotorsport Sport, the  fully enclosed Calidus, and the

Magni M24 fully enclosed side by side. For Richard’s

training and solos we would be using the school MT03.

First Sortie

Section one and two: general handling including effects

of controls, straight and level, climbing and descending

and climbing and descending turns. Increasing and

decreasing speed at a constant altitude, hovering, zero

airspeed descents and fast flying with turns.

Each sortie lasts for one hour and ends with a debrief

in the clubhouse and a coffee.

Second sortie

I briefed Richard on circuits (personally I never assume

anything, however experienced the pilot, and will

always talk through the circuit pattern, heights, speeds,

approaches, etc). We then taxied out, even this is differ-

entl for a helicopter pilot as the cyclic stick remains in

one position and the rudders which are connected to the

nose wheel steer the aircraft. Then it’s a combination of

power to propel the aircraft forward and main wheel 

continued on page 10
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Dorset & Somerset Air Ambulance Rescue

Dear Editor,

On Saturday 25 February 2012, I visited the Dorset

coast with a group of students lead by a geologist from

Oxford. We were expolring the beach east of

Osmington Mill near to a wrecked ship when, unfortu-

nately, a member of the group fell, sustaining an ankle

injury which rendered her incapable of walking, so

assistance was sought from the emergency services.

The Dorset and Somerset Air Ambulance was sum-

mond to implement the rescue although it seemed

doubtful whether a helicopter landing would be feasi-

ble. Although the tide was out, the beach in the vicini-

ty of the casualty was very hazardous insofar as it

comprised very large pebbles and boulders of various

sizes, making the surface irregular and uneven.

Further, there were patches of gelatinous seaweed

making the beach very slippery. Additionally, the cliff

rocks which were obviously unstable, were in fairly

close proximity to any possible landing zone.

However, it was apparent that the Air Ambulance hel-

icopter was dispatched without any delay and soon

spotted us whilst flying in the direction of the ship

wreck. After circling round, presumable for assessment

purposes, the helicopter made a descent so as to land a

few metres away from the casualty. It hovered at a

very low altitude and, one of the paramedics holding a

microphone, climbed out to give the pilot a verbal

description of the terrain selected for the landing, fol-

lowing which the helicopter gently touched down,

although the engine was kept running for the duration

of the operation.

Quickly, the paramedics came to the assistance of the

casualty, who was placed on a stretcher and gingerly car-

ried to the helicopter by the paramedics and two male

members of our party. Shortly afterwards, the helicop-

ter took off safely to depart for the hospital.

But for the prompt and swift action by the Air

Ambulance, it is believed that the casualty could not

have been transported to hospital so efficently, for a

land rescue would have taken several hours and

involved movement of the casualty for a considerable

distance over difficult, undulating ground.

Nonetheless, to an inexpert eye, it would not have

been surprising if the landing had had to be abandoned

as too dangerous.

Subsequent perusal of the Dorset and Somerset Air

Ambulance website reveals a picture fallery of previ-

ous operations and landing sites, none of which appear

to have been as potentially hazardous as this exercise.

It cannot be over emphasised that landing the helicop-

ter in this instance demanded a very fine judgement.

As a midwife who has witnesses many medical dra-

mas and emergencies both in the UK and Australia,

where the Air Ambulance is long established and its

utilisation more common, I was deeply impressed by

the very polished, professional and disciplined conduct

of the crew. Indeed, they are all to be very highly com-

mended for the calm, courageous and brave manner in

which they conducted this problematic operation.

Yours truly

Ruth Preston

Thanks to the Dorset and Somerset Air Ambulance for

this letter. Please see page 22 for the personal story of

the rescue by the casualty Jane Vicat. Ed.
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ing more and more from the interna-

tional market. With avgas under

threat of extinction, more OEMs and

buyers are looking toward heavy

fuel solutions, either Jet A or low-

sulphur diesel fuels. The TP 100 

springs from a small turbojet engine

PBS made for the drone market, 

but the company also has experience

in the manufacture of APUs.

SELEX Galileo DRAKO

Shown at LAAD in Brazil, DRAKO

is a vertical take-off and landing

Unmanned Aerial System. It has an

electrical quad-rotor system capable

of autonomous and semi-

autonomous flight, hovering and

obstacle avoidance to provide recon-

naissance and surveillance informa-

tion. DRAKO delivers flexibility,

reliability, safety and quick delivery

and the on board pan-tilt cameras for

day and night operations make

DRAKO particularly well suited for

urban operations.

AgustaWestland and Karl

Lagerfeld to Cooperate on the

Development of an Exclusive

AW139 VIP Interior

AgustaWestland, a Finmeccanica

company, and the leading fashion

design house Karl Lagerfeld are

pleased to announce their partner-

ship for the design of VIP helicopter

interiors and exteriors. The coopera-

tion will initially focus on the devel-

opment of an exclusive AW139 medi-

um twin helicopter VIP exterior and

interior design, with the possibility to

expand the partnership to include

other AgustaWestland commercial

helicopter models. 

Through this cooperation AW intro-

duces a new limited edition cus-

tomized solution and is proud to offer

Karl Lagerfeld’s creativity and

sophisticated style to its growing cus-

tomer base. The fashion house will be

entering the helicopter design sector

for the first time and is excited to be

collaborating with AW.

The London Heliport

The London Heliport, which London

Oxford Airport’s owners, purchased

in late February this year will not be

slot constrained during the Games. It

will benefit from an exemption to the

no-fly zone during the Olympics,

meaning a large number of dignitaries

and other VIPs will be able to use the

London Heliport as an easy access

route. However, any helicopter depar-

ture for TLH that connects from an

arriving business jet will need to get a

slot booked in advance at their busi-

ness aviation airport. The only CAA

licensed heliport in London, the

London Heliport boasts an estab-

lished client base and a newly devel-

oped terminal and VIP lounge offer-

ing excellent facilities.

Sikorsky becomes greener

Sikorsky Innovations has announced

its support of the Aviation Green®

Alliance by becoming its first rotor-

craft member and one of its first

founding sponsors. Sikorsky

Innovations is Sikorsky Aircraft’s

technology development organiza-

tion, charged with tackling the

toughest problems in vertical flight.

The Lindbergh Foundation launched

the Aviation Green Alliance to sup-

port and encourage those who are

committed to proactively addressing

aviation and environmental chal-

lenges. Sikorsky joins a prestigious

list of current founding sponsors

including Bombardier, Cessna,

FedEx, Hawker Beechcraft, Fantasy

of Flight, and Jeppesen, as the first

rotorcraft member of the Alliance.

New 240 hp Turbine

A Florida-based company called

Diemech Turbine Solutions 

(http://www.diemechturbines.com) is 

showing a nice little 241-HP turbine

at Sun and Fun in Florida. It weighs

about 125 pounds, less accessories.

In this video, Diemech president

Christian Skoppe said that it's made

an agreement with the Czech-based

PBS to eventually certify the TP 100

engine, which will be available in

both turboprop and turboshaft ver-

sions. The market thrust, says

Skoppe, isn't so much speed as it is

fuel availability, a story we're hear-
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Skycrane lifts yacht to safety

Low Speed Chase, a 15,000 lb racing yacht crashed in

April on the wildlife Fallaron Islands, killing five of

its eight member crew. Ten days later, and just before

the bird breeding season, the 39 foot boat was lifted

out by a Skycrane hired by Ballard and Diving

Salvage and carried 28 miles to the Half Moon Bay

Airport in California. Ballard Diving and Salvage

won the bid to retrieve the boat; an estimated

$200,000 job.

The operation began hours earlier at The Farallones,

where a dive crew spent hours preparing the boat to

be hoisted. There were a number of obstacles includ-

ing rocky terrain, unfavorable weather, and a fragile

ecosystem. The large waves along the shoreline are

what killed five of the eight crewmembers of the Low

Speed Chase. Four of the bodies were never recov-

ered. The salvage crew retrieved the boat just in time.

Birds are expected to begin laying eggs next week, so

if the crew missed this window of opportunity, they

would have to have waited until October.

Russian Golden Eagles

27 April 2012 marked the 20th anniversary of the

Golden Eagles, the symbolic calling card of the

Russian helicopter industry.  

Based at the Russian Army's Flight Training Centre in

Torzhok, the Golden Eagles are one of the few heli-

copter pilots groups to perform aerobatics in both the

horizontal and vertical positions at low altitude.P
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The Golden Eagles’ stunts in the renowned Mi-24 attack heli-

copters that spectators see at the zhukovsky air shows near

Moscow; and these helicopters took part in ceremonial

parades of military hardware on Red Square. 

The pilots marked the anniversary in new helicopters – the

Mi-28N Night Hunter, which was adopted as the Russian

Armed Forces main attack helicopter by presidential decree

from 15 October 2009, and the all-weather day-night Ka-52

Alligator, which Russian Helicopters supplies under the state

defence procurement programme. 

To mark the occasion, Russian Helicopters' new light, multi-

role Ansat-U were demonstrated in Torzhok, alongside the

Mi-26, the heaviest-lift helicopter in the world, and the stal-

wart Mi-8 – the fleet of training, multi-role and military

transport helicopters is constantly being upgraded.

Anzat with new Control System

Russian Helicopters, part of United Industrial Corporation

Oboronprom, announced that Kazan Helicopters has success-

fully completed the first demonstration flight of the multi-

role civil Ansat helicopter with a hydro-mechanical flight

control system. 

Kazan Helicopters has produced two prototypes of the new

Ansat for aerial and ground-based testing since 2011.

Kazan Helicopters has filed an application with the Interstate

Aviation Committee's Air Registry for additional type-certifi-

cation to install the hydro-mechanical flight control system.

Russian Helicopters hopes to sell the new Ansat in its tradi-

tional markets across the CIS, South-East Asia, Africa,

Central and South America.

EricksonAirCrane
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continued from page 6

brakes operated by the left hand bring the aircraft to a

halt. Take offs, landings (glide approach) and circuits

completed we then returned to the clubhouse for a

debrief.

Third Sortie

A further hour in the circuit with a variety of approaches,

including the usual glide approach which prepares the

student for PFls, powered approaches and missed

approaches. The glide approach takes time to get used to

as we reduce the power and have a steep glide angle, one

in three, maintaining 65mph in the descent until we start

the flair at 20 feet continuing towards the runway and

rounding out at 2 foot. End of day one.
Second Day

First Sortie

Daily inspection of Charlie whisky; met check (the wind

was gusting between 15 to 25 knots;) briefing on PFLs.

Richard had completed over 380 hours on helicopter sim-

ulators and in a previous life had started out as a gliding

instructor so he was up to speed on landing without an

engine but every aircraft has a different feel. So, again it

was worth talking through the details before the practical

exercise. We practiced different  approaches including ‘S’

turns, hovering descents and straight distance glides.

These were all performed to the runway or grass strip at

Kirkbride.  

Second sortie

A further hour on PFLs to the ground, plus engine failure

on takeoff, abortive takeoffs and throttle cable breaks.

We then returned to the clubhouse. Unfortunately, the

wind strength had increased to 40 knots so a third sortie

was delayed until the following day.

The only ground school exam Richard had to compete
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was Gyroplane Aerodynamics, so we spent the afternoon

discussing gyroplane theory. This includes: PIO (pitch

induced osscilation), powered pushovers and retreating

blade stall. As I am a ground school examiner, as well as

a flight examiner, Richard was then able to take the

aerodynamic exam, which he passed.
Third Day

First and second Sortie

Daily Inspection of Charlie Whisky, met check (improv-

ing!) Briefing on PFL approaches to fields away from

the airfield, being careful to maintain a five hundred foot

separation and approaching suitable fields without live-

stock. During this exercise the engine is reduced in

power to simulate an engine failure without turning the

engine off. Whilst I was completing the conversion

course at the Autogyro Europe factory in Germany, sev-

eral years ago, the in house instructor was very keen on

turning the engine off on every PFL to my mind this

endangers the student, the aircraft and is detrimental to

the engine.

Third sortie of the day

Practice general flying test. This covers takeoffs, cir-

cuits, landings, maintaining altitude with varying air-

speeds, hovering, spiral climbs and descents, PFLs,

overhead joins, spot landings, missed approaches, recov-

ering from unusual attitudes and rotor management.

This gives the student an idea of what exercises to

practice whilst flying solo and the standard to achieve.

Back in for coffee and the end to the third day.
Forth Day

First Sortie

DI Charlie Whisky, met check and Notams. Section 6

Briefing on advanced flying including advanced take-

offs. These are useful  for short field takeoffs as you can

shorten the takeoff roll of a gyroplane by pre rotating to

260 rpm, then bringing the stick fully back, applying full

power and hopping the gyroplane off the ground. You

level the aircraft, before building up the airspeed and

climbing away. Advanced landings, slow flight, fast

flight with turns and advanced turns. 

Second sortie

Air taxiing. This is ideally done at 35 mph, two foot

above the runway. This exercise focuses the mind and

develops great hand eye coordination. It is not easy, but

is a great confidence builder and shows just how agile

gyroplanes can be. A hard exercise which needs practice.

Coffee required!

Third sortie

Circuit consolidation with PFls around the circuit and

recovery from unusual attitudes, plus a pre-solo check.

Debrief with coffee.

Fifth Day

DI, met check and Notams. Pre flight briefing on going

Davids Beevers FIE(G)

ready to test Richard

Osborne, ATPL(H)
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solo and the differences to expect. These differences are;

the nose will come up earlier after applying power, climb

rate will be better, less engine power will be required to

maintain circuit height and the landing float will be

longer.

We then taxied out and completed several circuits to

check the conditions, before returning to the hanger and

preparing the aircraft for solo.

First solo done. No incidents observed.

Richard was then required to complete a further hour

of solo circuits, while I supervised from the windsock.

Once he had completed that, he was then able to continue

his solo flying and practising for the forthcoming GFT.

P
h

o
t

o
g

r
a

P
h

s
c

h
r

is
J

o
n

e
s

Cross countries are just an excuse to

fly in the beautiful Lake District

Sixth Day

DI, met check and NOTAMs. Pre-flight briefing on

cross countries. Even experienced pilots are required by

the CAA to complete three hours of cross country fly-

ing and land at two airfields further than 25 nm away.

Here in the Lake District the cross countries are just

an excuse to fly around the beautiful lakes and fells and

to really appreciate what the gyroplanes are now capa-

ble of. Cross country certificates signed and then a

return journey made back to Kirkbride.

As an instructor there is no better music to your ears

than hearing your aircraft returning from a solo flight

even if the pilot does have 20,000 hours under his belt.

Debrief followed by a well earned coffee.

Seventh Day

DI, met check and Notams. 

Practice GFT. This always takes place the day before

the actual GFT just in case the student needs to tighten

up any aspect of his flying, and to practice PFLs.

Often, when practicing solo PFLs, the student will

have already selected his field before calling for an

engine failure. With someone in the rear seat controlling

the engine it appears more realistic and can happen at any

time: on the initial take off, climbing out, straight and

level, overhead joins, downwind or on final.

During this hour we did around 20 PFLs. 

The last two sorties of the course were for Richard to

practice for the GFT and to become familiar with the air-

craft and its capabilities.

The day of the GFT

DI, met check, Notams. The weather was blustery with

showers but, in my opinion, students should be able to

demonstrate their skills in all weathers. And as a North

Sea helicopter pilot I was sure he had seen worse!

David Beevers FIE(G) duly arrived and after introduc-

tions started the GFT. 

Richard passed with flying colours.

Having instructed hundreds of potential gyroplane

pilots I must say that this past week has been an excep-

tion. Richard has a vast amount of experience, not only

on helicopters but on fixed wing as well, plus his natural

ability shone through. However, as an experienced pilot

he knows that his gyroplane flying has only just begun

and like all forms of flight it takes years to master.

