APRIL 2007

TOUCHDOWN

THE AUSTRALIAN NAVY AVIATION SAFETY AND INFORMATION MAGAZINE







FLEET AVIATION sarerv cent

LCDR Peter Wynter (FASO/Editor)
Tel: (02) 4424 1236  Email: peter.wynter@defence.gov.au

CPOATA Anthony Wills (Assistant FASO)
Tel: (02) 4424 1251  Email: anthony.wills@defence.gov.au

WOA Steve Duffey (Magazine Co-ordinator)
Tel: (02) 4424 2328  Email: steve.duffey@defence.gov.au

Mr lan Carroll (Database Manager - DBM)
Tel: (02) 4424 1205 Email: ian.carroll@defence.gov.au

Published by
Impact Graphics Pty Limited
Tel: (02) 4443 5966 Email: graphics@impactgraphics.com.au

Photography

NAS Photographic Section
Defence Image Gallery
lan Chantler

FASC

Maik Ebel

Disclaimer

TOUCHDOWN is produced in the interests of promoting aviation safety in the RAN, under the direction of
Commander Australian Navy Aviation Group. The contents do not necessarily reflect Service policy and, unless
stated otherwise, should not be construed as Orders, Instructions or Directives. All photographs and graphics
are for illustrative purposes only and do not represent actual incident aircraft, unless specifically stated.

Deadlines
Issue 2/ 2007 contributions by 06 July 2007. Distributed August 2007.

Contributions should be sent to

WOA Steve Duffey (Magazine Co-ordinator)

Tel: (02) 4424 2328 Fax: (02) 4424 1604 Email: navyairsafety@defence.gov.au

Contributions are invited from readers across Navy, the ADF and the retired community in the interest of
promoting Aviation Safety and Safety Awareness throughout the RAN.

Internet Intranet
www.navy.gov.au/ publications http://intranet.defence.gov.au/navyweb/sites/avnfeg

Foreword 2

Bravo Zulu 4 A Day To Remember

New FASO Joins 5 Blown Away

The Human Factor 6 CAOS Corner

RAN Laser Airborne Depth Sounder Flight 8 RAN Aviation Safety Snippets

Caption Competition

_ CONTENTS

Have you heard the one about the Socks, Chocks, Gust Lock & SHOL? 10

12
14
16
18
20

Fly Navy
Fly Safe



Foreword

| very much welcome the
opportunity to contribute the
Foreword to this worthwhile
publication. Indeed, | feel
privileged to do so, noting recent
contributors have included the
Chief of the Defence Force, the
Chief of Navy and Deputy Chief of
Navy. Although having only served
in command of HMAS
ALBATROSS for a few short
months and previously, an
infrequent visitor to the base, |
feel | already have an affiliation
with the Naval aviation fraternity.
That said one of my personal
goals during my tenure at
ALBATROSS is to improve on this
connection.

Very early in my career | was
fortunate to serve in the aircraft
carrier, HMAS MELBOURNE, and
my memories of that great ship,
still hold strong. MELBOURNE
deployed to the Indian Ocean
during my time onboard and
conducted the last fixed wing
flying operations at sea, abruptly
curtailed after two A4 Skyhawks
were lost on operations in 1980.
| joined the ship in Singapore
and readily recall one accident,
being on watch on the bridge at
the time, when a fuel ignition
failure resulted in an A4 spearing
in just after launch. From
memory, the other accident was
due to a catapult mechanical
failure. Fortunately, there was no
loss of life or serious injuries.

Later in my career when Executive
Officer, HMAS TOBRUK, we
embarked 817 Squadron Sea
King detachments for
deployments to the South Pacific
and for joint and combined
exercises off the Queensland
coast. The loss of Shark 09 at
Bamaga on Cape York in 1995
occurred during my time and |
still recall the effect the accident
had on the ship’s company.
TOBRUK also worked extensively
with Army Black Hawks from 5
Aviation Regiment in Townsville.

More recently, command of HMAS
MANOORA provided me with
further opportunities to learn and
appreciate the intricacies of
operating rotary wing aircraft at
sea. We literally conducted
dozens and dozens of helo
operations during joint and
combined exercises with the Army
and US forces and during
deployments to the Solomon
Islands and South East Asia,
again with Black Hawks and 817
Sea Kings. MANOORA had two
Sea King embarked, including
Shark 02, during the September
2001 TAMPA asylum seeker task
and our subsequent trip to
Nauru. Safety and welfare of all
onboard were key tenets during
that tasking and were crucial. We
also worked hard, none more so
than the Birdies. Soon after,
again with 817 embarked,
MANOORA worked up to OLOC
prior to deploying to the Persian
Gulf, where the oppressive
operating conditions added
another level of complexity to the
aviation equation.

Without doubt, a turning point in
my interaction with maritime
aviation was when MANOORA
conducted First of Class Flight
Trials (FOCFT) with Sea King and
Black Hawk aircraft, at the top
end of the environmental
envelope, south of Tasmania, in
late 2002. This was when my
already high regard for the
professionalism of our pilots,
aircrew, maintainers and flight
deck teams, took another marked
turn. Dedicated day and night
flying operations, in
environmental extremes that you
would never contemplate
conducting amphibious ops, were
the norm. Safety was paramount.
Yes, the Navy and Army test
pilots, aircrew and maintainers
from AMAFTU and ARDU, were top
shelf and knew their stuff, but no
one envisaged the Mayday call or
had regularly operated aircraft in
conditions that one would
normally call a stop to
proceedings. The sheer
professionalism of the Birdies
during that trial was a pleasure to
witness.

The other week and for the first
time, | saw video footage of those
FOCFTs from MANOORA's difficult
#1 spot taken in Storm Bay,
Tasmania. The footage of heavy
sea spray crashing over the ship’s
bow and through the aircraft’s
rotating blades was vivid enough,
but it was the accompanying
defining turbine lull, not readily
captured on the video clip, that |
explicitly recall and which still
makes me shudder, now over four
years later.



| recall relaying to the pilot
immediately following the
incident that | think we found the
operating limit for #1 spot and to
return onboard - he agreed and
could not land quick enough.

| have seen footage of 816
Seahawks and other aircraft
operating in trying conditions,
and applaud all aviators on how
close they often work to the
environmental edge.

Bottom line with the above
recollections is that | have
complete admiration for the
Naval aviation fraternity and what
they are routinely, called upon to
do. Many of the RAN’s finest have
their roots at HMAS ALBATROSS.

My Command priorities for
ALBATROSS, which | give credit to
my predecessor, are Safety,
Security and Service Delivery -
Safety, first and foremost, of all
personnel including our important
civilian workforce and visitors,
Security of the base and all
within and effective Service
Delivery to the Squadrons and
Lodger Units. These priorities
underpin my Command Directive
and ALBATROSS’s primary role to
provide an operational airfield
and aviation support facilities to
the ADF. While not directly
charged with the responsibility of
delivering aviation capability to
Government (the purview of
Commander Australian Naval
Aviation Group), ALBATROSS, the
base, is integral to the outcome.

