was about to fly my last NATOPS
I check, and | wasready to go. | had more

than 1,000 hoursin the SH-60B and
plenty of seatime. | wasalwaysalittle nervous
on these check rides, but whoisn’t?1’d flown
with thisguy onceon my HAC check ayear
ago dmost to the day, and I’ d deployed with
him as his detachment maintenance officer. |
knew theaircraft, the area, and most impor-
tantly, | knew him...or so| thought.

—

PH3 Bolden

My HAC check had gonewell.

We had covered everything either of uscould think
of, including afew that | hadn’t anticipated, and |
hadn’t made any major mistakes.

One emergency the check pilot threw at me
was scary. We were doing practice auto-rotations
to the pad. | wasn’t doing very well, but they were
passable. After getting established into thelast one,
he pulled the No. 2 engine back on me, putting us
into asingleengineprofile. | waved off, thinking,




“What the hell areyou doing?’ Trying to recover
an auto with only one enginewould befoolish,
right? Theflight finished off without further
incident, and | discussed it with him afterwards.

After explaining that | was uncomfortablewith
that procedure, hereplied, “| waswatching you. |
would' ve backed you up.” Hethen asked me how
| recognized thefailure, and | told him | saw him
doitinmy peripheral vison. Hesaid, “| guessl|
should have been more stealthy.” Hiscomment | eft
me thinking he wanted me to complete the practice
auto, probably for the“learning experience” more
than for evaluation.

Now, lesscomfortablethan I’ d been before
talking to him, | went to my current det OinC and
explained the situation to him. Hereferred meto
the safety officer, who told methat it didn’t sound
likeagood idea, but hedidn’t know of any prohibi-
tionson the procedure. Infact, hesaid, it was
common practicein other LAMPS squadrons.

It was hard to digest thisinformation, but |
trusted the senior members of my command, and
tried to be open to the ideathat apractice single-
engineauto was not abig deal. After al, I’d seen
single-engine cut from 100 feet and in greased-on
landings. Why not onefrom 50 or 60 feet at the
end of an auto?

All thiswas running through my mind aswe
mounted up for my NATOPS check flight, but |
wasready to go. Starting up the No. 1 engine, the

. T

plane captain gave methefiresignal, so | aborted
the start and went through the procedures. Inthe
process, | noticed that the power control lever
(PCL) wassticking badly in the down position. You
haveto pull down the PCL (whichismounted
overhead) to turn off the starter and disengagethe
idle detent to abort the start. The problem with the
PCL sticking isthat it may missthe detent when
accelerating theengineto thefly position. This
Situation could result inlocking out the ECU,
removing the autometi c engine-trimming functions,
or (if someone pullsit back to smulate single-
enginefailure) becoming areal enginefailure.

Astheflight proceeded, everything was going
well. | wasalittle unnerved when he pulled back
theNo. 1 engine passing 100 feet on an obstacle-
clearance takeoff (climbing hover) because we
weren't over arunway. Our wing SOP specifies
that we must havethe ability to “runit on” when
practicing single enginefrom a 100-foot hover. |
recovered to level, forward flight by about 50 feet,
sol letitgo. | definitely did not want to focuson
anything but the present, since getting behind the
aircraft on acheck flight isabad idea.

A littlelater, while practicing hover work, he
gave me another cut-gun. Although I landed
successfully, thistimewhen he pulled the PCL
back, it missed theidle detent and actually shut
down the engine. We were on deck and restarted,
S0 no problem, right?

By theend of theflight, | wasfeeling good. |
had fended off the most off-the-wall emergencies
| had seen, while reciting NATOPS minutiae for
two and ahalf hours, and hadn’t hung myself yet.
All that remained were autos. For some strange
reason, even though I’ d been thinking about it for
the entire year and most of that flight, the thought
of him pulling one engine back whilewewerein

Continued on page 13
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an auto did not even occur to me...until hedid. | didn’t see
himdoit thistime, | just watched the No. 1 power-turbine
speed and turbine-gas temperature drop down. | said,
“Lookslike number one haslow-sided.”

“Good catch, smulated failure,” hereplied.

| said, “Roger,” and thought, “Well, | expectedthis,
right?He' Il back meup, right? Everyone| talked to said
thisisnobig desl, right?’