As a general rule most civilian helicopter pilots will

need ten to twelve days to complete the conversion and

this can be arranged to suit their requirements, either an

intensive course or two blocks of five/six days.

Gyroplanes have come a long way since the early sin-

gle seaters so why not give it a go, you never know you

might just like it.
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T
he Kamov Ka-62 is a medium transport, 14 place

civilan helicopter developed from the Kamov Ka-

60 Kasatka military helicopter. The original Ka-62

was built in the early 1990s and flew in 1994, when it

became Kamov’s first single rotor helicopter to enter serv-

ice.

The current varient is built using new technologyand

materials, but relying on the original Ka-62 design with a

single-rotor and an enclosed tail rotor. The airframe and

propeller blades consist of over 50% polymeric composite

materials. 

The present varietn can be fitted with two Turbomeca

Ardiden 3G engines, providing 1,680 hp. The modular

design and dual channel FADEC make the Ardiden 3G

highly reliable and easy to use, with the benefit of excep-

tionally low fuel consumption. The helicopter will also

include a glass cockpit developed by the St Petersburg-

based company Transas. 

Other features include a five-blade rotor, secondary

hydraulics circuit, energy-efficient wheeled landing gear,

strengthened fuselage and fuselage attachment points and

shock-absorbing seats for the crew and passengers.

The Ka-62 is designed for cargo transportation, mede-

vac and search-and rescue operations, and can also be used

in the oil and gas sector and for corporate purposes. 

Visitors to the Russian Helicopters stand at HeliRussia

2012, the fifth iteration of the event, running through May

TeChnoloGy For FArnborouGh

new

Kamov Ka-62 son of Kamov Ka-60

New at

Farnborough

2010 the Wildcat

has moved on

What will

Eurocopter’s latest

inovation be?
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19, can also see helicopters in serial production including the

Mi-8/17 and Ka-32A11BC, as well as the upgrade programme

for the super-heavyweight Mi-26T2. The stand also features the

light Ansat and Ka-226T, which are scheduled to go into serial

production.  Also on show are the military Mi-28NE Night

Hunter, Ka-52 Alligator and Mi-35M, as well as the upgraded

Mi-8/17, which supplied to the Russian Ministry of Defence

and by Rosoboronexport to the foreign buyers.

The Ka-62 will be produced at the Progress Arsenyev

Aviation Company in Russia's Far East. The first flight is sched-

uled for August 2013, with certification by the Interstate

Aviation Committee and first deliveries set for 2015. Russian

Helicopters also plans to have the Ka-62 certificated by the

European Aviation Safety Agency.

Look out for new

light helicopters

Schibel’s latest

unmanned heli-

copter will be at

the show
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London

HEmS

georgina Hunter-Jones discovers how

HEmS has been upgraded

Photographs by georgina Hunter-Jones and

courtesy of the London Air Ambulance
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T
here have been a lot of developments in the

London Air Ambulance Service since the end of

last year. Not only has the hospital beneath them

been enlarged and improved, giving them a new, much

higher helipad with uptodate equipment, but the actual

trauma service has been upgraded. The helicopter, which

was anyway unusual in that it carried a doctor and a

paramedic on every flight, now also carries blood,

enabling doctors to do transfusions at the scene of the

accident. The London Air Ambulance is only the second

HEMS in the world to carry blood, the first was Victoria

Air Ambulance in Australia.

Furthermore, since the beginning of April 2012 the

emergency service has been available twenty-four hours

a day, although the night-time service is done by car not

helicopter as the risks of landing the helicopter in some

of London’s narrow streets at night are too high. The

trauma team are different from ordinary road ambulances

as those do not carry doctors.

The London Air Ambulance service started in 1989 in

response to a 1988 report by the Royal College of

Surgeons, which criticised the standard of care for major

trauma patients in the UK. Since then it has treated more

than 26,000 people. On July 7th 2005, when terrorists

detonated bombs on three underground trains and one

London bus, London’s Air Ambulance flew twenty six

missions to and from the various bomb sites and triaged

and treated over 700 people. This was a turning point in

the HEMS history when outsiders joined the cognoscenti

in seeing the value of the service.

HEMS originally used the SA 365A Dauphin G-

HEMS but changed to the McDonnell Douglas 902

Explorers in 2000 after considerable discussion with the

pilots. The decision to use the Explorer centrered very

much on its lack of tail-rotor which made it safer for

crew and the general public, who often gather around the

helicopter in large numbers when it lands. Safety is, of

course,  a key issue for any air ambulance and HEMS

London operates to the highest safety specifications.

Noise, which can become problematic because the heli-

copter operates at low altitudes, was another deciding

issue as the Explorer is noted for being one of the qui-

etest twin engine helicopters.

The helicopter team consists of two pilots, a doctor

with specialist training in pre-hospital emergency care,

and a flight paramedic, there may also be a trainee doctor

or paramedic with the team. Fire crew are present on the

helipad during operational hours to ensure the safety of

all concerned and assist with patient handling.

G-EHMS, the  Explorer, is based on the roof of the

Royal London Hospital in Whitechapel during daylight

hours. There is a metal walkway along which the stretch-

er is pushed to meet a lift system which allows patients to

move directly from the helicopter to casualty. 

The helicopter is given their operational call by a flight

paramedic based in Central Ambulance Control (CAC).

The London Ambulance Services receives more than

3500 emergency calls daily and the flight paramedic has

the task of deciding which accidents and incidents war-

HEMS on the new

London Hospital pad
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Air Ambulance on

Southwark Bridge

HEMS changed from a

SA365A Dauphin to the

MD 902 in 2000

rant the activation of HEMS. Stringent dispatch criteria

target only major trauma. The helicopter is predominant-

ly tasked to incidents in and around central London,

within the M25 boundary, which can be reached in

approximately 10-12 minutes. If requested by another

ambulance service, the team may be required to travel

further to answer the out of county call.

Funding for the london Air Ambulance is 15% from

the lottery, 40% from the NHS and the remaining 45%

from donations and sponsorship. Unusually in the current

economic situation, the level of income to expenditure

increased in 2011, a result of increased fund raising.

Fund raising is also done by the doctors and pilots

Four year old ex-patient opens the

London Stock Exchange on behalf of the

London Air Ambulance

including Captain Neil Jeffers and Dr Tom

Konig who ran eight marathons in six days,

raising £15,000.

During the Olympics the pilots and crew are

expecting to be unusually busy. This will not

be inside the Olympic Park itself, as they have

their own facilities, but outside the park,

owing to the greatly increased number of

tourists and visitors. In case of a big emer-

gency, should the hospital-top pad become

full, extra temporary helipads are being made

available in the local area for support helicopters.
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Around the World
Enstrom AgSpray Chinese Certification

E
nstrom Helicopter Corporation and Isolair Inc.

recently received Chinese certification for the

Innovator II 3900-480 spray system.  The light-

weight system fits all Enstrom 480 and 480B models,

and can be quickly installed or removed for ease of use.

The launch customer in China for the Isolair spray sys-

tem was long time Enstrom customer Wuhan

Helicopters, who recently purchased a new 480B heli-

copter specifically for agricultural spraying.

“The 480B is proving to be an excellent spraying heli-

copter, and it is very versatile,” noted Michael Powell,

President of Isolair.  “With easily changed nozzles and a

flow control right in the cockpit, the operators can tune

the system for whatever they are spraying.  We designed

it to be easy to install and remove so that the operators

can use the aircraft for other purposes when not spraying.

The 120 gallon tank mounts under the belly, and the

entire assembly, pumps, booms, etc… all attaches with

only a few quick disconnect pins.”

AgustaWestland grand new in Japan

A
gustaWestland and Kanematsu Corporation are

pleased to announce they have been awarded a con-

tract by the Japan National Police Agency (JNPA) to

supply two GrandNew law enforcement light twin helicopters

as part of an on-going programme to modernise the Police

helicopter fleet. The two aircraft will be operated in Saga

and Tottori prefectures.

The order is the first sale of GrandNew helicopters to the

Japan National Police Agency and is in their plan to mod-

ernise its fleet with a modern high performance helicopter.

The AWGrandNew light twin helicopter features the latest

generation avionics and intermediate style payload capability.
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new Wiltshire

HEmS Doctor

England Major Trauma Centre.

Prior to this, he has worked as a

Senior Lecturer in Emergency

Medicine at the University of

Leicester and honorary NHS

Consultant in Emergency Medicine

at Leicester Royal Infirmary.

Throughout his career, he has com-

bined his Emergency Medicine

practice with a sub-specialist clini-

cal interest in both civilian and mil-

itary Pre-hospital Emergency

Medicine.

Doctor Mackenzie has family

who live and work in the area cov-

ered by the Wiltshire Air

Ambulance and has taken up this

role on a pro-bono basis to support

the work of the charity. 

W
iltshire Air Ambulance

is pleased to announce

that it has secured the

services of Doctor Rod

Mackenzie as Independent

Medical Director.

Dr Rod Mackenzie is a career

Emergency Physician with a spe-

cialist clinical interest in Pre-

hospital Emergency Medicine

and an academic interest in

injury prevention and control. He

is currently a Consultant in

Emergency Medicine and Pre-

hospital Emergency Medicine at

Cambridge University Hospitals

NHS Foundation Trust

(Addenbrookes Hospital) and the

Clinical Director of the East of

T
he Romanian Ministry of Health’s

Eurocopter EC135 helicopter fleet will

be increased by two more as part of a

framework contract with the Eurocopter

Romania affiliate covering a total of six.

The latest two EC135s will be delivered in

2012. As part of the mission equipment,

Romania’s rotorcraft are fitted with an emer-

gency medical service kit provided by Austria’s

Air Ambulance Technology.

The Romanian Ministry of Health’s growing

EC135 inventory will be used for emergency

medical missions and assistance of the general

population, part of a wide-scale program

launched by the government to develop its

medical evacuation and support capabilities,

building on the services provided by two previ-

ously-ordered EC135s that are owned by

Ministry of Health, along with two EC135s of

the Ministry of Administration and Interior

(MAI). All four helicopters are operated by the

MAI’s General Inspectorate of Aviation.

“Romania’s EC135s have been demonstrat-

Eurocopter in

Rumania

ing for many years their capability in meeting the country’s mission

needs for law enforcement and emergency medical missions,

including operations performed during the recent severe winter,”

said Jean-Louis Mascle, the CEO of Eurocopter Romania. 

Eurocopter Romania was founded in 2002, and is one of the key

players in helicopter support, overhaul, repair and retrofit. More

than 100 helicopters – including Pumas, Super Pumas, Dauphins

and EC135s – for worldwide operators have been overhauled in the

subsidiary's 4,500-square meter facility at Brasov. In addition to

these activities, Eurocopter Romania also has delivered more than

twenty-five new and previously-owned helicopters.
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International

Helicopter Events
A

t the recent meeting of the Federation

Aeronautique Internationale’s Rotorcraft

Commission several new ventures were

approved.

Firstly, the box for the freestyle event at World

Championship has been enlarged in size both hori-

zontally and vertically this being done for safety

reasons.

The second was the launch of the Proficiency

Badge Scheme. This encourages helicopter pilots

to be recognised for their skill and experience.

The lowest badge is bronze rising up to the silver

intermediate and the highest the gold.

Qualifications are judged on the number of

hours experience, one or more types of machine

with additional benefits if you have a night rating,

instrument rating or multi-engined rating. Details

can be obtained either from the Commission

President at:

david@davidhamiltonsurveyors.co.uk 

or alternatively David Monks of the

Helicopter Club of Great Britain.

Finally a new Internet Challenge Competition

was launched giving a crew the opportunity of

challenging another crew, perhaps on the other

side of the world, in a simple task called “The

Pen”. The flight lasting less than 5 minutes and

can be done on your own home ground. Within 24

hours the challenged crew will fly on their home

ground, certified results of both being exchanged

by email.

The German Helicopter Club is donating an

annual prize for the best crew. The opportunity

arises this year for crews to challenge competitors

participating in the World Championships during

August in Moscow.

The Rotorcraft Commission is trying to identify

particularly young qualified helicopter pilots. At

the moment the youngest male is aged 17 who

qualified on his 17th birthday in the United States.

The youngest female also qualified on her 17th

birthday in Austria. She will be participating as

part of the Austrian Team at the forthcoming

World Championships in Russia.

Pooleys Dawn to Dusk Competition

This International Competition is now nearing its half century.

Supported by the sponsorship of Pooleys Flight Equipment Ltd

it is open to competitors from across the world using any aero-

nautical device providing it is flown between 1st April and 31st

August. From helicopters to powered aircraft, from microlights

to parachutes, gliders to models. All have been used over the last

30 years. Winners have come from 13 different countries and

varying geographical locations, from the Outback of Australia to

the Fur Trappers of Canada; Scandinavia to New zealand and

virtually every country in Europe. Over the years there have

been several helicopter entries. Georgina has been one of these

winners. The Competition is divided into two sections the Full

Competition level being the whole day but limiting it to 8 hours

flying whilst the Half Section can be flown either in the morning

or the afternoon only requiring 4 hours flying. The theme has to

be registered in advance. The final written report is compared

with the original proposal...

For Rules and an Entry Pack please apply with your

address to david@davidhamiltonsurveyors.co.uk or via Pooleys

website at www.pooleys.com.
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I
n March 2011, the Italian Air Force officially intro-

duced the first of the ten new SAR helicopters, the

medium twin engine helicopter HH-139A, into opera-

tional service. The ceremony was held at Cervia Air Base,

Headquarter of the 15° Wing, in the presence of the most

important Officers and of the management of Agusta-

Westland. It was a milestone in the Italian Air Force histo-

ry: the last new type of helicopter joined the IAF more

than 20 years ago.

The new HH139A (MM.81796; code15-40) will start a

slow and gradual replacement of the other helicopters in

service: the HH-212 and HH-3F, mainly for national search

and rescue missions. With these new helicopters (10th

machine expected late 2012) the Air Force will keep its

position in SAR national service for military personnel and

civilians during disaster and important national events.

Moreover the HH-139A will allow important synergies in

training, logistic and operational activities with many other

national military corps and local civil institutions where

different versions of the  AW139 are already in service. 

The Agusta-Westland HH139A is a dedicated version of

the civil, AW139. It is powered by two Pratt & Whitney

engines: the PT6C-67C Turboshafts with FADEC, maxi-

mum cruise speed of 165 kts with a maximum range of

570 nm with auxiliary fuel tanks. 

Its special features are a new heavy duty landing gear with

floats, secure communications suite including IFF and an

integrated defensive aids suite. The helicopter is  equipped

with dedicated rescue equipment: hoist, search light, wire

cutters, under nose mounted Star Safire FLIR, cargo hook

and a loudspeaker system.

The HH-139A operates day and night (with NVGs) over

sea, land  and mountains as well as from non-prepared sur-

faces.It is a very versatile machine: in less than 30 minutes,

it can change its mission profile from SAR (5 passengers +

Italian Air Force SAR
by Tommasao Munforti

1 stretcher)  to MEDAVAC (from 2 to 4 stretchers) or to

utility (up to 14 passenger).

During the ceremony it was also announced that this

was the first step a bigger program that includes a serv-

ice and maintenance contract and the future replace-

ment the HH3F Pelican with the  HH-101 for Combat

SAR mission. It is more than an inerim measure.

Main Technical data:

Rotor diameter 45.28 ft

Length 54.66 ft

Maximum width 13.10 ft

Maximum mass (take-off) 14,991 lb 

Maximum speed 190 miles/h.
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Jane Vicat describes

her rescue by the

Dorset Air Ambulance

Fortunately the Tide 

was Out
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Photographs by Valerie O’Sullivan, Alison Saunders and martin Saunders
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O
n Saturday, 25 February 2012, I was on an ama-

teur geology field trip with my evening class on

the Jurassic coast.