There are challenges on the near
horizon that will affect
ALBATROSS, including the
Government’s decision on
Seasprite and the public release
of the Sea King Board of Inquiry
report. There is also the ongoing
challenge of recruiting and
retaining aviation personnel. There
are contingencies and plans in
place to address these matters.
Importantly we will need to
combine and rally together as one
and focus on the future. | have
already shared the same with the
Nowra based Federal, State and
Local government representatives,
the local business community and
our extended Defence family in
the Shoalhaven region, which
includes the many ex-servicemen
and women, and who in turn are
a very important part of our wider
Defence community.

The focus of this publication,
Touchdown, is in the interests of
promoting aviation safety in the
Royal Australian Navy. Each edition
is always a wealth of information.
Moreover, TOUCHDOWN is a high
quality publication and | applaud
those who had the foresight to
make it so.

Mo

CAPT R G Morrison, CSC, RAN
COMMANDING OFFICER
HMAS ALBATROSS

Fly Navy
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Bravo Zulu

ABATV Lucas
723 Squadron
I
e
Whilst carrying out a U

Before Flight Inspection on the
AS350BA aircraft, AB Lucas noticed
a rigid fuel line rubbing on a flexible
bleed air duct. After notifying the
Maintenance Manager of his concern
of the chafing fuel line, it was
determined that the main fuel line to
the engine had been badly damaged
and required replacement. The
unserviceability that was found by AB
Lucas falls outside the scope of the
BFI schedule. His approach towards
this routine inspection has shown his
high regard of aircraft maintenance.
BZ to ABATV Lucas

w B g

CPL Stuart
816 Squadron
In November 2006 -@.

aircraft 875 Load Demand Spindle
(LDS) was found to have play on an
after flight inspection. Subsequent
maintenance required a check rig of
the LDS which ultimately required a
full Main Rotor Rig.

During the Main Rotor Rig IAW the
relevant manuals it became
increasingly difficult to obtain
enough Fwd and Aft cyclic range.

Corporal Stuart set himself apart,
demonstrating superb knowledge of
the flight control system which led
to the discovery of a latent global
Seahawk rigging issue.
Subsequently the OEM (Sikorsky)
conducted an investigation and
issued revised procedures for Main
Rotor Rigging adjustments.
Additionally during the many
frustrating hours and setbacks while
rigging aircraft 875, Corporal
Stuart’s diligence and outstanding

attention to detail discovered a missing
split pin on a flight control pushrod in
an area with very limited access
resulting in an ASOR and Maintenance
incident investigation. CPL Stuart is
highly commended for his attention to
detail, professionalism and dedication
in both the detection of the missing
split pin and the persistence with the
flight control rigging on aircraft 875.

BZ to CPL Stuart

LSATA Mitchell
723 Squadron
-
]
During an aircraft U

start on the AS350BA aircraft, LS
Mitchell noticed oil pooling underneath
the aircraft. On further investigation it
was evident that the engine oil tank
cap was not fitted in place. The oil cap
had both been missed by the Before
Flight Inspection (BFI) and Aircrew BFI.
LS Mitchell’s high attention to detail
during a routine start where no final
leak checks where called for is
outstanding. His actions prevented any
further incident, with the aircraft
shutting down safely.

BZ to LSATA Mitchell



New FASO Joins

LCDR Peter Wynter joined the
Royal Australian Navy in 1991.
Following a short stint flying the
206B-1 Kiowa with 723 SQN, he
was in the ‘right place, right time’
and was selected for a MK4 Sea
King conversion with the Royal
Navy.

In the ensuing 4 years, LCDR
Wynter enjoyed the diversified life
of a ‘Junglie’ pilot on 845 NAS,
highlights included a 4 month
deployment in the Dutch LPD
HNLMS Rotterdam in the
Caribbean; supporting Royal
Marines embarked in HMS Ocean
in the Mediterranean; and
conducting aero-medical
evacuation in Bosnia as part of
NATO'’s stabilisation force in harsh
winter conditions.

Returning to Australia, he joined
817 SQN prior to commencing
instructors course in 2003. On
completion of QFI course he was
posted to 723 SQN instructing
abinitio pilots on AS350BA
Squirrel helicopters. LCDR Wynter
completed the Aircraft Accident
Investigators Course at Cranfield
University (UK) and the United
States Navy Aviation Safety
Officer Course at Naval Air Station
Pensacola, Florida in 2006. He is
also a graduate of the RAAF
Aviation Safety Officers Course.

As the Fleet Aviation Safety
Officer LCDR Wynter is a member
of the AIRSAFE Safety Systems
Working Group, the NAS Base
Flight Safety Committee and the
RAN Maintenance Human Factors
Working Group.

LCDR Wynter can be contacted
on (02) 4424 1236 or email:
peter.wynter@defence.gov.au

ABOVE LCDR WYNTER PICTURED WITH A MK4 SEA KING IN BOSNIA



BY LCDR T GLYNN, RAN
TRAINING OFFICER
817 SQUADRON

The Human Factor

| love operational flying! That is
not to say instructing is some
how less rewarding but the
challenges presented to Aircraft
Captains and Flight Commanders
bring immeasurable satisfaction
when things go right. Following an
instructing tour and a 15 month
period at 805 Squadron | was
back where it all started for me -
flying Sea Kings at 817
Squadron.

There was one large problem.
A sailor who had serious head
injuries needed better
facilities that only a hospital

could provide...

Fly Navy
Fly Safe

Throughout my flying career |
have worked with Observers and
as the old adage goes a good
Observer is worth his weight in
gold (What - not the one you
were thinking of). However in the
8 years since | last flew Sea
Kings, there had been a shift in
the crewing model. It was
assessed that an Observer's
talents were, quite rightly 1 might
add, being wasted. With the
narrowing of the roles of the Sea
King, Aircrewman were being
given SENSO training and
assuming more responsibility for
RADAR and navigational
operations. This proved to be a
win/win situation for both
specialisations.

We had self-deployed to embark
in HMAS SUCCESS in Adelaide to
conduct her ASSA and provide an
aircraft for Adelaide’s Navy Week
celebrations. It was on this trip |
got a warning that maybe my
modus operandi might not be
tailored for the current crewing
model. A simple DLP FLYEX had
gone sensationally but the
Disembarkation/Passenger
transfer to Edinburgh had led to
VCA of R261.

Following the flying brief on the
bridge, the crew had covered the
salient points about the airspace
for the sortie in the hangar as we
discovered the Flight Office
locked. With a less than suitable
environment, | focused on the
need to cross the civilian training
areas and our proximity to
reporting points for the local
GAAP during the transit to
Edinburgh. There were no
questions from the crew, an
experienced RN Sea King Pilot
and the CPOA recently qualified
as a SENSO. It was assessed that
our flying course would take us
away from the city of Adelaide, as
SUCCESS was heading for
Melbourne. The actual flying
course chosen turned out to be
back towards the city. | had
concentrated hard on monitoring
the ship and the aircrew’s
performance; it was after all a
Fleet covered serial. Throughout
the serial | had RAAF Edinburgh’s
(YPED) NAVAIDS selected so |
could keep updating my Bingo
fuel.

