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OilT UP, OilE DOTTil, TOO BA]
A NEPTUNE was being prepared lbr a functional

check-flight upon completion o{ a calendar inspection.
The check pilot was brieferl by rhe eA chief and all Up
discrepancies were discussed. It appearecl the flight
would be routine and no problems were anticipated. The
preflight inspection did not reveal any unknorvn
discrepancies and the P-2 launched.

The first portion of the flight rvas uncvcntful.
Functional checks proceeded satisfactorily until the
Ianding gear checks were commenced. Gear down was
selected but only the nose and the starboard illLG
extended - the port MLG did not come down. though
the port wheelwell doors did open about 3 to 4 inches.
The,gear handle was cycled to t)p. The nose gear came
up lrut the startroard gear remained down. The gear
handle was recycled a few more times trut the results
were the same - nose gear cycling, port gear remaining
np and the starboard gear staying doron.

The NATOPS manual was consulted and it was agreed
that the possibility existed that the bicycle chain which
opens the wheelwell doors might have broken. With this

a possibility, G force was cxerted on the aircraft trut the
attempt to force the gear down was unsuccessful.

Tower was notified of the emergency and the parent
activity was informed. A radio link was established with
the squadron and suggestions were received as to wllat
attempts should be made in gctting the port. gear to
extend. During the conversation, information was passed
that a hydraulic line was missing from the port landing
gear actuation system.

The squadron placed anothcr aircrafl orr jacks.
removed and capped off the subject hydraulic line, then
cycled the gear and was able to duplicate the port illl.C
condition rvhich existed on the airborne aircraft.
Uowever, they were not able to duplicate the starboard
gcar condition or come up with any suggestions as to
whal was preventing it from retracting.

- After all suggcstions had lreen tried, it rras
determined that a "one gear up,, landing would br
al.tempted. A request was made to have the left side of
the runway foamed, starting at a point approximatelr
4000 feet from the approach end. As the iequest rra.
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-r'iridrlillirg but the copilot could not get them started-Lir tiris timr. orer half of the ,unrvay t"oi f"", used upald the aircraft continued to lose altitude and airspeed.
'\t this point. the pirot notified the crew tr.rat theyrlere going in. Though still flying, they were rapidlyapproaching the trees at the far enjof the .ur*ry. In anail.empt to clear the trees and make a water ditching, thepilot pulled back. on the yoke, while maintaining awings-level attitude. They tareiy cleared the trees,impacted the war.r:r in a neru r;rrll ;"";l;i;n a.,d 

"rm" ton stop almost immediately. The raft deployedautomatically, the crew climbed aboard ura.rri"ifpaddled ro the beach. Thc aircraft r_* irll"r, I0 feetof water. No injuries were sustJed by anycrewmember.

-. 
Wlrew - hairyl BuL why rlid this happen? Wlzat werethc rr:asons for the g"r. failing ro frr;;;;'rs expected?Althorrgh all endorsements haven,t been received, thebasic AAR gives us a goo, picture of the variouselenrents which tead to tjris 

^i*fluf. 

-a"fu; 
J *:;items should not 

. 
only enlighten our readers buthopefully prevent th" .",rccr..""r." ot: .,_,"t, errors andmiscalculations in other activities.

One Up
The air.cralt had jrrst completcd its eleventh oddcalerrrlar in_spection. I)uring the period in .lr""k, a partialinspecl,iorr lry a eAIt .",i,"ol.j , al""."pr.,"y that hereported as, "Check.-port main landing gear actuatingcyfinder {or a leak (Note: (_hrck trya."or!i. line above

:):lll,q". for a crack).,' The rtiscreprl,;;;,. assigned a.l(lN bv the check c
shortly thereafter. 

rt:rv supervisor and put into work

Subsequent. to nraintenance action on the JCN, rhemaintenancefmatrrial control gfficer, the check crervwork r:enter -qupervisor and the qa lrrp".t.r, mutually
decided to leave the suspected line installed and have itcheckcd lor leaks during aircralt ,".";;.; d.op 

"h."kwould have been required if the l,ydr;;; Iine wereremoved and replaced.
'fhe airr.raft r.heck

trecisio, ,ua .,ot"aiil 
superyrsor was notified of this

this informatr'on u,a.s f ^'."" 
*"1"t JCN listi,g, horvever,

ro rem ory e t r, " r, y a.,, u'l ; fJ:'j. 3, ::: X;:il ;'"':T::removed, the lint. tittings capped off, and tire line sent toAII\ID ar,crimpanicd iy u ,no.k request form withinstructiorrs to manulacture a replacement line.'Ihe function of the s.rbje"i line was to provide areturn path for hydraulic fiuid ported f.o^,tlr" po.tmain landing gear actuating cylinder *h"; ;ir" gear isactuatcd to the dov
t,yct rauric r; u i"gr, ;;:;0,::'':[ ir;::il -r, 

#t ni1,llionr tlre up side of thc gear actuating cylinder. lbrcingthe gexl [o rcmairr irr tlrc up position. Lontinued

fi
;r
!:

il
it
;i
r#
iI[*,,:sE

t: .ai:i:::a

===a

;3-=

?w

ALL ARoullD
being carried out. the pilot macle four or * practiceapproaches to the run,
p ort engi ne,,. a," ;,r,*il" lffill?"T :.T:j:::,Ji:j ;l:hazard. I)uring this Lirne, tlr" "."* *;;;;r;';l,il;stations, storvi:d all loose gcar in ,f,. fr"*, and thenassumcd ditching positions finra.d of tt.*;,rg t 

"urr.
.. 