We had been to Lulworth Cove and the Fossil Forrest

and were investigating the very rocky beach at

Osmington Mill. As we were there looking for speci-

mens, we had been picking up interesting rocks full of

fossils, and, consequently, my back pack and pockets

were full and I was heavy with the extra weight.

Involved in our search, we had walked about a mile

from the nearest road. Then, while looking at the cliffs

and clambering over the rocks, I slipped and twisted my

left foot hard. Unfortunately, my heavy back-pack made

me swing around further and fall more heavily.

I knew straight away I had broken something.

Fortunately, I was wearing a long thick leather boot and

thick socks that acted like a splint. I could wriggle my

toes but any other movement was very painful. I felt

nauseous and dizzy.

The group I was with was very calm and sensible.

They managed to find a phone with a mobile signal and

rang for help. It seemed quite hard to explain to the

emergency services exactly where on the beach we

were, even though we were opposite a distinctive

wreck.

As they called for help, I became very cold and shiv-

ery and my classmates generously donated their coats,

hats and gloves to me.

Everyone was concerned about how I was to be res-

cued. I did not think I could get back to the road with-

out a huge amount of help, a lot of pain for me, and an

enormous effort for everyone else involved. It would

not have be possible for me to hop over such difficult

terrain: slightly moving my foot was really painful and

I wasn’t sure that I would even be able to get vertical

very easily, let alone hop that far.

It was about 4.30 in the afternoon so the sun was

about to set, but fortunately the tide was out. We were

concerned that the lateness of the day was going to

cause bigger problems for us quite soon. My mind was

racing.

However, quite quickly we were rung back and told a

helicopter was coming. We stared along the beach and

could not imagine that it would be able to land because

the beach was so rocky and there was a long cliff

behind us. We assumed the helicopter was going to

work out where we were so the emergency services

could decide how best to reach us. 

The yellow helicopter came into sight, reflecting the

sun. It flew over, turned around over us and then

seemed to be flying away. Then, to my amazement, it

then turned around again and came straight towards us.

It came down low and incredibly slowly got lower and

lower and closer and closer.

I couldn’t believe they would actually be able to

land, but after what seemed like a long time to me, they

were down. The downdraft blew up a lot of debris from

which my companions tried to protect me, but I still

could see a fair bit of what was happening. I was

incredibly relieved when they were safely down, think-

ing I might have caused more problems.

Two of the crew leapt out, checked that the helicop-

ter was safely balanced and then one of them headed

over to me. He checked that it was only my ankle that

was injured and then asked everyone to stay well back

so that the situation was less confusing. Another mem-

ber of the helicopter team brought a board and I was

strapped to it. Two of the men on the Geology trip

helped two of the helicopter crew lug me over the

rocks.

We could not imagine the helicopter

would be able to land as the beach was

rocky and there was a long cliff behind
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I am 5 foot 10 and certainly not skinny so carrying

me even that short distance over the lumpy and slip-

pery terrain was difficult - one of my companions

slipped and cut his knee (sorry, Martin!)  The helicop-

ter was small and I wondered how they would fit me

in, but I was very neatly slid in with my feet up near

the tail end and we were off. I was given headphones

and a microphone so I could hear what was going on.

The pilot said he wasn’t going to do the usual

checks and was just going to go straight UP.

Apparently one of the skids was balanced on just two

rocks. The blades had been turning all the time they

were on the beach. They said they'd never done quite

this sort of landing before.

There was just enough time for me to wriggle an

arm free for my blood pressure to be checked before

we were circling Dorchester Hospital, waiting for the

landing space to be prepared.

I understand that the crews normally do medical

assessments in situ but because of the precarious posi-

tion on the beach and because the temperature was

dropping, they just scooped me up quickly.

Frightfully handsome crew! Perhaps it is a job

requirement: to keep up people's spirits and to stop

them whining.

The diagnosis was a broken fibula, torn ligaments,

and a displaced anklebone. With plenty of gas and air

to befuddle me, the nurses in Dorchester plastered my

leg and, while it was wet, manipulated everything into

place. My husband drove down from north

Oxfordshire and picked me up and we were home by

midnight. Six weeks in a cast but a full recovery is

anticipated.

One of the skids

was balanced on

just two rocks

Rocks known as

‘Doggers’ which

delight geologists but

not pilots!

The Air Ambulance Crew

by justin Glynn
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T
he Texas Medical Center hospital is home to one of

America’s busiest and most highly respected air medical pro-

grams in the United States. This year it celebrates 35 years

of operation. Memorial Hermann Life Flight was the first air ambu-

lance program to operate in Texas and the second in the United

States and is still the only hospital based air ambulance program in

Southeast Texas transporting in excess of 3,000 patients annually.

In 1976, the idea of providing emergency air transportation was

still in its formative years and most hospitals had never considered

the option of building a helipad on site. But Dr. James ‘Red’ Duke,

Alan norris visits the first

helicopter air ambulance

company in Texas on its 

35 year memorial

On Ya Way
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The programme is entirely

funded by the foundation and

fundraising

who still is medical director, and ‘Whitey’ Martin, the

then deputy chief of the Houston Fire Department, had

the vision to provide a hospital based, non-profit organi-

zation responding to emergency calls regardless of a

patient's ability to pay. This led to the founding of

Memorial Hermann Life Flight which still functions on

these same founding principles. Originally known as

Hermann Life Flight the "Memorial Hermann" name was

added in the late 1990's following the merger of the

Hermann Healthcare System and the Memorial

Healthcare System, and is still the United States largest

not-for-profit health care system.

It is now estimated to cost more than $3 million annu-

ally to support the program, none of which comes from

federal, state or local tax subsidies. Instead the program

is entirely funded by the Memorial Hermann foundation

and its benevolent partners plus the financial support of

the community through fundraising. 

Operations began on 1st August 1976 with a single

French built SA 319B Alouette III leased and operated

by Rocky Mountain Helicopters. The Alouette III only

had room for a pilot, a single patient, a registered nurse

who was the principal crew member, and a surgical resi-

dent to assist the nurse with medical procedures and

patient care. 

Despite the success of the service, during the initial

first four weeks over 40 patients had been flown to the

trauma center, this new flight program initially did not

have many supporters, as critics saw the helicopter as an

expensive tool. However, a fire at the Texaco refinery in

Port Arthur in 1977 put Life Flight in the spotlight as the

helicopter transported many of the critically injured to

hospital, and attracted a lot of media attention, all help-

ing to promote the idea of EMS helicopter transport in

Houston. 

The Alouette III proved to be a very capable helicopter

for the role and in the following two consecutive years

another two were added to the fleet. At the time the three

aircraft operated from Hermann Hospital covering an

operational area of 120 mile radius from the hospital. 

The Alouette III served the program well but they

were eventually replaced in 1983 by a newer aircraft, the

AS355 Ecureuil 2 TwinStar. The TwinStar was a big step

up from the Alouette III with improvements in range,

power, speed and more importantly a larger cabin area

plus improved flight safety that comes with twin engine

aircraft operations.

As developments in helicopter based EMS medical

equipment improved, Memorial Hermann Life Flight

soon realized that the existing aircraft were not large

enough to accommodate the newly emerging medical

apparatus. So, in 1988 they acquired a BO105CBS4 and

three BK117B1 helicopters. These new aircraft offered

improved operating environments for the crews. The

BK117B1, with its lack of structural beams to obstruct

the cabin space, introduced a new style of layout allow-

ing for the complete use of the rear cabin area. Both air-

craft had double patient load capacity and the

BO105CBS4 had a high skid configuration which

improved safety around the tail rotor. Both helicopters

also had rear opening ‘clamshell’ doors, a major

improvement compared to loading and unloading

patients on stretchers from the side of the Twin Star. Life

Flight was now able to fly new specialized transports,

including neonatal transport, intra-aortic balloon pump

patients, and double patient loads from the same scene.

Houston is the largest city in the state of Texas, and

the fourth largest city in the United States, and as the

population continued to expand the city's only air ambu-

lance service felt it was unable to fully service Houston

In 2006 they purchased

six EC145s
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and the out lying areas of Harris County, Sugar

Land and Baytown, all of which stretched across

a150 mile radius of Houston. Life Flight was now

operating with four helicopters, one of which was

always in maintenance rotation, leaving only three

available at any given time for emergency flights. 

Despite answering over 3000 tasking requests

every year Memorial Hermann Life Flight still

found itself unable to respond to over a 100

requests per year. So, in 2006 the Campaign for

Life Flight was initiated by the Memorial Hermann

Foundation to raise $40 million to replace and

expand the fleet through the purchase of six

Eurocopter EC145 helicopters.

Just one year later, at the Air Medical Transport

Conference in the Tampa Convention Center,

American Eurocopter officially handed over the

first new EC145 to Memorial Hermann Life Flight

Director, Will David, and Director of Aviation

Operations, Eric von Wenckstern.

Through the success of the campaign, by 2009

the remaining five aircraft had been delivered with

four replacing the existing fleet. The fifth helicopter

was fitted out with specialist medical equipment

dedicated to pediatric cases. This was in response

to the 25% of emergencies that represented emer-

gencies dealing with children. They also opened a

new east side heliport with the sixth EC145 sta-

tioned there to provide an enhanced response time

to the large Port of Houston and surrounding com-

munities in the east of Houston. This also covers

the Ship Channel where many of the energy compa-

nies are based and who generously contributed to

the fundraising campaign.

Memorial Hermann Life Flight is a 24 hour, 365

days a year service and since the initial flight in

1976 has flown more than 130,000 missions. Its

main base, the John S. Dunn Helipad, is located on

the 12th floor of the Memorial Hermann Hospital, a

level-one trauma unit, part of the Texas Medical

Center. This is also the location of the communica-

tions center, dispatching the closest helicopter from

the out lying five bases depending upon the where

the incident is located.

The communications staff handles flight dis-

patching, with the helipad handling up to four heli-

copters at any one time, as well as coordinating

critical care ground transports and coordinating

patient transfers between facilities.

When the pilot receives a call from the dispatch-

er he is only given the location of the emergency

and no specific patient information. This is a con-

scious action as it means the pilot does not make

Life Flight has

flown more than

130,000 missions

since 1976

The Hermann Memorial

Foundation raised $40 million

to purchase six Eurocopter

EC145s
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Life Flight employs

eighteen pilots

the decision to fly based on an emotional response to the

emergency but bases his flight on the weather and opera-

tional conditions, not on the patient or their condition.

In collaboration with the other Texas Medical Center

facilities they will also accept and transport patients to

whichever hospital is most appropriate, at no charge to

that facility. In an emergency they will also fly organ

transplant missions and Memorial Hermann Hospital is

the largest organ donor hospital in the country.

Today, Life Flight employs 18 pilots, 18 critical care

flight nurses, 16 flight paramedics, and seven mechanics

across five bases. The North of Houston is covered from

David Wayne Hooks Memorial Airport, the South from

Pearland Regional Airport which is also home to the

maintenance base and the East out of Baytown Airport.

In the West of Houston two bases have one helicopter

based alternately during the month between Memorial

Hermann Sugarland Hospital and Memorial Hermann

Katy Hospital.

Pilots fly shifts based over a two week period working

seven days out of fourteen days and crews change at 6am

and 6pm each day. Shifts are divided up with three days

on and two days off for two weeks then two weeks work-

ing two days on and three days off. They also work every

other weekend and four weeks of days and four weeks of

nights.

All flight nurses and paramedics are employed by the

Hermann medical system unlike some other helicopter

medical systems that employ crews on a freelance basis.

Before being tasked on the helicopter EMS flight nurses

will be expected to have had a minimum of three to five

years experience in an emergency hospital or an intensive

care unit. Paramedics are expected to have had a similar

number of years in a high volume service like a fire

department working in a pre hospital environment.

Katrina

In August 2005, the Atlantic Hurricane Katrina devas-

tated New Orleans and the upper Texas Coast. Memorial

Hermann Life Flight was quick to respond and was the

first of the Texas aeromedical transport services to estab-

lish a mobile command in Baton Rouge, Louisiana. One

hospital severely damaged by the floods was Ochsner

Foundation Hospital, which sits just south of the

Mississippi River. The hospital’s own EMS helicopters

had been commandeered for mass evacuation duties a

few days earlier and Ochsner’s medical staff called the

Memorial Hermann hospital system for help as soon as

they realized the magnitude of the situation.

Life Flight’s initial mission was to ferry critical

patients from the hospital to Baton Rouge Regional

Airport where they would then be put on a private EMS

jet aircraft to be flown to various destinations in Texas.

Memorial Hermann Life Flight sent two aircraft a day

and flew out over a 100 patients operating from the roof

of the damaged car park. The Superdome in New Orleans

was used as a shelter of last resort for those unable to

evacuate from Katrina. Life Flight were the first HEMS

service to land at the Superdome to evacuate patients.

During the aftermath of Katrina, Life Flight also trans-

ported and assisted with evacuations from numerous hos-

pitals in New Orleans.

Aircraft

The new EC145 helicopters were all initially delivered

to Metro Aviation, based in Shreveport, Louisiana, for

completion of the EMS medical fit. This included the

Metro designed liquid oxygen system (LOX), capable of

7.5 litres of LOX per cylinder, which is designed for

external installation with an option of either a single or

double cylinder on the EC145. Other equipment included

the Ferno litter system with two patient capacity, LED

cabin lighting, temperature controlled drawers to store

medications and a custom air medical interior specified

by Memorial Herman Life Flight. Each helicopter is fit-

ted with a wireless vital monitoring system that sends

information on the patient to the emergency room during

flight enabling the waiting medical staff to prepare any

specialist equipment or medications in advance of the

helicopter arriving at the hospital. The large sliding side

doors, rear clamshell loading doors and high set main and

tail rotors make for safe working environment when load-

ing of patients.

The new helicopters are larger, quieter and better

equipped than the previous fleet and the 133 knot cruise

speed of the EC145 has allowed for an increase in mis-
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During Katrina

Life Flight flew out

100 people a day in

two helicopters

sions flown as response times have been reduced by as

much as 33 percent. The average mission time now is 42

minutes from the time a Life Flight base receives a call to

the time they land on the hospital helipad, well within the

recognized ‘Golden Hour’.

From a pilot perspective the aircraft are fitted with

OuterLink satellite tracking, Avidyne TAS610, Bendix

King RDR2000 weather radar, duel transponders and a

five inch high contrast colour display Garmin GNS 530W

GPS integrated avionics. A Jeppesen database that can be

updated with a data card contains all the airports, VORs,

NDBs, Intersections, FSS, Approach, DPs/STARs and

SUA information and the GNS 530W make practical use

of this information with features like intelligent frequency

nomination. Originally Life Flight pilots were not able to

make full use of the Wide Area Augmentation System

capability of the GNS 530W but in early 2011 the

Instrument Flight Rules for single pilot operation on the

EC145 were upgraded by Eurocopter and now allow

operators to utilize previously unavailable landing sites

during inclement weather on IFR flights. Hospitals, met-

ropolitan heliports and remotely located heliports are now

more accessible in IFR conditions.

A Terrain Avoidance and Warning Systems (TAWS) is

also fitted with the system giving an audible warning of

obstacles from a data base. This is updated every 28 days,

but does not provide real time radar warnings of obstacles

or wire hazards. Normal operational flights are flown at

800 feet AGL, which is also their IFR weather minimum.

If during a flight the weather ceiling drops below this

then protocol says they must land and request a land

ambulance to continue the journey to the hospital. 

