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by Lt. Ryan Christopher

hat can you gain by having your
crew chief or second crewman up
and about intheaircraft trouble-

shooting an emergency at low altitude? Not
enough! Theday | ended up reenacting my
hel o-dunker refresher for real changed how |
thought about crew responsibilitiesduring an
emergency.

| was not even an H2P, just a green PQM
onmy first seadeployment. We hot-seated
and added an aux tank because the flight
deck was going to securefor dinner, asisthe
custom on M SC ships. Thistype of flight had
become routine with our detachment because
our ship’scivilian flight-deck crew aso
worked inthegalley.

~
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We briefed theflight, planning to go out for
three hours of instrument work. | made an
uneventful |eft-seat takeoff to the starboard
side and began agradua turn at 300 feet until
the ops-normal report. It wasn'tlong into the
turn when | got the aft and forward reports
that everythingwasnormal. | leveled my turn
and headed for the 3-milearcto begina
shipboard-TACAN approach.

We placed theaLix tank in transfer mode but
couldn’t seeindicationsof pogtivetransfer from
theaux tank. Thesecond crewman reported a
kink inthehoseandtried to Straightenit. Oncehe
said he' dfixed it, we got good indi cations of
transfer of aux-tank fuel.

Asl madearight turn ontothearcat 2.5
miles, the crew chief asked mewherethe ship
was. | responded, “ Three miles off our three
o' clock,” and asked if there was a problem.

The crew chief said the No. 2 fuel filter
had popped and would not reset. The HAC
called for meto turn the aircraft back toward
the ship, and | began fuel-contamination
procedures according to NATOPS. TheHAC
started thefirst five steps of single-engine
proceduresand pulled out his pocket checklist.

Whilereviewing the procedures, the crew
chief reported both filters had popped and
would not reset. | called tower and asked for a
green deck. Tower responded that it would
take afew minutesto reman flight quarters.
Shortly after that, welost our No. 2 engine.
We were heavy with the extragas but some-
how maintained level flight at 300 feet. | did
my best to maintain best single-engine airspeed
of 70 knots.

| concentrated on getting back to the ship
whilethe HAC finished the single-engine
procedures. He dumped fuel from theno.1
side and started the APU to try arestart. The
HAC asked for dual concurrence on the No.
2 ECL and after asking metwice, | con-
curred. Before he could movethe ECL to
crank, | heard it get very quiet and noticed
the gaugesonthe No. 1 sidefalling off. The

HAC took control and entered afull no-
power autorotation.

| called out, “Mayday, mayday, mayday!”
and flipped the No. 2 fuel-jettison valve. |
called out, “Nr decreasing,” and switched to
APU power. Wefelt thefamiliar kick inthe
controls asthe AFCS went off and back on.

We had gone from single-engineto dual-
enginelossand afull autorotation within two
minutes. Just beforewe hit, | somehow
managed to remove my door. Thenext thing |
knew, | waslooking at my feet and struggling
to get free of the sinking helicopter. After
finding my HEEDS and relaxing, | managed to
gothrough the egress stepsjust likewe brief.
WEell, | forgot my ICS cord, but it came off in
my fight to get out.

Oncel surfaced, it became clear what |
had neglected during the emergenciesand my
fixation with flying. | forgot about theaircrew  +
in back and what they were doing. | saw the
HAC after thewaveslifted me, but | did not
seethe other half of our crew. | called out
their namesas| swamtothe HAC. We
spotted the second crewman and swam to him.
We hooked up our lobes and began calling for
the crew chief, but our callswent unanswered.

The second crewman later told usthat the
crew chief was till up in the back when we
crashed. The second crewman managed to get
seated beforewe hit but didn’t get hisseat belt |
fastened. The second crewman got out; the
crew chief didn't.

I’ve heard that you learn the most from
your mistakes and that hindsight is20/20. |
agree with both and encourage you to remem-
ber that the crew in back isrelying on you.
You'reresponsiblefor them. If you have aday
likewe had, everyonein your crew can
escape, although they may be battered and
bruised. Thismishap resulted in an urgent
warning that says crewmen must get seated
and strapped in during emergencies. Stressthis
ruleat every brief. - =

Lt. Christopher flies with HC-5.




| thought about that light-
blue arc and how close |
came to being a conductor
for 5,000 volts.

-
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by Lt. Jack Van Natta

f the five senses-touch, taste, smell,

sight, and hearing—which oneismost

important to anaval aviator?After a
recent near-mishap, I’ d votefor hearing.

Certain soundsare unmistakable and
ingpireanimmediate physiological response:
the sound of acompressor stall, astuck-flap
actuator, or the zap of electrical arcing. Onthis
flight, it was an unmistakable high-voltage
“zap” that got my attention.

Theflight was going to bemy last in
support of Operation Southern Watch. We
were on station, awaiting the check-in of
nearly 40 coalition aircraft, when the mission
commander asked meto gointothe E-2C’'s
forward equipment compartment (FEC)-the
area between the cockpit and the combat
information center (CIC)—to reseat a power
amplifier on one of our HF radios. | pro-
ceeded through the FEC toward the power
amplifier, looking for anything out of the
ordinary, agood habit to get intoin an
aircraft jam-packed with miles of electrical
wiring.

Everything looked fine, and | startedto
seat the power amplifier. The HF power
amplifier isontheleft side of theaircraft,
about two and ahalf feet acrossfrom the high-
power section of theradar. As| was seating
the power amplifier, | heard aloud zap behind
me. For amoment, | hoped the noisejust
inchesaway from my right leg would disap-
pear, but it didn’t.

| turned around to see afour-inch electri-
cal arc on one of the high-power radar boxes.

“Thisisnot good,” | thought. “ Thisis
definitely not good.” Although thismission
was important, | knew that | had to immedi-
ately secure power to the radar, a serious
decision that would require handing our
mission off to the airborne AWACS, but |
saw no alternative. | decided to go back to
the CIC and secure the radar from there
even though | could have done it from the
FEC. | did not want the mission commander
to think that the radar had simply shut itself
down and reenergize the system without
hearing my explanation.

Whilel secured theradar, | told the
mission commander what | had seen. He
agreed with my decision and passed the strike
off tothe AWACS.

After landing, | sat down and seriously
thought about my experience. | thought about
that light-blue arc and how close | cameto
being aconductor for 5,000 volts. Postflight
inspection reveal ed that the connector on the
line carrying the 5,000 voltsto the box in
guestion was shorted about oneinch fromits
connection point. The connector on thissame
radar box responsiblefor sending an
overcurrent-overload signal to theradar
circuit-breaker panel was also broken. The
radar wasin overload, but did not know to
shut itself down. Had we not secured the
radar when we did, we could have had afire.

Although we did not control the strike
that day, we were able to remain airborne
and on station, assisting the AWACS in many
other ways.

Lt. Van Natta flies with VAW-117.
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ully aware of themyriad
F way's people compromise
personal safety and security
on overseasliberty, the OinC of
HSL-47'sDet 4, devised arisk-
assessment planto useduring his
det’sSWESTPA C deployment.
These Foreign Leaveand Liberty
ORM formswere devel oped by
merging detachment, theater
commander and USS
Ford' s(FFG 54) liberty
policieswiththe
squadron’sexisting risk-
assessment program. The
goal wasto give everyoneon
the detachment theinformation
they needed to mitigate the various
risksfaced by U.S. sailorsabroad.
Theformsoriginated asabriefing
guide. The det admin officer collected the
required information for each port and briefed all
hands beforeliberty call. Critical information (such as
ship phone numbers and beach guard location) was
reduced to awallet-sized card for each det member.
To help peoplefocusand to formalize the process,
theformsinthisarticleweredeveloped and used in
conjunction with the brief and wallet card. This
approach became aquick, efficient way to give each
member theinformation needed to stay safe and enjoy
liberty. Theresult was the detachment had a great
deployment with zero liberty incidents, and just as
important, they had alot of fun.
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Circle your response: A B

1. Have you read and understood the command’s liberty policy for this port? Yes No
Note; It is your responsibility to read and understand the command’s liberty policy for each port,
as detailed in the POD or separate instruction.

a. Do you know the liberty port’s off-limits/safe areas? Yes No
b. Is the buddy system mandatory and/or will you be using the buddy system in this port visit? Yes No
Note: There is safety in numbers, regardless of whether the buddy system is enforced.

c. Do you know the prohibited activities? Yes No
d. Do you know when liberty expires? Yes No

Note: It is your responsibility to know when liberty expires, both on your duty day and at the end
of each port visit. At liberty expiration you shall physically muster with the LPO or duty section personnel.

2. Are you familiar with the threat assessment for this port/location? Yes No
List the three highest risks for this liberty port:

a.

b.

C.

