







































































































































































































































































Report of Army Aircraft Mishaps

"FLIGHTFAX

8 February 1989 Volume 17 Number 8

o !tﬂ!u‘!mﬂl

Control the alrcraft




Rule 1— Control the alrcraft

Army aircraft are flying more and
more at low level while engaging in
a wide variety of tactical operations.
That means pilots are doing a lot
more than just manipulating the
flight controls. With little vertical
clearance and so many tasks
requiring attention, an accident can
happen in only a fraction of a
second. To prevent that from
happening, the cardinal rule
remains—control the aircraft.

The crew of an AH-1 was on a
day training mission. The PIC was
on the controls making confined area
approaches and departures and
practicing masking and unmasking.
After about 50 minutes of flight, the
aircraft landed in a marshy area at
the end of a pond. When the PIC
brought the AH-1S to a hover, he
noticed the aircraft felt a little
sluggish as it came up out of the
marsh, but it came to a hover 1 to 3
feet above the water with no further
problems. The PIC looked down to
verify his before-takeoff check
and noticed that the transmission
oil pressure looked low. He turned
his head to the left and looked
down to get a straight-on view of
the gauge and saw that the
transmission oil pressure was within
limits at 43 psi.

inside the cockpit to monitor the
instruments during takeoff and to
conduct a built-in test of the
telescopic sight unit. He looked back
outside just as the helicopter’s right
skid hit the water.

This crew escaped with only
minor injury to the PIC. The crew of
an OH-58 was equally lucky.

Two teams, each made up of an
OH-58 and a UH-1, were operating

as opposing forces on an NOE search
Ao ndle oo TTIY
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He thought the aircraft was going to
roll over, and he immediately applied
left cyclic and reduced collective. The
main rotor blade hit the ground to
the left front of the aircraft, tearing
off the main rotor system and
transmission. The aircraft remained
upright as it settled to the ground,
and the crew was uninjured.

About a week before the accident,
the IP who was flying the target
aircraft had instructed the PIC of
the other OH-58 in aeroscout tactics.
Realizing he had successfully
maneuvered his team into a position
where they could defeat his former
instructor’s team, the PIC of the
aggressor team concentrated his
attention on the target handoff to
the detriment of flying the aircraft.

Neither of these accidents was
caused by a pilot deliberately
violating procedures or consciously
failing to meet a standard. These
were conscientious pilots who, while
concentrating on one aspect of their
flying, failed to coordinate with the
other pilot and forgot the number
one rule—control the aircraft. m

Having trouble
with fire
extinguishers



While the PIC’s attention was on
the instruments, the aircraft had
begun drifting and rolling to the
right. When he looked back outside,
the PIC saw the aircraft was in a
right roll, and he told the copilot
they were going to crash. The right
skid hit the water while the aircraft
was still drifting, causing the
helicopter to continue to roll right.
The PIC applied left lateral cyclic,
but he was unable to prevent the
main rotor blades from hitting the
water and mud. The retreating main
rotor blade severed the aircraft’s tail
boom. If the PIC had reduced
collective as stated in TM 55-1520-
234-10 instead of applying lateral
cyclic, he would have had a better
chance of controlling the aircraft’s
roll. Reducing collective reduces the
main rotor thrust.

While the aircraft was at a hover,
the copilot had directed his attention

was acting as the high safety
aircraft. After completing a high
reconnaissance, the teams flew a
misgion and then reversed roles,
with the accident aircraft becoming
the aggressor. The PIC of the
aggressor OH-58, with the UH-1
flying as his gunship to the rear,
began searching for the other team.
When he had located the other team,
he brought the OH-58 to a
stationary hover while attempting to
hand off the target to his gunship.
The gunship crew was not receiving
all the radio transmissions from the
OH-58, and the PIC, who was flying
the OH-58 from the left seat, was
having to repeat his radio
transmissions while trying to keep
the other team under surveillance
without giving away his own
position. He was using a tree,
located between his aircraft and- the
target, for concealment while trying
to communicate with his gunship
and bring it in on the "kill."

While the PIC was concentrating
on the target and his radio
transmissions, he allowed the
aircraft to drift to the right toward
upsloping ground covered by 12- to
18-inch-tall grass. The pilot, who
was navigating, had looked down at
his map. He realized the helicopter
was drifting, and as he looked up,
he felt a bump.