The local Fire and EMS departments all speak on a dif-

ferent frequency and so the onboard multi band radio has

over 40 frequencies to allow the pilot to tune into and

contact all the ground organizations. 

Memorial Hermann Life Flight flies over 50 patient

missions a day and has become an essential service for

Houston and the surrounding communities. It has come a

long way from the early pioneering years and the red

EC145 helicopters are now a reassuring sight at any

emergency scene. Accredited by the Commission of

Medical Transport Systems, this critical air ambulance

service has always been on the cutting edge of patient

care and safety. It is now a permanent fixture in Houston

and is committed to continue its excellence in aviation

safety and clinical care for decades to come.

Average mission

time is 42 minutes

from first call
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E
very so often someone comes out with a new idea

for a light helicopter that will revolutionise heli-

copter flying with its cheapness, its ruggedness

and its safety features; then the idea goes into R & D,

attempts are made to gather funding and slowly the idea

and its practical application dies away. Very few of those

ideas actually get even up to the prototype stage and

even fewer get put into production and sold. One notable

exception, of course, is the Robinson R22, which led to a

whole stable of Robinsons. The Guimbal Cabri (baby

goat) G2 is potentially another.

Bruno Guimbal, like Frank Robinson, was an engineer

working in the helicopter field, in his case for Eurocopter,

when he had his dream of a small light piston helicopter.

Like Robinson he brought this idea to his employer and

like Robinson he found that his idea did not fit with the

employer’s schedule. However, unlike Robinson’s case

but perhaps learning from it, Eurocopter agreed to give

Guimbal a lot of support, including the use of their

research facilities and test rig and Guimbal took full

advantage of this generosity. His first prototype was pro-

duced in 1992, but that got no further and he returned to

development, finally bringing out the current G2 in 2007.

Since 2007 he has sold forty helicopters, which between

them have flown 14,000 hours. 

While it is hyperbolic to call the helicopter revolution-

ary, there are certainly a lot of differences from the

Robinson family. Moreover, Guimbal appears to have
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Georgina Hunter-jones flew the Cabri G2, the

new training machine based at Kemble

Flying goats
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tried to use the example of other small light helicopters

and to bring elements of their design into his own.

Differences from other light helicopters currently in

service include the main structure, which is made of car-

bon fibre with only a few uses of metal. This use of com-

posites makes the helicopter light as well as strong,

avoids corrosion and allows parts to be ‘on-condition’

rather than time-lifed. Metal parts include the fire-wall,

the rotor hub, and the engine. 

The rotor-hub is an aluminium alloy with magnesium

forging for greater strength, and is surrounded by a

rugged monofilament fibreglass winding  ‘safety belt’

that will hold the rotor hub together even if it cracks in

flight. This safety belt has been tested by deliberately

fracturing the head and then subjecting it to 700 hours at

1.5 times the full design loading. It extends the whole

way up the blades to the tip weights, which it holds in

place. As the blades are also carbon fibre they are light

and have tip weights to keep the inertia high and to

improve the tip-plane path. 

The main rotor has three blades with a high inertia

system, designed to avoid the problems encountered in

the R22 of a low inertia teetering-head system. The G2

head has elastomeric bearings and dampers and has used

the Eurocopter example of star flex technology.

The G2 is the first and only piston engine helicopter to

have a fenestron tail. In this case it is a seven bladed fen-

estron, with nine times gearing with the main rotor.

Because the fenestron blades are almost completely flat

the blades move very fast and increase the aerodynamic

efficiency.

While it is not surprising that a light helicopter with

Eurocopter influence has a shrouded tail rotor Guimbal

enthusiasts talk of the clear advantages including its

quietness; safety in a public environment and the reduced

likelihood of damage from the shrouded tail blades.

However, on the downside, it is less powerful than the

normal tail rotor and has a different usage range which is

not linear.

The body of the Guimbal Cabri G2 is made of five

separate monocoque composite parts and the fenestron

tail is made in two pieces and joined together in the fac-

tory. Many parts of the Cabri G2 are made by outside

contractors using moulds created by Guimbal.  The rea-

son for this, presumably, is that allows Guimbal to con-

centrate on development and leave the time and expenses

of manufacturing to other companies.

I went to do a test flight with Cotswold Helicopters a

training and commercial company based at Kemble and

run by Andy Moorhouse and Chief Pilot Oliver Heynes,

with whom I flew.

Walk-round:

There are no locks on the doors and no key. Instead

the doors open with remote opening device like a car,

this includes a sophisticated anti-theft sensor that works

it is a very easy to work

on the engine as all parts

are clearly visible

Luggage bay is

accessible from

inside and outside 
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in collusion with an on-board computer to recognise the

owner. And, like a car, the key-fob will light-up the navi-

gation lights so you can find your Cabri in the parking area

(no doubt Guimbal was looking ahead here with anticipa-

tion to the day when there is a Guimbal in every garage).

Cleverly, if the battery goes flat and you are left away

from home without a charger (something familiar to any

owner of a mobile phone) there is also a mechanical

method of getting in to the helicopter through the luggage

hold. Once in, it is possible to start the helicopter using a

code known only to the owner. When flying, however, this

has anti-theft device has to be disabled so it is possible to

restart the engine in the event of a failure.

The walk-round on the G2 is very easy, as you would

expect from a machine designed by an engineer; cowlings

lift to show all parts of the machine and all the sight glass-

es are well located.

The blades do hang rather low – so you need to warn

any passengers, especially if they are getting out with the

blades still moving.  Although the pilots operating hand

book prohibits start-up in wind speeds of 40 knots or more

the Cabri is good in wind – we flew in 32 knots and I

hardly felt anything, except when doing spot turns when it

was a bit of a fight but that would be the same in any light

helicopter. 

Guimbal chose to have three blades for a variety of rea-

sons including the ability to avoid mast bumping. The

dampers, which are elastomeric and keep the blades in

synchronisation, have a definite Eurocopter feel to them.

They are  easily seen and checked.

Opening the cowlings on the G2 in the wind it was easy

to see they were light composites and could be blown

around, so it is important to make sure they are properly

closed. 

The engine is set in a ‘double redundancy space frame’.

This is a safety measure and means that if two of the sup-

porting frame bars are broken the helicopter is still service-

able and will be able to get you home. Moreover, Andy

Elastomeric

bearings in the

head 

Moorhouse explains, “The mounting brackets above the

MRG absorb the torque loading. The upper part of the

space frame absorbs the transmission loads and the

lower part of the space frame absorbs the flight loads.” 

The fuel tanks are made of Kevlar and were inspired

by Formula 1 racing cars. In testing they survived a drop

from 50 feet, fully fuelled, without spilling a drop. The

G2 uses on average 38 litres an hour (8.5 UK Imperial

gallons or 10 US gallons.)

The landing gear is composite and because there are

no oleos (as there are on the S300 another 3 blade heli-

copter) there is a damper between the skids and the body

of the G2. This stops a sympathetic vibration occurring

and causing ground resonance: this should also be

checked on the walk-round. As a bonus this damper

makes sloping ground very easy. The damper does make

the Cabri feel a little see-sawey on start-up but that is

actually a rather reassuring feel, like being rocked in a

cradle.

The engine is a standard Lycoming  360, however

instead of having two magnetos the G2 is fitted with one

magneto and one plasma ignition system, this changes

the start up system as we will see. The exhaust opening

is in the roof of the helicopter cockpit blowing upwards,

possible because this is a piston not a turbine engine and

hence will not damage the blades. The advantage is that

it makes the helicopter quieter  - the noise signature of

the Cabri is 75.7 decibels at max power, for comparison

a R22 has a 78.2 db level and the S300 is 80 dbs. A

fixed wing Cessna 172 is around 60 db.

The clutch system is another unique Guimbal factor.

When the clutch switch is activated a hydraulic piston

situated in front of engine pivots the engine downwards

round a hinge in the engine bay, this prevents bending

strain on the rotor mast. The piston is driven by oil pres-

sure. There is one large clutch belt instead of eight little

ones, as in the R22, but the factory have done tests with

30% wear on the belts.

The engine is set in a

double redundancy

space frame
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Walking around the back of the helicopter to

check the fenestron we see it has chip detector on

the fenestron which is very simple to pull out and

check, and a gear-box sight glass to check the oil

level. The fenestron blades are made of polycarbon-

ate mouldings, there are seven and they spin at 5148

rpm, nine times faster than the main rotor, which

would account for their great sensitivity when hover-

ing. The large vertical fins shields the blades in

flight, which means they are a lot less sensitive than

a conventional tail rotor in flight.

During testing one blade was cut such that only

30% of the chord width remained. The Fenestron

was then subjected to a 100 hour test at full speed

with constant pitch changes and it was noted that the

blade was unaffected.

Behind the pilots seat there are two baggage bays,

one small, one large, which can hold 40 kilos (88

lbs). The upper compartment can be accessed from

outside and from the cockpit and has a 12 volt

charging socket.

Start-up and flight

Once inside the helicopter, the cockpit is notice-

ably wider than the R22, though smaller than the

S300 or the Enstrom 280FX with a width of 1.24m

(4.07 feet) same as R44  and .12m wider than the

R22. It has a distinctly ‘roomy’ feel. There are easily

removable dual controls. Unlike the Robinson the

G2 has standard controls and no ‘T’ bar.

A digital

screen

with a

safety

back-up

system 

As an added safety system the G2 has crash-worthy seats,

which were tested on a sled-bed. This is a first for a light hel-

icopter and the manufacturer says that survival can be expect

in a fall of up to 2000 feet pm. There are two places to check

on a walk-round, one behind the seats and the other adjacent

to the door, where the seat rails have a crash absorber.

The pedals are adjustable with a flip-over top, which is

unusual but seemed very effective as we were of very differ-

ent heights and neither had any reaching issues.

We closed the doors as the temperature was cold, but in hot

conditions the doors can be left off in flight without reducing

any speed limits. This is different from the JetRanger, for

example, which has notable differences between doors-on and

doors-off characteristics. 

Above our heads were the mixture and rotor brake and

behind us the circuit breakers. Above and in front are one

plasma ignition and one magneto. To save on cost and weight

Guimbal decided to use an electronic plasma system instead

of having a fuel injection. The G2 is a carburettor system but

has an automatic carb-heat to overcome the problems of

icing. It is worth noting that Robinson has had problems with

its own automatic carburettor heating, where warnings were

disguised by governor movements, however the factory say

they are aware of that and although they too have an electron-

ic governor the system in the G2 is different

The start-up procedure is not complicated but different, it

relies heavily on the computer and is quite intuitive. The

screen has an Electronic Pilot Monitor (EPM), which consists

of a multiple limit indicator, a carb-heat monitor, a dual

tachometer, a fuel indicator and the usual flight instruments;

these are all digital.

The multiple limit indicator has a flow mode, for normal

flight up to 100%, and an overpower mode (PWR) which

gives red box warnings of engine overspeed and over-power-

ing. Here a little red box will flash up with 106%, for exam-

ple, in it, or engine overspeed will flash up 2790 rpm to warn

the pilot his rpm is over the red line, or the fuel gauge will

flash up 2%, to warn the pilot he is nearly out of fuel.

The governor is

very effective
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The Cabri G2 is the only

piston engine helicopter

with a fenestron tail

As well as showing quantity, the fuel indicator has a tri-mode

indicator showing true instantaneous flow, average flow and

time to fuel starvation.

Before start-up there here are a series of ‘checks’ that relate to

the computer warnings.  The digital screen has a list of every

flight taken place and whether any ‘events’ occurred therein and

it performs a self-test before start-up showing previous flights,

problems and the fuel systems. As a safety system for the digital

box itself there are back-up lights if the screen goes dark, these

are next to the screen and are tested too. There are also some

analogue instruments for back-up in case of a complete failure

in flight. For the RPM tachometer there is a BARC back-up,

which gives an audio warning for both high and low rpm. The

high RRPM beeps quickly, while low RRPM is continuous.

If rotor brake is connected it disables the clutch, which will

not engage. This is a safety system to prevent blade damage. 

The throttle on the collective is rather stiff and moves in

increments, however the governor takes over as soon as you are

ready to lift, so that becomes irrelevant.

The pilot sits in the right hand seat, and (probably the biggest

difference for most current light helicopter pilots) the blades

turn clockwise instead of anticlockwise. This means right pedal

instead of left in power-on situations. Combine this with the fen-

estron tail, which has non-linear performance and it means that

some current pilots find the conversion to the Cabri G2 quite

challenging. However, Andy Moorhouse pointed out, while

pilots trained on the American models find it quite hard to adapt

to the new pedal thinking ab-initio pilots have no problems.

Cotswold Helicopters currently recommend that while you are

learning on a right tractor model it is better not to fly a left trac-

tor one. He also pointed out that if you think and plan what you

are doing it soon becomes normal to fly with a non-linear tail.

We took off and flew across the Gloucestershire countryside.

The cyclic is quite heavy compared to an R22, though similar to

a Sikorsky 300, but has the cocked-hat trim on the cyclic (like

the S300) which is extremely useful and takes the weight off

well. There was some vibration in the right hand seat, but not so

much as to make it uncomfortable, however when we increased

speed to see if this increased the vibration it remained the same.

This was a surprise as I had been told vibration increased a lot

over 80 knots, and as I was to discover later is something the

factory is looking at very closely.

Turns were fine, although there is a tendency to climb. This,

ironically, is due to the excellent vision out of the front cockpit;

having no impediments to vision means there is also nothing to

relate the horizon to and some pilots have had difficulty with

pitch control because of this. However, again this is something

students who are not expecting a ‘prop’ get used to very quickly.

It is noticeable that you need a lot of right pedal in flight, dif-

ferent to the American models and a result of the shielding of

the fenestron. This also means relatively small amount of pedal

are needed in the hover.

We did several autorotations which were benign although you

The site

glass and

chip stick

are easily

checked
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The pedals have

an usual design

and two positions

do need a fair amount of left pedal. The blades

have higher inertia than the Bell 206 hence the

good autorotation characteristics. Their fiberglass

laminated composite blade has a solid leading-edge

weight in steel and an additional tip weight to

increase this inertia. 

Rate of descent was around 1500 feet, which is

to be expected with the power to weight ratio, less

than the low-inertia R22 and H300, the latter of

which descends at 2000 fpm. The autorotation felt

very controllable and, thanks to the trim, it is pos-

sible to do it hands-off. We initiated go-around a

little earlier as the governor has a decisive ‘bite’

when it kicks back in and there is quite a lot of

pedal movement, however this would not be an

issue in the case of a real engine failure. At the

moment, however, the gang at Cotswold

Helicopters are not doing autorotations to the

ground. When doing autorotations the governor is

closed. It will normally keep the rpm in the green,

but when over-ridden by the pilot it will give up at

2000 rpm, and then accelerate as soon as it is

allowed aver 2000.

We returned to the field and slowed to the hover.

I had been warned that you need to watch the

change from forward flight pedal position to hover

and so was thinking ‘feet’ in a serious manner, but

in fact it seemed a natural progression and we were

not in danger of any false swings. There was also a

fairly significant wind holding us straight.

While in the hover we did some quickstops,

which were nice but also require a fair amount of

pedal work, some spot turns and some landings.

It was a lovely machine to fly. The controls are

stiffer than the R22 or the H269 and heavier so it is

very useful to have the trim. Although there are

moments of low pedal work when changing from

one type of movement to another the feet are kept quite busy,

but this is simply a matter of practice and getting used to subtle

pedal movements.

The one drawback when I flew the machine was the amount

of vibration in the pilot’s seat during the hover. We swapped

seats after a while and I was amazed and how much less the

vibration was in the left-hand seat. Apparently, this is some-

thing the company are working to reduce at the moment, and it

is a real issue that does need resolving.