3. Are you aware of the sexually transmitted diseases (STDs)/HIV infection rates for this port? Yes No
4. Do you know the local money exchange locations and rates? Yes No
5. Are you familiar with the local transportation system? Yes No
6. Have you been granted permission for overnight liberty? Yes No

Note: It is your responsibility, if granted overnight liberty, to leave a valid recall location and phone
number with duty section personnel. You shall update both if your location or situation changes.

a. Have you made arrangements for lodging? Yes No
b. Did you leave lodging and telephone information with the duty section? Yes No
7. Are you familiar with the liberty port’s customs? Yes No

Note: You are an ambassador of our country; as such, you shall behave responsibly and be

sensitive to the host country’s customs. Failure to do so will not only affect your stay, but may

negatively impact visits to this port by other Navy vessels.

8. Do you have the command and emergency phone numbers readily available? Yes No
Note: It is your responsibility, before leaving the command, to know the phone number to the

command, the location where it is moored/anchored, and the name/location of the fleet

landing if applicable. You will be provided this information on a wallet-sized card, which must be

in your possession while on liberty.

1. Do you intend to drink alcohol during your liberty? No Yes
2. Will you be operating a motor vehicle or riding a bicycle? No Yes
Note: It is your responsibility to possess a valid driver’s license (i.e., international license) and

abide by the traffic laws of the host country in which you will be operating a motor vehicle.

3. Do you intend to carry valuables during your liberty (i.e., cameras, expensive jewelry, large

sums of money)? No Yes
Note: If you are, do so inconspicuously and avoid becoming a target for crime.
4. Do you intend to participate in sport activities? No Yes

If you circled any column B responses, you need to take action to increase your awareness
and/or minimize your risks.

Name: Date:
HSL47 FORM 1050/2 (2-00)

continued on page 19
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IS

the Sipper

INHis“Box” Yet?
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ive minutesto walk beforealv 1ACM
Ftrai ning flight. The weather was perfect,

the brief wastextbook, thejetswere
ready, and mai ntenance control was standing
by. Everything was on track until | turned the
corner and headed to my officefrom the
briefing room. There, waiting for mewith
better-tal k-to-the-skipper-about-this-onelooks
ontheir facesweremy XO, MO, CMC, and
the 200 Division chief.

The MO confirmed my suspicionsthat
they weren'’t therejust to wish meagood
flight when he asked, “ Areyou in your ‘ box’
yet, skipper?” Good question. Was| inthe
“box” (sometimes called the* bubble”) and
aready compartmentalized, mentally focused
on my flight, and should therefore avoid any
potential distractions?Or should | risk an
intrusion and get aquick dump on whatever
wasimportant enough to bring asignificant
chunk of the chain of command to my office
doorstep?

My half-serious, half-joking responseto
theMO, “I’'mnot inmy ‘box’ until I climb up
the ladder,” istruefor many of us. At times,

our billetsdemand it. Certain decisionsjust
can’t wait until after theflight. In this case,
the situation did require animmediate decision
from Rocket 1. A quick call to maintenance
control to didethelaunch 15 minutes saved
thetraining sortie, and we kept the problem
from escalating.

It made me think more about what distrac-
tions| should alow so closeto man-up. When
dothosedigtractionsmean it’stimeto giveyour
flight to the JO hanging around the SDO desk
looking for that second hop of the day?

Back in T-34s, | entered my box the
moment | left the Q. | didn’t leaveit until |
shut down the enginein the chocks after
landing. Aswegain experiencein our flying
careers, wequickly learn how to jumpinand
out of our boxes. Welearn to tune out distrac-
tionswhenit’stimeto focusonflying. We
even have designated briefing roomsor areas
where we can sequester ourselvesto better
concentrate on the upcoming mission. Aswe
head toward maintenance control to signfor
thejet, we makethe mental shift from naval
officer to naval aviator.



Photo-composite by Allan Amen

How and when you enter these boxes
become important factorsin how well you are
ableto compartmentalize before going flying.
Thisprocessof compartmentaizationis, in
reality, asdlf-evaluation usng ORM principles.
Countless occurrencesin our professional and
personal livescould beidentified ashazardsif
they havethe potential to distract youinthe
air. Assessing therisk to determine what
intrusonsyou should alow into your bubbleis
hard. That requiresmaking risk decisions. Ask
yourself: Isthe potentia risk to my concentra-
tion and performance worth getting through a
few morefoldersin thein-box or taking that
last-second phone call from the detailer who
wantsto discussthat disassociated tour that
happenstofit your career timing perfectly?
What do you doif, whileyou arebriefing,

44

b s
9

e

b §

admin hands you amessage that your spouse
called while you were briefing about some
“plumbing problem” that’s aready been fixed
s0“...don’t bother calling meat homeright
now because I’ ll be at the carpet storefor the
next few hours’?

If distractionsdo occur or can’t be
avoided, implement controls. Delay thelaunch
if you can and tackle theissue now. If you
haveto, bitethe bullet, take yourself off the
flight schedule and handle the problem. If
nothing else, you won’t be thinking about what
you shoulda, woulda, couldadone asyou hit
themerge. And finaly, supervise yourself once
airborne. Make sureyou’ refocusing on the
task at hand and not about what awaitsyou
after theflight. =

Cdr. Rizzo was the CO of VFA-204. He is now on the
staff of Commander, Naval Air Reserve Force.
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by Lt. Matt Roberts

elaunched from Norfolk in our Sea
W Kingin perfect weather for amultiple-

drone recovery mission. We had clear
skieswith unrestricted visibility. Both thepilot
incommand and | werequalified HACs. The
other HAC and crew chief were experienced
inthe H-3 but had just qudified for the drone-
recovery mission. Our second crewman had
minimal experienceintheaircraft, having
recently compl eted the Fleet Replacement

Chute

Nearly Ruined
vy Day

Aircrew syllabus. | was halfway through the
qualification process, needing threemore
recoveriesfor thequal. Our destination was
the warning area east of Dam Neck, where
we were tasked to recover three drones.
Weflew to the operating areaand recov-
ered thefirst drone. Our problems started

10 approach May 2000
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when wetried to recover the second drone.
Thedrone's parachute had deployed and
released late, causing it to land in the water
approximately 50 yards upwind of the shape,
instead of farther away from therecovery
area. The safety boat was also out of the
immediate vicinity because of theimproper
deployment of the parachute.

With the parachute' srelative position to
the drone, and thefact that it was submerged,
we were sure the
chute had com-
pletely separated
from thedroneand
thought it would not
beafactor inthe
recovery.

Aswe hovered
over thedrone, the
rotor wash dowly
pushed it toward the
parachute. The
HAC wasflying
fromtheleft seat,
and hecouldn’t see
the dronedrifting
toward the para-
chute, which tangled
inthe shroud lines asthe drone was snared.

Unableto disentangle the shape from the
shroud lines, our crew chief offered to use
the hoist to free the drone. The crew
agreed. Once in the water, the hoist
promptly snarled in the parachute’s shroud
lines.



With the droneand hoist now tangledin
the chute, our crew chief tried freeing the hoist
by raising the hook alittle out of thewater to
shakethelinesloose or even cut them. But this
action put tension on the parachute lanyard,
alowing therotor downwashto partly inflate
the chute.

Fearing the parachute would further
inflate and rise up into the rotor blades, the
HAC ordered the crew chief to guillotine the
hoist cable. The crew chief immediately
reached over and flipped the shear switch.
The cartridge-activated device did not fire
immediately, but by thetimeit did, the hoist
cablewas under tension from the parachute,
making the cabl e hit the right sponson asthe
cable separated.

Guillotining the hoist cable had thedesired
effect and the drone disentangled from the
parachute. With no damage other than asmall
tear in the sponson, we continued the recovery
operation without further incident.

Although damageto theaircraft was
minimal, several contributing factorscould
have conspired to makeit worse.

First, we pressed on with the recovery
with the parachute near the drone. The
recovery was not urgent enough that we
needed to take such risks. We should have
reported our position to the range master and
allowed the safety boat timeto report on
station to retrieve the parachute, thereby
ensuring anormal recovery.

Second, the pilot flying the helo wasin the
left seat and couldn’t monitor the parachute

asthe drone was being snared. The other
pilot and both crewmen were focused on the
drone-recovery training and failed to main-
tain situational awareness of the approaching
chute.

Third, when confronted with the en-
tanglement, the crew agreed to use the hoist
to free the drone. We did not fully evaluate
the risks associated with this nonstandard
procedure, unnecessarily risking damageto
the aircraft and injury to the crew. The
decision to jettison the hoist cable was
sound, but was required only after anill-
fated decision had been made that damaged
the aircraft.

Essentially, our crew had abreakdown in
both aircrew coordination and ORM. Each
year al flight personnel undergo aircrew
coordination training to minimizethe potential
for damageto aircraft and injury. A review of
these principlesrevealsour crew wasweak in
anumber of theareasincluding situational
awareness, decision making and communica
tions.