As the last practice approaclr was being madc, thepiftit noted rhc f.am rvas'bcing ,pr";; iilE {eel closerto t'e approac, end of thJ .,r.,rury, t'an he had

::ffi':j,jJ;,* ffi:11.:*::H::,r f p.,,,"h,.,

i'inal approach rvas started, the port engine l.cathr:red.a,d the propeller positioned fo. .n;,ri_.,i' dJ;,,.;;about I mile our, it appeared_ to the piloi rhat thrylould land k>ng,,so Ie extcntled the flaps to-J0 d"g."".ul an attempt to land in the first 200 ieei. z\t an altitude
:rl 

20.0 feer, rhe pilot clecided t,, ,bort the ,ii,rr.,i, ,ratake it a*u,d. I{e applied full p.rver on itli .url,ro.a.ngine and instructed the copilot to ,tu.i ii" 1"r. ,o. ,:'aleolf. Ile then retracted tire flaps to i0 i.g."". futiire aircraft srntirrrred to settlJ. ;*, ;t,, rver()
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,irt-ted from the production work centers, including
: subject JCN. An airframes supervisor apparently
::ernbered the requirement lbr installation of the bolt
,i link assemhly and assigned the task to a second class
. fhe P0 specifically remembers the assignment, but
. .upewisor does not recall assigning the job.
The PO was not familiar with the installation, no. yras

au'are that a drop check was a requirement after
lallation. When the strut assembly was put back in
,e and the new bolt installed, the swing joint
:arlly was inadvertently reuersed (a Murphy) with the
,r, forrvard rather than aft. The new link was found to
in tolerance and was not replaced. Upon completion
the instellation, the man was reass(ned to another

ri-rted and crimped line due to Murphy (r,ercrse)
r!-on.

.nance function and he assumed the work would
f,umented by a co-worker. No drop check was':ned nor was a maintenance docum"oi irritiated to
h- record the installation of tJle bott.

llhe man who won't ask has to fake an answer or duck the question. In either case he limits his future.:-'r wants a man in a position of responsibility who is too dumb to seek answers from those who know're about some matters than he does? Asking a question reveals that you don,t know the answer. But':rre to ask questions about what you rvant * *"a'*" r.""*, .."*,, -r"h ,ro."; all bad.

Had the aircraft been drop checked, the Murphied
swing joint assembly would have been discovered. The
first cycle of the gear rvould have deformed the
hydraulic line, precluding a subsequent retraction and
completion of the required 5 cycles.

A visual inspection of the starboard rcheelwell of the
salvaged aircraft revealed the swing joint tube assembly
for the main gear strut was twisted, crimped and cracked
(see Photo 3). The aircraft was placed on jacks and
hydraulic pressure applied up-stream to the swing joint.
The over-center downlock would not release. The swing
joint was then bypassed and hydraulic pressure was
applied directly to the downlock actuator; the downlock
released normally.

To further clarify the situation, another aircraft was
then drop checked with the apex of its swing joint
installed in the forward position. The gear retracted and
extended normally, however, it would not retract when
recycled. The swing joint assembly was found deformed
identically to that of the line found on the crashed
aircraft (see Photo 4).

This mishap -'_. g gepd sxamp,b oLhoy )ypaSrry
normal maintenance procedures and poficies can lead to
a major mishap. Euery bit of maintenance elfort exerted
must be documented, inqpected and functionally tested
(where reguired), otherwise events depip_t_ej ,irr lhls
article are bound to be repeated. Doing a professional
l,ob on. every assignment is the urly iuy to go. This
lesson has been Iearned before. Th. ooly fJ.trnrt" tt irg
abou-t. this mishap is that there were ,o i.,ju.i". o.fatalities- '- -""*

Duplicated Murphy

39

Malcolm S. Forbes,
Forbes Magazine
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Following removal of the hydraulic line, the aircraft
check supervisor was notified and he, in turn, annotated
the organizational register (OPNAV Form 4790/1) of
the appropriate JCN as "line being manufactured." At
this time only four persons were aware of the line
remoyal: three airframes personnel and the aircraft
check supervisor.

Early the next duy it was decided tlrat a

postmaintenance functional check flight would be

feasible and action on all fix phase/look phase JCNs was
accelerated. The maintenance/material conhol officer
directed that all fix phase/look phase JCNs be completed
in order to check fly the aircraft at 1300- The original
aircraft check supervisor departed on leaue at l00A that
date, ut another supervisor assumed his duties and
started to screen all organizational registers. He noted
the JCN on the hydraulic line, set it aside for further
study, and then was interrupted to perform another
task. Upon his return to his duties he noted the registers
had been disturbed and the fact about the specific JCN
slipped his mind.