The helicopter’s right skid had hit
the 14-inch-high stump of a 2 1/2-
inch-diameter tree. The PIC felt the
skid make contact, and the aircraft
began a rolling motion to the right.
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An overseas transportation unit was
having problems with fire
extinguishers being stolen from their
32-passenger buses. They found a
solution to their security problem,
but the fire extinguishers aren’t
going to be much good in an
emergency. Don’t solve your problem
by creating an unsafe condition like
this. B

Don't use this method to prevent fire
extinguisher theft.
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Instructor pilot/instrument
examiner certification

Initial IP/IE designation orders
are no longer required and will not
be published. Successful completion
of an Instructor Pilot Course (IPC),
Methods of Instruction (MOI)
Course, or Instrument Flight
Examiner (IFE) Course, will be
certified by the diploma issued by
Academic Records, Directorate of
Aviation Proponency (DAP), U.S.
Army Aviation Center, Fort Rucker.

Aviators completing the IPC, MOI,
and IFE courses after 15 January
1989 will be provided diplomas by
Academic Records, DAP. Aviators
who qualify as IPs/IEs by passing an
equivalency evaluation or by
completing an IP-producing course at
the Eastern or Western Army
Aviation Training Sites will also
receive a diploma instead of a

designation order. Directorate of
Evaluation and Standardization
(DES) will initially process these
qualifications and provide them to
DAP for publication of diplomas.
Aviators who meet the qualification
requirements of paragraphs 4-11 and
4-12, AR 95-1, after 15 January 1989
are required to have a copy of their
diploma in their Individual Flight
Records Folder (IFRF). Aviators who
qualified as IPs/IEs before 15
January 1989 may maintain either a
copy of their initial designation order
or their diploma in the IFRF.

Diplomas should be maintained in
a safe place where they will not be
destroyed or lost since they serve as
the interim qualification document
until the individual’s Officer Record
Brief (ORB)/official personnel record
is updated. The ORB/official
personnel record will serve as the
final authority concerning aviator
initial IP/IE qualification.

Aviators whose ORBs/official
personnel records are not current
should update them as soon as

possible. Aviators qualified as
IPs/IEs before 15 January 1989 can
obtain initial qualification documents
from the sources listed below. Only
those aviators who are missing
this documentation should contact
these sources:

¢ Aviators who have successfully
completed an IPC, contact
Directorate of Personnel and
Community Activities, Personnel
Center, Student Records, Fort
Rucker, AL 36362-5000, AUTOVON
558-4081.

¢ Aviators qualified by any other
means (i.e., MOI equivalency
evaluation, IFE, NG or Reserve
courses), contact Directorate of
Evaluation and Standardization,
ATTN: Technical Support Branch,
Fort Rucker, AL 36362-5000,
AUTOVON 558-4691/6571.

Aviators qualified as IPs/IEs after
15 January 1989 should obtain
initial qualification documentation
(diploma) from Directorate of
Aviation Proponency, Academic
Records, Fort Rucker, AL 36362-

Utility helicopters

UH-1 Class D
H series - Unsecured vertical
fin cowling came open during

extinguisher, Maintenance
inspection revealed no damage to
aircraft fuselage or engine.
Smoke and flames were caused
by exhaust stack fire.

flight. A series - Aircraft was at 20 AH-64 Class D
| H series - Gusty winds blew feet aglljf“ﬁ“g approach to pick A series -
= i L ey n 1Ty A 9 olond A sma z 1ff laterg

.

links were bent and main rotor
blades struck the aft portion of
the transmission housing, blades.
cracking the fiberglass.

After test flight for

ACCIDENT BRI EFS Information based on preliminary reports o

to gain altitude, tail rotor blades
hit tree branches, damaging both

D series - Aircraft was
preparing for takeoff from
unimproved confined area while
conducting aerial observer (AO)

5 o/ oared 3 :




damaging door hinge.
UH-1 Class E

H series - During approach,
copilot had trouble maintaining
heading. When he relaxed
pressure on antitorque pedals,
right pedal went full travel
forward. Excessive pressure was
required to move left pedal.
When pressure on left pedal was
relaxed, the pedal continued
forward an additional 2 inches.
Tail rotor cables were out of
adjustment.