To buy a new Cabri G2 costs £240,000 but Andy Moorhouse

explains that that is the consequence of such intensive testing

and points out that while a new R22 is about half the price it is

also a throw away helicopter that has to be replaced in twelve

years, so the G2 is a far more cost effective asset and keeps its

value.

This is early days for the Cabri and it will not really be until

several have been used and tested, in schools and other envi-

ronments, that we will really know what the helicopter is

‘about’. However, it is worth noting the G2 has won several

prizes.

In 2006, the Cabri G2 set three world records in the sub-500

kg helicopter class. Altitude without a payload 6,658 m (21,844

ft); Time to climb to a height of 3000 m (9840 ft) in 6 min 42

secs, and Time to climb to a height of 6000 m (19680 ft) in 22

min 6 sec.

It is also the first piston engine to receive certification in

Europe and it is the first to have initial EASA certification.

It may be a long time before we talk about the G2 in the way

we routinely discuss the R22, but the Cabri is making its first

steps as large and as important as it can. And, even if the Cabri

is the new kid on the block, it does prove that although pigs

cannot fly, goats can.

Cabri G2 Statistics
General characteristics

Crew: 2 (Removable controls for left seat)

Engine: 180 hp (134 kW) Lycoming O-360 piston engine

derated to 145 hp (108 kW)

Average fuel burn 38 litres an hour

Fuel capacity 170 litres

Length: 6.31 m (20 ft 8 in)

Main rotor diameter: × 7.2 m (23 ft 7 in)

Width: 1.24 m (4 ft 1 in)

Height: 2.37 m (7 ft 9 in)

Gross weight: 700 kg (1543 lb)

Typical empty weight 420 kg (926 lbs)

Performance

Maximum speed: 185 km/h (115 mph)

Cruising speed: 166 km/h (104 mph)

VNE Power on: 130 kts @ sea level

Range: 800 km (431 Nautical miles)

Endurance: 5.8 hours @ 55 knots

Service ceiling: 3963 m (13,000 ft)
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To The ediTormore leTTerS

Australian Industry

Dear Editor,

Australian helicopter industry growth tops 9% per

annum or three times that of the Australian economy.

Growing pains?

In April 2012, Australian CASA Register data indicated

the helicopter industry was growing at 9% pa. At present

the fleet consists of 1,950 helicopters. At this rate of

development, the fleet will be nudging 3,000 in five

years. In 2008 the fleet numbered only 1,450 helicopters.

Our industry is somewhat unique in its structure due to

activities in rural areas. There are 1,231 single engine pis-

ton machines, 508 turbine single engine helicopters and

211 multi engine helicopters in Australia.

Helicopters make up 13% of the 14,711 aircraft on the

CASA Aircraft Register. A decade ago it was less than

8%. Despite the global financial crisis (GFC), helicopter

numbers have increased in Australia by 53% over six

years, or 9% pa. 

By comparison, New zealand’s 782 helicopters repre-

sent 17% of their 4,600 aircraft. Their growth rate has

now slowed to 3% per annum due to the post GFC prob-

lems and declining tourist activity. However, their growth

rate is still twice the Nz GDP.

You are invited to receive free updates on a monthly

basis. We will also provided data based on registrations

and ownership, etc. Just email us a request.

Kindest regards,

Rob Rich

Convenor of Steering Comittee

Australian Helicopter Industry Association

Bell 206 jetRanger prices

Dear Editor,

I am new to the industry and keen to buy a JetRanger,

moreso because I see the price dropping daily. I have

been told this is because the need to do a ‘containment

ring’ mod. Could someone explain this to me? Not least I

am anxious to know why this ‘containment ring’ factor

has arisen now, rather than in some past era.

King regards

Barry Bowlsie

Competition

The winner of the Helicopter

Life Challenge pair of entrance

tickets to the 

Festival of Speed 

Goodwood 

June 28th to 1st July 2012 is:

Mr John Martin, of Bembridge

Isle of Wight

Many congratulations.

HELICOPTER LIFE, Summer 2012

‘The Mason Arms’
South Leigh
Oxfordshire
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Polish Hinds in

Action

Paul Kievit and Carlo Kuit

examine changes to the Polish Armed Forces since joining NATO
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W
hen Poland was still a member of the Warsaw

Pact it was one of the largest contributors to

the military power. With the end of the Cold

War in 1989, the position of the Polish Armed Forces

changed dramatically. During 1999 Poland joined NATO,

which changed its international commitment and re-

adjusted the number and type of tasks taken on by the

Polish. Both NATO and EU membership have led to

international operations that were previously unknown to

the Polish Armed Forces.
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The helicopter is

armed with a 23

mm cannon NS-

23KM. It is able to

carry as well 4x AG

wire-guided missiles

9M14M Malyutka

(AT-3 Sagger) and

additional 4x AA

missiles 9M32ML

Strela-2M (SA-7

Grail) in two gad

rocket launchers
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Iraq operations

One of the first major international operations for the

Polish Armed Forces was in Iraq. The Polish were present

here from the beginning of 2003 till October 2008.

Poland was responsible for the South Central zone in

Iraq. Polish Army W-3s Sokol, Mi-8s Hip and Mi-24s

Hind combat helicopters supported the Polish troops dur-

ing the operations there. The Polish Land Forces

Independent Air Assault Group (Samodzielna Grupa

Powietrzno-Szturmowa) was at the time located in Al Kut

and Al Diwaniyah both in Iraq. The Polish contingent in

Iraq has been using six Mi-24Ds since December 2004. 

History of the Polish Army Aviation

The history of Polish Army Aviation / Lotnictwo Wojsk

Ladowych (LWL) dates back to the early 1960's. During

the fiercest part of the Cold War substantial numbers of

locally assembled Mi-1's and Mi-2 Hoplite helicopters,

plus Soviet built Mi-4 Hounds, Mi-6s and Mi-8 Hips

operated from three bases: Leznica-Wielka, Pruszcz-

Gdanski and Inowrocław-Latkow. The first of sixteen Mi-

24D Hind attack helicopters entered service in late 1978

at Wielka, relocating to Pruszcz-Gdanski about a year

later. They were equipping the 49.Pułk Lotniczy Wojsk

Ladowych (49.PLWL - Army Aviation Regiment) which

was, shortly afterwards, redesignated  49 PSB (Combat

Helicopter Squadron). The unit has been operating the

Mi-24D variant from the late 1970s. Other more modern

Hinds, the Mi-24V, went to the 56.PSB at Inowrocław,

which received its first of their complement of sixteen

Hind-E’s in 1986. Both units also operate a number of

Mi-2s in various versions including the Mi-2URN, URP

and URP-G attack variant. Only the Mi-24V is operating

in Afghanistan, the helicopters are on loan from the 56 PSB.
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Afghanistan operations

Today the Polish Army and particularly Polish

Army Aviation, is heavily involved in operations

in Afghanistan, stretching the area of operations

thousands of kilometers away from Polish soil.

Currently the Independent Air Group, as part of

Task Force White Eagle, is operating with Mi-

24V and Mi-17s from Forward Operating Base

(FOB) Chazni supporting the Mechanized

Brigades and Special Forces.

To prepare the aircrews for deployments to Afghanistan regular training is conduct

with Night Vision Goggles (NVGs).  The NVGs can be used in all Mi-24s on strength. 

Engineers at work

HELICOPTER LIFE, Summer 2012
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Mil Mi-24D

Task Force White Eagle

Task Force White Eagle (Polskie Siły zadaniowe) is a

brigade-sized detachment of Polish Land Forces operating in

the Ghazni Province, Afghanistan. The brigade is under the

command of the United States (U.S.) 82nd Airborne Division.

The aim of the Task Force is to conduct missions to maintain

security and stability in the Ghazni province, to support devel-

opment programs, aid the reconstruction of civil infrastructure

and train Afghan National Security Forces.  The main compo-

nent of the Task Force was mechanized, and in the case of Task

Force IX this became the 17 Mechanized Brigade from

Międzyrzecze.

The first Task Force White Eagle deployed to Afghanistan,

in support of Combined Joint Task Force 101 (CJTF-101) in

October 2007. Task Force White Eagle originally consisted of

about 1,000 Polish soldiers alongside the U.S. forces deployed

to Paktia, Paktika, and Ghazni provinces. Most of the task

force was based out of FOB Sharana and Combat Outposts

Waza Khwa and Kushamond. One Polish company occupied

FOBs Ghazni and Warrior and Nawa Fire Base. In 2008, the

Polish government authorized an increase of forces and capa-

bilities in Afghanistan. This increase included 600 additional

troops, an aviation detachment of 4 Mi-24 Hind combat heli-

copters, 4 Mi-17 Hip multirole helicopters, and a fire support

section.

The increase of Polish forces led to a realignment of the bat-

tle space between Task Force White Eagle and Task Force Red

Currahee (1st Battalion, 506th Infantry Regiment). This result-

ed in stationing all Polish forces in Ghazni, and the U.S. forces

relocated to cover Paktia and Paktika. Chazni is one of the thir-

ty-four provinces of Afghanistan. It is in the east of the coun-

try. Its capital is Ghazni City. The province lies on the impor-

tant Kabul to Kandahar road, and has historically functioned as

an important trade center between those two major cities.

Task Force White Eagle now fully occupies FOBs Ghazni,

Warrior, Four Corners and the Giro District Center. It also has

two additional combat outposts, Askercot and Qarabaugh, to

secure Highway 1. Four hundred more Polish soldiers were

deployed in support of Task Force White Eagle in the summer

of 2009. This increase brought the total number of Polish sol-

diers in Afghanistan to more than 2,000. Until now nine Task

Force deployments (six months each) have been executed, sup-

ported by either the 49th or 56th Combat Helicopter

Squadrons. Currently Task Force X is underway which started

during October of the year 2011 and will end by April 2012. 

The Independent Group rotates on a six-month schedule

between 49PSB and 56 PSB. “Some of the squadron personnel

have been so far already three to five times in Afghanistan

which is putting a lot of pressure on their personal life,”

according to NCO Smugia.

To prepare for the flying missions in Afghanistan an exten-

sive training programme is conducted. The training comprises

of: low level flying, combat flying, and mountain operations.

Line of

Mil Mi-2s

Mil Mi-2

A Mi-2 taking off

from Prusczc

Gdanski airfield
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The 49th Combat Helicopter Flight

has still one flight of Mi-2s in use

For this purpose the Polish Army Aviation units deploy

on regular basis to the Tatra Mountains in the Czech

Republic. They are trained to fly at night, and for this

purpose a number of specially equipped Mi-2s from 56

PSB are on loan. In return, four Mi-24Ds have been sent

to 56PSB at Inowroclaw. “Only fully capable pilots can

be deployed to Afghanistan” NCO Smugia explains.

“Operations in Afghanistan are very different from those

in Poland. We have to jiggle with fuel, heights and spe-

cific demands from the ground troops. Our operating

base is 2000 meters high, which changes the dynamics of

the Hind. Our missions are planned three to five days in

advance. The daily schedule starts before sunrise with

aircraft preparation. We are ready to deploy within 20

minutes to support ground forces when requested”.

He commented that the effect the Mi-24 has on insur-

gents is important: “they are afraid when they hear the

sound of the Mi-24”. It is clear that the Independent Air

Group is essential for the Task Force to be able to exe-

cute its tasks.

As of January 2012, both 49th as 56th Combat

Helicopter Squadron have been disbanded. Both units

continue to exist but have been renamed the 49. Baza

Lotnicza and the 56. Baza Lotnicza. It is expected both

units will merge in the near future and be located at

Inowroclaw Base with the foreseen closure of Pruczcz

Gdanksi. New facilities will be built to house the com-

plete fleet of Mi-24s. Operations as part of Task Force

White Eagle are expected to continue until 2014. With

the deployments abroad the Polish Army Aviation has

gone through a steep learning curve and will bring this

knowledge to future NATO operations.

Despite its SAR colours

the actual SAR unit was

moved in 2004 to 56th

Combat Helicopter

Squadron based at

Inowroclaw
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W
hat Next?  This is the most common question

asked by friends of an adventurer after he or she

completes an adventure.

The question carries the insinuation “if you didn’t kill

yourself that time, perhaps you will next, so it ought to be

more dangerous”.  There is an expectation the challenge

has to be difficult, and the ‘stay at home’ friend will then

ask you to justify your newly announced ‘What Next’ by

asking why? 

“Why Not,” “Because it’s there,” “If not me then who”

are slick adventurers’ answers just as daft as the questions,

I think.

The 3 Capes Heli Challenge came about as a result of

the first transatlantic trip completed in 2007 in an R44 heli-

copter by Glenn Reindel and me. Essentially we demon-

strated a single engine piston helicopter could fly 5-6 hours

every day for 25 days in a variety of tough weather condi-

tions and, with the aid of extended fuel tanks could tackle

three 500 mile sea journeys. Rarely are helicopters tested

fully in range, height, endurance or in extreme weather

conditions.

Private pilots can become complacent and boring when

Spatial

awareness?

3 Capes Helicopter Challenge
On behalf of Mission Air Fellowship and Motivation UK

Charles McCann and Charles Stewart are flying from

Nordkapp to Cape Wrath to Cape Town to raise £100,000
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doing recreational flying within their home territory, thus

limiting their own envelope of experience.

The real drivers to this kind of action stem from the pres-

sure you put on yourself, with some from others; the need

to rise above daily mediocrity, do something different and

have memorable experiences and stories to tell your grand-

children. Better still, to have somewhere your imagination

can go back to in your advancing years.

So, deep in your being the motivation is already there

like the Nomad’s fire stick with an everlasting ember car-

ried on to the next camp and reignited Ray Mears style by

careful blowing and nurturing to a full fire bundle: the idea

builds unstoppable momentum.

Let’s go from Cairo to Cape Town next! Africa – top to

bottom. Traversing the world in anything, legs, car, bike is

loosely defined as crossing any three continents at their

widest sea to sea points. So, this would be number two for

me, having already done North America -  west to east.

Then, as we have to get to Cairo anyway, let’s start at

Cape Wrath (near home) to Cairo then Cape Town – got a

bit of alliteration to it “Cape Wrath, Cairo, Cape Town” –

sounds good.

Next, find a co-pilot who has the passion, money, time

and spirit required to commit to and throw sufficient energy

at the project.

Then: In walks Charles Stewart to my life, if ever there

was truth in ‘the right thing happens at the right time’ this is

evidence. Charles has all these qualities and more. He could

also manage most basic engineering repairs to the helicop-

ter if required and he’s a dab hand at medical emergencies.

Well, that’s if you’re a Rhino or a Bull Elephant – large

The R44 outside the

flight school at

Hilversum in Holland

Industrial dock area

in France
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game tranquilising was his speciality as a Safari Park

Warden in a former life.

But, he declares he always wanted to ride his motor-

bike to Nordkapp - the most northerly point in Europe -

so why not start there for South Africa. And so, the ‘3

Capes’ idea was born.

A Guru once challenged me to have a truly original

thought or idea. He suggested that every thought or idea

has to be an extension to or linkage from an existing

thought or idea. Try it! You can’t really wake up with a

cleared out brain and come up with an idea that had no

previous existence anywhere or wasn’t linked to some-

thing you already knew.

Our Capes adventure would show us later its distance

objectives and challenging environment had origins

before Charles Stewart was born and when I was only 7

or 8 years old.

We then enlisted Brian Johnston, a novice helicopter

pilot who wanted some rough flying experience and

whose flight planning, navigation and computer skills for

the website would be invaluable.  

Last year, I accepted an invitation to a reception at the

Scottish Parliament. I had not previously been there and

this was about aviation, so I gladly accepted.  The recep-

tion was about Mission Aviation Fellowship (MAF). I

immediately fell in love with the work they do and was

impressed by the sacrifice their volunteer pilots and staff

make. They use small aircraft across the developing

world to bring help to people living in some of the most

remote places on earth. 

