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By Capt David Greenlee
4th TFS , 388th TFW
Hill AFB, UT

warm, comfortable cockpit for a parachute that
might, or might net, work had no appeal. |
ejected because the rest of my choices were all
used up. Most ejectors (ejectees?) I've talked to,
say the same thing: “There was no doubt in my
mind - it was time to get out.”

The difficulty, then, lies in convincing yourself

that the time to get out has arrived. If you flew

the aircraft out of control, the tendency to want
to correct your error and fly back intg controlled
flight will be strong. If you know goofed,
you want to fix it. "
We all know that if a stalled alrcr
will soon respond to control inputs
picture yourself out of control on th
the ground and sky doing crazier
you've ever seen. What do you wa
anything in the world -- an unloade
right? Under those circumstances, mi
terpret a hard nose slice as an unloa
that you just might be unloaded sould
release the control stick to
handle? Indecision could be fata
Making good decisions undef
leadership. Generally, accident
Leaders must communicate ex
wingmen to keep them alive an
and to survive, you have to kng
stress. Much of courage -
under pressure” - comes frg
knowing what to expect,
before. An aircraft that j§
altitude is somethd :
experiences, ever. Yoi € ve been tt
you can't know in how you willirea
to that situation. T Il ' be no time to ma
slow, careful, deli "decisions if you are
faced with that or lar dilemma. Where you
can, make all the le decisions beforehand
and have a good idé€a where you want to go Vi
your big decision. y
Deciding to jettison your airplane is ai§o :
easy as deciding to get divorced. When ‘your‘at
plane is clearly unfaithful, your course of action
is obvious ... not easy, but you know what you

ads, it
Now,
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have to do. When facing a situation that is unex-
pected and alien, most people want to back off
and look it over again. The unforgiving thing
about airplanes is, they often don't give you the
time to take a second look.

| always used to brief my backseater, “Open
the command selector valve for takeoff and
landing. Any other time, I'll eject myself if we
have to go.” Now, my briefing includes instruc-
tions to keep the command selector open the
entire flight, and details on when | want the
backseater to eject both of us.

Our flight briefing the day of the accident in-
cluded some good arguments for having the
backseater initiate ejection. First was the fact
that if your airplane goes out of control, you will
be more preoccupied with getting it back in
contral.than with watching the altimeter. Second
was ory that the bacﬁiﬁseater is less, well,

loyal i€ the frontseater who
has ca gency, the backseater may
well be of the proximity of the

ried about the conse-
d into a “CAUSE: Pilot

eapons instead of

‘of life by having

ill say, “I'm not trusting that guy
v ings,” and go on flying without glvmg

mb. It causes much time to
dent .,boards. You are carried

and speno 77777 P
blood and urine. The pount is that nobody will

~ eject unless there is something really wrong
~ with the airplane.

My backseater knows that in the event of a

\serious emergency, my hands will be full of con-

hdo all | can do to save that air-
/s’ that if | can't save the aircraft, it
crew duty to initiate the ejection -
y on my command. If | haven't com-
d and it's time to go, he is the only man
e world who can save my life. Your
backseater might one day save your life...if you
give him the chance. Keep those command ejec-
tion selector valves open, folks, it's cheap life in-
surance. e
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2Lt Winfield S. Arnott

Second Lieutenant Winfield S. Arnott, 73d
Tactical Control Flight, 507th Tactical Air Control
Wing, Shaw Air Force Base, South Carolina, has
been selected to receive the Tactical Air Com-
mand Ground Safety Award for the third quarter
1976. Lieutenant Arnott will receive a certificate
and letter of appreciation from the Vice Com-
mander, Tactical Air Command.



Maintenance Safety Award

Sgt Eugene M. Hill A1C Richard S. Myers

selected to receive the Tactical Air Command

Sergeant Eugene M. Hill and Airman First Maintenance Safety Award for this month.
Class Richard S. Myers, 474th Organizational Sergeant Hill and Airman Myers will receive a
Maintenance Squadron, 474th Tactical Fighter certificate and letter of appreciation from the Vice
Wing, Nellis Air Force Base, Nevada, have been Commander, Tactical Air Command.