ORM helpsyou recognizerisks. Thereare
three application levels, with thelowest level
being atime-critical analysisof the Situation
and hazardsinvolved. Wefailed to fully use
thislevel of ORM and did not adequately
identify and assessthe potential hazards
associated with performing the recovery inthe
vicinity of aparachute. Without having identi-
fied and assessed those hazards, we couldn’t
make proper risk decisions.

Lt. Roberts flies with HC-2.
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by Lt. Melissa Gerace:

ow long doesit taketo get deep into
H the Black Hole-5, 10, 15 seconds?

That depends on how dowly you movefrom
altitudeto ground zero.

It wasadark night with no moon and enough haze
tocall it actual IMC. After an uneventful early morning
flight, we headed homefor 20130 land time and some
well-deserved deep. Each pilot had flown during the
flight and wasfeding fine.

Asthe ship set flight quarters, we made afew
practice approachesfor currency and training. We
started our descent at 200 feet, approximately ahalf
milebehind the ship.

Asmy H2P shot the approach and called for the
descent, | called, “Roger, descending, you' releft of
line-up. Ship’'smoving at ten knots. Tower, turn up the
line-up and drop lights. Down on the SGSI.” Some-
wherein the background, | vaguely remember my
sensor operator’s 100-feet call. We were too busy
talking or fixating on external elements.

| can’t tell you how fast it occurred

Neither of usheard our associated variable-index,
low-altitude warning on our radalts, and no oneremem-
bersthe sensor operator’s 50-feet call. As| looked
inside, | saw the altimeter going through 20 feet.

“Power, power!” | called, as| pulled enough
collectiveto get usclimbing with low-rotor warnings
and aship somewherein front.

What had just happened? Was everyone OK?
After leveling off at 1,000 feet and clear of the ship,
werealized weamost hit that big, Black Hole. How?
We had been so careful. Yet, uncooperative landing
lights, fixation, and loss of Situational awareness nearly
didusin.

| can’t tell you how fast it occurred becauseit only
took secondsto put usinto that situation. We estimate
wewere at 40 knots and 10 feet before we put power
ontheaircraft. But | cantell you it took minutesto
calm down enough to land and hours beforewe
regained our composure.

Somehow, another aircrew had cheated the Black
Hole. We had broken the event chain and got our
helicopter back to level flight, thanksto our training.
Keep on your toes and keep your scans moving because
it'swait-ing for you. Don't let your crew bethe next to
enter the Black Hole. ==
Lt. Gerace flies with HSL-46's Det 5.

Photo-composite by Allan Amen
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because it only took seconds to put

us into that situation.
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| started the before-takeoff
checklist, but as | called to arm
the seats, | couldn’t arm mine.

by Ltjg. Pete Wood

hroughout most of my timeat the EA-6B FRS, |
Twas mystified by the policy of ECMO 2 or

ECM O 3 pulling the command-sequence, gas-
generator pinsfrom the forward g ection seatson
preflight. I understood the function and theimportance
of the gas-sequencing mechanism (they control the
gjection-delay sequence of each seat), but what made
these pins so much moreimportant than the other?

Asl pulled these “special” pinsfor each of my
backseat flights, | wondered, “Won’t these pinsbe
pulled by the front crew along with the rest of the
seat pins?After al, thepilot and ECMO 1 haveto
arm their seats as part of the before-takeoff checklist,
and al their pinswill be stowed anyway, right?” Well,
I got the answer to this mystery on one of my last
flightsat the FRS.

| was preflighting for anight flight aseCMO 1,
and we were abit rushed because our brief ran long.
I had aroutine system for checking the g ection seat,
parachute and seat pan. | started from the top and
worked my way to the bottom. Halfway down the
seat preflight, | wasdistracted, and | rushed into the
jet. | began my cockpit preflight. We then started
engines, contacted clearance for the flight, and began
to taxi. | started the before-takeoff checklist, but as|
called to arm the seats, | couldn’t arm mine. | had
forgotten to pull the pinsin thelower gection handle
and in the emergency-restraint release handle. The
light of reason came on.

What if | had pulled the g ection-handle pinsand
had forgotten one of the others? | would have been
ableto arm my seat and we would have goneflying.
What if the backseaters hadn’ t pulled the gas-sequence
generator pin?If we had had to command g ect, those
gtill-ingtalled pinswould have kept ECMO 2 and ECMO
3inthejet.

Sincel’vebeeninthefleet, I’ ve noticed amore
cavalier attitude toward getting those special pins
pulled by the backseaters. If the importance of

PH3 Brian Fleske

following SOPin thisregard hasn’t been clear, |
hope thistale will dramatize the importance of
pulling those two pinsfor everyone.

Thisstory also shedslight on arecurring prob-
lem in aviation: Rushing through any phase of the
flight usually translates to missed steps and an
unsafe situation. If you feel hurried, you are hurried,
and the light should come on that you need to stop,
wind the clock, and finish your tasks thoroughly and
carefully. =

Ltjg. Wood flies with VAQ-131.
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wasinthe E-2 FRS. Severd flights
with the squadron NATOPS guru and E-2
Group 0 Model Manager had made me
appreciate systems knowledge and theimpor-
tance of knowing everything about the aircraft.
But, there are some things a pilot cannot
preparefor beforeaflight.

During an FCLP det at Key West, the
high temperatures and busy flight schedule
put unusual stress on our already overworked
aircraft. After several days, thefledgling
aviators and experienced instructors settled
into aroutine. | had encountered minor
emergenciesthat amounted to little more than
aMAF and aquick fix. Today’sflight would
provedifferent.

Scheduled asthe hot-switch pilot, | seized
the opportunity to relax and visualizemy
pattern for that afternoon and the upcoming
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CQ det. After an hour, | walked to the lineand got into my
tired aircraft, ready to take hitsfor acouple of OK passes.
Theinstructor in theright seat had agreat attitude and was
eager for usto learn. Unfortunately, with adet of F-16s
and FA-18sto contend with, our Hawkeyes were subjected
to long deltas and what amounted to the equivalent of the
infamous*“Hummer Dance.” Weraised our landing gear to
save gas and lowered them when thetower called charlie.

/ “o i«
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PHAN Micha

After two passes, | began to feel comfortable, but
with only four left inthe period, | needed to string to-
gether afew consecutive passesto restore my confi-
dence. Aswerolled out on our downwind heading for a
third pass, all seemed normal. With the landing checks
complete, we slowed to on-speed approaching the 180. At
that moment we saw master-caution and maximum-
rudder lights. The E-2 hasa system that limits the rudder
throw to avoid overstress.

| called out, “Max rudder, no others,” and punched
out thelight. Simultaneoudy, we saw ahydraulic-com-
bined low-light and an associated drop on both combined-
system pressure gauges. By thistime we were approach-
ing the 135. We could hear aloud whirring from cavita-
tion of the combined pump in the port nacelle, alerting us
totherisk of fire. Smoke from burning hydraulic fluid
poured from the engine, increasing the risk of aflameout
and single-engine ops.

My instructor calmly declared an emergency whilel
continued the approach turn. The E-2C PCL containsno

boldfaceitemsfor failure of one hydraulic system, so
was | eft to fly agood approach and think about the

possi ble outcomes of the situation. Inside the 90, we
realized the guy in back (another student) was pressing us
for asituation update. Wetold him to be quiet—not the
best example of aircrew coordination. Fortunately, we had
extended the gear and flaps. My instructor took the
controlsturning to the 45, and | began reviewing what
would happen on the ground: what subsystemswe would
have and what procedures we would follow.

Theactud landing wasuneventful. Without hydraulic
subsystems, we slowed and steered the aircraft with differ-
entia power, coming to astop on an off-duty runway.

With theaircraft chocked by the crash crew, my
instructor ran through the secure checksfrom memory;,
turned off the boost pumps and generators, and tried to
secure the engines. However, the emergency generator is
acombined-hydraulic subsystem, which waslost with the
initial system failure. Shutting down the generatorswould
mean we wouldn’t secure the enginesviathe T-handles or
fight any enginefirewith the extinguishers.

After asecond of deliberation, he pulled the condition
leversto the ground-stop position. Thispositionisalso
electrically controlled, so the engineskept running. He
finally realized this second mistake after we looked at
each other and said afew expletives. We secured the
engines by pulling one condition lever to feather (effec-
tively starving the engine of fuel), removing that lever
from thefeather position, and finally pulling the other
condition lever to feather. We then left the aircraft viathe
main entrance hatch; another mistake made because of a
lack of crew coordination and planning, since the port
enginestill presented the danger of fire.