It struck me that they were a great cause to support

and their airfields in Africa could be invaluable to us. So

now, I was spurred on to plan this trip, support MAF and

Motivation – a charity providing wheelchairs and helping

empower disabled people in the developing world. 

On the first part of the journey we flew 1,900 nautical

miles taking 4 days, flying an average of 5 hours per day.

This all just to get to Nordkapp and start the jaunt. 

We battled bad weather, poor visibility to reach the top

of Europe. You can follow the progress on the website. It

has all the route details, travel blog and photos.

(www.3capeshelichallenge.com).  

Perhaps the best thing to come out of the trip was our

discoveries in Nordkapp itself. Despite its remote posi-

tion, relative inaccessibility and inhospitable climate, the

Nordkapp Plateau, the village of Honningsvag and the

supporting camp/tourist facilities makes this place a

sought after destination for intrepid tourists. It’s a World

Heritage site. The Norwegians know how to make the

best of their environment.

One of the most important but almost coincidental

things we found out while talking to a local historian was

that in 1955 a certain Richard Pape drove an Austin

Westminster to near Nordkapp with the intention of driv-

ing from there to Cape Town - which he did.  When the

Norwegians heard about Richard and his objectives they

finished the 10 miles of road to the actual Plateau point

of 71 degrees north for him so he could genuinely start

from the top of Europe.

His book ‘Cape Cold to Cape Hot’ written in 1957

A fascinated

passerby in

Holland
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gives an incredible account of a 5 month, 20,000 mile

drive - which in those days was a far more daring and

dangerous than anything we are about to attempt or have

already completed on this adventure.

Pape was regaled by the folks there and the Lord

Mayor of North Cape gave him a letter to deliver to the

Mayor of Cape Town. 

57 years later we met the new Mayor of North Cape

and were given a greetings letter from her to deliver to

the Mayor of Cape Town. We are off on this part of the

adventure on 17th July 2012. Our trip will take us down

through Europe, crossing to Egypt and down through the

African continent finishing in Cape Town. 

To find out more about the 2 charities we’ll be sup-

porting, go to www.maf-uk.org and

www.motivation.org.uk. If you’d like to help us raise

money and follow our progress, check out our website

www.3capeshelichallenge.com

On the first part

of the journey

they flew 1,900nm

in four days

The journey continues:

www.3capeshelichallenge.com
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Early Days

The concept of the helicopter is as old as the dream of

flight. In 1842, W. H. Phillips, in the UK, was reported

to have flown a helicopter model, with the rotor driven

by tip-jets, using steam generated by burning nitre and

gypsum. Eye witnesses reported that it had climbed verti-

cally and flown across two fields before crashing.

There appear to be no written reports and no patent

was applied for, but if one accepts that the flight took

place, it occurred six years before Stringfellow (1848),

who is generally accredited with having achieved the

first powered flight with a fixed-wing model.

The Royal Aeronautical Society exhibited Phillip’s

model at their Exhibition of 1868, but sadly has not

retained any illustration or documentation. If the limited

success was substantiated,     Mr Phillips would have to

be given his place in aviation history, and the fixed wing

fraternity would have to accept that the first powered

flight was achieved with a helicopter!  

1940 to 1960

During the era circa 1940 to 1960, a quarter of a cen-

tury after successful manned flights had been made by a

shaft-driven helicopter (SDH), a number of attempts

were made to develop tip–jet-driven helicopters (TDH)

and ‘gyro-copters’. They achieved only mixed success.

What was their raison d’être?

It was thought that that was the way to remove the

need for heavy, expensive and unreliable mechanical

drives and gearboxes.

Also, there was the idea that, as there would be no

reaction torque from an engine, a tail-rotor would not be

required.

Tip-drive rotorcraft can be categorised

into two typess

A) Those which took air from an airframe-mounted com-

pressor and fed it through a duct in the rotor blade to a

tip mounted thrust-unit.

These can be subdivided into two sub-types – ‘cold-jets’

which ejected the air at the tips to form a thrusting jet

and ‘hot-jets’ which then burnt an air-fuel mixture in the

tip unit to provide greater thrust.

B) Those which had a rotor-tip-mounted thrust engine

which took in combustion air directly into a forward-fac-

ing intake.

Electric Dreams
Reg Austin and David Gibbins muse on the climb

and descent of Tip-Driven Rotors
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TYPE A

Type A has claims to be the first of the types to have

flown. In 1943, in wartime Germany, the Kriegsmarine

and the Luftwaffe recognised the potential of the helicop-

ter. Smaller machines had an obvious application for

operation from small ships or submarines.

As early as 1942, Friedrich von Doblhoff proposed a

light tip-jet driven helicopter, and was given a small team

and resources to develop a demonstrator; the Doblhoff

WNF 342. It was a hot-jet.

The first of four first flew in 1943, with improvements

being made on each new machine, but development

ceased at the end of WW2.

The first three were pure helicopters. An air compres-

sor mounted in the fuselage provided air which, mixed

with fuel, was ducted through the rotor head and hollow

rotor blades to a combustion chamber at each rotor tip.

Here it was ignited electrically to produce a rearward fac-

ing propulsive jet.

The realisation of its very high fuel consumption trig-

gered a change in the fourth aircraft, V4.

In the V4, a conventional piston engine drove both the

compressor and a small propeller to provide forward

thrust. The latter also provided airflow across a rudder for

directional control.

The tip-jets were used only for hover and low-speed

flight. In cruising flight the compressor was declutched

and the rotor was put into autorotation. This method sig-

nificantly reduced the fuel consumption in that mode of

flight and the appellation of Gyrocopter was introduced to

describe the configuration.

The V4 is in the US Aero Museum in Washington.     

1953  The Sud-Ouest S.O.1221 Djinn (Cold-jet) a

French two-seat light helicopter was designed and built

by Sud-Ouest, which later became Sud Aviation. The

project was led by Theodor Laufer, one of the Doblhoff

team.  The first of the type flew in 1953                                             

A fuselage-mounted compressor sent air up to the rotor

hub and along an internal duct to the tip of each rotor

blade. No fuel was added and the air was emitted as a

cold jet to drive the rotor.                                                                                                                                         

The Djinn was probably the most successful of the tip-

driven helicopters and 178 were built and operated in a

number of spheres. Initially, this was with the French

Army, who ordered 100, and the German Army who pur-

chased six, of which two went to the USA for evaluation.

A number were later bought by several civilian agricultur-

al companies, principally for crop-spraying

1955 The Fairey Ultra-Light.   (Hot-jet)

The UK Fairey Company took the hot-jet, tip-drive

helicopter to its most advanced form in progressive devel-

opments between the years 1953 to 1961.

In 1953, the British Ministry of Defence (MoD) issued

Technical data for WNF 342 V4 
Crew: Two,                                              

Engine: 1 x BMW-Bramo Sh.14A radial piston engine, 

104 kW

Main rotor diameter: 9.96m

Fuselage length: 5.07m

Height: 2.40m

Sud Est Djinn

Crew: Two

Length: 5.30m (17ft 4½ in)

Main rotor diameter: 11m(36ft 1in)

Height: 2.6 m (8 ft 6¼ in)

Main rotor area: 95.03m (1022.96 ft2)

Empty weight: 360 kg (704 lb)

Gross weight: 800 kg (1,764 lb)

Powerplant: 1 × Turbomeca

Palouste IV turbo-compressor, 179

kW (240 hp)

Maximum speed: 130 km/h (81 mph)

Endurance: 2 hours  15 min 

Take-off weight: 640kg

Empty weight: 431kg

Maximum speed: 48km/hr

The Fairey Ultra-Light Helicopter

Engine: 1 x Turbomeca Palouste tur-

boshaft, rated at 185kW, (247 bhp)

Main rotor diameter: 8.61m, (28.3ft)

later 9.75m (32ft)

Fuselage length: 4.57m

Take-off weight: 817kg, (1800lb)

Max speed: 153km/h,

Hovering ceiling, IGE: 3109m,

range: 300km
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a Requirement (HR 144T) for a small observation heli-

copter for the British Army. The requirement of which

was notable in calling for an extremely high rate of verti-

cal climb.

Three British Companies submitted designs: Fairey

with a hot-jet helicopter and the other two companies

with ram-jet helicopters. Directional control of the Ultra-

Light was obtained by the jet thrust of the Palouste engine

being directed over a moveable rudder.

The Fairey Company was successful in the competi-

tion. Four Ultra-Lights were built under Government con-

tract and a further two were built at Company expense.

First flown in 1955, the Ultra-Light went on to demon-

strate its ability to take-off from and land upon a small

flat-bed truck. It was also successfully operated at sea

from a British Navy Frigate.

However, the services then decided that a larger heli-

copter was required, and after a brief period attempting to

continue as a private venture, all work on the project was

stopped before the end of 1959.

The Rotodyne was conceived as a means of providing

a short/medium-range airliner with a vertical take-off and

landing capability in order to reduce the time of travel

between city centres. It would enable passengers to board

the aircraft in the centre of cities and deliver them to the

centre of other cities without the hassle and waste of time

in transiting out to, and in from, peripheral airfields.

It was to use the hot-jet technology, previously devel-

oped by Fairey, performing as a gyro-copter i.e. operating

as an autogyro in forward flight – in the same mould as

that developed by Doblhoff fourteen years earlier.

Interestingly, Dipl Ing August Stepan who had piloted

the Doblhoff gyrocopter in 1943 had by this time joined

the Fairey Company with Dipl Ing von Czernin, and they

were both deeply involved in the Ultra-Light and

Rotodyne development.

A single prototype aircraft was developed and success-

fully flown by 1957.  A large compound gyro-copter,  it

was intended to fulfil commercial and military require-

ments, it was considered to be one of the iconic aviation

projects of the 1950/60s.  Even today it is seen to have

been a significant technical achievement.                                 

During its four-year programme it demonstrated most

of its design aims, claiming a speed record and flying into

city-centre heliports in London, Brussels and Paris. 

A number of airlines initially declared an interest in

purchasing the aircraft but air travel was developing rap-

idly and it was realised that an aircraft with greater capac-

ity was required.

This presented a dilemma for the new owner of Fairey,

following the grouping of the UK’s four helicopter com-

panies under the Westland name. 

Should they proceed with the design of a completely

new Rotodyne with its technical challenges or with the

Bristol Type 194, a 52-60 seat, 200 kt, winged, tandem-

rotor helicopter with its design well underway at the

Bristol Helicopter Division? 

The latter was seen to present fewer development

uncertainties, be of wider application and lower noise

levels. The noise levels generated by the use of tip-jets

remained a concern.

The UK Government, having already spent much

public money on the Rotodyne concept, decided that it

was the direction to be taken.

The Fairey Division had already begun the design of a

completely new aircraft, known as the Rotodyne z,

The Percival P74

The Percival P74 was an attempt to develop a helicopter to UK

Air Ministry Specification EH.125D, to carry 2 flight crew and 8

passengers.

With two engines rated at 750 hp and a take-off weight of 7,550

lb, it was hopelessly under-powered taking account of the high

power losses in the air ducted through the rotor blades.

It never flew and was scrapped.

The Fairey Rotodyne Y

Power        Two 2800 shp (2100 kW)

Napier Single-Shaft Turbines.

All-Up-Mass             33,000lb (15,000kg)

Main Rotor Diam.     90ft (27.4m)

Length                      58.3ft (17.7m)

Height                       23.17ft (7m)

Max Speed                165kt

No. of Passengers      40
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using the same configuration and principles but with a

capacity of up to 70 passengers.

Although some components of the new aircraft were

made and tested, notably the higher thrust tip-jet units,

the design was not completed.

Following withdrawal of military interest, and escalat-

ing development costs, the project was cancelled in

1962.                      

The UK, therefore, lost its chance of having its own

heavy lift capability and short-range VTOL Airliner in

either guise and later bought Boeing Chinooks for the

former purpose.

Ironically, the development of the Chinook was assist-

ed by emigrated British Helicopter experts who joined

the ‘Brain-Drain’ of the 1960s onwards.

Far more detailed information on the Rotodyne project

can be found in the book by David Gibbings.

1950 Hiller Hornet HJ-1 tip-jet helicopter

The Hornet was the first known attempt to use rotor-

tip-mounted ram-jets as a means of removing the com-

plexity of taking air for combustion along the length of

the rotor blades

Unfortunately, the tip speeds on helicopter rotor blades

are subsonic, and ramjets are inefficient at subsonic

speeds owing to the low compression ratio of the inlets.

Therefore, the Hornet suffered from high fuel consump-

tion and poor range. Also, the vehicle suffered from low

translational speeds and the ramjet tips were extremely

noisy. Moreover, in the event of power loss, autorotation

was found to be difficult due to the drag from the ramjet

nacelles.

The HJ-1 was evaluated by the United States Army

and the United States Navy and in 1957 two were modi-

fied for trials as armed helicopters. All the fibre-glass

cockpit fairings were removed and the tail was modified. 

The tests were successful in proving the viability of

the helicopter as a weapons platform, but due to marginal

performance, no further conversions or orders were

placed.

1956 NHI H-3 Kolibri

Like the Hornet, the Kolibri was ramjet powered.

Unlike the Hornet it used a small tail rotor, driven from

the main rotor for better directional control. To start the

ramjets, a small 2 hp auxiliary power unit set the main

rotor in motion. At a rotor-speed of 70 rpm, the ramjets

were to be ignited.

With ram-jets at the tips, the rotor had a very high

moment of inertia. It was rumoured that, having landed

and switched off the ram-jets, the Kolibri could be taken

off again and landed in the next field merely using the

energy stored in the rotor and in spite of the high drag of

the ‘dead’ ram-jets. However, the authors have no reli-

able confirmation of that.

A crop duster version was developed, and, after a

while, the H-3 was mainly marketed as a crop dusting

helicopter.

The production run was ten helicopters of which the

Hiller Hj-1 Hornet tip-jet-driven Helicopter 
Crew 2                                                      

Rotor diameter: 23 ft (6.9 m)                

Height: 7 ft 10 in (2.4 m)                          

Loaded weight: 1,080 lb (490 kg)              

Empty weight: 544 lb (247 kg

Powerplant: 2 × ramjets, 40 lbf (178 N) each  

Range: 28 miles (52 km)    Rate of climb: 700 ft/min (213 m/min)

Service ceiling: 6,900 ft (2,100 m)

First of Type flew in 1950 

About 18 manufactured

NHI H-3 Kolibri
NHI H-3 "Kolibri"                                        Engine: 2 x TJ-5

ramjets, 20kg of thrust each, main rotor diameter: 10.0m,

tail rotor diameter: 0.84m,                    fuselage length: 4.22m,

height: 2.59m,                                        empty weight: 270kg,

take-off weight: 650kg,                             max speed: 113km/h,

max cruising speed: 90km/h,                  range (pilot only): 70km 

TYPE B
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first three were used for development, testing and airwor-

thiness tests. A few were exported to Israel, Germany, the

UK and the Dutch East Indies. A few models stayed in

the Netherlands.

Although the H-3 was considered to be technical suc-

cess, it never was a commercial success. Despite its low

acquisition price, the project became a failure. 

The ramjets required a great deal of development to

make them acceptable for production, with potential buy-

ers regarding the ramjets as unsafe. The extraordinary

fuel consumption of the two ramjets made the helicopter

uneconomical to operate. Flight time and flight range

were quite limited making the helicopter unattractive for

commercial or military use.

1953 – 1955  Auster B9 Project.