The numbers were all starting to
work out but it did not occur to
me until departing for YPED of
our proximity to Adelaide CTZ. |
hastily tuned up Adelaide
International and directed my CP
clear of the CTZ whilst we levelled
out at 1000ft on QNH before
relaxing into the transit. | then
thought it prudent to contact
Radar and asked for a RIS with
flight following for the passage of
the GAAP approaches. On first
contact, the controller reported
“SHARK 10, I hold you 2 nm
inside R261 you are cleared to
continue as requested”

R261 is SFC - 1500ft, | was still
at 1000ft. Bugger!

A couple of things come to mind
following the incident. Had |
briefed thoroughly enough? “I
have never had a VCA before -
must be one off”

| felt I had thoroughly covered the
surrounding airspace, but | had
focused only on certain key areas
and paid some lip service to the
remaining airspace.

Not once did | break out my VIC
and plot our position during the
FLYEX. | felt comfortable just
knowing the distance to my
destination and how much fuel |
needed to get the job done. In
the end that was not enough to
maintain the required Situational
Awareness.

Two weeks later | was onboard
HMAS KANIMBLA as the
supersub. | had replaced one of
the pilots and also assumed the
role of Flight Commander.



One of the two Aircrewman was
SENSO qualified so we deployed
with the restrictions that entails, no
biggy as there was a Seahawk in
the TG for ASUW (our SENSO’s
cannot do tactical operations). We
had been at sea for some 20 odd
days and | was looking forward to
the port visit in Noumea, but that all
changed when the TG was turned
around following developments
ashore. There was one large
problem. A sailor who had serious
head injuries needed better facilities
that only a hospital could provide.

“Action Sea King.” The mission was
a 160nm transit with three
waypoints covering a range of

issues;

- The definition of Operationally
Essential

Night Overwater AME

Crew Duty limitations
International Flight Planning
Communications

Flying with PAX at night
AVRM

CFU’s for Operationally Essential
Sorties

- The patient’s condition and
requirements

It sounds like the Flight
Commander's Course rolled into
one mission! We briefed as a
crew after the flying brief.

While | had been addressing a lot
of the issues listed above and
had looked at most of the
planning prior with respect to
destination, instrument
approaches, approximate
distances and route selection on
a Jeppersen ERC, | had not put
any lines on the map as we were
waiting for some more
appropriate charts courtesy of the
Army and FALCONVIEW. In the
brief | instructed my SENSO on
the route | wanted to fly and
where | wanted the waypoints. We
launched at 2050 local into the
darkness headed for La Tontouta.

The short version is we were
making our merry way ashore
when we encountered some land.
Not a good thing when you are at
500ft it is really dark and you
have no NVD's. The RADALT
momentarily dropped to read
450ft then returned to normal. At
the time we were navigating our
way around an island by RADAR.
There was some excellent CRM by
both my Aircrewman and Co-Pilot
leading up to and following the
incident.

Having lost the confidence in our
position and unsure what lay
ahead of the aircraft |
immediately reversed our course
and we climbed to Grid LSALT.

| stewed over this incident for the
remainder of the detachment and
well into my Christmas leave -
Sorry Kaz. The questions | asked
myself were;

Do I need to change the way |
approach mission planning for
the present crewing
configuration?

| was always able to brief my
Observers with the task and let
them get on with what they do
best. With a SENSO | needed to
get more involved in the nuts and
bolts of planning whilst increasing
my level of supervision during the
flight. What do | mean? Well the
night of the AME, | briefed my
SENSO of the route | wanted to
take and then left him to get on
with the job of plotting etc. After
all it is stated in our FOB that he
is trained to conduct this type of
mission. In hindsight, | think |
should have taken the time to
plot the waypoints of the
preferred route myself rather than
leave it for interpretation; after all
| have more experience in
operating in these areas. This is
not intended to be in any way a
slight on my SENSO who is a
skilled RADAR operator, but it was
wrong of me to have forced that
navigational responsibility onto
him, he has not got the same
level of training as a TACCO.

Did I heed the warning signs in
Adelaide?

| should have also read the
warning signs about my own SA
levels following the incident in
Adelaide. During my 20 minute
fuel flow cycle, | now plot our
position on my newly built
plotting board to improve my SA.
Oh how [ pray for MRH90 to
deliver modern tactical and
moving map displays!

SA is so much easier when you
have that picture in the cockpit
like a Seahawk, Lynx or AP3C and
you start taking it for granted.

All the SA tools used during
overwater operations in the Sea
King MK50 are 3 metres behind
the cockpit and Aircraft Captains
have to force themselves to be
involved to give you the option to
intervene early.

Whilst experience is valuable, |
certainly found my experience of
operating solely with TACCOs had
a negative habit pattern that
these two incidents have
highlight. | had become
comfortable with relying on my
TACCO to be competent to
conduct these tasks with minimal
supervision from me. The
message is that we work and fly
in a constantly changing
environment that requires us to
keep adapting.

Keep critically assessing your
flying and be ready to change the
way you do business, it could be
the difference between Hero and
Zero.



RAN Laser Airborne

BY LCDR P MELLICK, RAN
X0 LADS FLIGHT
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Depth Sounder Flight

The RAN Hydrographic Service, in addition to the six survey ships,
also employs an extremely capable and effective airborne unit.

The Navy’s Laser Airborne Depth
Sounder (LADS) Flight was
formed in 1992 after more than
20 years of research and
development. The LADS aircraft, a
Fokker F27-500, was built in
1976 and previously operated by
East West airlines. It is the last
operational F27 in Australia and
has been extensively modified to
incorporate bay doors under the
fuselage, additional fuel tanks,
precise navigation systems, and a
stabilised platform for the laser.

The heart of the survey system is
a powerful laser that transmits
both infrared and visible green
beams from under the aircraft.
The fixed infrared beam provides
precise height information above
the sea surface whilst the green
beam produces a 240 metre
wide scan recording depths to 50
metres deep. The Australian Navy
is one of only a few military
organisations and a handful of
civilian companies to employ this
survey technique.

The LADS Flight is based at
Cairns airport in Far North
Queensland however the entire
unit can be deployed for up to 3
months. In recent years these
deployments have included
Mackay, Darwin and Broome. The
LADS survey team consists of
seven RAN Hydrographic
specialists: two officers, two
senior sailors and three junior
sailors. Civilian support is
provided under contract by LADS
Tenix Corporation and includes
pilots, aircraft engineers, systems
technicians and a field manager.

Navy personnel at LADS fly in
teams of two and operate the
laser survey system from the
main cabin of the aircraft. Back
on the ground the depth data is
processed and then sent to the
Australian Hydrographic Office in
Wollongong to become nautical
charts. During survey operations
the LADS aircraft flies at 500
metres altitude and 145 knots
surveying up to 40 square
nautical miles per day.