Outside, hydraulic fluid continued to pour from the
engine and pool on the deck. We later discovered that
14 gallons of hydraulic fluid had spewed out in lessthan
five seconds at 3,000 psi from aslit the width of a paper
cut in one of the origina aluminum hydrauliclines. The
slit had been caused by a spacer meant to prevent
chafing ontheline.

Though thisemergency may seem minor, it wasmy
first look at how fast asituation developsthat can kill you.
L essons|earned include the absol ute necessity of know-
ing emergency procedures cold, theimportance of good
aircrew coordination in multi-piloted aircraft, theinvalu-
able knowledge of systems, and the ability to react
quickly and calmly in asituation that may last only
seconds. =

Lt. Urban flies with VAW-124.
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by Lt. Greg Robinson

ately, my flying life hasbecometoo
Li nteresting. Writing thisarticleisan

attempt to end my recent plague of
engine problems. At thispoint, Il try anything!
They’recalling me*“Black Cloud.” No one
wantsto fly with me or be my friend. Dogs
see meand start howling inconsolably. My
image doesn’t show up well in mirrorsand

photographs...

\

>

Cartoon by Allan Amen
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Our squadron maintenance and safety
statsarejust fine, but it seemswhen1I’mon
theflight, something goeswrong...Help!

It wasabeautiful, clear, spring day over
theMed. We' d been airbornefor an hour, and
had settled into the C-130 over-water routine:
Theflight engineer quizzed histrainee, and the
copilot monitored theradios. | atelunchwhile
keeping an eye on theinstrument panel.

A sudden movement caught my eye. The
No. 4 gearbox oil-pressure needle was bounc-
ing like aspin caster with abass hooked. |
pointed at the gauge, tossed my sandwich
aside, and announced over theICS,
“Mmrmpph?’ In seconds, we watched the oil
quantity drop toward zero. Thelow-ail light
cameon. Timefor my first engine shutdown!

The procedure went smoothly. We had no
cargo, plenty of fuel, perfect weather, and
werethree hoursfrom our det site. We
continued homeand landed.

In 1,500 flight hours, I" d experienced only
onein-flight emergency: afadsebleed-air light
inaC-12. 1 knew that someday, | would seea
real emergency, and wondered occasionally
how | would react. Simulators provide excel-
lent training, but they’ re not thereal thing. This
enginefailurewasreassuring. After aninitial
heart thump, training and aircrew coordination
took over, and we handled the emergency.
Nice, but more reassurance wasin store.

InJune, | wasin theright seat, back in
CONUS. We'djust left New Orleansand
were working the post-takeoff checklist.
The loadmaster paused at “wings and
aircraft interior.”

“Uh, sir, something’sdripping out of the
number two drain mast. Lookslikefuel.”

No matter what it was, if it wasleaking,
we had to shut down the engine. Back at
New Orleans, we fixed our seeping manifold
drainvalve.

Inlate August, | went to bring abird
home from rework. It was shiny and smelled
likeanew car. Our FCF wasflawless, and
we signed the acceptance paperwork, and
loaded our bagsto go home. Just asthe
landing gear came up, the No. 3 nacelle’s

overheat light came on. Bleed-air leak—a
seriousemergency inaC-130.

Whilethe copilot and flight engineer
secured theengine, | declared the emergency.
A 90-270turn and good aircrew coordination
brought usto asmooth landing, seconds after
wefinished thelast of our checklists.

Therework crew apologized profusely.
They helped uslocate and tighten aloose bleed
fitting in the nacelle. But two hours ater,
almost home, the same warning lit up again.
We shut down the engine a second time,
isolated bleed air from the right wing, and
pressed on for another three-engine landing
at home plate.

Thesewered| smple, uncomplicated
emergencies. All happenedindaylight VFR,
with no cargo or passengers. That was about
to change. In early November, wewerefully
loaded with 50 Marines, two cargo pallets, and
enough fuel to reach Hawaii. We' d settled
into our over-water routine again, but thistime,
| wasthe one reading amagazine and working
theHF. An FE trainee worked the panel,
fielding questionsfrom hisinstructor. Two
hours out of Point Mugu, engrossedina
dissertation on therelative merits of variouslob
wedges, | saw an amber light blink. | stowed
my magazine and watched for it again. This
time, it stayed on for ahalf second. It wasthe
utility-hydraulic suction-boost pressurelight.

“Hey, chief, areyou smulating ahydraulic
problem?’ Dumb question. Thelight cameon
athirdtime.

“No, gir, that’sreal. Shut ‘ em off.”

| secured al the hydraulic pumpsfor the
utility system. Theload master soon reported
that the utility reservoir was empty. Some-
where, we had abig leak.

The FE spokeup. “ Sir, we' vegot fluid
coming out of number one.”

Faint, red streakstrailed back from the
access panelson the nacelle.

“OK,” | said, “that’savisiblefluid leak, so
let’s secure number one.” The shutdown went
smoothly, but presented new problems. We
were entering an areaof IMC, near the top of
anicing layer. | declared our emergency with
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Oceanic became

increasingly

concerned about
our lost contact
and began asking

airliners for relays.

Oceanic, and requested areturn to Point
Mugu. They asked for our preferred routing.
Inthetimeit took to pick up the chart and
locate our position, our HF antennaiced up.
We could no longer transmit—just receive.
Oceanic becameincreasingly concerned
about our lost contact and began asking
airlinersfor relays.

Meanwhile, we quickly realized that we
could not maintain altitude with afull load,
deicing systemsrunning, and only three
engines. But therewas an airliner some-
where behind and below us. Oceanic had
just told him he could climb
when he' d passed us. We didn’t
want to make an uncleared IMC
descent into hispath. Timefor
some ORM.

We turned 90 degreesfor our
descent, planning to head for the
mainland between airways. Our
descent immediately brought us
into moderateicing and moderate
turbulence. Thepilot had his
handsfull just flying the aircraft.

I monitored the HF and plugged
GPS points so he could navigate.
The FE monitored systemsand
kept theicing under control. A
third pilot sat at the nav table,
handling VHF commswith
airliners. Theaircrew in back
took care of our airsick Marines.
Once we were stable, we re-
viewed our checklistsand
systemsto make surewedidn’t
forget anything. Eventually, we restored utility
hydraulics, dumped fuel, and made asmooth
3-enginelanding at Point Mugu. That flight
ended uneventfully, but my streak continued.

In January, we were above Colorado,
headed for the East Coast from San Diego. |
was admiring theunlimited visibility inthe
crisp winter air. Suddenly, | noticed asteady
redlight.

“Uh, we' vegot afirelight in number two.”
TheFE and | did aquick scan of theengine
instruments asthe pil ot stowed his newspaper.
The gaugeslooked normal.
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Thepilot said, “You two shut it down. I'll
taketheradios.” With FE concurrence, |
pulled No. 2 to feather. The loadmaster came
over thelCS.

“Number two looks good. No smoke or
leaksor anything.”

“OK,” I said, “Confirm number twofire
handle?’ The FE agreed, and | pulled the T-
handle. Theloadmaster came on again.

“Number twoisstanding tall. Good
feather.”

| continued, “ There are no secondaries.
Let'shold thefirebottle.” The FE and
loadmaster immediately agreed. We compl eted
the engine-shutdown checklist per NATOPS
and isolated bleed air fromtheleft wing. As
we had suspected since theloadmaster’sfirst
ICScal, thefirelight wasafaseindication. It
remained on and steady until welandedin
Dadlas—the closest divert with good weather
and C-130 assistance.

Six emergency engine-shutdownsinless
than 180 flight hours. Different aircraft,
different engines, different causes, different
crews. Five of the six shutdownswerereal
emergencies—not falseindications. But
superb aircrew coordination, excellent
communication, and compl ete systems
knowledge kept everything under control.
Truly, we make our own luck.

What have | learned from this? In our
business, emergenciesareinevitable. Fromthe
first day of flight school, welearn to expect the
unexpected. We study, we practice, we
review. We keep an eye on theinstrument
panel. But we can’t escape human nature. In
quiet periods, wedrift toward overconfidence.
After weface areal emergency, we either pat
ourselveson the back or look accusingly inthe
mirror; but we assume our turninthebarrel is
over for awhile.

Instead, we must understand and remem-
ber that every flight isanew toss of thedice.
We must stay ready. I’ ve experienced an
extraordinary statistical flukein the past
months. Wasit any more extraordinary than
my previous 1,500 hours, with no emergen-
cies? It definitely made me abetter pilot. =

Lt. Robinson flies with VR-53.



continued from page 7

This risk-assessment worksheet is designed to generate greater awareness of your personal level of risk based on various
factors. Leave and liberty are notorious times for accidents/injuries, at home and on the road. To determine your level of
risk while on leave or liberty, answer the following questions as factually and honestly as possible. After completion,
please route this worksheet with your leave-liberty chit.