The replncemenf aircraft check supervisor continued
screening the available registers, simultaneously listing all
'awaiting parts' and UP discrepancies on the back of the
functional {light check card (which was subsequently
lost in the wreckage). Questioned later, he could not
recall having seen the sutrject JCN with the registers. The
aircra{t check crew supervisor then picked up all
'awaiting parts' registers and gave them to the
maintenance control VIDS board operator, who was told
to hold them for review }ry the maintenance control
CPO. The rationale behind this rvas that Nlaintenance
Control would better control the work treing conducted
on the aircraft. The VIDS board operator posted all
'awaiting parts' discrepancies on the VIDS board
without showing them to the maintenance control CPO.
therefore not affording him an opportunity to review
the registers prior to the check flight.

removed-

Shortly after the aircrafl had launched, an airframes
man approached the maintenance control CPO rvith the
manufactured hydraulic line (see Photo l) and inquired
as to the whereabouts o{ lhe aircraft. Aftcr checking the
VIDS board. the CPO ascertained thal the hydraulic line
may have been missing from the aircraft and notified the
squadron duty officer of the situation.

After salvage of the aircraft. the port main landing
gear was extended to the dorvn-and-locked position by
relieving the pressure from the up side of the gear
hydraulic actuating cylinder. A visual inspection o[ the
wheelwell verified the subject line was in fact missing
and tlre hydraulic {ittings cappedooff (see Photo 2).

Investigation into the cause for the star6oord main
landing gear malfunction revealed the follorving:

Interim Airframes Brrlletin 123 had been performed
on the ill-fated Neptune, a bulletin which required a

one-time inspection of the nrain landing gear dr;g brace
assembly, link assemtrly, and bolt (on both main gcar
assemblies) for excessive wear. During the required
inspection, the bolt and the link assembly on the
starboard gear lvere found to be worn heyond limits trut
considered safe for use until replacement parts were
received. As a result, a NIAF rvas initiated as the
document for ordering the required parts, and an
organizational work center register was sent to the
airlrarires work center.

Upon receipt of the parts, it rvas decided to install
them during the calendar inspection. When the aircraft
was inducted into the calendar inspection, all
outstanding organizational rvork center registers were

Arrorvs indicatr: capped off connectors where line
removed-

Manufactured Replacement Line

Mech



collected from the production work centers, including

the sutrject JCN. An airframes supervisor apparently
rememlered the requirement for installation of the bolt
and link assemtly and assigned the task to a second class

PO. The P{J specifically remembers the assignment. but
tlre supervisor does not recall assigning the job.

The PO was not familiar with the installation, nor was

he aware that a drop check rvas a requirernent after
installation. When the strut assembly was put back in
place and the new bolt installed, the srving joint
assembly was inadvertently reaer.sed (a Murphy) with the
apex forward rather than a{t. The new link was found to
be in tolerance and rf,as not replaced. Upon completion
of the installation, the man was reassigned to another

Twisted and crimped line due to illurphy (reverse)
installation.

maintenance function and he assumed the work would
be documented by a co-worker. No drop check was

performed nor wa6 a maintenance document initiated to
properly record t"he installation of the bolt-

Had the aircraft been drop checked, tle Murpbied
swing irint assembly would have been discovered. The
first cycle of the gear would have ileformed the
hydraulic line, precluding a subsequent retraction and
completion of the required 5 cyeles.

A visual inspection of the starboard wheelwell of the
salvaged aircraft revealed the swing joint tube assembly
for the main gear strut was twisted, crimped and cracked
(see Photo 3). The aircraft was placed on jacks and

hydraulic pressure applied up-stream to the swing joint.
The over-center downloek would not release. The swing
joint was then bypassed and hydraulic pressure was
applied directly to the downlock actuator; the downlock
released normally.

To further clarify the situation, anotler aircraft was

then drop checked with the apex of its swing joint
installed in the forward position. The gearreracted and
extended normally, however, it would not retract when
recycled. The swing joint assem-bly was found deforraed
identically to that of the line found on the crashed

aircraft (see Photo 4).
This mishap is a good example of how bypassing

normal maintenance procedures and policies can lead to
a major mishap- Eoery bit of maintenance effort exerted
must be documented, inryected and functionally tested
(where required), otherwise events depicted in this
article are bound to be repeated. Doing a professional
job on every assignment is the only way to go. This
lesson has been learned before. The only fortunate thing

ffi:Jy 
mishap is that there were no injuries or

39

The man who wont ask has to fake an an$ver or duck the question. In either case he limits his future.
Who wants a man in a position of responsibility who is too {umh to seek answers from those who know
more about some matters than he does? Asking a question reveals that you don't know the answer. But
failure to ask questions about what you want or need to know, reveals much more; all bad.
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