With more than 7 hours endurance
and flying nine days per fortnight
the LADS aircraft totals over 150
sorties and 1100 hours flown
annually.

The LADS Flight is employed in
relatively clear coastal waters such
as the Great Barrier Reef and
coastal shipping routes. It is ideal
for surveying areas of shoaling
depths too dangerous or complex
for the survey ships. Productivity
and area coverage are many times
greater than surface units although
the system is restricted by turbidity,
rain and low cloud.

The Future

The current LADS airborne and
ground support systems are due to
be replaced in mid 2007 with a
completely new system. Although
operating on the same principles,
everything including the actual
laser, stabilised platform, computer
software and hardware, will be
replaced with the latest technology
available. The upgrade will see a
more capable laser and system
with greater positional accuracy,
increased depth range and
increased density of soundings.
Surveying speed will be 20 knots
faster thereby improving survey
coverage whilst cabin noise and
temperature will be reduced. The
new system will be fitted into the
same F-27 aircraft by the existing
contractor Tenix LADS Corporation.
The LADS Flight will remain at the
forefront of hydrographic operations
and, despite our relative obscurity,
continue to be a productive and
effective survey unit.



RAN LADS Mk 1 Specifications

Aircraft: Fokker F27-500
‘Friendship’

Crew: 2 pilots (civilian) , 2 survey
systems operators (Navy)

Aircraft take off weight: 20 tonnes
Aircraft transit speed: 220 knots

Survey speed: 145 knots (75
metres per second)

Operating height: 500 metres
above the sea surface (1600
feet)

Depth Range: 0 to 50 metres
Sounding pattern: 240 metres
wide, 10 metres nominal spacing

between soundings

Navigation using GPS satellite
navigation (Military Precise Code)

Sortie duration up to 7_ hours

ABOVE COCKPIT INCLUDES DUAL OCEANIC GPS, EGPWS (ENHANCED GROUND PROXIMITY
WARNING SYSTEM) AND TCAS (TRAFFIC CONTROL AND COLLISION AVOIDANCE SYSTEM) AND

LOTS OF OTHER COOL STUFF

ABOVE LASER OPERATORS CONSOLE SITS IN THE CENTRE OF THE AIRCRAFT WITH THE
STABILISED LASER PLATFORM IMMEDIATELY FORWARD OF IT. THE FLIGHT SYSTEM OPERATOR
AND FLIGHT SYSTEM COORDINATOR HAVE DIRECT COMMS TO THE PILOTS

Personnel (Navy): 2 Hydrographic
Survey Officers, 5 Sailors
(Hydrographic Specialisation)

Personnel (Contract): supported by
TENIX LADS Corp with 9 contractors
including 3 pilots and 2 aircraft
engineers

Home Base: Cairns, however the
entire Flight is deployable and has
been based out of Mackay, Darwin
and Broome for up to 10 weeks.

ABOVE THE INFA-RED LASER REFLECTS OFF THE SEA SURFACE TO ESTABLISH AIRCRAFT
ALTITUDE AT 500M AND FEEDS HEIGHT INTO THE AUTO-PILOT. THE GREEN LASER FIRES 164
TIMES PER SECOND AND SWEEPS A 240M WIDE SWATH PENETRATING DOWN TO 50M DEPTH
IN IDEAL CONDITIONS



Have you heard the one
about the Socks, Chocks,
Gust Lock and SHOL?

| have always told my students
that the best way to learn is from
some other poor unfortunate
soul’s mistakes; rather you than
me. But | guess it is inevitable
that the more we fly and the
further we climb the corporate
ladder of responsibility that an
incident will occur and you find
yourself as the learning
experience provider.

My experience (OK, there have
been a few, but this is one of the
better learning ones) occurred
during my tenure as Training
Officer on 817 Squadron. It’s the
usual story, working long hours
with the Squadron being
undermanned, amending SOPs,
plus you're the Senior QFI and
Senior MTP; so all in all a pretty
busy time (pass the tissues).
Throw on top of that a Day into
Night DL sortie to requalify a
Ship’s Flight Deck Team then | am
sure you are starting to get the
picture.

Anyway, | thought | had it covered.

The DL sortie had been
programmed for a while and the
crew were all experienced, so |
felt comfortable the mission
could be successfully achieved.

| asked the co-pilot and rear seat
crew to write up the brief and
made mention to ensure the
aircraft was fitted with the
equipment needed in case we
had to shut down (Fly Away Kit -
blade socks, wheel chocks and
gust lock). We weren’t planning to
shut down during the sortie.

Due to manning shortfalls at the
time, | was also the AUTHO for
the trip as the other AUTHO’s
were not available. No problems,
we were an experienced crew and
the other guys were writing up the
brief, so | would be able to QC
their effort. As a result, the brief
went ahead without a hitch (or so
| thought). We had all the
required signal traffic, the join
was discussed, the content of the
serial including required SHOLs
and our plan for return to
homeplate. It was a normal brief
just like the other DL sorties | had
previously flown. | re-stated the
required equipment and the crew
confirmed the fly away kit was
being packed into the cab by the
maintainers (cinch, what could
possibly go wrong?). After the
brief, | got caught up in some
programming issues (what
bubble?) for the next day and
asked the co-pilot to do the walk-
round and | would get him to
start the aircraft once | had
completed the required
paperwork. Consequently, | never
checked the contents of the
Flyaway Kit as | assumed (that
word again) the maintainers had
checked it and the crew would
also have confirmed its contents.

Off we launched, rendezvoused
with the ship and commenced
the serial. After a short period,
the ship called up and asked us
to land on as they wanted to cut
short the day serial so they could
proceed to an adjacent segment
of the EAXA to prepare for
another serial. They still wanted to
do the night part of the original
serial but wanted us on the deck
so they could make best speed.

Being flexible Naval aviators we
landed on without incident and
shutdown. Once rotors had
stopped | asked the crew to
secure the cab with the blade
socks and gust lock and went to
check with the HCO and OPSO of
the CO’s intent. As | was doing a
quick walkround of the aircraft, the
crew informed me the gustlock
was not packed and we were
missing two of the five required
blade socks (small groan). The
HCO then asked me what were the
limits for the aircraft whilst
secured on deck as he had never
operated with a Sea King before.
To be honest, | didn’t know either.
| hadn’t intended shutting down.

It had been over a year since | had
been at sea with a Flight. We
hadn’t discussed it at the brief
and all | could recall was the wind
limits for operations on land.

| said | wasn’t sure but if the wind
across the deck could be kept to a
minimum | would find out ASAP
Unfortunately | forgot to mention
the fact that the aircraft would
also be pitch and roll limited. So
ultimately, because we didn’t have
the correct equipment to secure
the aircraft as we transited to the
next serial, the aircraft went out of
limits for both wind and roll (big
groan).