Auster began the bench-development of a ram-jet

unit in 1953, feeding it with compressed air and fuel

for combustion. Reg Austin joined the Company in

March 1954 to design and develop the rotor blade on

which, initially, to test the system on a test-rig and then

as a part of the complete rotor system for flight.   

He soon found, as the designers of the Hornet and

Kolibri will have done, that on such a small aircraft

with a small diameter rotor, with a rotor tip speed of

Mach 0.8 or above, that the ram-jet at the tip was sub-

jected to a centripetal acceleration of 2000 “g” or

above!

Apart from seriously affecting the design of the ram-

jet structure and its internal equipment (such as the

ceramic insulation of the igniter plugs!) it required a

rather special rotor blade to withstand the high 3-

dimensional loads to be incurred on the test-rig and,

later, in flight.

Accordingly, a tapered steel and plastics composite

blade was designed and built. It was probably one of

the first, if not the first, composite rotor blade, at a time

when they were customarily manufactured in improved

wood or using light alloy spar extrusions and light

alloy sheet trailing edge boxes. It performed well on

the test rig with the ram-jet and gave inspiration to the

design of the later Westland Lynx rotor blade.

The test rig rotor was spun up to ignition speed using

a belt drive from a tractor. The photo shows the ran-jet

in operation but purposely running rich for the benefit

of the photographer!

Reg later took on responsibility for the whole project

and, with his team, developed out the problems with

the ignition and ram-jet structure to arrive at the point

where the rotor was sustaining speed under ram-jet

power. However, there was still some way to go before

adequate power was developed to give the aircraft its

required performance, and the system was very noisy

and had very high fuel consumption.

Reg then persuaded the Company Board, in 1955, to

abandon the ram-jet helicopter development, with its

uncertain outcome and uncertain market appeal. 

Instead to develop a more conventional helicopter using

the new Rover Aurora 180 shp free-power-turbine engine in

collaboration with the Rover Company. That aircraft, a 2-3

seater, named the “Skyrover”, and looking not unlike the

Robinson which was to appear 20 years later, was far more

likely to meet the requirements of the then current Auster

customers, world-wide, both Military and Civilian. 

Indeed it did and was received with enthusiasm - but that

is another story!

1953 - 1958  British attempts at producing a ram-jet powered helicopter 

to meet the HR 144T Army Requirement.

Auster Aircraft and Bristol Aircraft both addressed the possibility but neither was successful.

Auster B9 Project

The mock-up of the Auster B9 is shown above. In essence it was not

dissimilar in function to the Hiller Hornet but had a tail rotor driven

from the main rotor rather than a fin and rudder for directional con-

trol.A number of flight components were made and tested but a

complete flight-worthy aircraft was never assembled.
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1954 -1957   Bristol Aircraft Type x – “Little

Henry”.

The End of the Road. 

Of all of the tip-driven helicopters, the 2-seat, cold

jet, Sud Aviation Djinn might be deemed to have been

the most successful in that almost 200 were built and

used in several applications. However it was discontin-

ued in the mid 60s and no successor of the type was

developed. So, what was the reason for the demise of

the tip-driven rotor system?

There were two reasons:-

a) The expected simplicity compared with the SDH did

not materialise and unexpected problems arose, whilst,

b)Technical developments gave significant improve-

ments in the weight, cost and reliability of the SDH.

Tip-drive problems

Firstly, in a single-main-rotor shaft-drive helicopter,

the tail rotor provides, not only means of countering

the torque from the main rotor, which tends to yaw the

helicopter in the direction opposite to the direction of

rotation of the main rotor, but it also provides a very

powerful directional control in all phases of flight.

Although, in the TDH, the torque from the SDH

main rotor was replaced, in the opposite sense, by a

low torque from bearing drag, the need for strong

directional control remained.

Control from flaps operating in the rotor slipstream

or a rudder in the engine jet efflux was far less effec-

tive and zero in the critical autorotation phase.

Thus, a tail rotor was seen, by some, still to be

required albeit at a slightly smaller size.

Secondly, ducting compressed air along a rotor

blade introduces a difficult, if not impossible, compro-

mise between thermodynamic efficiency and aerody-

namic efficiency. The duct section area is required to

be large to reduce pressure loss in the ducted air,

whilst a slim aerofoil section is required for good rotor

aerodynamic performance. 

This compromise, combined with losses generated

in the rotary duct connections at the rotor hub, can

result in a 70% loss of energy between the engine out-

put and that arriving at the blade tip. 

This, plus the inefficiency of the jet in producing

thrust, requires the installation of a more powerful and

heavier fuselage-mounted engine which results in a

high fuel consumption and loss of payload.

Moreover, the air being ducted along the rotor blade

is not, in fact, cold. This can lead to thermal fatigue of

the rotor blade resulting in a low fatigue life and fre-

quent replacement of costly parts.

However, in the case of the tip drive affected by

ram-jets, the issues above do not apply but the idea

was doomed by high fuel consumption and noise. The

apparent simplicity of the system was also compromised

by the need for an engine and transmission to spin up the

rotor to the speed necessary for ram-jet ignition.

Shaft-drive technical improvements

The advent of the turbine engine, especially the free-

power-turbine variant has worked wonders for the SDH.

Its smooth delivery of power has largely removed the ear-

lier fatigue problems for gears, casings and shafts, making

for lighter, cheaper, longer-lifed and more reliable compo-

nents.

The free-power-turbine engine has also removed the

need for a clutch (but not a free-wheel) in the  power train.

Clutches were components more frequently subject to

wear and unreliability.

As well as the above, better materials have been devel-

oped and new designs of gears, such as conformal tooth

forms, have been introduced. This has further improved

gearbox life and reliability.

In Summary

Therefore, generally speaking, the tip-driven helicopter

has not proven more reliable than the shaft- driven heli-

copter, in fact the opposite is true, it was probably less

reliable. 

It suffered from high fuel consumption and a greater

empty mass, due to the need for more engine power, both

resulting in a lower payload than that of the shaft-driven

helicopter. Problems of noise and thermal fatigue of the

rotors were yet to be overcome.

References:
Fairey Rotodyne by David Gibbings. 

Published by the History Press, 2009. ISBN 978  0  7524 4916-6.

Helicopters and other Rotorcraft since 1907” by Kenneth Munson.

Published by the Blandford Press 1972. ISBN 1737 06104
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Around the World
nHV do SAR for Dutch mOD

N
oordzee Helikopters Vlaanderen

(NHV) started flying Search

and Rescue missions for the

Dutch Ministry of Defence in August

2011. The NHV use the AS365N3

Dauphin helicopter and have a base at

the pilot station in Rotterdam Harbour.

They have a four man crew; two pilots,

a hoist operator and a rescue diver. In

certain circumstances a Navy doctor

will also be carried in the helicopter.

Before August 2011, SAR was done

by the Royal Netherlands Navy, flying

the SH-14D Lynx helicopter. However,

the Lynx is being phased out this year

and replaced by the new NH-90. Until

the NH-90 is fully operational the heli-

copters of NHV will do Search and

Rescue operations and medical evacua-

Thanks to Nick Wille for this piece

and photographs

tion between sunset and sunrise, while The Royal Netherlands Air Force

will be on call for SAR during the day.
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Ka-32A11BC for Kazakhstan

R
ussian Helicopters, part of the Russian state

defense industry holding Oboronprom, has deliv-

ered to the Emergency Situations Ministry

(EMERCOM) of the Republic of Kazakhstan two modi-

fied coaxial Ka-32A11BC rescue helicopters. The cere-

monial delivery of the first Ka-32A11BC took place at

the international exhibition of weapons systems and mili-

tary equipment KADEX–2012 in the presence of repre-

sentatives of EMERCOM Kazakhstan and Russian

Helicopters.

The Ka-32A11BC helicopters, manufactured specially

for EMERCOM Kazakhstan, are equipped with medical

modules and horizontal water cannons. The helicopters

are intended for emergency medical situations, rescue

operations and firefighting. Additionally, the helicopters

can be used for emergency repairs and other urgent tasks

arising as a result of technogenic and natural disasters.

“The first delivery of the Ka-32A11BC rescue helicop-

ters to EMERCOM Kazakhstan marks a new and impor-

tant phase in cooperation between the Republic of

Kazakhstan and the Russian Federation in the delivery of

special-use helicopters,” said Dmitry Petrov, CEO of

Russian Helicopters. “The development of partnerships

with Kazakhstan state agencies has long been one of the

top priorities of our company in Central Asia, and we are

prepared to increase helicopter deliveries. In addition to

T
he U.S. Army’s fleet of 219 UH-72A Lakota heli-

copters surpassed the 100,000 flight hour milestone

during operations on May 10. The 100,000 flight

hour aircraft, configured for Opposing Force training mis-

sions, was flown by Chief Warrant Officer 3 Jason

Lacrosse and Chief Warrant Officer 4 Christopher Ezell

of the Joint Multinational Readiness Center’s Falcon

Observer/Controller-Trainer Team in Hohenfels,

Germany, during a multinational training exercise.

The Army’s fleet of Lakota helicopters, built by the

company’s American Eurocopter business unit in

Columbus, Miss., have been in operation since November

2006 with all 219 helicopters to date delivered on sched-

ule and within budget. The Army’s requirement is 345

Lakotas through 2016. An additional five aircraft have

been delivered to the U.S. Navy for test pilot training.

―Achieving 100,000 flight hours in just five-and-a-

half years and remaining on schedule and on cost is an

extraordinary accomplishment for a major defense acqui-

sition program,‖ said Col. Thomas Todd, the Army’s

Utility Helicopter Project Manager.

UH-72A Lakota
pass 100,000 hours

the Ka-32A11BC, Russian Helicopters is offering EMER-

COM Kazakhstan the new light utility helicopter Ka-

226T with a medical module which, considering the cli-

matic characteristics of the region, ideally suits their com-

plex rescue and emergency medical operation.” 

One of the most striking examples of cooperation

between Kazakhstan and Russia in emergency response

was the recent joint efforts to put out wildfires using heli-

copters on the territory of the Russian Federation in 2010.
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book review

N
eil Williams was killed in the crash of a

CASA 2-111 (Spanish built He 2-111) on a

ferry flight back from Spain in 1977. He

was flying with his wife and an engineer and was

apparently caught in bad weather. I never met him

but an instructor who taught me Tiger Moth flying

was a close friend of his and I have always held

his name in awe and admiration. 

Williams was a pilot who could do everything.

He flew brilliant aerobatics, was a fabulous flim

pilot, a wicked and amusing character and incredi-

bly handsome. My instructor said he was some-

thing so special that when he died all the war

planes cried in their hangars.

Airborne is the second of his two books. It was

originally published in 1977 and is now repub-

lished by Crécy Publishing. Although the nearest

Neil Williams got to a helicopter was the camera

ship when he was filming Aces High, I could not

resist including a review. The writing is so brilliant

and the stories are such fun. You can imagine the

man sitting there telling his anecdotes. I laughed

out loud at many of them.

In the years after the Second World War and

before the advent of stricter regulations there was

more chance for adventure and danger. Neil

Williams was one to take advantage of this and

some of his stories reveal an interesting lack of

insight by RAF senior command into weather con-

ditions and flying generally in those years.

There is a hilarious account of flying a Jodel

and some Stampes and Tiger Moths beyond the

Iron Curtain with an Antonov escort. Clearly there

was very little previous interaction between the

Russian pilots, who spoke no English, and the

RAF pilots, and the cultural misunderstandings

and near misses are fabulous.

In the book Williams also recounts the incident

of his famous zlin wing breakage. This details

how he managed to return to the airfield and land

unhurt only by flying inverted to keep the wing

level, and rolling upright at the last minute. It is an

incredible story of fast thinking and brilliant responses. He was

an unusual man. It is sad that he is almost forgotten by today’s

pilots as he was clearly something very special.

Ironically, although he in ‘Nach England Gehen” refers to the

CASA 2-111 as ‘ladylike’ and scoffs at the ‘muy peligrosso’tag

given to the plane it was that machine that killed him inspite of

what was clearly way above average skill. 

Airborne

Neil Willaims
Crécy Classic 

£10.95 

www.crecy.co.uk
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NB The UK CAA has announced that the introduction of

new EASA pilots’ licences in the UK has been delayed

until 17 September 2012. The CAA said due to the com-

plexity of the transition to the new licence format, and

changes to the associated requirements and infrastruc-

ture, the original 1 July 2012 date was not achievable.

IN-2012/068: Withdrawal of CAA Requirements for

the Approval of Aeroplanes & Helicopters for CPL

and IR Skill Tests - Revision of Standards Documents

7(A) & 7(H)

The purpose of this Information Notice is to announce

the withdrawal of CAA Requirements for the Approval

of Aeroplanes & Helicopters for CPL and IR Skill Tests

and the revision of Standards Documents 7(A) & 7(H)
http://www.caa.co.uk/application.aspx?catid=33&pag

etype=65&appid=11&mode=detail&id=4952

Standards Document 44 Version 1: Gyroplane

Licensing.

Privileges and requirements for the PPL(G). It details the

ratings for instructon and authorisations for examiners.
http://www.caa.co.uk/application.aspx?catid=33&pag

etype=65&appid=11&mode=detail&id=4955

IN-2012/063: EASA Medical Certification for Pilots

Information for all pilots, Flight Engineers, Aeromedical

Examiners and Aeromedical Centres regarding EASA

Medical Certification.
http://www.caa.co.uk/docs/33/20120326EASAMedical

Certification.pdf

IN-2012/067: Withdrawal of CAA Requirements for

the Issue of F170A Certificates in Aeroplanes &

Helicopters – Withdrawal of Standards Document 6

From April 2012 instructors wishing to hold a F170A

authorisation are no longer required to be approved by

the CAA. Training organisations are warned that the

Standard 6 document and the F170A will be withdrawn

once Part-FCL has been fully adopted. Training organi-

sations should start make their own arrangements.
http://www.caa.co.uk/application.aspx?catid=33&pag

etype=65&appid=11&mode=detail&id=4951

CAP 804 Flight Crew Licensing: Mandatory

Requirements, Policy and Guidance

Notifying the UK requirements for pilot licensing and

also a guide to the new European licensing requirements.

Effective on 17th September 2012; LASORS will be

CAA Legislation Changes
concerning helicopters and gyroplanes

withdrawn. Unlike LASORS, CAP 804 will be amended

by re-issuing, adding and deleting individual pages as

required. A5 paper copy is available from TSO. 
http://www.caa.co.uk/application.aspx?catid=33&page

type=65&appid=11&mode=detail&id=5000

IN-2012/075: FCL - Advance Notice of a Reduction in

the scope of the 'R' (Revalidation) Examiner

Authorisation & the Revalidation Privilege of the 'GR'

Ground Examiner Authorisation

FCL - Advance Notice of a Reduction in the scope of the

'R' (Revalidation) Examiner Authorisation & the

Revalidation Privilege of the 'GR' Ground Examiner

Authorisation: The purpose of this Information Notice is

to inform industry of the effect of the EASA Aircrew

Regulation on 'R' and 'GR' Examiners Status:Current
http://www.caa.co.uk/docs/33/srg_lts_INR_GR%20Ex

aminers_v1_April12.pdf

CAA eases night flying regulations

The UK CAA has  announced a change to night flying

regulations allowING aircraft to operate under VFR in the

hours of darkness. Currently, all civil aircraft flying at

night in the UK must comply with IFR but, from the 8

June 2012, this requirement will be removed allowing

pilots to decide whether to fly VFR or IFR.
http://www.caa.co.uk/application.aspx?catid=14&page

type=65&appid=7&mode=detail&nid=2125

Pilots infringing Olympics Restricted and Prohibited

security airspace zones to have licences suspended

Existing CAA policy of not pursuing a prosecution in

cases when an airspace infringement is inadvertent will

remain. However, as infringements of the security air-

space are likely to have a significant impact on other air-

space users, the licences of all pilots infringing either the

Restricted or Prohibited zone will be suspended pending

an investigation of the incident. This affects R112, the

P111 and the smaller Paralympics’ Prohibited zone P114.

