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tanker, lead started a climbing left turn away
from me to comply with ATC instructions. Before
| realized it, | was on the outside of the turn
steadily falling back when the flight disappeared.
My first reaction, and my first mistake, was to
hang in there and attempt to acquire the flight
on radar. Almost immediately | got a radar lock-
on, but my HUD showed an opening velocity
and nothing in the target designator box. This
information made the temptation to follow al-
most overpowering, but the realization that | had
no idea who | was locked on to and that | could
not get rejoined in the weather changed my
mind. Night formation and refueling were diff-
icult; however, | found the hardest task | had all
night was keying the mike and admitting | was
lost wingman. (False pride?) All my previous
training demanded | get on the gauges, but for
some reason | rolled to what .| thought was
wings level with my head out of the cockpit
searching for the flight. It seemed only a matter
of seconds until | felt a light airframe buffet. Fi-
nally going to the gauges, | noted 30 degrees
left bank, 30 degrees nose high, airspeed
decreasing through 200 knots, and that | was
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Capt Craig Lamkin
is this month’s
Fleagle T-shirt winner

climbing through our assigned flight level. My
senses told me | was in a descending right turn,
and | was beginning to get nervous when my
element leader called and asked if | was having
any problems. His simple, concerned radio call
was like a breath of fresh air, and | finally began
to do the things | had learned and even taught
in a ten-year flying career. | knew then | had the
“leans” and what | was seeing--not what | was
feeling--was real. Regaining some semblance of
level flight on the attitude indicator, | engaged
the autopilot and sat back to watch while my
senses cleared. My element leader continued to
talk to me and helped sort out a clearance.
Center gave me a vector to follow the flight to
the area, but soon queried my heading. It was
then | discovered my heading system 90
degrees off and did one of the few smart things
I'd done since going lost wingman--| didn’t turn
my head to look for the compass synch knob on
the rear of the right subpanel. Without taking my
eyes off the attitude indictor, | felt for the knob,
pushed it, and presto--my heading system
aligned with the mag compass. From there it
was simple to get headed in the right direction,
find the flight on radar (by now 30 miles away),
and follow them to our working area.

| made a lot of mistakes--but | learned a lot
that night. | learned why people have died going
lost wingman, the importance of getting on the
gauges, how dangerous your own pride can be,
how treacherous your senses can be, the calm-
ing influence of a flight leader (or wingman for
that matter) talking to you, that all I'd been
taught wasn't just cliches, and that it can hap-

pen to you.
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~a ground run. Nothing we did would show up
the ‘intermittent hydraulic pressure fluctuation.’
The broken attitude indicator | can buy, but he
sure didn’t have to write up the cockpit like that.
| just cleaned it two flights ago anyway.”

N—

Sgt Barnstormer could just hear what the line
chief was going to say about the repeat write
up. not to mention the ones about the aircraft's
cleanliness. “I'd sure like to get out of this
outfit,” cycled through his head at regular inter-
vals.

Any part or all of the previous narrative sound
familiar? I'll bet it does. All too often we try to
talk to each other on paper when we should be
talking to each other with our mouths. There's
nothing like words from the horse’s mouth to
help explain the words in the 781.

“Maintenance communication is the interac-
tion of pilot with mechanic to properly explain
and clarify any malfunction or irregularity of air-
plane performance. It is essential.”!

Both aircrews and maintenance personnel
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need to realize that each of us has a job to do.
We're both professionals.--too often we fail to
appreciate that fact.

Expect maintenance personnel to communi-
cate clearly with you and be sure to reciprocate.
If something is wrong with the aircraft, give the
first clue to the crew chief. Don't let him find out
later via the 781. Be sure to ask his opinion and
take suggestions. Be open to new and construc-
tive ideas. It's a sign of maturity and shows
interest. Besides, it can go a long way to soothe
misunderstandings.

If you do have something wrong with the air-
craft, after you've told the crew chief, write it up
and explain exactly what's wrong. Tell what,
when, where, and how long and any other in-
formation that might help the specialist trou-
bleshoot the system. Avoid abbreviations unless
you're sure that they will be understood by
everyone. “Bill Davis of Piedmont Airlines tells of
the pilot who wrote this gripe: ‘Number one
transceiver APON.” The mechanic didn't have a
clue. When they finally located the pilot he
explained the abbreviation meant ‘ain’'t putting
out nothing!” "2

If you're on the maintenance side of the house
and the pilot doesn't seem too willing to talk,
ask. The flight described at the beginning of the
article might have turned out better if the crew
chief had explained the troubleshooting they
went through before the CND, and would the
pilot be sure and watch the system so they
could determine the exact phase of flight where
the problems occurred to help them out?