So then | had to go and tell the
captain that he had a U/S aircraft
on his deck and we would need to
transit to Jervis Bay to enable a
maintenance team to embark to
carry out the required inspections.
Luckily he was an understanding
man (luckily) and he was prepared
to cancel the serial and take us to
JB. His main interest was getting
ready for a large Air Defence Serial
programmed for the next day.



| guaranteed him that if all went
well we would be off first thing in
the morning.

That night as we transited to JB, |
had a cosy chat with DFAVO, who
happened to be on board for the
FDM/HCO upgrades. Once
anchored, we managed to get the
maintenance team onboard
following a reasonably eventful
Boats Transfer. After a release of
the aircraft and handover to the
REO, | had to get my head down
so | wouldn’t break crew duty for
an early morning launch. |
confirmed with the captain and
my crew that everything was
going to plan, bought a
toothbrush from the ship’s
canteen and crashed in a spare
Wardroom bunk.

After waking bright and early, |
went down to the aircraft to find
that the maintenance team had
left, the aircraft was once again
serviceable and the REO had left
me the AMD ready for signature
(no worries). Unfortunately the
REO had failed to release the
aircraft and since he had now
departed by boat, | was unable to
accept the aircraft (very large
groan). Frantic phone calls to the
Squadron from the ship finally
resulted in the solution that the
WOAT, who was part of the
embarked Fleet Staff from FAVO’s
office, could release the aircraft
as the REO. | was still confident
that the captain could make his
serial. So the crew briefed for the
short flight back to Nowra and
jumped in the aircraft ready for
the launch.

Unfortunately, whilst doing the
inspections on the aircraft, the
maintenance team had used
internal battery and had flattened
them to the extent that we
couldn’t do an internal start and
there was even insufficient power
to trip the relays to allow the
ship’s external power to be used.

Once again tell the CO that the
aircraft was unserviceable on the
deck, so more frantic phone calls
back to base to get a team out to
fit two new batteries to the
aircraft. Ultimately the batteries
were fitted and the aircraft
launched and returned to NAS
without further incident. Incredibly
the CO of the ship remained a
very understanding man even
though he had to cancel his Air
Defence serial.

So what is the ultimate outcome
of this little saga? In reality, | was
probably too busy to properly
focus on planning the serial. If
this serial had gone to plan as
previous serials had, then the
outcome would have been
mission success. Unfortunately,
Naval aviation is not conducted in
a benign environment, it occurs in
a dynamic environment where as
aviators we must thoroughly plan
for all contingencies. We should
have planned to shut down on
deck and we should have checked
the SHOL and limits for shutting
down on deck. In addition, we
should have checked all required
equipment and not assumed
someone else had done it.

In hindsight the crew were
experienced but | was
significantly more experienced
compared to them. They assumed
that | as the Senior QFl and TO
would ensure that all loose ends
would be tied. This is wrong;
every crew member must assist
and partake in the decisions
being made. | did not have my
mind totally focussed on the
mission at hand and all possible
outcomes. | was most probably in
TO mode and though | had
continually briefed my aircrew
about not being distracted by
other duties when it comes to
flight duties, in this instance |
was caught out. The inclusion of
an independent AUTHO may have
possibly picked up this point and
we would have been prepared to
meet it.

| hope by reading my tale of woe
you can learn from my lessons
and perhaps be better prepared
to successfully achieve your next
mission.

So if you can take one lesson
away with you, when preparing for
a Day into Night DL serial:

Don’t forget the socks, chocks,
gust lock and all the SHOLs and
you won'’t have to have an
impromptu chat with FAVQ’s staff.
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A Day To Remember

It was the 14 April 1986. A day | will never forget. | was embarked in
HMAS Moresby as the flight Leading Seaman Aircrewman conducting
flying operations from the ship’s Bell 206B-1 helicopter.

On this particular day we were
conducting survey support
operations in the vicinity of
Gibson Point (Northern tip of
WA). During the day we had flown
gas bottles, generators and
sections of a lattice mast into the
point where it was being erected
by the ships crew. During this
period we were tasked to fly a
hydrographer to ‘Low Rocks’
about five miles away with
equipment to calibrate the survey
positioning system.

The drop off zone was unsuitable
for landing due to excessive
ground cover so we came to a
low hover and the hydrographer
exited the aircraft from the front
left hand seat. His equipment
was then passed down to him by
hand. The calibration took three
hours and we returned to ‘Low
Rocks’ to recover the passenger
and his equipment. As we
positioned the aircraft into a low
hover over the pick-up point, |
remember the pilot asking me
about landing site options in the
event of an engine failure. It was
something we always thought
about in these situations but it
was ironic that he actually asked
on this occasion because on the
way back to the ship, some five
minutes later, the aircraft

experienced an engine failure and

ditched into the sea.

We were about one mile from the
ship at approximately 200 feet
ASL and 80kts IAS when the
aircraft started losing power. The
aircraft was not fitted with floats
and all the doors had been
removed. The pilot had time to
transmit a mayday call and flare
the aircraft before it entered the
murky crocodile and shark
infested waters. It happened that
quickly.

| was sitting in the back left hand
side of the rear cabin secured
only by a dispatcher harness as
there wasn’t enough room to be
seated in a seat belt on the cargo
floor. The majority of the rear
cabin was taken up with
calibration boxes stacked almost
to the roof.

My first indication that something
was wrong was the sound of the
engine winding down and the
mayday call. At that time |
remember thinking “this is a big
one”. | braced my feet against the
door pillar, my back against the
rear bulkhead and was holding
onto the top of the door and the
cargo deck as the water began
getting closer. The tail of the aircraft
impacted the water first and the
aircraft rolled to the right braking
off the rotor blades and taking the
transmission, hydraulic mounts and
roof section with them.

| had my escape exit planned out
the left door until my vision was
blurred by transmission oil and
what appeared to be wires
obstructing my exit.

ABOVE THE AUTHOR IS PICTURED AT TOP RIGHT SHORTLY AFTER THE DITCHING



| decided to use the right hand
door not thinking about all the
calibration boxes | had just filled
that space with.

This could have been one of my
biggest mistakes had it not been
for the fact that the seat belt was
connected so it released as |
forced my way over the top

We were to learn later that
the ship had not received
our SARBE transmissions...

As luck would have it, they were
secured with a lever action lap
seat belt which was released as
| pushed my way over the top of
the load.

ABOVE THE UPTURNED BELL 206B-1

instead of forcing it closed.

| don’t remember releasing my
dispatcher harness but found
myself swimming clear and was
surprised at how close | was to
the surface.

On reaching the surface |
expected to see the pilot floating
nearby. To my despair however
there was no sign of him. | was
about to re-enter the aircraft to
assist his egress (this would have
most certainly put me into hero
status) when | heard the pilot call
out. They were both on the other
side of the now upside down
floating wreckage of the aircraft.

| inflated my Life Preserver
Aircrew (LPA) and swam around
to the other side of the aircraft
where we joined ourselves
together and awaited rescue.