Not the airspace restrictions covering the sailing events at

Weymouth or other Olympics restrictions.

IN-2012/083: Aviation Promulgation of a Bird

Sanctuary at Pagham Harbour

Instructions regarding a change of flight recommenda-

tions over Pagham harbour. http://www.caa.co.uk/appli-

cation.aspx?catid=33&pagetype=65&appid=11&mode

=detail&id=5004
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POLAR HELICOPTERS

01843 823067
WWW.POLARHELICOPTERS.COM
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Type Ratings
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R44
B206

D&G AVIATION
dgaviation.com
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CALL: 01708 225 800 (OPTION 1) anytime�������30+&$54�*4�"�'".*-:�#"4&%�%&4*(/�"/%�#6*-%�$0.1"/:�5)"5�)"4�#&&/�&45"#-*4)&%�'03�07&3
���:&"34���!&�41&$*"-*4&�*/�)*()�26"-*5:�3&/07"5*0/4��3&'63#*4).&/54��#6*-%*/(�"/%�."*/5&/"/$&
803,�*/�"--�"41&$54�0'�5)&�$0/4536$5*0/�*/%6453:�$07&3*/(�#05)�%0.&45*$�"/%�$0..&3$*"-�$-*&/54��

!&� "-8":4� 453*7&� 50� "$)*&7&� 5)&� )*()&45� 45"/%"3%� 0'� 803,� #:� 64*/(� &91&3*&/$&%�� 501
130'&44*0/"-4�50�%&-*7&3�:063�130+&$5�0/�5*.&�"/%�.&&5*/(�"--�#6*-%*/(�3&(6-"5*0/4�

����������������������������������������������������������������
�0/%0/��065)��"/,� /*7&34*5:

�36/&-� /*7&34*5:
�5��&03(&�4��041*5"-��3645
�"30-%�!00%��041*5"-��3645

�/(-*4)��&3*5"(&��
�)0."4��00,
�)&��3*5��7"-����

 /*7&34*5:�0'�!&45.*/45&3�
�"3/"3%0�4
�6-)".�������

�����������
�&1"35.&/5�0'��3"%&����/%6453:

�0/4536$5*0/��*/&
�6*-%�0'��"45&3��3"'54.&/

�&%&3"5*0/�0'��"45&3��6*-%&34���"45&3#0/%�!"33"/5:��$)&.&�
�6301&"/��6*-%&34��0/'&%&3"5*0/

�3645��"3,����07&3/.&/5��/%034&%��5"/%"3%4���������������

�������� �����
�0/%0/�"/%�8*5)*/�5)&�����

���������������������
!&�$"/�0''&3�063�$-*&/54�$0.1-&5&�3&"4463"/$&�6/%&3�5)&��"45&3��0/%�!"33"/5:��$)&.&��

�--�063�803,�*4�(6"3"/5&&%�'03�61�50�
	�:&"34�

�'�:06�3&26*3&�'635)&3�*/'03."5*0/��1-&"4&�'&&-�'3&&�50�$0/5"$5�64
�&,&0(/.&���������		��������"7�������		����
��

�%%1&22��������1/5&��".&���"-#&16&,,���/.%/.������
��
��-"),���).'/".%01/*&$32�$/�4+��!&#2)3&���666�".%01/*&$32�$/�4+

�"35*5*0/*/(�!03,

�641&/%&%��&*-*/(4

�-&$53*$"-

�-6.#*/(

�*3��0/%*5*0/*/(

�/5&3*03��95&3*03��&$03"5*/(

�-003*/(

�1&$*"-*45��13":*/(

�-"45&3*/(

�"31&/53:��0*/&3:

�3*$,803,

�00'*/(

�&"%803,

�*-*/(

�3"*/4

�635"*/4�"/%��-*/%4

����������������� ����

news and views

@

http://

helicopterlife.

blogspot.com

Train with

the best

www.sacusa.

com

www.av8heli-

copters.co.uk

www.hields

aviation.co.uk

flyfizzi helicopters

www.ukft.com

JAR flight 
training in sunny

California

www.pelican-
airways.com

JAA approved
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T
he plight of our armed forces personnel who have

been wounded in Iraq and Afghanistan has been

well documented. What has been less written

about is what happens to those individuals whose careers

have been cut short as they are no longer able to deploy

on operations.  Redundancy through illness and injury is

nothing new indeed the army alone medically discharges

over 1,000 people each year who are no longer able to

soldier.  However, our armed forces, and the nation as a

whole, are witnessing a phenomenon that has not

arguably been seen since the end of the last World War,

and in some cases has never been witnessed before in

our history.

A relatively high number of the wounded have sus-

tained injuries that, frankly would have killed them in

previous conflicts. They include those who have sus-

tained massive internal injury and limb loss as examples.

They, and many other thousands, face being made redun-

dant from the armed forces on medical grounds and

Helicopter Life has teamed up with Soldier On! a nation-

al charity who uniquely provides career management and

sources employment opportunities for such individuals.

Without this assistance to help disabled servicemen to

identify their capabilities and be able to present those

capabilities to potential employers the future for our

wounded could be fairly bleak. The failure to identify

suitable careers is one reason why some veterans end up

in prison, homeless or suffer from alcohol and drug

addiction. Such a future should certainly not be an option

for those people who have put their lives on the line to

safeguard our interests, and Helicopter Life is proud to

be helping to provide dignified and self-sufficient futures

to our armed forces personnel. 

Soldier On! operates through a ‘reverse headhunt’

approach to recruitment, assessing individuals before

approaching specific sectors to find employment on

behalf of an individual candidate. Together, we are cur-

rently assisting Steven Monteith (pictured above) and

would like your help!

Despite being severely wounded in Iraq, Steven

refused to leave the contact area until a new officer had

arrived to take command of his men. After an aero-med

evacuation back to the UK, Steven underwent many

months of intense rehabilitation and went on to gain his

fixed-wing pilot’s licence. He is now undergoing training

to complete his Helicopter training and is set on finding

a career within the helicopter industry. Whilst his mind is

currently focused on becoming a pilot, we are trying to

find Steven various internships/work experiences, so he

can ‘explore’ not only the flying aspect but also the

diverse career opportunities within this sector. 

CAN YOU HELP?

We are hoping that our readers will be able to identify

work experience opportunities for Steven, offer to meet

him and further his education within the industry, and

identify opportunities for permanent employment.

If you can help him, or if you would like further infor-

mation about Steven please contact Nicholas Harrison

the Founder of Soldier On! at:
nicholas@soldieron.org.uk

We would all be immensely grateful for any help you

can offer.  

Soldier On!
Nicholas Harrison asks: Can YOU help?
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landed without further incident.
The operator commented that this was the first such
occurrence in over 7 years of their operating this equip-
ment. The manufacturer found independent failures in the
two AFCS computers: a pin was broken on a circuit
board within one computer; and the 15 V supply voltage
was out of range from a circuit board within the other
computer.

AS365N3 Dauphin II, G-REDG

Following a normal despatch and engine start for a rou-
tine offshore flight, the ground engineer monitoring the
helicopter’s departure noticed flames emanating from the
No 1 engine. As there was no dedicated means for
ground staff to inform ATC of the incident, in order to
alert the crew, the ground engineer chased the helicopter
along the taxiway to attract the crew’s attention and com-
municate with them using hand signals. The crew shut-
down the helicopter and the passengers were evacuated.
The ground engineer extinguished a small oil-fed fire in
the engine bay with a handheld fire extinguisher from the
cockpit. Two safety recommendations have been made.

Robinson R22 Beta, G-BXUC

After landing the pilot hover-taxied the helicopter to the
apron close to the helicopter operator’s facilities. He then
attempted to throttle back but inadvertently increased the
engine power this, combined with a left yaw pedal input
which had been applied during the landing, caused the
helicopter to rotate rapidly to the left. It completed
approximately six horizontal rotations before the pilot
was able to regain control. The helicopter came to rest
upright with the rear of the landing skids embedded in
grass at the side of the apron, see Figure 1. The skin of
the helicopter’s tailboom had buckled and its supporting
structure had become distorted. The pilot was uninjured.
The pilot was 26 years old and in it not known how
many hours he had on type or in total.

MD900 Explorer, G-CEMS

Approximately one minute after landing, and whilst sta-
tionary on the ground, the forward cross tube of the heli-
copter’s skid landing gear fractured, damaging the heli-
copter but not causing any injuries to the crew onboard.
The forward cross tube had failed due to a fatigue crack
beneath the right side stop clamp. It was determined that
although the clamp had not been removed from the cross
tube during scheduled maintenance, as required by the
Rotorcraft Maintenance Manual, the maintenance instruc-
tions were ambiguous regarding the requirement to

Agusta A109E, G-GCMM
The pilot was planning to take a passenger from his

office near Stoke-on-Trent first to Gloucester, then to

an industrial depot in Corsham, Wiltshire at which the

pilot had landed several times, then return. Before

leaving Gloucester the passenger rang the depot, from

inside a car, giving 30 minutes notice of his arrival.

Upon arrival at the depot the normal landing position

was obstructed by two articulated lorries, so the pilot

orbited the site looking for another suitable landing

area. As he did so, the passenger pointed out the

depot manager, who seemed to be indicating to land

at the entrance to the depot, and asked if the pilot

could do so. The pilot made an airborne inspection of

the intended landing site for obstructions and deter-

mined that, although it looked ‘tight’, it was large

enough. He then set up an approach into wind. As the

helicopter settled in a high hover it encountered tur-

bulence from a warehouse which made control of the

helicopter difficult, particularly in heading and height.

After establishing the helicopter in a hover 5 ft over

the landing area the pilot started to lower it. As he did

so he felt a ‘slight shudder’ at the rear of the aircraft

with no perceptible rotor rpm change, followed by

some tail rotor vibration through the rudder pedals.

Although the landing was then completed without

apparent incident the helicopter’s tail rotor and skid

had struck a hedge, consisting of branches 3-4 cm in

diameter, and a concrete post.

Subsequently, the helicopter’s tail rotor blades, gear-

box and pitch change mechanism were replaced.

The pilot described the landing site as tight; it may

also have been unsuitable for the prevailing wind con-

ditions. The pilot was 64 years old and had 12,590

hours of which 580 were on type.

AS332L2 Super Puma, G-PUMS

The helicopter was cruising in IMC at an altitude of
3,000 feet when the No 2 Automatic Flight Control
System (AFCS) disengaged. The pilots reset the No 2
system but, shortly afterwards, the No 1 system disen-
gaged. The pilots reset the No 1 system but, almost
immediately afterwards, both systems disengaged, the
helicopter yawed significantly to the right and full left
yaw pedal input was required to regain balanced flight.
The pilots were unable to re-engage either of the AFCS
channels and so elected to descend to find VMC below
cloud. Once in VMC, the pilots turned the helicopter
towards Aberdeen Airport. They were able to reset the
AFCS after approximately 10 minutes and the aircraft
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ed to reposition the helicopter. However, as he lifted into
the hover, the helicopter started to rock from side to side.
It then veered to the left where it struck a tree before
rolling onto its left side. The pilot and passenger sus-
tained minor injuries and exited the helicopter through
the front canopy, which had broken.
The helicopter was damaged beyond economic repair.
Subsequent inspection by the pilot identified that there
were a number of small rocks near to where he had
touched down and he later stated that he thought the
grass in that area “was at least 10 inches long”. He con-
sidered that that he may have struck one of the rocks
with a skid during the repositioning manoeuvre.
Prior to the accident, the hotel had emailed the pilot a
diagram identifying where he may land. The landing area
was identified as being to the east of the gravel path and
not the west. The email was delivered to the pilot’s
‘spam’ email folder and so he did not become aware of it
until after the accident. The email also advised that the
helipad was not clearly marked. The pilot later stated that
he considered the area indicated on the diagram as being
unsuitable for landing due to its slope.
The BHA has published comprehensive guidance on the
subject of setting up an unlicensed helicopter landing
site. This includes information on the touchdown and
lift-off areas recommending, among others, that they are
level and free from obstacles or debris. CAA Safety
Sense Leaflet 17, ‘Helicopter Airmanship’ provides fur-
ther advice to pilots when landing at private sites, recom-
mending that under certain circumstances, a site visit
from the ground should be considered. The pilot was 72
years old and had 667 hours with 70 on type. 

Preliminary Reports

EC225 LP Super Puma, G-REDW

The crew of the helicopter carried out a controlled ditch-
ing following indications of a failure of the main gearbox
(MGB) lubrication system and, subsequently, a warning
indicating failure of the emergency lubrication system.
All passengers and crew evacuated the helicopter into a
life raft and were subsequently rescued. Two passengers
sustained minor injuries. The investigation has identified
a 360° circumferential crack in the bevel gear vertical
shaft in the main gearbox, in the vicinity of a manufac-
turing weld, causing disengagement of the drive to both
mechanical oil pumps. 
Detailed examination of the failure to the bevel gear
vertical shaft in the main gearbox and the reason for
the indication of a failure in the emergency lubrication
system continues.

inspect of the area of the forward cross tube beneath the
side stop clamps. Two Safety Recommendations have
been made.

Agusta A109C, N109TK
While cruising at 150 kt at 750 ft agl a bird struck and

shattered the left windshield. The commander, seated in

the left seat, suffered minor injuries so the co-pilot took

control and made a successful emergency landing. The

Agusta A109C’s windshield is not designed to withstand

bird strikes and the regulations do not require it to do so.

The US NTSB has recommended to the US Federal

Aviation Administration that the regulations covering

helicopters of the Agusta A109C’s category should

require a bird strike resistant windshield.

Robinson R44 II Raven, G-GDJF

The accident occurred on the owner’s property whilst
hovering to dry the helicopter after washing it. The
weather was reported by the pilot as clear with 20 km
visibility and a WNW wind of 10 to 20 kt with gusts up
to 20 kt. During the hover the helicopter yawed suddenly
to the right. To avoid a collision with nearby trees, the
pilot landed in an adjoining field. The landing on the
uneven ground was reported to be “abrupt” and the heli-
copter rolled over, damaging the rotor blades, tail and
skids. The pilot was uninjured but the passenger sus-
tained minor injuries.
The pilot stated that the initial yaw was probably caused
by a gust of wind and that the helicopter rolled over due
to landing too abruptly on uneven ground. The pilot was
51 years old and had 1565 hours, 228 were on type.

Robinson R44 Raven, G-GDOV

The pilot made a local flight to land in the grounds of a
hotel, which did not have a helipad. Helicopters had pre-
viously landed in a large, tree-bounded grass field locat-
ed to the east of the property. Part of this field was used
as a sports area and at the western side of the field was
an intersecting gravel path. Further to the west of the
gravel path was a smaller grassed clearing bounded on
the opposite side by a riverbed.
The pilot had not landed at the hotel before and about ten
days prior to the accident had spoken with hotel staff
about landing information. The pilot stated that he had
been advised to land on the grass either to the east or
west of the gravel path.
The flight was uneventful but during touchdown the pilot
and passenger felt a bump and heard a noise. The pilot
commented that the touchdown had been gentle and in a
level attitude but he had become concerned and so decid-
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And

Pictures by Hilaire Dubourcq

I
t is already possi-

ble to do safaris by

helicopter but now,

thanks to KIDL, you

can fly yourself

through the bush and

across the plains in a

AS350B3. See the

next issue for more

details or go to:

http://www.kidlheli-

copters.com

houSe heliCopTer

Kenya 