When something has gone wrong, don't let an
unprofessional attitude and anger destroy a
good communicating relationship. The wounds
take a long time to heal. No one wins in a battle
of words, and we could both end up the losers!

5
'FLIGHTFAX, Vol 7, Number 43, 15 Aug 79.
2|bid.
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PLEASE HELP ME, I'M FALLING

While an F-4 was taxiing out for a normal
training mission and making a right turn, the left
external fuel tank fell off the aircraft. The aircrew
smartly aborted the mission and returned to the
chocks.

Investigation revealed the impulse cartridges
had not fired, and the aircraft tank support
contained no defects.

Investigation then turned to the pylon/tank
assembly. Examination of the pylon assembly in
the shop revealed it was not possible for- the
bellcrank ejector assembly to lock the support
hook in place with normal release spring action
due to excessive corrosion around the bellcrank
shaft pin. When simulating the loading
procedure, the support hook would close; but
the release spring would not pull the bellcrank
up to lock the hook. Since there were no identi-
fiable defects in the aircraft tank support, it was
concluded the support hook closed but did not
lock in place during installation.

One tech order checklist states that during in-
stallation personnel should insure positive lock
by listening for an audible ‘click” when hook lock
and hook release bellcrank fully engage . . .”
(TO-IF-4-2-10) Another tech order (IF-4-35CL-2)
does not require this check be made during in-
stallation. There is, however, a warning in both
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tech orders to visually inspect the locking area
through the inspection hole in the pylon to
insure metal-to-metal contact. Both of these
checks were probably not accomplished.

Hanging external tanks, or any other aircraft
store, can be a very tricky business. Following
each step in the tech data can save a lot of
headaches and an occasional lost piece of
equipment.

PENMANSHIP ?

When's the last time that you heard of poor
writing as a cause of FOD? Well, it really hap-
pened.

Panel F-14 was removed from an A-10 to
facilitate other maintenance. Panel F-14 was
found to be the wrong panel and panel F-12
was removed and later replaced after
maintenance action had been completed. The
removal of panel F-12 was not documented in
the 781. The removal of panel F-14 was
entered, but the entry looked more like panel “F-
19” than “F-14.” Panel F-14 was replaced, but
the fasteners were only hand tightened. And the
maintenance supervisor cleared the aircraft for
flight after inspection of panel F-19.

When the aircraft returned from its mission,
FOD was discovered in the left engine--and 12
fasteners were found missing from panel F-14.
Guess where they went?

Next time you make a 781 entry, try and make
sure that it can’t be misinterpreted.

JANUARY 1980
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F-4 Drivers

The November 1979 issue had a TAC TIP entitled
“Gotcha” which contained an inaccurate statement.
This item stated that the “BAK-9 is not compatible
with the F-4 for approach-end arrestments.” That
statement is false. What the editor really meant to
say was that at higher F-4 gross weight/airspeed

combinations, the BAK-9 is stressed to the limits of

its performance. The BAK-9 is compatible with the
F-4 under the parameters listed in the Dash Ones. |
hope our mistake didn't cause any of you too much
confusion.

Ed

Dear Editor,

Was very sad to see that Fleagle had joined the
ranks. of the MIA’s. What happened? Looking for-
ward to hearing a hearty “Three’s in” call from our
feathered wingy. ks

Maj Tom Floyd
602 TAIRCW/SEF
Bergstrom AFB TX 78743

Major Floyd,

When we were putting the finishing touches on the
November issue, we had to delay publishing a story.
Unfortunately, Fleagle was tied into the particular
story so we had to replace him at the last moment.
Besides, even Fleagle needs a rest now and then.

Ed

Hey! pass it along... nine others are waiting.
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CLASS A MISHAPS
AIRCREW FATALITIES
TOTAL EJECTIONS
SUCCESSFUL EJECTIONS

TAC FTR/RECCE TAC AIR DEFENSE

[ 347 TFW
[479 TTW
33 TFW
56 TFW

1 TFW

TAC GAINED FTR/RECCE TAC GAINED AIR DEFENSE TAC/GAINED Other Units

184 TFIG 191 FIG 17 (193 TEW6  (ANG)

38| 123 TRW (ANG) 102 FIG 104 | USAFTAWC (TAC)
121 TFW (ANG) 177 FIG 17919 506 (AFR)

108 TFW
| 162 TFTG

158 DSEG
| 125 FIG

~92(105 TASG___ (ANG)
1 SOW (TAC)

CLASS A MlSHAP COMPARISON RATE 78/79

(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)
T 1978 || 160 | 124 | 83| 75 | 58| 63 | 61| 6.7 | 65| 6.3 ] 5.9
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