The pilot activated his Search and
Rescue Beacon Equipment
(SARBE) and we saw the ship
turn towards us. As the ship got
closer they launched the rescue
boat and we turned the SARBE
onto voice mode in an attempt to
talk to the ship but couldn’t get a
response. We were to learn later
that the ship had not received
our SARBE transmissions and
were responding to eye witness
accounts of the ditching.

We floated around for a few
minutes and | contemplated
several times if | should inflate
the one and only life raft which
was attached to my back. Several
minutes later we were dragged
into the old whaler that was our
rescue boat and taken to the
ship.

Once aboard and in the hands of
the medics, the ship set about
trying to salvage the helicopter,
but that's another story.

| estimate that from the time the
mayday call was given to the time
we were on the surface of the
water was less than ten seconds.
| didn’t panic at the time because
| felt confident about what | had
to do thank’s to the Helicopter
Underwater Escape Training that |
had recently completed at West
Sale in Victoria. In flight
emergencies can happen very
quickly, trust me, and you need to
draw on the training that you
have received to give yourself the
best chance of survival. Thanks to
the HUET training | knew what to
expect and what procedures to
follow after entering the water.

Those safety drills we sometimes
complain about! Remember, they
could one day save your life.

The cause of the accident was
later determined to be a governor
failure. The helicopter was rebuilt
and is still in service with Army
Aviation.

Fly Navy
Fly Safe



Blown Away

In years past most aviators would gather at the bar or wardroom at the
end of the week and the week’s stories would be told. The father to son
method of learning by other people’s experiences and mistakes would

help validate individuals’ thoughts and processes.

It may have been exaggerated with
some lubrication and modified for
humour, but it helped to build
bonds and the less experienced
did get good information
occasionally. Since that doesn’t
happen much anymore | think
telling any story someone may get
value from in this magazine is the
next best thing. | have done my
best not to exaggerate, but | had
an experience early in 2006
working in Mackay, Queensland
that | told to a few gentlemen over
the wardroom dining table. It has
lead to this story being written for
you all to read and | hope you can
take something useful from my
ramblings.

It happened the day before
cyclone Larry hit the coast at
Innisfail. | was to fly to a bulk
carrier at the end of
Hydrographer’s Passage and pick
up a marine pilot for return to
Mackay. For those who don’t know
the area, Mackay is the nearest
town and airport to Hay Point. Hay
Point is the largest coal terminal in
Australia and has a lot of ship
traffic that travels the mandatory
piloted passage through the Great
Barrier Reef. The entrance to the
passage is just outside a location
named Blossom Banks. It has a
CASA approved GPS approach to
the marine pilot boarding point
111 nm bearing 030 degrees
magnetic from Mackay airport.

| worked for one of three helicopter
companies in the region servicing
this sector of the coal export
industry. Cyclone Larry was about
150 to 200 nm from the boarding
point and causing TEMPO
conditions at the coast.

For this flight | flew the
company’s Agusta A109C with an
instrument rated co-pilot that
morning. We had an accurate ETA
for the ship at the boarding point
via a GPS tracking and reporting
system on the work computer.
With so much weather around,
the aircrafts radar return would
not enable the ship return to be
distinguished from the heavy rain.
At night | used this to assist in
getting an accurate final location
of the ship when the weather
wasn’t poor. | was glad it was
daylight. The trip out was not as
bad as | expected. There was less
turbulence than many of the
summer nights full of towering Cu
and Cb | had already contended
with over the summer to that
time. There was still plenty of
cloud and rain that increased
intensity as we closed with
Blossom Banks. The fun began as
we started the GPS final
approach. The weather was
getting a little rougher by this
time.

The approach has an area where
the decision height of 600 feet
enables you to look out for the
ship then close with the ship at
this height more like a circling
approach. This differs in most
GPS approaches when you pop
out aligned with the runway. The
ship was on the close side of the
approach and we were not at the
bottom of our approach still in
cloud when we had passed over
the ship position. The ship was
outbound and it is common for
the ship to be close or short of
the boarding point at our arrival
time.

It was also preferred so the ships
once clear of the reef would make
for the north and it becomes a bit
of a search to get the exact ship
position. It also takes more fuel
and we needed all we had for this
day. When we hit 600 feet there
was no ship to see ahead. | had a
feeling this was the case and had
got a quick update of the ship’s
relative position to the reef channel
marker that is also used as
reference marker for the GPS
approach. The ship and helicopter
positions were compared so we
turned around. Auto pilot height
hold was on while we strained to
see through the rain. The ship was
dead on the final bearing as it
loomed out of the weather into
view quite close. Even though we
were at 60 KIAS we were hot due
to a left quartering wind but we
were in a great approach position.
| also had little fuel to waste with
the TEMPO at Mackay and no
variable reserve. | did not want to
overshoot and try again.

| was in a hurry and pushed the
auto pilot button disengaging the
height hold and as my hand
returned to the collective | knocked
the firing button for the floats!

This trigger is in the same position
as the trim release in a Seahawk
and has no guard. | suggested this
needed engineering attention to
CASA in my report afterward. | also
stated that | had knocked the
trigger and not intentionally
pressed it as a reversion to
Seahawk days, but it needed
consideration in the report.

With the pressure of weather | was
under some stress, but nowhere
near the amount of stress that the
firing of the floats now caused.



The floats also malfunctioned.
The maintenance inspections
were current, but due again for an
annual check in only weeks.

The two floats on the left inflated.
The rear right failed to inflate as
the pipe exploded and the front
right at my door inflated, but
shredded itself. The ship was
facing south east into a large
swell and there was 30 to 40
knots of wind with gusts. This ship
had large cranes and the landing
spot was the hatch directly in
front of the bridge and behind a
crane. On any other day this was
plenty of room once you got used
to the job. My first landings to
these spots were challenging and
| got that challenged feeling
again. Lucky for me the deck was
wet as the wind was holding the
two float bags under the body of
the helicopter. As | came down
the bags sat under the helicopter
and then we rolled and slid on
the wheeled under-carriage onto
the deck. | expect we may have
rolled over on the bags if the tires
gripped.

The co-pilot jumped out to
inspect the aircraft and took off
the right rear float assembly.
There was no fuel time to deflate
the left bags and the ship was
getting pushed about a bit in the
weather. The rain soaked co-pilot
and marine pilot passenger got in
and we calculated that there was
enough fuel at the 80 knot speed
and 3000 feet altitude restriction
to make it back. The slight tail
wind component was now some
help. So off we went. The lift off
should have been given more
thought. As | took off and the
ship heaved, there seemed to be
a gust of wind at that moment.
This pushed us with the bags just
like a sail directly towards the
bridge. A swift roll slid the rotor
disc and helicopter up the face of
the bridge and away we went.
That was scary, but | was so busy
and overwhelmed with the
situation that it didn’t seem to
rate high. Viewed on its own this
close encounter with the bridge of
the ship was spectacular.