Crew Chief Safety Award

Amn John W. Spano

Sgt Donald J. Ford

receive the Tactical Air Command Crew Chief

Sergeant Donald J. Ford and Airman John W. Safety Award for this month. Sergeant Ford and
Spano, 33d Organizational Maintenance Airman Spano will receive a certificate and letter
Squadron, 33d Tactical Fighter Wing, Eglin Air of appreciation from the Vice Commander,

Force Base, Florida, have been selected to Tactical Air Command.
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...Interest items,
mishaps with morals,
for the
TAC aircrewman

0Ps!

By Capt David Greenlee
4 TFS, 388 TFW

Hill AFB, UT

We had it scheduled perfectly: Two F-4s to
take off at 2030, sunset 2036, moonrise 2037,
full moon. After all, you need to practice night
flying by moonlight too. The mission looked
good. We planned on three intercepts each, my
wingie and |, with me doing the first intercept, a
180 snap-up, straight through. The radar was
good, the ground controllers turned us in about
when we figured they should, and even with a
second-class GIB (an IP), the Fox ones would
have nailed him.

From 30 degrees nose-high,! pushed over. We
reached zero G. My second class GIB managed
to grab almost everything that floated up in the
cockpit. He caught my approach plate book, his
checklist, and his FLIP stuff. In fact, the only
thing that got by him was his flashlight.

It was a very nice flashlight, big enough for
two D-cell batteries, metal, with a magnet on the
switch so you could keep it handy under your
dashboard. The big problem we had with it was
that the thing landed in the vicinity of the rear
canopy initiator, where bumps in the air or a
hard landing might have caused us to lose
something we'd rather have kept . . . like the aft
canopy or the GIB.

TAC ATTACK

We rejoined, pointed the sharp end toward
home, and smoothly, very smoothly (Uh, did you
remember to close the command selector
valve?), let down. We made a soft touchdown,
and were soon surrounded by red flashing
lights.

Egress inspected us and cleared us to open
the canopies after we had shut down. My
second-class GIB (who is a first-rate instructor)
began breathing again as we climbed gingerly
down.

Back at the Ops counter, enjoying our bottles
of diet soda, we reached some conclusions:

1. Since a flashlight is mandatory for night
flying, some nimble aviator should invent a
handy place to stick it. The rubber oxygen hose
clamp on the map case works for some sizes,
but where do you put a big one?

2. Flashlights that are designed to stick to
your dashboard with magnets can get stuck em-
barrassing places in a cockpit.

3. Even if the mission looks smooth,
everything loose ought to be tied on, strapped
down, or left home.

4. It was a lousy way to spend a perfect night
for flying, but it could have been worse.
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PLACE THE FACE

This F-80 Shooting Star pilot just completed a close air support mission in Korea
during October 1950.

It didn’t take long for a response to our first
“Place the Face’’ contest. Colonel Richard L.
Meyer, Vice Commander of the 1st TFW,
quickly and correctly identified the fighter pilot
pictured in our December issue as Lieutenant
General James D. Hughes, Commander, 12th
AF. Colonel Meyer will receive the coveted
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Fleagle Fanny Feather of Fate Award.

This month brings the photo of another F-80
fighter jock of the past ... can you “‘place the
face’’? To give everyone an equal opportunity
to win, we're allowing an extra month for
responses. The winner will be announced in the
March 1977 issue. Good luck! =
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PHYZBIZ

cold water immersion

By Lt Col Harold Andersen
HQ TAC Physiological Training Coordinator

Shakespeare said, "Winter tames man,
woman, and beast.” I'm sure that most aircrews
are included in one category or another, and
should realize that with the arrival of winter
comes the dangers of the cold. For some, cold
weather ushers in a season of fun and games:
skating, skiing (and aprés ski), etc. Rarely do
they contemplate the dangers posed by numb-
ing, stupefying cold ... not the cold experienced
by the well-clothed winter sportsman, who an-
ticipates his exposure and prepares for it, but
the cold of frigid waters which engulfs the
downed airman, or the wind-blast and chill fac-
tor effects on the ejected airman.