Circle the response A B

1. Are you less than 25 years old? Yes No
Fact: The 18-to-24-year-old age group is the most vulnerable group in the Navy for motor-vehicle

mishaps. Motor-vehicle crashes are the leading cause of death for every age from 6 to 25 years.

2. Are you married? No Yes
Fact: Unmarried persons are twice as likely to be involved in serious car accidents. In 1996, 40,115

people died in highway crashes, the equivalent of a jet crash killing 100 people daily.

3. Do you ride a motorcycle? Yes No
Fact: In 1996, 42 percent of all motorcyclists involved in fatal crashes were speeding. Forty-three

percent of the fatally injured motorcyclists and 55 percent of the passengers who were killed were

not wearing helmets.

4. Has your car/motorcycle been inspected recently? No Yes
Fact: Road dirt can reduce the effectiveness of your lights by as much as 90 percent.
5. Do you and your passengers use seatbelts/baby seats (as applicable)? No Yes

Fact: From 1975 to 1996, it is estimated that safety belts saved 90,425 lives, including 10,414 lives

saved in 1996. A government-approved child-restraint device reduces the chance for serious injury

60 to 70 percent and of fatal injury 70 to 90 percent. An unbelted child has the same chances of

surviving a 30-mph crash as a fall from a three-story building.

6. Do you drive after two drinks? Yes No
Fact: In 1996 there were 17,126 fatalities in alcohol-related crashes, which represented 40.9 percent

of the traffic fatalities for the year and an average of one alcohol-related fatality every 31 minutes.

7. Are you currently under medication that causes drowsiness? Yes No
Fact: Medication can impair your quick reaction and decision making ability in the same manner

as alcohol. Alcohol combined with medication may increase this impairment by two to four times.

8. Will you get a normal period of sleep before you drive? No Yes
Fact: Alcohol, drugs, and fatigue are the major causes in the Navy for motor-vehicle accidents.
9. Do you intend on traveling during your leave/liberty? Yes No

Fact: On average, 115 persons a day died in motor-vehicle crashes in 1996—one every 13 minutes.
10. If you plan on driving on a trip:

a. Are you driving alone? Yes No
b. Are you driving at night? Yes No
c. Are you planning to drive more than 450 miles a day? Yes No
11. Do you plan on participating in recreational activities on your leave/liberty? Yes No

Fact: Every year, approximately 2,600 Navy military personnel participating in recreation, athletics
and home activities are injured or killed.

12. Do you have the proper safety/protective equipment for each activity? No Yes
13. Do you conduct these activities frequently? Yes No
14. Did you receive a grade of Excellent or better on your last PRT? No Yes

Fact: Average annual Navy losses involving physical fithess amount to five deaths, 77 injuries, 687
lost work days, costing $439,000. The deaths occurred after strenuous physical activity. The injuries
involved the back, shoulders, arms, and legs.

Total column A responses X5 = points
Name: Date:

60 points VERY HIGH RISK  40-59 points HIGH RISK

20-39 points MEDIUM RISK  0-19 points LOW RISK

If your risk category is VERY HIGH, HIGH, or even MEDIUM, you should take some action to reduce your risk.
HSL47 FORM 1050/1(2-98)
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by LCdr. Mark D. Lane

n arecent flight, | wasthe copilot
for amissoninwhichwewere
transporting civilian VIPsfromalarge, busy

cvilianarfiddtoasmal, uncontrolled civilianairfield
near amilitary base. Coming fromaTACAIR back-
groundtothe C-9, thiswasmy first experienceflyinginto
an uncontrolledfield. I had read about UNICOM proce-
duresinthe AIM, but not recently, and not in detail. Asa
result, | wasonly generdly familiar with the procedures
that genera-aviation pilotsuse constantly. Wedid not brief
anything out of theordinary for thisflight, and | didn’t tell
my aircraft commander that thiswasmy first experience
withaUNICOM facility.

UNICOM
Snafu

Photo alteration by Allan Amen
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The destination field was equipped with an auto-
mated weather-broadcast system, an IL S approach, and
an 8,000-foot runway. Theweather wasV FR with no
ceiling, and visibility wasmorethan 5 miles. Thewinds
werereported calm.

Weweretalking to an approach controllerina
nearby metropolitan areawho could clear usfor a
normal visua entry to thefield or the IL Sapproach. The
ILS approach wasfor runway 5, and we were coming
from the north. Thisapproach required along setup.

With the weather reported good, we dlected to
request the visual approach. | knew | needed to makea
number of callson UNICOM, and thefirst call should
comefrom asignificant distance out (the AIM says 10

miles). At 15miles, | called on our second VHF radio
and reported my call Sign, positionand that | was
inboundtothefield. I quickly found out thefirst limitation
of UNICOM frequencies. Many fidldsusethe same
UNICOM frequency, so wewere hearing communica-
tionsfor other fields, someasfar as200 milesaway. In
other words, the frequency was cluttered. If anyoneis
working thelanding pattern at the destination, they are
supposed to inform theinbound aircraft of which runway
isinuse. Noonerepliedtoour initia cal, nor for that
matter, to any of our subsequent calls.

The controller cleared usto hisminimum vectoring
altitude of 2,000 feet and told usto report thefield in
sight. Because thewindswere calm, we planned a
sraight-into runway 23. | reported our intentionson
UNICOM at about 8 milesand still heard noreply. The
actual dant-rangevisbility through ahazelayer was
morelike 3 miles, so by thetimewe saw thefield, we
weretoo high for asafe approach to runway 23. Once
wereported thefield in sight, theapproach control ler
cleared usto proceed visualy and to switch frequencies.

Welistened tojust the UNICOM frequency. |
reported on UNICOM that we were at the upwind
numbersfor runway 5 and were making ateardrop
entry to aleft downwind. No repliesfrom anyone.

| called the 180. Asweturned off the 180, we quickly
found that wewerelooking directly into therising sunand,
withthe hazelayer, welost sight of the runway. We
overshot therunway and theaircraft commander decided
towaveoff. Thewindswerecam, and theredidn’t
appear to be anyone e searound thefield, so we decided
to continuefor aleft downwind for runway 23. | cdled
wewere entering aleft downwind.

| again madea180 call. At about the 90, we noticed
on TCASthat therewasan aircraft ontheground at the
field. Toappear on TCAS, an aircraft must be squawking

Continued on page 32
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Almost a Blue-

by LCdr. Michael Miklaski

ow many of ushave across-country tale
where agood deal turned into anightmare?
Most cross-countrieslive up to our expecta
tions, but every oncein awhile, something turnsso bad
that we haveto stop and assessjust what caused it to go
wrong. Thisisastory about one of thoseflights.
| consider mysdlf lucky to haveawifewho letsme
do cross-countrieson aregular basis. Whenyou're
stationed in Japan, the cross-country locationsare
decent. The caveat wasthat | had to buy some nice
(read expensive) trinkets or complete 75 percent of the
shopping list she handed to me at the door to keep my
good-deal meter running. Thisparticular trip wasto
Osan, and, fortunately, | still had enough in the bank
account to meet the demands of the agreement.
Thisflight wasto be an easy, relaxing hop—just ring
out the back end whilethe pilotsgot their instrument nav
checks. After an uneventful trip out to Osan, we
refueled and secured our Hawkeye, bagged somelunch,
and headed out the main gatefor shop-till-you-drop ops.
The next day, after completing our secondary
mission, we had the goodies brown-paper wrapped at
the pack-and-wrap. After depositing the larger items at
the post officefor the free ride home (abenny of being
oversess. free mail), we headed back to the plane. The
preflight planning and crew briefing went smoothly. As
we briefed crew duties during engine starts, we
decided | would bethelucky oneto draw thejob of
plane captain. When an E-2 goes on across-country,
one of the NFOsusually functionsasaplane captainto
ensurethat everything isdone correctly, particularly
when at another service' sbase. Thisduty includes
briefing the ground crew on our start procedures, what
to expect and when, and what to do in an emergency.
Wetold the airman at base opsthat we needed aride
to our aircraft and asked himtotel theground-mainte-
nance personnel to meet usat theaircraft for thestart. As
we pulled up totheaircraft, | noticed that the start-cart
was positioned exactly wherewe asked it to be placed,
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outboard the starboard nacelle, with the exhaust pos-
tioned behind thewing. Theeectrica cart wasjust
behind, with dl the connectionsmade. AnAir Force
sergeant gpproached usaswe got out of thetruck and
introduced himsdlf asthe entire start crew. He gpologized
that hewastheonly one, but becausetherewasan
exercisegoing on, dl theotherswereworking € sawhere.

Thefirgt thing I noticed about him wasthat hewas
about 6feet 5inchestal. The next wasthat heworeonly
aT-shirt, cammiepants, yellow sun glasses, and had his
Mickey Mouseearsaround hisneck (no cranid).