LEFT REPRODUCED WITH THE PERMISSION
OF PHOTOGRAPHER MAIK EBEL

| could not use the auto pilot on
the way back because the drag of
the floats in the turbulence made
the system work too hard. | was
tired holding on to the controls
but we returned without any
further issues. We also got home
via a DME arrival breaking cloud
at about 1000 feet still in steady
rain. The engineer helped get the
bags out from under the aircraft
on the company tarmac and we
had more than the reserves
needed for our private operation
and the Tempo forecast. This event
was the catalyst for the co-pilot
and single engine instrument
rated guy to leave this company.

| became the only instrument
rated/night flyer with the
apprentice engineer as a fill in day
VFR guy. Now | was to become
fatigued. But that's another story.

So what special message or
learning can come from this
event? | for one gained plenty of
experience, but not much was
able to get through to the
remainder of the civil world.

Apart from the co-pilot and me
becoming disgruntled toward the
company, the organisation | was
part of had conducted the
operation within CASA laws and
regulations. It was bare bones for
flying, but it was a private
operation. There is no requirement
for variable fuel reserves. A recent
CASA engineer audit near the time
of my arrival was proof that the
company was compliant.

LEFT AGUSTA A109C

PHOTOGRAPH REPRODUCED WITH THE
PERMISSION OF THE PHOTOGRAPHER,
MR IAN CHANTLER

The engineer report on the
unguarded trigger would never
gain momentum because there
are so few 109 helicopters in the
system here in Australia and the
likelihood of same or similar
circumstances was remote. The
company had a safety meeting
after the incident. Some
organisation procedures were not
in place for the “what if”
questions were raised. The boss
was the Marine Pilot passenger.
Much of the corporate knowledge
was not in place for others to
react appropriately if we had
crashed.

One message | would like to pass
to the less experienced and
possibly disenchanted flyers with
the current Navy aviation issues
that are challenging the
motivation of personnel in the
training continuum. It is this.
Aviation is a high risk activity and
culture is ever changing with the
environment. You are part of a
fabulous organisation that has a
reasonable and robust system in
place that deals with incidents
such as this. The organisation
meets or exceeds best practices
and continues to seek better.
There are relatively unlimited
resources and excellent
maintenance personnel to ensure
you fly state of the art machinery
in the best possible condition.
This remains extant regardless of
the recent accident or any future
loss that may occur. There are
very few organisations in which
you will be paid the sort of
money you are on now that can
boast such standards.



CAOS Corner

(Commander Operational Airworthiness and Operational Standards)

Welcome to the first issue of
‘CAOS Corner’ from the
COMAUSNAVAIRGRP Standards
Department. For our many ex-Royal
Navy brethren, ‘CAOS Corner’ is
akin to ‘Trappers Timmings’ and
aims to standardise the way we do
business. CAOS Corner will be a
regular feature of TOUCHDOWN and
its aim is to present current issues
and encourage discussion amongst
our fellow aircrew members. The
Standards Department encourages
you all to drop us a line, ¢/o the
Chief Examiners, and relevant
topics will be published in the
feature. The Standards Department
aims to take a more ‘hands on’
approach to the maintenance of
aviation standards. We are not
Trappers or Wreckers but it is our
responsibility to improve standards
on behalf of CANAG, so expect to
see more of your smiling Chief
Examiner’s faces around the
Squadrons on a regular basis. We
have included a Standards Quiz in
this issue and personnel are
encouraged to send their answers
to the Standards Department with
the first correct answer drawn
receiving a $50 book voucher.
Safe Flying.

RCCS/DAD

RCCS/DAD is the standard
procedure and pneumonic for
Emergency Handling. Aircrew are to
ensure they ‘Check for Dangerous
Indications’; this will determine
what your ‘Safe Flight’ is. If you
have a persistent engine or
airframe fire, then landing in the
trees/water may be the best
option. If you are remaining
airborne, a verbal statement of safe
‘height, heading and speed’ is to
be made to the crew.

MAJOR / MINOR EMERGENCIES

It has been noted that Squadron
aircrew are briefing separate
actions for Major/Minor
emergencies. Any emergency,
whether Major or Minor, is to be
dealt with AW RCCS/DAD and
briefed accordingly.

HI-LINE TRANSFERS

It is possible during the conduct
of Hi-Line transfers that the Flying
Pilot may lose sight of the vessel.
It is therefore essential for the
rear seat to maintain an accurate
con and the flying pilot to
maintain an accurate line in order
to reduce the time spent over the
vessel without visual references.
Avoid rushing the procedure - it
may take several attempts!

SFI 5/07

The Gunnebo Masterlink Swivel
Griplatch Assembly has been
withdrawn from service. The
6000Ib Swivel Hook and Webbing
Adaptor are to be substituted for
the Griplatch Assembly. The aim
of SFI 5/07 is to direct
procedures to be used when
operating with the 6000Ib Swivel
Hook, to direct OIP changes and
to remind aircrew of the potential
for Dynamic Rollout when using
external load and winch hooks
that do not have a positive
locking arrangement on the hook
keeper.

AIRCREW AND INSTRUCTOR
CATEGORY SYSTEM

The Current Qualification System is
presently under review, with a view
to implementing a Category Based
System. This will generate
improvements in tracking aircrew
qualifications and addressing
competency levels for the
progression and development of
RAN Aircrew. Additionally, it will
align RAN flying qualifications with
Army and RAAFE. The new system
will include the implementation of
‘Remediation’, ‘Testing’ and ‘Train
the Trainer’ courses for Flying
Instructors. Implementation is
expected by the end of May 07.

MISSION RISK PROFILES (MRPS)

MRPs are presently under review to
ensure they remain relevant to
flying operations. At present
COMAUSNAVAIRGRP is concerned
that MRPs are getting insufficient
attention as the perception is that
they do not contain relevant
information. COMAUSNAVAIRGRP,
with the assistance of the
Squadrons, intends to rewrite the
MRPs and do away with generic
terms such as SOPs, CRM etc and
give more detailed information
which will enable aircrew to
mitigate risk.

Note. MRPs are to be compiled
IAW ABR 5150 Ch 9 Annex A
Appendix 3, and / or the Aviation
Risk Management Operator
Handbook.



STANDARDISATION QUIZ

Prize: $50 Book voucher -
Donated by CO HMAS ALBATROSS

Winner will be promulgated in next

TOUCHDOWN edition.