UH-60 Class D

A series - Aircraft was on an
urgent medevac mission to a
field site. During short final,
ground panel marker blew
through rotor system, damaging
one main rotor blade.

A sgeries - IP placed
slingloaded fuel blivets on the
ground and asked copilot to
release the load. The CP pressed
the emergency release switch on
his collective, unintentionally
activating release squib.

UH-60 Class E

A series - Pilot was returning
No. 2 power control lever (PCL)
to fly position during HIT check.
PCL continued past fly detent
into ECU lockout. Engine noise
increased and aircraft shuddered.
As pilot returned PCL to idle
detent, control tower personnel
reported smoke and possible
flames in engine area. The crew
chief got out and confirmed there
was smoke. The PIC initiated
emergency engine shutdown of
No. 2 engine and pulled
emergency handle. The pilot
activated the main fire

sign was picked up by the
rotorwash, damaging one main
rotor blade. The sign apparently
came from an impact boundary
fence 100 yards away.

A series - Stabilator light and
audio came on at 120 knots.
Switch was reset, but stabilator
failed again about 5 seconds
later. Caused by failure of linear
servo accelerometer.

Attack helicopters

AH-1 Class D

F series - While repositioning
for landing at a tactical field
site, crew allowed aircraft's main
rotor blades to hit tree branches.

P series - Aircraft was at
about 15 feet agl during
standard autorotation. IP
thought student IP had failed to
pull enough initial pitch. While
he was telling the student and
getting on the controls, the
aircraft’s aft skids touched down.
Both pilots pulled cushioning
pitch, and the aircraft became
airborne at about 5 feet. IP
leveled aircraft and pulled
remaining pitch. Due to low rotor
rpm at impact, both pitch change

by a roll-on landing, control
tower reported the aircraft had a
loose cowling. Caused by failure
of fairing fastener assembly.

A series - During start
sequence, pilot’s checklist fell
from kneeboard attached to his
left leg and struck the wing
stores jettison button on the
collective. Left and right inboard
missile launcher and right
outboard rocket pod were
jettisoned.

Cargo helicopters

CH-47 Class D

C series - When Allied soldier
drove a TOW-equipped jeep off
aircraft, top rubbed against
pressure and return lines of
utility and APU motor pump,
crimping lines. Soldier did not
understand crew chief’s
instructions to stop vehicle.

Observation helicopters

OH-58 Class A

A series - The OH-58, followed
by an AH-1, was en route to a
training area to conduct a
multiship tactical training
mission under NVGs. The AH-1
overtook and collided with the
OH-58. The pilot of the OH-58
was killed and the IP was
injured when the aircraft fell
almost vertically from 200 to 250
feet agl. The AH-1 crash-landed
without injury to the two
crewmembers. 8911

OH-58 Class D

A geries - While hovering OGE
on a mountain ridge, pilot
allowed aircraft to drift
rearward. When pilot attempted

the left, but as pilot made a
hovering left turn, tail rotor
struck a tree.

Fixed wing

C-12 Class D

C series - Crew was
conducting annual instrument
evaluation for the pilot. While
inbound on VOR approach,
aircraft’s left engine chip detector
light came on. Engine was
secured, and aircraft made a
single-engine landing. As the
pilot started a left turn onto
high-speed taxiway, fire truck
crew reported smoke coming from
left main gear. Excessive braking
while making the turn caused
the tire to blow out.

U-21 Class C

A series - While aircraft was
on takeoff roll at about 60 KIAS,
herd of deer ran onto runway
and into aircraft’s path. Aircraft
struck three of the deer. There
was no visible damage to the
aircraft, but engines and
propellers were removed and
sent to depot for further
inspection.

A series - When propeller was
reversed during termination of
single-engine landing, student
pilot was slow in correcting left
yaw. IP tried to correct yaw with
right brake and rudder, but
brake failed. Aircraft went off
the runway to the left, and right
propeller struck a taxi light.