There must be preparation in advance if sur-
vival in cold environments is to be successful.
Of paramount importance in this preparation
phase is the psychological and intellectual
realization of the potential peril. Few people
realize how quickly a human being can be com-
pletely incapacitated by cold air, and especially
cold water. So, the first step in the preparation
phase must be an appreciation of the risk - an
understanding of the potentially lethal aspects

of immersion in cold water or air. Hopefully, this
article will provide a point of departure for
aircrews to prepare themselves in advance for
survival in the cold environment.

There are two considerations which should at-
tract the interest of TAC aircrews: immersion in
cold water following a successful ditching or
ejection; and exposure to low air temperatures
and high wind velocities following successful
ejection over land. First, let's delve into the rami-
fications of immersion, and we’ll save the
consideration of cold air and high wind ve-
locities until next month.

Figures 1 and 2 demonstrate the problem of
survival in cold water. Note that in all instances
(with or without anti-exposure suits, and volun-
tary exposure vs survival situation), tolerance to
cold decreases markedly as water temperature
decreases. From Figure 2, we can see that when
the temperature of the water in which the un-
protected (no anti-exposure suit) aircrewman is
immersed drops below 70°F, the curve which
shows the upper boundary of the “Safe Zone” is
nearly perpendicular. At 68°-70°F water
temperature, there is no problem with prolonged
exposure. However, at 60°F, approximately 50%
of those exposed will become unconscious in
approximately 2 hours, and probably drown.
One hour of survival time is about all that can
be expected in 51°F water. For example, water
temperatures in the Chesapeake Bay. near Lan-
gley AFB, Virginia, range from 43°-50°F during
the months of December through February. For
50% of people exposed, time of consciousness
at the lower end will be in the neighborhood of
20 to 30 minutes. Failure to rescue inside of
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FIGURE 2 LIFE EXPECTANCY WITH NO EXPOSURE SUIT
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that time interval could possibly result in a
fatality.

bl SLOW RISE OF WATER TEMPERATURE Figure 3 shows the changes in body and skin
4§ ‘ : b temperature of an individual immersed in water
: "l/, at 43°F (6°C) for 52 minutes. The water was
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then warmed to 102°F (39°C). The sharp fall of
stomach, mouth and rectal temperatures initially
upon warming is probably due to the reopening
of the peripheral circulation (arms and legs) and
the introduction of chilled blood from those
areas into the core of the body, which has been
protected.

One thing to remember here: This was the
response of only one individual, measured under
controlled laboratory conditions. He wasn’t
concerned with fighting heavy seas to keep from
drowning. His ability to tread water under these
conditions was not tested. It is highly likely that
the numbness, pain, and shaking would interfere
with such purposeful activity ... perhaps prevent
it completely.

Any way you slice it, survival without an anti-
exposure suit would be chancy - a calculated
risk which could be avoided. There's no sub-
stitute for your poopy suit. When the water
temperature is 50°F (1°C) or less along any por-
tion of your route of flight, wear your anti-ex-
posure coveralls ... don’t take a chance. >

* ® *®

Next month - wind chill.
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thru Nov thru Nov
1976 | 197 Nov

TOTAL ACFT. ACCIDENTS 32

> || 4
MAJOR ACFT. ACCIDENTS » || 4 | 30 |
AIRCREW FATALITES  » || 4 [ 15 |
> 2
2 ]

TOTAL EJECTIONS 25 | 11
SUCCESSFUL EJECTIONS

18

TAC’S TOP “5”

_ARF FTR/RECCE

TAC FTR/RECCE TAC/ARF Other Units

182 TASG
135 TASG ANG
907 TAIRCW  TAC
193 TEWG ANG
602 TAIRCW  TAC

 56[127 TFW
124[132 TFW

22156 TF6
17122 TFW
11117 TRW

347 TFW
4 TEW
1 TFW
- 8366 TrW
1474 TEW

MAJOR ACCIDENT COMPARISON RATE 75/76
(BASED - ACINTS PER 100,000 HOURS FLYING TIME)

TAC

% 129 8.6 9.0]7.3 | 80]81

16 |10.5]| 5.0( 6.5 | 4.8 3.8 . .

16 | o 0 ' .1 .1 4.1 7.26.3 5.7 5.3
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