Astherest of the crew started preflighting, |
briefed him. Walking him around the aircraft, | de-
scribed the entire procedure. First, wewould start the
starboard engine, then hewould haveto pull theair
hose, then movetheair cart to the port sideand do it
again, finally returning to the starboard sideto remove
theelectrical cords. | walked the dog with al the hand
signals. He assured me hewould belooking at me
during the entire start sequence.

Most importantly, | instructed him on how to
approach thenacelle. | directed himtowalk downthe
wing lineuntil hereached the nacelle, then duck under-
nesth the exhaust, and proceed forward into the
wheelwell to removethe hose. Next, hewas supposed
to go to the fusel age el ectric-power receptaclesand
removetheplugs, then exit theareain reverse order. He
listened intently as| emphasized that under no circum-
stance was heto approach the exhaust or the props.
The sergeant dutifully acknowledged that he understood
the consequences of not heeding my warnings.

Whilel wasbriefing him, | asked if hehad ever
worked around props before. He said that he had,
around C-130s, but not with an aircraft wherethe
propswere so closeto the ground, nor where hewould
have to approach them so close. | assured him that if
he heeded my words of wisdom, nothing would go
wrong. He then donned his hearing protectors and
yellow sunglasses and manned theair cart.



Suit Julienne

The starboard-engine start went like clockwork.
| directed the sergeant to remove the air hose; he
acknowledged and started to work hisway toward
the nacelle. As| kept awary eye on him, he did
exactly asinstructed, removing the air hose and
moving out of the nacelle. All thetime, | could see
he had one eye on the prop, which was good; at
least | was sure hewouldn’t walk into it. Fear is
sometimes agood thing.

Hethen moved theair cart to the port sideand
duplicated the procedure. When both engineswere
turning, he moved the cart out of the way and returned
to the starboard side of the aircraft to removethe
power cord and movetheelectrical cart.

The PIC directed theremoval of the power cords,

which | acknowledged and tel egraphed to the sergeant.

Herogered thesignal and thisiswheretime shifted to
dow motion. For somereason, he picked up abrisk
pace toward the engine about four to six feet behind
thewing. | could tell he had no intention of ducking
underneath the engine exhaust. | guess he was confi-
dent after having approached the enginestwice. | tried
to get hisattention, but hewasn’t looking at me. All |
could do from that point waswatch.

When hefinally reached the exhaust flow, inthe
full erect position, it looked asif someone had punched
himin the head. His head went straight back and his
feet got airbornein the opposite direction. He hit the
ground and started rolling aft, with hisMickey Mouse
earsand sunglasses tumbling ahead of him, being
blown toward agrassy areajust behind the E-2.

| signaled the pilotsto stand by and ran around the
starboard wing and then aft toward the sergeant. By
thetime| reached him, hewas hunched over covering
hiseyes. | moved him out of the exhaust areaand
went after hisglassesand ears. When | returned, he
was rubbing his eyes and was complaining about them
burning. Thisiswhen | got agood ook at hisface.
Most of hishair wassinged, hiseyebrowswereall but
gone, and hiseyeswere red from the heat and fumes.

After afew minutes, he assured me hefelt good
enough to get back to hiswork center on hisown. |
recommended he go to thefirst-aid station instead. |
found out later that hewasn’t injured.

Whenl finally gotinthe E-2 (I had to closethemain
entrance hatch myself, seemshedidn’t want to ap-
proach the port engine again), | told the crew about the
incident. Thepilotsinitialy thought theremight have

Continued on page 33
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san intermediate student, | never thought |
A would writean Approach articleso early inmy

aviation career. | haveread many valuableand
interesting articleswhilewaiting in the ready room, but
| did not believel would havealearning experiencel
could contributeto the naval -aviation community.

I went with agroup of 30 students and instruc-
torson atwo-week “gun” detachment to NASEI
Centro right after returning from Christmas break.
Most of us studentswerein late-stage forms, going
through as fast aswe could to get to the gun stage. |
finally hit gunsat the beginning of my second week,
and by mid-stage, | wasfeeling very confident of my
progress through the gun pattern.

Sinceour arrival at El Centro, students had been
steadily going med-down for colds probably because of
thechangein humidity, the close proximity inwhich the
studentsworked, or both.

On Tuesday of thelast week of the det, | feltlikel
was beginning to get congested, and | hoped | was not
coming down with the same cold many of the students
aready had. It did not seemto affect my flying that
morning, so | did not worry about it.

May 2000

OnWednesday | felt dightly more congested but till
well enoughtofly. After finishing thegun pattern, | was
coming back to homebaseinatwo-planeformation. As
wewere coming down through 5,000 feet, | began having
problemsclearing. | immediatdly told my ingtructor we
needed to break off from theformation to take my mask
off to clear my Sinuses.

Wecircled at theinitia until | finally cleared my
sinuses. Then we began aslow descent toward the
field. We cameinto the break and landed with no
further problems, other than adlight headache from the
built-up pressurein my head.

After the debrief, theinstructor and | decided not to
pushit any harder that day and canceled an OCF flight
that | was scheduled for later that afternoon. | decided
toreturntothe hotel totry to get somerest and to
prevent my congestion fromturningintoacold. | did not
want to go med-down as| wasalmost donewith guns
and felt | had agood grasp on the pattern. | aso did not
want to delay training for aminor cold. That wasmy
first mistake.

Thenext day, | had my gun-six check at zero-dark-
thirty inthemorning. | felt well-rested, but my nosewas




till congested. Completing the check ridewasthe only
thing on my mind, so | pressed on. The gun pattern went
all right, but aswe came back to El Centro and started
our descent for theinitia, | felt painin my left forehead—
likethe day before but more severe. Wewereflying a
tight, Dash-4, parade position, and | decided to takemy
mask off and clear as| had done the previousday, but
with one minor difference: | did not tell my instructor.
Thiswasmy second mistake.

After repeatedly clearing my sinusesand being told
by theinstructor (who had no ideawhat was going on
inthefront seat) to return to atight parade position, we
leveled off at carrier-break altitude of 800 feet. | felt
that my sinuseswere now clear, but | had athrobbing
intheleft side of my head. | did not think it was
serious. | still had my mask off, and | decided to leave
it off and fly good form. After the break, | could easily
put my mask back on, or so | thought.

Lead kissed us off, followed by -2 and -3. Six
secondslater | broke and set the G's. Immediately, |
felt like someone had stuck awhite-hot poker in my
left eyeball. It felt asif all thefluidsin my noseand
sinuses had flooded to the left side of my head, and |
feltapopinmy left ear.

Thealtimeter read about 850 and climbing, but |
could not seeit very wdl; my right eyeball felt likeit was
being forced out of itssocket. Then | realized | should
immediately tdll theinstructor that my head fdt likeit
was about to explode and that | could not see. | could
not fly theaircraft while putting the mask on, aswell as
trying to key the mikewith just two hands. Trying totalk
to my ingtructor inthiscondition was my third mistake.

After about two seconds, theinstructor took the
controls, leveled thewings, got back to pattern dtitude
and camein for afull stop. We landed with no other
incidentsand aswe\ eretaX| i ng back to the hangar
my only concernwas inintheleftsi de
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of my head. It was not until after athorough debrief,
and after | had achanceto sit down and think about
what actually happened, that | realized how close | had
cometo starring in aClass-A mishap. Apparently, the
instructor had taken control with theaircraftina100-
degree AOB, passing through 500 feet.

My first mistake wastrying to push ahead cold. |
am not adoctor, but | should haverealized that any
congestion might worsen. When | had trouble clearing
my nosethe previousday, | should have known I’ d
need medication to return to 100 percent. If I'd have
taken 10 minutesto see theflight surgeon, thingswould
have probably gone differently.

My second mistakewas not telling my ingtructor that
| had trouble clearing again. | wasflying withthesame
ingructor asthe previousday, and he knew about my
condition. It would have been smpleto usealittlecrew
coordination, something that hasbeen hammeredintodl
of usthroughout flight training, and let him know again
that | washaving trouble.

My third mistake was not flying the aircraft when
my head was about to explode. | should havelet the
G'sout by leveling thewings. Relaxing the turn would
have probably relaxed the pressureinside my head.
But evenif it did not, my blazing head would have been
alot lesssevere than becoming ablazing fireball at the
end of therunway.

When | finally madeit into medical later that
day, theflight surgeon said | was lucky to come out
with a popped blood vessel in my left ear and a
slightly detached membrane from my left sinus. It
was only after the debrief that | learned from the
instructor where the aircraft was when he had taken
control. | later calculated that in a4-G, 100-degree
bank at 500 feet AGL I had about six seconds
before crashing. -

t. Gregory is a stt
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by Ltjg. Nathan Norton

eing aWest-Coast squadron based on

the East Coast presents unique chal-

lengesin preparing for deployment.
After ferrying our 10 aircraft from Oceanato
North Idand (during the Christmas holidays),
staging and moving al our gear from C-130sto
the boat, then transporting all our people
across country, we till had to bounce and CQ
beforethe CVN got underway.