Maintenance

UH-1 Class D
H series - Rotorwash from
hovering aircraft caused an

-




5000, AUTOVON 558-2596.
Questions about initial IP/IE
qualifications should be directed to

DES, Flight Standardization
Division, Fort Rucker, AL 36362-
5000, AUTOVON 558-2442,

U-8F flight procedures

A recent review by DES of U-8F
Excalibur aircraft flight procedures
has revealed a lack of
standardization in continuous climb
power settings.

There is a lack of published
material on this modified version of
the U-8F. The Missouri AVCRAD
has produced a supplemental data
sheet on the Excalibur version of the
U-8F that recommends climb power
settings of 25 inches Hg manifold
pressure and a propeller setting of
2500 rpm for normal operations.

To ensure better standardization
among all U-8F Excalibur operators,
DES recommends that all
commanders with these aircraft
review their unit operating
procedures and incorporate these

power and propeller settings for
normal continuous climb in the
procedures.

Correction

In the 30 November 1988 issue of
Flightfax, STACOM 133 contained
an error in the portion pertaining to
elimination of IP/SP/IE/ME
certification requirements. The last
sentence should read: "Before
performing IP, SP, IE, or ME duties,
the aviator must be designated
in writing by the commander IAW
AR 95-1." m

: STACOM 135 8 February 1989

Prepared by the Directorate of Evaluation and

Standardization, USAAVNC, Fort Rucker, AL
36362-5208. . AUTOVON 558—3589 during duty
~hours, 568-6487 after duty hours. Information
published here ‘generally s the formal
staffing and distribution Department of the
Army official policy. This information is provided to
all commanders to enhance aviation operations and

T Ve
. ){ i
; s Michael H. Abbott

Colonel, Aviation
Director, DES
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FY89 Class A Accidents

through 8 February

: Army
Class A Military
; : Agc;dents Fatalities
Month
o Fvss | FYs9 | Fyss | Fyso
_ | October 3 5 0 3
9 November 1 3 0 0
17 s
" |December| 1 2 0 B
+ | January 2 0 0 0
% February 1 1 10 1
™1 March 3 18
N April 3 1
S
S May 7 4
1 June 4 4
_ | July 1 0
G
z August 2 0
) September] 4 1
Total 32 11 38 19

aircraft accidents

unattended rollaway tool box to
roll into and break the UH-1s
right chin window panel.

H series - Brush used to clean
vertical fin was left in drive
shaft tunnel. Damage to No. 4
tail rotor drive shaft was found
after test flicht was terminate

AH-1 Class A

Reported in 11 Nov 87 issue
as 8802 - Aircraft was trail in a
flight of three on a battle drill
and reconnaisance mission. While
in straight and level flight at
100 knots, approximately 1,000

toward it. As the aircraft

landing area, the pilot used

rotor struck the trees. The

approached the selected forced

thrust to clear a line of 50-foot
trees. As he decelerated, the aft

aircraft landed 90 degrees nose

because of reduced visibility and
the position of the aircraft as it
turned, tower personnel were
unable to confirm the gear was
down. The crew was given
clearance to land. The first sign
of trouble was a steeper-than-

arnmeannsih As tha afasaesdy




pecause 0 maintenance
problems.

Followup information on
accldents previously reported

UH-1 Class A

Reported in 2 Dec 87 issue as
8803 - An unexplained vibration
occurred during a VOR approach
at night in VMC conditions. The
IP took the controls and
prepared to make a
precautionary landing at an
airfield, but the aircraft
descended into trees about 800
feet short of the runway,
crashed, and burned. The IP was
killed in the crash,

UH-60 Class A

Reported in 24 Feb 87 issue
as 8812 - While making a night
approach to a field site with the
aid of AN/AVS-6 night vision
goggles, the PIC of the lead
aircraft in a flight of four
terminated approach to a hover,
The aircraft immediately
encountered a brownout condition
in rotorwash-induced blowing
sand and dust, and the PIC lost
sight of the ground. The aircraft
drifted about 25 feet forward and
to the right before the right
main gear contacted slightly
rising ground. The aircraft began
rolling to the right and came to
rest inverted. The PIC had
intended to follow the procedures
described in the ATM for an
NVG approach by executing a
landing with forward airspeed.
However, when he saw ruts in
the sand he hesitated in lowering
the collective but continued
the approach, and the aircraft
was enveloped in blowing sand
and dust.

