How’'d We
Do Dat

hat was close. Too close. How did | land below NATOPS
T minimum fuel limits, and on atraining flight flying with the
NATOPS officer? Let’sgo back afew months...

| was having agreat department-head tour with HC-5. Three
detachments, seven countries, four oceans, numerousliberty ports, and
hundreds of flight hourslater, | finally returned to Guam. After some
leave, | relieved the Ops O. Yes, this department-head gig wasawon-
derful thing, and there was more. The prospective X O wasgoing to be
latein arriving, and with the change of
command, we' d bewithout an XO
for about six weeks! Who was
the senior department head?
Acting XO?Thegood
dedlsjust kept on
coming.

| wasinmy last
month of my tour. |
had orders, and
was already
thinkingabout
leaving thistropica
paradiseand |
returning stateside
Skedscameinthe
officeoneday and
asked, “ Sir, wanna
anight doppler
requal ?’

“Roger that, Sign me

Theflight went fine.
location, drop asmoke, do
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coupled-hover approachesto qualify myslf, the
NATOPS officer, and the aircrewmen for another
30 days. Piece of cake.

Wefinished dightly ahead of schedule, and, it
being abeautiful night, decided to shoot aningrument
approachinto homeplatefor proficiency. Wefigured
therewas enough gasfor one approach. Hey, we
weresenior, fleet-experienced aviators, under postive
control, and the conditionswere CAVU. Besides, I'd
flown thisgpproach dozensof times.

ThelAFfor the TACAN RWY 6 approach
intoAndersen AFB is 12 DME over the water.
Sincewewere closeinto thefield after the
doppler approaches, we needed to transit out-
bound. Standard approach airspeed for ahelois90
KIAS. Onthisapproach, it'scommon to bump
airspeed to 120 to savetime. Wereceived the
standard AT C instructions, and began flying to the
IAF. Enroute, one of usthought it would be agood
ideato radio the Coast Guard and | et them know
we left asmoke burning offshore. | wasflying, and
the NATOPS officer was calling the Coasties.

The Coast Guard didn’t answer, so | decided it
would beagood ideato help with the radios. Now,
both our heads were inside the cockpit. Enter poor
crew coordination.

The HH-46D hastwo ARC-182 UHF/VHF
radios. Typicdly, oneradiowill have squadron
common selected, and the other will havetheactive
frequency for theflight. They aren’t complicated,
but every so often, someonefiguresout away to get
thefaulty transmission award. In our zed to report
the smoketo the Coast Guard, we switched off the
ATC frequency. Don't ask how wedidit, but we
did, and neither of usnoticed that mistake.

Usually, the Guam controllerscall theturn
inbound for thisapproach. Wedidn’t think it too
odd that the | AF came and went without a call
from ATC, so outbound we continued to fly. Maybe
the controllers had something € se occupying them.
They’ d get to usin duetime. We chatted about the
beautiful weather, my next duty station, how good
the NATOPSjobis, and anything and everything
but the task at hand.

After several minutes, | noted how quiet the
radio callshad become, especially sincewe could
seethe commercial traffic arriving and departing
Guam International. I’ m not surewhen, but at
some point, we both looked at the gauges and
realized wewere well beyond the |AF and had
burned more gas than we wanted.

Our first reaction was, “How’ d we do dat?’
Our second was an immediate turn inbound,
followed by aradio call toATC. It wasduring the
radio call we realized we had been off frequency
for several minutes. After getting back up with
ATC and confessing our sins, we focused our
attention on fuel remaining. | knew it would be
close. We' d make thefield, but not without pushing
the NATOPS Ilimits. For the H-46, thou shall not
land with lessthan 200 pounds per side. Another
issue was airspeed. Max range or max endurance?
Flying at 145 (VnE) would get usthere faster, but
would burn moregas. Flying at 70KIAS (single-
engineairspeed) would savealot of gas, but would
takelonger. We decided tomaintain 120 KIAS
(max range)—in retrospect, asmart decision.

We could seeAnderseninthedistance. It is
terribly frustrating to see an airfield and be power-
lessto get there more quickly, especialy when
running low on gas. We discussed a PEL short of
thefield, but discarded that option. | knew the
engineswould continueto run with lessthan 200
pounds per side, aslong aswemaintained alevel
attitude. Good fortune was with us aswe went
feet dry and landed uneventfully at thefield. The
fuel gaugesindicated between 180 and 190 pounds
per side aswe cleared the active runway.

After shutting down, we debriefed, shook our
heads and told ourselveswe had learned aval uable
lesson. Inretrospect, | could have stopped the
chain of events sooner; by saying noto that last
approach, avoiding the chit-chat during the out-
bound leg, or questioning theradio silence sooner.
Too much assuming and too little questioning
contributed to our predicament.

Cdr. Coyle is now the aviation safety officer for
COMNAV SURFLANT.
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