Holding the coveted status of most junior
JO, and therefore most junior RIO by defaullt, |
was assigned to do al of my flying with our
brand-new X O, which made me nervousat
first. My apprehension quickly faded asour
crew coordination and habitsgelled. It felt
good to be back flying after holiday |eave and
alengthy POM period. Weflew three un-
eventful bounce periodsat NAF El Centro
beforeit was showtime.

Asajunior JO, | rodethe C-9 out to NAS
North Island, walked aboard the CVN early
the next morning, and then manned the duty
desk during theinitial fly-onand CQ. | tried
reviewing asmany CV NATOPS procedures
aspossible.

The next morning, the XO and | briefed
for our day CQ hop. Our day requirement of
two touch-and-goes and two traps should have
been easy because most of thewing'saircraft
had not yet flown on.

Approaching the cat, wewent through our
single-engine procedures and repested, “ Cat
one, cat one, cat one,” over thelCSjust in case
wemight haveto suspend. It feltlikeyears
since our last work-up period, and | wastrying
hard to keep abreast of all the activity onthe
flight deck.
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| rogered the 58K weight board asthe XO
finished histakeoff checks. Thewingswere
out, theflaps came down, and it wastimeto
run up the engines. Over theroar of our TF-
30s, | heard the XO begin to methodically step
through the wipeout.

“There'sforward...”

| swung around to glance back at the
horizontal stabs.

A

| saw the stabs peek up abovethewings.

“It doesn’t fedl likewe re getting enough
aft stick,” the XO quickly reported. Once
again, | looked back and could seethe stab
popping up from behind thewing.

“Stabsarecoming up, gir....”

“Suspend!” he shouted.

| frantically broadcast to tower, “ Suspend
cat one! Suspend cat one!”

Following our director, wethrottled back
and did some quick troubleshooting. The XO
asked, “ Areyou surethe stabswere coming
up enough? 1t just didn't feel likewe had the
normal stick authority. It felt likewewereonly
getting about fifteen to twenty degrees.”

| replied, “ Sir, the stabs are coming up.
Whether it'senoughishardto tell, but you
definitely had some authority back there.”

We decided to giveit another try. Again,
the power came up and the X O started
through the wipeout.

“Forward...aft...” | saw the exact same
amount of stab as before.

“Left...”

“Four left!” | called, watching all of the
left spoilers pop up.

“Right...”



“Four right!” | reported.

“Left rudder...right rudder.” Theflight-
deck troubleshooterswereall giving the
shooter athumbs-up. “Well, everyone says
we' regood to go. Ready?’

“All st,” | replied.

Everything up to thispoint had looked fine
to me, but at the end of the cat stroke, we both
knew something wasterribly wrong. My eyes
were now glued to the standby gyro and
altimeter. We had 10 degrees of attitude, but
the altimeter was barely climbing. By thetime
| could spuitter, “Altitude!l” the XO was aready
shouting, “1 gotit! I gotit! | gotit!”

Thedtimeter dowly dimbed through 30,
then 50feet. After acoupleof choicefour-letter
words, wedowly turned crosswind, dimbingto
600 feet to enter the CQ pattern. After we
trapped, wetaxied out of thelanding areaand
immediately sgnaled to theflight-deck coordina
tor that thejet wasdown. After aquick hustle by
opsand maintenance, wewerein another jet.

Again, wetaxied to cat 1 and went through
thetakeoff checks. Thistime, thewipeout looked
surprisingly different. | looked back and saw a
full 33-degree deflection. Thestabsweren't just
peeking up from behind thewing; they were
blocking my view of the JBD. Our earlier
decisonto launch had been ahuge mistake.

First, whilel had checked to seethat the
stabswere moving, | didn’t really havea
good ideaof how a proper wipeout |ooked.
Sure the stabs were moving, but what did 33
degreesreally look like? | had been watching,
but not really analyzing, the control surfaces
asthey moved.

Second, thereisno excusefor not knowing
NATOPS. Assoon asthe XO said hewasonly
getting 15to 20 degrees of aft-stick authority,
bellsand whistles should have been going off in
our heeds. | learned |ater we had only been
getting 16 degreesof authority, not even haf of
thenormal 33 degrees. Sittingonthecatin
tensonisnot thetimeto discusslimitsand
NATOPStrivia Itisintherareingtanceslikethis
whendl the hoursin the big blue book pay off.

Lastly, welet otherspressure usinto
taking ajet flying that had some serious, albeit
ingdious, problems. An experienced flight-
deck crew thought we had agood control
check, but, asthe saying goesif there’sdoubt,
thereisnodoubt. It just didn’t feel right. We
made abad decision and amost paid for it.

A pogtflight ingpection found thet ahorizon-
ta-tail authority stop had failledinthewrong
pasition, resulting inthelimited stab authority.
Incidentally, the same problem occurredin our
second j et after asubsequent trap.

Ltjg. Norton flies with VF-211.
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nother good deal, an al-Navy crew

AfFIyi nganAir Force 737 (T-43). TheAir

orce skipper gave usthekeysto take
thejet to Millington, Tennessee, so someof us
could get orders, do arecordsreview, and get
some BBQ. We flew down, and after the
detailer visit and chow, wewere ready to head
back to San Antonio.

Aswe approached the hold-short at the

~municipal airport (noATISavailable), we
" heard, “Gator cleared for takeoff.”

We finished the checklist and began our
takeoff roll. At about 110 KIAS, | noticed a
large flock of gray-and-white birds crossing
left to right at mid-field, just abovethe
ground. One or two seconds | ater, we heard
aloud bang as one of the birds hit my

“windscreen and half of the flock headed
toward the No. 2 engine intake. The copilot
wascaling, “ Go, rotate.”

| called, “Abort,” brought theenginesinto
max reverse and applied moderate brakes. The
copilot smultaneoudy pulled up the speed
brakes. We stopped within 2,000 feet. We still
had more than 1,500 feet of runway remaining.

Lk




Inthe T-43, wearevery “go” oriented. Our
takeoff brief saysthat after 80KIAS, weonly
abort for fire, enginefailure, or acondition that
makestheaircraft unsafefor flight. Seeing al
thebirdsdivingfor No. 2’ sintake and not being
sure whether the windscreen was cracked,
qudifiedfor the“unsafefor flight” part.

Thehigh-speed abort initsalf wasno big
deal. Weonly practicethem in thesmulator
onceayear, but thiskeepsusall proficient. The
part | thought interesting was how, aswetaxied
back infor aninspection, the FBO lineman
asked if we had hit some seagulls. | wondered if
he had ESP and asked him how heknew that.
Hesaid, “They aredl over thisplace. People
havebeen hittingthem alot lately.”

| thought that bit of info would have been
niceto know earlier intheday (althoughit
probably would not have changed the outcome).
That’swhen | thought about the migratory bird
information posted in Base Ops. You know, the
stuff onthewall you look at but don’t ever read.

After athorough inspection, we determined
that while no birds had gone down theintakes,
they had struck the main gear. After scraping

off bird carcasses, weranthemotorsto high
power and departed without further incident.
Ontheway home, | thought about the next
timel would fly into asmall airport without
ATIS. I would do alittle more research about
thefield, including bird conditions. | also
reflected on theimportance of good ORM.
Even though wewould have normally contin-
ued our takeoff for abird strike after 80 KIAS,
the severity and location caused both pilotsto
think abort, even though we werejust at
refusal/rotate speed when the strikes occurred.

Lt. Ambrose was flying with the 562nd FTS at the
time of this incident. He has just reported to VPU-1.

The USAF BASH web site
(Wwww.afsc.saia.af.mil/AFSC/Bash) provides
historical information on bird migration
tracks and high-risk periods. Another new
web site developed by the USAF, which is
just coming on-line, gives real-time alerts,
using NEXRAD radars. Reports of large-
scale bird activity in areas of the continen-
tal U.S are posted hourly (www.ahas.com).
Use these sites in your planning.—Ed.
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patient’s needs, our approach and pickup, and
who would rideto Kuwait.

Two major factors quickly arose during our
planning. First, because of the size and weight
limitations of their flight deck, we could not
land. Second, the sun was quickly setting, and
we wanted as much daylight aspossible. The
plan changed several timesaswe sat there. It
changed again after welifted, requiring usto
land and pick up an extracrewman.

Whenwedid so, the HAC considered
replenishing the fuel we had burned during the
long wait. However, the refueling team was
not manned, and the entire sequence would
have been too time-consuming. Daylight was
running out.