bang and saw parts of the
aircraft fly by the right side of
the cockpit. Part of the tail rotor
blade had separated from the
yoke assembly. The resulting
imbalance caused the remainder
of the tail rotor and the 90-
degree gearbox to separate from
the aircraft and parts of the tail
rotor system hit the right wing

and rocket pod. The pilot lowered

collective and flew to an open
area, where he entered
autorotation. The aircraft landed
hard in a right yaw and rolled
onto its left side. Failure of the
yoke assembly, which allowed
the tail rotor blade to separate,
was caused by metal fatigue.

CH-47 Class A

Reported in 20 Jan 88 issue
as 8807 - During cruise flight,
aircraft’s No. 2 engine lost power
and went off line. The rotor rpm
dropped and the copilot, who was
on the controls, attempted to
beep up the No. 1 engine to
regain operating rpm. Then the
No. 1 engine also began to lose
power. The PIC took the controls,
entered autorotation, selected a
forced landing area, and turned

strikKing the ground 11rst,
separating the aft pylon and
both engines. The nose continued
pitching up and over, and the
aircraft came to rest inverted on
its top right side. The aircraft
immediately burst into flames
from severed electrical wiring
and fuel lines. The PIC, copilot,
and all three enlisted
crewmembers escaped the
burning aircraft, but two of the
enlisted crewmembers were
seriously burned. The aircraft
was destroyed. Cause of engine
failure was fuel contaminated by
water from a ferry fuel tank.
(See article in 29 Jun 88
Flightfax for details.)

C-12 Class B

Reported in 20 Jan 88 issue
as 8808 - Downgraded to Class
C. Aircraft had a history of flap
problems. During three previous
landings on the day of the
accident, the flaps failed to work
properly, requiring manual
operation of the switch and
visual confirmation of the flap
setting. During the accident
flight, the pilot on the controls
decided to make a precision
approach power landing. He had
initiated the before-landing
checklist and got as far as
setting the flaps when he had to
direct his attention outside the
aircraft to visually ensure the
flap setting. Visibility was poor
because of sun glare reflecting
off haze and fog. The IP decided
to demonstrate the first
approach, which was into the
sun, and let the pilot do the next
one. A normal transfer of
controls was completed. Tower
personnel were asked to confirm
that the gear was down, but

touched down, its right propeller
hit the runway, and the IP
added power in an attempt to
regain enough altitude to extend
the gear. But as he reached for
the gear handle, two warning
lights came on. As the IP moved
the gear handle switch to the
down position, the aircraft’s left
propeller struck the runway.
Realizing further flight was
impractical, the IP reduced
power and feathered the
propellers. The nose gear
extended, and the main gear
came down far enough to prevent
additional nacelle damage. The
aircraft came to rest about 4,000
feet from the approach end of
the runway. The before-landing
checklist was interrupted when
the pilot had to visually ensure
the flap setting, and
subsequently transferred controls
to the IP. The before-landing
checklist was never restarted and
the landing check was never
initiated, resulting in the aircraft
being landed with the gear up.

WS, ARMY SAFETY CENTER

Report of Army aircraft accidents
published by the U.S. Army Safety
Center, Fort Rucker, AL 36362-5363.
AUTOVON 558-2062. Information is for
accident prevention purposes only.
Specifically prohibited for use for pu-
nitive purposes or matters of liability,
litigation, or competition. Direct com-
munication is authorized by AR 10-29.

C. A. Hennies
Brigadier General, USA

Commanding General
U.8. Army Safety Center
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Watch those
hot irons!

When people at the U.S. Army Reserve
Aviation Support Facility in Glenview, IL,
discovered blisters and burned spots on the
aft portion of an aircraft’s engine deck, at
first they didn’t know what had happened.
Now they do.
Irons that are used on temperature
sensing probes in the aircraft exhaust had
been laid on the engine deck. These irons
are calibrated to temperatures as high as
400° C, so it is easy to see the kind of
damage that can result. @ What caused these burned spots?

Here’s the culprit. Hot Irons like these can cause serious damage when carelessly handled.
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