1. With respect to ADF
Airworthiness Management, for
RAN aviation systems,
COMAUSNAVAIRGRP is the:

a. OAA

b. OAAR

d. OAR

2. Name the ADF agency
responsible for formulating ADF
airworthiness policy?

a. DGTA

b. ACPA

c. ASMC

d. OAPRC

w

. Flying Displays and Flypasts will
be conducted IAW:

a. DI(G) OPS 02-2

(=

. DI(G) OPS 05-1

o

. DI(G) OPS 05-2

d. DI(G) OPS 02-5

4. If a precautionary landing is
conducted in response to
suspected in-flight damage
(eg. suspect bird strike), an
aircraft captain may re-launch
under the following conditions:

a. a partial pre-flight is conducted
of the affected area (no sign of
damage) and the REO contacted
for approval

b. a full pre-flight (shut down) is
conducted (no sign of damage)
and the REO contacted for
approval

c. a partial pre-flight is conducted
of the affected area (no sign of
damage) and REQO approval is not
required

d. a full pre-flight (shut down) is
conducted (no sign of damage)
and REO approval is not required

5. When making a ‘Visual
approach’ to an airfield by day
the tracking requirements for
an IFR category aircraft is ‘must
maintain track/heading on ATC
cleared route until:

a. within 5Nm of airfield
b. within 3 Nm of airfield
¢. within prescribed circling area
d. captain is allowed to track as

required once visual approach
clearance is obtained

6. When forecast Area QNH is used 9. How does Bernoulli’s Theory

for an instrument approach,
what height must the landing
minima be increased by?

a. Aircraft type PEC

b. 200

c. 100

d. 50

7. With respect to Airflow through
a Gas Turbine, what is the
‘Equation of Continuity’.

aM=AxVx _

b.F=Mxa

c. Propulsive Power = Thrust x TAS

d. P+ _ _V_=Constant

8. Delete the incorrect answers:
A VOR radial is determined by
the relationship between the
received rotating phase and the
reference phase and is
referenced to:

a. true north

b. magnetic north

¢. compass north

d. grid north

relate to reduced power
requirements for an aircraft in
an IGE hover compared to an
O0GE hover?

a. ground effect (convergent duct)

causes a reduction in IAF

. 2/3rd Rotor Diameter is approx

the hover height when IGE effect
becomes negligible

. in an IGE hover, the sum of all

energies from rotor downwash
(P V,T) is not a constant
therefore IAF is reduced

. in an IGE hover, the sum of all

energies from rotor downwash
(RV,T) is a constant therefore IAF
is reduced

10.

The effect of increasing DA on
Total Power Required is a
constant increase in power
required by the rotor system.

True / False



RAN Aviation
Safety Snippets

‘Safety Through Education’

COMCARE IMPROVEMENT NOTICE
32701N01

A Comcare Improvement Notice
relating to the compliance with
the Chrysotile (Asbestos)
Prohibition Exemption Scheme at
HMAS ALBATROSS was recently
issued to CDF. The action required
by the notice was to ensure that
all employees were provided with
the information, instruction,
training and supervision
necessary to enable them to
perform their work in a manner
that is safe and without risk to
their health.

Mr Mark Mason from Air Force
Safety delivered the required
training during the week 30 Oct -
3 Nov 06. The training was
delivered to personnel from 816
SQN, 723 SQN, 805 SQN, 817
SQN, Fleet Aviation Flight Trials
Unit and NASPO Technical
Assessors.

Comcare was advised of the
training and has accepted the
corrective actions have adequately
addressed the requirements of the
Improvement Notice and the
matter is now closed.

415V 400HZ POWERED GROUND
SUPPORT EQUIPMENT (GSE) -
AREYOU IN PHASE?

During the past 12 months there
have been a number of incidents
involving 3 Phase powered
Hydraulic GPU’s. In the worst
case an S-70B-2 helicopter was
electrified across its skin and
earthed through the earth
bonding lead, which subsequently
melted. The potential for a fatality
in this case is self evident. Due to
variations between hangars in the
phase rotation of the 3 phase
power at HMAS ALBATROSS, it
had become accepted practice
for maintainers to alter the
connection of phases. This was a
dangerous, undocumented and
unauthorised practice. There were
also different plugs used in
different hangars along with a
lack of safety switches on the 3
phase power. Investigation into
the S-70B-2 incident indicates
the altering of the phases was
done incorrectly.

This incident combined with
others has led DGTA to issue a
Technical Airworthiness Directive
detailing the plugs to be used on
such equipment and the
connection of the phases. It also
requires the fitting of phase
sequencing relays to 3 phase
equipment which will remove the
requirement to change
connections. However, until this
rolls out across ADF, if you're at
sea talk to the stokers about
changing the supply at the power
point and if you're ashore talk to
CSIG or NASPO to get either the
supply or the equipment
modified.

Don't attempt to do it yourself -
the results could quite easily be
fatal.

ABOVE S-70B-2 MELTED BONDING LEAD



FLIGHT DECK COMMUNICATION
ISSUES - WE NEED TO HEAR
FROM YOU....

Flight deck communication
systems onboard HMA Ships
have had a long and colourful
past. Issues involving poor
acoustic attenuation, inadequate
eye protection and insufficient
volume have been presented to a
number of forums. In addition,
numerous system mismatches
have been determined to exist
between same class ships that
have resulted from poor
configuration management of
these communication systems.

Numerous trials to alleviate this
issue have been initiated by
differing organisations over the
years. These trials have had
various levels of success and
include:

. Utilisation of Peltor headsets on
FFG / FFH;

. Comparison of various helmets
such as Alpha 400, David Clark
and a ventilated tank variant;

c. Utilisation of various
communication circuits such as
UHF secure voice, tactical
intercom and direct connect
intercom; and

DNC4 is monitoring these
developments and will progress
NMP1833 once a commercially
viable type one encrypted wireless
communications system is
available.

d. Addressing EMCON compliance
issues In the meantime, the AVN FEG
strongly encourages that all units
remain cognisant of all difficulties
with flight deck communications,

Currently, Minor Naval Project
(NMP) 1833 remains in the
process of determining a suitable
cross platform solution to this
issue. Utilising wireless
functionality, this flight deck
communication solution may
involve the communication
between the flight deck staff and
the flight deck controller with other
ship personnel using the Ship’s
secure intercommunications
system. The stall in the progress of
this project is due to the
requirement for type one
encryption to be provided for this
secure communications circuit. At
this point in time there is no
commercially viable system
available, however there are
developments being made by the
United States to provide secure
wireless communications for this
purpose.

regardless of how big or small they
may be.

Furthermore, if a unit has any
concern of its communication
capability with regard to flight deck
operations, an Operational Hazard
Report (OPHAZ) is to be submitted.
Guidance for the drafting of OPHAZ
reports can be found at Annex B to
Chapter 8 of SAFETYMAN, Vol 3
Part 1 (DASM).

ABOVE SEAHAWK 876 “CONDOR” CONDUCTING HIFR PREPARATIONS ABOARD
HMAS PARRAMATTA IN THE NORTHERN ARABIAN GULF, JANUARY 2006
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Caption Competition

The Best Original Entry Wins a Flight Safety Gift Pack!

Think of a caption for the photo below and send it to navyairsafety@defence.gov.au
orTel (02) 4424 2328.

Competition closes 01 July 2007.
The best caption will be published in TOUCHDOWN 2 of 2007.

WINNERS BEST ARTICLE CONTRIBUTIONS - TOUCHDOWN DECEMBER 2006

$200 LEUT A. McCOLE - BEWARE THE BOILING WATER
$100 LEUT R. FOSTER - GIVE ITA GO

$ 50 LEUT R. HILL - FORMATION WIRE STRIKE

BELOW SWAMP CARTOON USED WITH PERMISSION
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