Perhapsforegoing fuel wasagood thing.
When | finally made the approach to ahover
over the deck, | noted my engineinstruments
approaching their max continuouslimits. Had
we been any heavier, | doubt | would have
been ableto safely hover for the amount of
timethat wedid. Nevertheless, fuel would
become anissuelater intheflight.

The pickup itself went smoothly. The
patient was strapped into arescue litter for
the ride up the hoist, but was seated for the
flight. Hisdoctor came along with him. The
whole process took two approaches and was
completed just as darkness began to spread
over the Gulf.

Ontheflight to Kuwait, wewent over our
fuel caeulationsrepeatedly. Land wasabout 70
milesaway, and the rescue had used more fuel
than we expected. The HAC decided we would
return overhead with sufficient fuel, aslongas
therewere no delaysat the end of theflight.

After somedifficulty raising Kuwait
Approach, wefinally got.switched oyerto _
tower. Upon landing, the Kuwaitistold usi@. &
taxi to an unoccupied tarmac where we would
be met by amedical team. When we stopped,
we secured one engineto save gas. Therewas
no one thereto greet us. Both crewmen got
out to speak to uniformed personnel nearby. It
seemed likethey were not getting much

him &way.

information, so we made acall to tower. Just
then, something black filled my periphera
visontotheright. TheHAC immediately saw
the same thing. We both sat stunned to see
that acovered pickup truck had just driven
under therotor arc of our turning helo! I'll
leaveto your imagination what we said next.

Oneof our aircrewmen took charge and
tried towave him away. | did the same. The
truck wasfacing the same direction asthe
helo. It wasdark outside, and | couldn’t see
thetip path of therotor blades. Ashedrove
off—straight forward!—we pulled back and
left onthe cyclic and prayed hedidn’'t get
whacked. At the last second, he turned away
to theright instead of continuing toward the
lowest part of thetip path. After afew deep
breaths, we calmed ourselves and returned to
themission at hand.

We delivered the patient to our friendsin
the black truck, started the second engine, then
departed. Weflew back at max range air-
speed, arrived overhead homeplate with plenty
of fuel, and landed.

What could we have done differently?We
discussed thisat length during thelong flight
back. Fuel wasnot available at theairport, or
elsewewould have got it. We cal cul ated our
fuel and watched it like ahawk. Not much we
could have changed there. Asfor thetruck,
perhaps we should have assigned one crew-
man as plane captain while the other madethe
patient transfer. It isdoubtful thedriver would
have seen him or even heeded him that night,
but it would have been agood idea.

Another option would have been to shut
down the helo since the truck was parked so
closeto our helo. But things happened so
quickly that ourfirst reactiqnwastowave « » = .

That'sLAMPSfor you—L earning from
A Mighty Precarious Situation. Count on the
plan changing when you least expect it.
Keep your head on aswivel, especially ina
strange place, and alwaysrely on your wits
and your training. =&

Lt. Green flies SH-60Bs with HSL-42.

May 2000 approach 31



Continued from page 21

mode C, so we guessed he must be getting ready to take
off. All three crew membersin the cockpit began
looking for theaircraft ontheground. | knew | was
supposed to makeacall onfina, but | didn’t because of
thedistraction of looking for theaircraft on theground.

Aswetouched down on runway 23, | saw a
light, single-engine aircraft pull out and line up for
takeoff on runway 5! | told the aircraft commander,
who did amaximum-braking stop. We didn’t know if
the other pilot saw us and whether he would start
histakeoff roll directly toward us. Asit turned out,
he did see us, and he exited the runway.

We turned off at mid-field, and aswe left the
runway, we heard the first call on UNICOM from
our destination field.

The pilot of the other aircraft said, “Don’t you
know how to talk?’ Since | had made numerous
radio calls, | was confused and simply said, “We
made afew calls. Sorry you didn’t hear us.”

Hereplied, “Well, | saw you go around from
runway five, but never heard anything.” Hethen took
off without making any further radio transmissions.

Here arefew lessonsif you are going to afield
with UNICOM.

1. Standard callsfrom aircraft approaching a
field areat 10 miles, entering downwind, turning
base and turning final.

2. Civiliansdon’t know what a180 is. You need to
use civilian terms of turning base and turning final.

3. Standard callsfor taking off froma UNICOM
fieldare: “Taxiingforrunway " and*“Taking
runway __ for takeoff.”

4. UNICOM frequenciesarevery clear onthe
ground because youwon’t hear callsat other fields. In
theair, UNICOM isquite congested, and you will have
tolisten closdly to hear callsfor your destination field.

5. If thewinds are suitable (calmin this case),
most pilotswill usethe runway appropriateto their
direction of flight.

6. These operations are strictly see and avoid.
Civilian aircraft may operate VFR from these fields
without aradio, much less atransponder with Mode
C. The UNICOM frequency isan aid to the see-
and-avoid doctrine.

| am surethecivilian pilot in thisincident never
made aradio call that he wastaking the runway,
because we were close enough to have heard him.
The calls he made after the incident were loud and
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clear. Thetimefrom startup to takeoff for alight civil
aircraft can be short, so he probably didn’t even have
hisradio on to hear our calls before the waveoff for
runway 5. | think he saw us wave off from runway 5
before starting his engine and assumed we would
return for runway 5. He may have heard our 180 call
for runway 23 but didn’t know what that meant.

While taking the duty, he probably listened for a
call from usonfina and looked at the approach end
of runway 5, assuming that’s where we would be.
Thefact that | omitted the call that we were on final
for runway 23 didn’t help the situation.

A light civil aircraft at 1.5 miles (the other end of
the runway) is hard to see, particularly sinceit was
awhite airplane against awhite concrete back-
ground. The TCASinformation telling usthat he
was squawking helped increase our vigilance for
traffic on the surface, but couldn’t tell uswhere on
the surface he was. We should have reviewed the
UNICOM proceduresin AIM beforewe left onthis
flight, which would have hel ped with the non-
standard “ 180" radio call.

LCdr. Lane flies with VR-56.

Turning on the radio is usually part of the pre-
takeoff checklist for most civilian aircraft, although
pilots usually turn it on before they taxi, if only to
listen for other aircraft in the air and on the
ground. Of course, at a controlled field, the radios
have to be on to talk to ground control.

Most civilian pilots adhere to their checklists
with the same dedication as their military breth-
ren. There are, of course, always the few who
bypass parts of their checklists. This civilian
pilot could be one of them, but for the most part,
following checklists is as much a part of civilian
flying asit is for those in the military.

Without ground and tower controllers, opera-
tions at an uncontrolled field can get sloppy because
everyone is left to himself to clear the approach
corridor of the runway he intends to take.

The burden was certainly on the peoplein
both aircraft to check for traffic. Of course, the
C-9 on final did have the right of way. Check
Federal Air Regulations 91.113. The Airman’s
Information Manual, 4-1-9 also has good informa-
tion about operating in airports without control
towers.—Ed.



Continued from page 23

been afirein theright engine because of my hasty
departure. However, they didn't have afirelight, that |
hadn’t gonefor thefire bottle and was|ast seen running
past theengine. Still, becausethey couldn’t see, they had
no ideawhat was happening. | had noway or timeto let
them know exactly what was going on.

A few weeksl|ater, adifferent crew returned on
another good dedl flight, and | asked if the sergeant
was OK. The other ground crew members said that he
was, but he had no intentions of starting any more E-
2s. Can't say that | blame him.

Now, whenever | go on cross-countries, | insist
on more than one person as a start crew, and always
use this story to emphasi ze the importance of respect-
ing turboprop engines and exhausts. | still wonder
today if | could have prevented thisincident. Had this
sergeant been wearing acranial, eye covers, and a

long-dleeved shirt, he might have avoided theinjuries
hereceived, despite hislapsein judgement. Everyone
must respect aturning aircraft engine. That’swhy we
paint those nice warnings at the intakes and exhausts.
We need to heed those warnings regardless of
service, particularly if it hasahuge food processor on
the front of the engine.

LCdr. Miklaski flies with VAW-115. At the time of this incident,
he was a first-tour JO.

We can all re-learn the dangers of working
around unfamiliar aircraft. Although this story
concerns an Air Force-Navy setup, how many times
have you seen a Sailor or Marine walk into danger,
even though he knows the consequences. It hap-
pens, and we always need to be on guard, ground
and flight crews—Ed.
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LA, da you think the WVIPs
noticed the bembing dema
dropped a bit too close to
the carrier?

BROWNSHOLES
‘-?EFE IN ;;ﬁ

ACTION COMIX

“The kind real aviators like”
by Car. Ward Carroll

|/- Well, kere comes
one of tham now,.

{,H_— What did you think of

the air show, Mr. Secretary?

It's tatally
cybergouge!

e
:I-""l\~ Visit Dangerboy and the rest of
the Brownshoes gang on the web at
www safetycenter navy. mil




