By Lt. DeWayne Porter|

twasabeautiful, cool, springmorningin-
I Norfolk, and my CH-46 crew wasdoing :
'R + " B paradropswithalocal EOD unit. Aftera-
) ﬁ 1 1 preflight and brief withthe EODHRST .
? / ] master, wefired up the bird and were on our
siLA way. The dropswere scheduled for asmall
— county airfield about 60 miles southeast of
y . Norfolk.
Theweather looked likeit would cooper-
— y I | ate. The sky wasclear below 20,000 feet, with
) I/'- TR hazelimitingvisibilitytoSmiIasAft_erfl§7i'r1§jr
f for about 20 minutes, wehad 25 milestogo. -
f Thetemperaturewasrising, and everything
J Jy J wasgoing right, then everything started going
wrong. 5
Our first indication of aproblemwasa
—_— Ir—-f —_ — dder throughout the aircraft, and the
J'r | /- advisory lightsfor theautomatic flight
[ J stem (AFCS) illuminated. It felt like
i fce from thermal updrafts, a

'-1.\ ence when flying at 1,000 feet
\. worried. My copilot
S, e thought something

N dhim todow downto

_—
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be safe but to continue the mission. Lessthan
two minutes|ater, the same shudder recurred.
Thistime, theNo. 1LAFCS-failurelight onthe
caution panel illuminated, longwiththe
measter-caution lights. This started to get more
of my attention. Wefollowed our NATOPS
proceduresfor asingle AFCSfailure, and |
told my copilot to turn around and head home.
In theturn toward home plate, | noticed
theNo. 2 engine-oil pressure had dropped to
zero. | told the crew wewere diverting to
Oceana, which was 10 milesaway to the
north. Aswe started through our NATOPS
procedure for engine-lube-systemfallure;t -
reemphasized'we were single-engine capable.
My copilot steadied out heading north, and |
announced over ICSthat | planned to secure
theNo. 2 engine. The crew agreed, and |
began shutting it down. | monitored thegauges
foranormal shutdown, and thingsjustdidn’t
look right. The enginetemperatures (T5) were
the reverse of what'lshagd.expected. Instead of
theNo. 2 T5 dropping to zero, it remained
around 550 degrees Celsius. TheNo. 1 T5
wasat zero. | knew the gauge readings had to
bewrong, because the engine speed and
torque gaugesindicated the No. 1 enginewas
operating properly, and theNo. 2 enginewas
shut down. Just as| was about to tell the crew
about the problem with the gauges, my copilot
said the callectivedidn’t fed right, and it was
hard to move. | took the controlsand noticed
the problem was not only in the collective, but
italsowasinthecyclic. Frommy trainingin
the FRS, | recalled this same experiencefrom
atraining flight when the magnetic brakes
froze. Thishad been smulated inthe FRS by
pulling theNo. 1 AFCScircuit breakers. We
checked the circuit breakers and attributed the
frozen magnetic brakesto the AFCSfailure. |
told the crew of the gauge problems and saw
numerous other gaugesin the cockpit starting
tofail, including al the navigation equipment.
Thisroutinemission had turned intoa

flight with multiple emergencies. | declaredan

emergency with Oceana Tower and was
cleared for astraight-in approachto runway.
05. Tensionsinthe aircraftwerehigh, and it
didn’t help when the No: 1 eontrol-boost

pressure dropped from 1,500t0 1,100 psi. My

copilot and second crewman werereally getting

worried and wanted to land the aircraft where
wewere. My crewchief and | reassured them
wewere not falling out of the sky, and that just
because thingswere not going our way did not
mean wewereinimmediate danger. | also
reminded them that an airfield with mainte-
nance support was close by, and the most
important thing wasto remain calm and handle
each emergency. The control-boost pressure
was still within limits, and wedidn’ t need to
land in somefarmer’sfield. If the boost pres-

- suredropped-eut of-limitsor if we started—
experiencing any other control problems;|
would'get the helicopter onthe ground ASAP.

Whilel focused.onflying, the crew re-
turnedto figuring out the source of our major
electrical-problem. \With the wet compass as
our only working navigetion equipment and the
visbility hazy, Tredlized the reason we were
required to do magnetic-compassturnsin flight
school.

In acouple of minutes, which seemed like
forever, we spotted NAS Oceanaat our 1
o' clock. We soon would be on deck, and the
sight of the runway brought welcome comfort.
| told the crewmen to strap in for landing—we
could continue troubleshooting on deck. All that
remained wasasingle-engine, running landing,
followed by shutdown. Dealing with the stuck
magnetic brakes and fighting the control
pressures, | had amore difficult landing than
usudl. ;

During the postflight inspection, wefound
that oil from theforward transmission had
leaked down insidethe main distribution panel,
shorting out theinstrument transformers. Also,
the No. 2 engine-oil problem resulted from a
broken wire on the pressure transducer, which
wasunrelated to any of the other problems.
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The cause of the drop in control-boost pressure.. -

was never isol ated, but mechs suspected it was

related totheNo. LAFCSfailure. -
Inthe debrief, we concl uded tht di agnos—

ingthe problemsend following NATOPS

~ procedures kept abad Situation from gettl ng
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