From the Mailbag

Gramps received the following note
trom an interested nr.'h{ul_ 1.1]5:_ Frank
Giblin, assistant safety otficer. Com
MATVAQWingPac, the
comment Gramps made in the October
1980 isse relative to the F14 chock
walker injury, His request follows:

congerning

TAs an integrity watch officer, it
was my understanding that the proper
A/C tie-down I'{’{]i.lirt‘(! chains to have
vice “down” to

hook points “up™
prevent o momentarily slack chain

from .]i»vngd};illg the p;nh"\'-'. Did
the tire blow because it was punctured
E“}' the hook, or some other reason?
Please clarify. 1f this is 1[‘11151('['1“!3. then
the integrity watch instructions used
aboard USS Coral Sea (November 79
June 80 cruise) should be .'h.lngﬁ] Lo

reflect the hazard

= Grampaw Pettibone says:

%
"\&
The proper position for tie
down hook points is “up™ as stated in
your IWO instructions. For further in-
formation. a writc-up with photos on
tic-down procedures appeared in the
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summer 1980 issue of Meelt magazine,
page 38. They are also described in

NavAirSysCom Tech Manual (1741
537) lor Operations and Service Pro-
cedure  For  Aircralt Il.lllL”ing and
Securing Equipment.

Fhe important point in this feature

was that the satery perty  officer
|1ni|llud out the hook |l.iz;lnl. Wils
ordered  off the deck. and  aireraflt
movement  continued.  The  aireraft
rolled over the “up™ hook point,

('.Itlhill:_!_ llll.' Hre to t'xphu!v alluI Ser-
ously injured the chock walker, The
action speaks for itsell? Tt was jusi
plain dumb!

Many thaoks for the interest and
mquiry,

The Uncollected Collective

BRAAAAAAH!
Rang crank
phone sounded, The crew  quickly

BRAAAAAAH!

the klaxon, then the
ran outside the [1.![1:_'.![' (8] ulﬂ-\g‘l'\;‘ one
ni- our SH- 3 helos i'L't'lll'Ilillg rey hl}tﬂL‘
plate with flight control ditficulties.

As the arrframes work center super
visor joined the gathering crowd of ob-
servers. he shouted, “What's thar air-
craft doing in the air anyway? | told
contral thar helo

mamtenance wils

down! | guess my 16 vears ol exper

ience doesn’t mean a thing, “cause it
looks like somebody

up.”

duuidcd it wis

His words rang in my ears and |
W;ITL’]H‘(' dllf\i“”.‘-[}’ an lIlL' !IL']{I exe
cuted an emergency landing and shut
down. Silol'[iy after takeol!, the pi]ol
of this ill-fated helo reported a slight
stiffmess in the collective which he
n“.xgllur-cd as interference from the co-
pilot’s hand or knee. The stiffness
went  away and nothing more was
thought of it untl 10 minutes laver.

In attempting to level off from a
climb. the pilot discovered that he
could not lower the collective. After
some experimenting, the crew noted
that they could climb but not descend.

ILLUSTRATED BY (A ¢sran.



Realizing the seriousness of the situa
tion, the pilor declared an emergency
and hastily retreated to hame field.
Onece over the field, the crew deter-
mined that something was binding
the collective

linkage. Both pilots

grasped the collective and  exerted
sufficient force to bend the aluminum
feedback control arm which had be.
come fouled on the helos drip pan.
They to lower the

collective and descend sately,

% Grampaw Pettibone says:
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Jumpin®  Jehoshaphat!  This
pair of collected cohorts was able to
foil the Grim Reaper only through

were then able

November 1981

their collective efforts and to avoid the
catastrophe so carelessly concocted in
this colossal case of collective incom-
municado. The investigation revealed
the helo had just returned from a
two-week det with a barometer alti-
tude (BarAlr) discrepancy. It was
inducted into phase € inspéction after
the BarAlt was removed and sent to
the AIMD for repair. Maintenance
control was notified that the BarAlt
controller had been removed, and
made an appropriate notation on the
VIDS aircraft status board.
The petty officer who wrote up the
BarAlt removal then dcpam:d for 10
days of well carned leave. Heard this
before?

During phase C, no inspection of
the BarAlt controller is called for. It
was assumed that the part would be
replaced before the aireraft came out
It was not. The loose
colleetive arm was neither tagged nor
noted in maintenance control. The
aircraft exited phasc C with only an
UP  discrepancy. During the plane

visual

of phase C.

captain’s inspection following phase €,
he found the feedback arm resting on
the drip pan. On his way to mainte-
nance control, he stopped in the air-

frames shop and asked a metalsmith to
take a look at the problem. The
metalsmith agreed that it didn't look
right but advised that the problem
belonged to work center 220 not 120,
The plane captain then led an electri-
cian from work center 220 out to take
a look. He commented, “No problem.
You don't need a BarAlt to have an
UP airplane. You only need it for
IFR or night flight."

The tenacious p[.‘mc captain con-
tinted on to maintenance control to
write up the gripe, only to be met by
the same cocky petty officer in
maintenance control who assured him
it wasn't necessary because there was
already an outstanding discrepancy on
the BarAlt and even a grease pencil
note on the VIDS board, “BarAlt
removed.”

Well, you guessed it. The next day
the aircraft was issued to this unsus-
pecting flight crew for a routine train-
ing mission. How many times have
you heard OId Singed Whiskers®
sermon on this sort of sinful neglect.
Well, I'll spare the words this time, but
break out the “collection plate” gang,
‘cause a lot of folks owe some dues
on this one.

() C,//D’ )

wings.



