herearelots of timeswhen you haveto knock it
off: Someoneviolatesatraining rule; someone
cdls, “Knock it off” ; an unsafe condition; ballistic
or out-of-control flight; NORDO or bingo;
aircraft that weren’t briefed enter the area;
unexpected loss of sight; inadvertent |FR; or overstress.
We brief theserules before every air-to-air flight, along
with out-of-control procedures. | had an experiencewith
an unsafe condition that isn't directly addressed but is
definitely implied. "

It was our second month of flight operationsinthe
Adriatic, and wewereal feeling comfortable with operat-
ing inthearea. Theflight schedule had me on for another 2
v 2AIC, not abad mission, except all of our jetswerein
the 3-tank configuration commonly referred to as“thepig.”
It wasan all-JO, daytimeflight. | was Dash 2, and we
werefighting acouple of Tomcats.

Thefirst part of the hop was uneventful. Everyone got
off the flight deck, and we were on our capswaiting to
hear, “Fight'son.” Wewere blueair for thefirst run. The
declaration was bogey, so we made a standard section
VID. At the merge, my lead made the ID and clear
tofire. | killed thefirst Tomcat at four miles, leavin
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alivewhen | arrived at the merge. My airspeed at the
mergewasn'’t optimum because of my Hornet’s configura-
tion and fuel constraints, but | wasn’t about to let thislast
Tomcat leavethe merge alive. | sold therest of my air-
speed, decelerating below 250 knotsto get my noseonthe
last Tomcat. Then | took aFox-2for avalid kill. Shortly
after, my lead called, “ Knock it off.”

Feeling good about the first engagement, | continued a
left turn to my cap station. | noticed my airspeed decreas-
ing below 200 knots. Even with three tanks, at 22,000 feet,
and with both throttlesat mil, | shouldn’t have decel erated
that much. | checked my engineinstruments and noticed
that my left engine was at 68 percent rpm and fuel flow
was at 400 pounds per hour. Realizing something was
definitely not right, | came up over shot common and
, “Knock it off, knock it off.”
quickly relayed to my lead and the two Tomcatsthat we
inished for the day and that | was heading back
the ship because of engine problems. Ontheway
zed theindicationsand determined theleft engine
wasslill onlineand theVVEN was scheduling properly, but the
rpm was stuck at 68 percent and fuel flow ontheleft engine
wasat 400 pounds per hour. | told Strikel would need to



recover onagraight-in, s
spesk withtheHornet repin 1

TheHornet rep and | wentthroughall of my indica-
tionsand concluded | had afuel-cor
agreed | should leave the engine runni
No. 1 hydraulic system. | start
feet as| got closer to the shi
| got aleft-engine-flameout
had dropped to 58 percent (f
passed thisinfo on to therep,
low engine rpm had caused the caution. Pass
| got aleft-generator caution. Checking my engi
ments, | saw my rpm was at 45 percent, but the
wasdtill online.

| started thinking about the proceduresfor asingle-
engine approach as| leveled off at 1,200 feet, 10 miles
behind the boat. The next caution | received was aleft
boost low. The rpm was down to 42 percent, and the
caution was cycling on and off, tripping the master-caution
sidetonein my helmet every four seconds. With only one
good engine, | was having atough time maintaining lineup.
Each power correction moved the noseleft and right, and
likemost young Hornet pilots, I’ m not the most proficient

inegpproach, and needto

N 5 The postflight mai ntenance inspection reveal ed that the
- B main fuel control on theleft engine had failed at afuel-flow
setting of 400 pounds per hour. This setting explained the
decreasing rpm as | descended, which triggered the
resulting cautions.
After every sortie, we analyzethe “ goods and others’
“to summarize the lessonslearned. A “good” wasthat |
- didn'toverreact ta f the cautions, which could have
prompted m engine. Tekingtimeto
an 2t0 not shut down the
eng [ aulic systemonline.
vasthat | paid too much
attention to the cautions, i f concentrating on flying
my jet and getting it back on thefirst pass.
Whenanairbornee dceurs, itisusually not
thelast problem that y aflight. Which leads
~ totheother“g w coordination,
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