Asl started flaring at the bottom to 35 degrees, nose
up, herealized that | wasn’t going to wave off, and heran
the engine back up to give usthe extrapower we' d need in
about two seconds. Rock and pull.

Hesaid, “We regonnahit!”

| said, “I’vegotit!” and | did, thanksto the power
from the other engine. If he hadn’t run the No. 1 back up,
we probably would have landed hard and could have
broken the aircraft. It turned out to be one of the best
autos| have ever done, with zero forward airspeed, and a
perfectly level and aligned helicopter at the bottom. Would
that have been enough to prevent serious damage, injury or
death? Perhaps, but | didn’t want to find out, and I’ mreally
glad that wedidn’t find out then. Even if we had, wewould
have come down on apad where landing is prohibited
(though hovering is not) because of possible damageto the
pad’s structure.

After theevaluator finished yelling a me, | explained
that we had donethisonce before, and | had asked him
about it afterwards. Heremembered, and when | told him
that | thought | had donethe“wrong” thing in waving off
last year (not wrong, just not what he wanted), hetold me
that | had misunderstood him. After acouple of professiona
expletives, weboth laughed with relief and called it aday.

Thismisunderstanding could’ ve cost us, and the Navy,
alot, and we had avoided adisaster with abit of skillful
flying on my part and quick reactionson hispart. Hard to
feel good about it, but | learned alot that day.

If something happensthat has made you cringe, even
just alittle, never accept anything but acomplete and
thorough explanation or description. Never alow itinyour
aircraft until you' re completely satisfied with that answer.
Evenif itisacheck flight, you havetheright to say, “Hell,
no, we' renot going to do that!” If you are sure about
something, but then are madeto feel you know nothing,
find out why.

Andfinally, don't forget operational risk management.
All I had to dowasbring thisup in the NATOPS brief
beforetheflight, and I’ m sureit would have been resolved
right then and there.

Lt. Rauchenstein is the squadron weapons-tactics instructor for HSL-51.
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vertigo, sincewewere so low and still so far fromthe
ship'sstern.

We recovered quickly, discussed theincident briefly,
and got back inthe game. The darkness bred disorientation,
and the HAC later repaid the favor when | had ahealthy
case of theleans. Well-established in the air boss's uncom-
fortable pattern, the HA C repeatedly pleaded for a“more
efficient pattern.” We asked to take care of one ship at a
timeto avoid dl the problemsl just outlined. | recall
wanting to further comment about the position of thelone
FA-18 parked so that it was amost impossible not to
overfly. Every attempt to streamline the pattern was
rejected. | thought we should be saying something other
than“inefficient,” but wedidn't.

The night continued with near-misseswith the other
H-46 from the T-AFS. We pleaded to the tower for
better “ efficiency.” With each pass, we questioned the
operation more and more. | wanted to say something
else, but | didn’t. Meanwhile, the mini-boss kept refining
hiswishes.

“Sideflare, drop that load ... moreright ... you have a
fouledload ... retroto theleft.” Thisput theradio traffic
at anintenselevel for daytimework, let aloneanight like
this. The noise added another degree of required “flex-
ibility.” Of course, the pilot at the controls, with radio
mixer-switchesdown in order to hear our crewman’s
calls, was not privy to the tower’ssuggestions, soit all
had to be back-briefed. | sat silently during onerefueling,
resenting that asan H2P, | had to study all those publica-
tionsthat set the requirementsfor night vertrep, which
detail efficient and safe patterns, warn against excessive
radio traffic, quantify the proper ship distances, and
delineate discretion for night vertrep. | saw none of it put
into practicethat night.

We finished the operation that night asif “no” wasnot
inour vocabulary. | wasglad it was over. Throughout the
mission, | wondered, “ Before how many aviation mishaps
did the crew fed uncomfortablejust likethis?’ | wondered,
yet | never said athing. | spoke up during the debrief, but
by then, it was easy.

In the story, the boy in the midst of crowds, royalty,
and pressure had the courage to go against everything
taught and say, “ The emperor has no clothes.” One of us
intheaircraft that night should have said the publications
aretherefor areason. We should have overcomethe
fear of speaking up against the powersthat be. We should
have said something other than that this vertrep operation
was“inefficient.”

Lt. Amara flies with HC-11.
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