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omplacency has been variously defined as:
Smug satisfaction, not caring, no need to do
something better. Obviously in the minds
of many, complacency seems almost synonymous
with poor discipline, sloppiness or doing things your
own way in clear disregard of established procedures
and directives.

However, a more appropriate definition might be:
Self-satisfaction accompanied by unawareness of
actual or pending danger or deficiencies. According
to this definition, complacency is something that
each of us can fall victim to at any moment -- no
matter how good we think we may be. There’s
nothing in our definition that says you have to be in
a bad mood or feeling reckless in order to be compla-
cent. You just need to be satisfied with the way you
think things are right now and oblivious to the threats
that are lying in wait for you. In fact, success and
experience contribute more to complacency than
adversity. When everything is going well -- too well-
- beware! .

Last year was a banner year in the safety business.
Unfortunately, most of this year’s indicators are on
an upward swing. We’ve had more off-duty ground
fatalities in the current 101 Critical Days than last
year and our flight mishap rates are also higher. Did
we become complacent with last year’s success? Did
we lose our focus on the programs and initiatives that
provedsosuccessful? There is little doubt something
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has changed. Complacency must be considered one
of the possibilities.

How do we combat complacency? Through in-
volvement, recognition and constant awareness.
Commander/supervisor involvement is the key to an
effective safety program. When commanders and
supervisors are directly involved in safety and recog-
nize people for their efforts, the safety program and

. initiatives are alive and vibrant. If key leaders and

supervisors are satisfied with the status quo, the
workers will be too.

Complacency is particularly dangerous for those of
us in the flying business. As Colonel Steve Ritchie
said in a recent interview, “It must always be empha-
sized that in this business, there’s never a time to be
less than fully cognizant of the machine and the
constantly changing environment. For one’s own
safety and the safety of the entire effort, one has to
have the personal discipline to constantly stay aware.”

In the air or on the ground -- stay aware and stay
alive!
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planned to; but you do a better job, you go ahead.”
How about that... from a Wing Commander to a
Captain? That kind of leadership inspires the ut-
most in loyalty and determination to do ones very
best... to do everything possible to justify such
confidence.

It is precisely what Gen McPeak and Gen Loh are
attempting to accomplish in ACC. The effort is to
give people at the operating level the ability and
authority to get the job done. And, of course, with
such responsibility there is accountability.

Why were leaders like General Gabriel, General
O’Malley and General Vessey so successful? Be-
cause they understood people. They knew exactly
what Patton was talking about when he said, “We
win wars with people.” The ability to inspire in
others a desire for excellence and a passion for
achievement is the key to successful leadership.

Great leaders know the tremendous power of
positive discipline. It inspires and instills a desire to
achieve, to win, to be the best one can be. Positive
discipline requires sacrifice; but sacrifice is a will-
ing result as subordinates, inspired by their leader,
self-impose the highest standards in their profes-
sional lives. Positive discipline requires simple,
common sense rules that are based on reason, judg-
ment and experience.

Positive discipline leaders make only a few very
important rules. These rules are explained in terms
of why they were made, based on what experiences
and why they are important. If you make only
important rules and ensure they’re followed, people
understand the reasons for the rules and they will
follow because they want to and they will insist that
others follow the rules too.

We are at a great transition point. High tech
combat was initiated in S.E. Asia. Now we enter a
new, dynamic, uncharted era for the world, our
nation and our combat forces.

When we get through this period of reorganizing
and restructuring, the Air Force will be better than
it has ever been. It will be a highly trained, highly
disciplined, well organized, serious, professional,
lean fighting force. Its people will operate at a
higher level of efficiency and effectiveness. We
cannot control the exact size of our future Air Force,

The Combat Edge August 1992

but we can and will control its shape.

Whatever the challenge, from whatever direction,
when it comes, the Air Force of the future will be as
ready as it can possibly be to meet that challenge.

~ Greatleadersknowthetre-
| }SCWMne It in-
" instills a desire
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Some of what | discovered

afterreviewingrecent Class
A mishaps made the hair
stand up on the back of my
neck. Observing fellow pi-

lots all

Some of what I discovered
after reviewing recent Class A
mishaps made the hair stand
up on the back of my neck.
I’ve had the benefit, or detri-
ment if you will, of some
aviation experience in another
branch of the military. I distinctly remember from
my Army days a man who had considerable first-
hand knowledge about fire and its effects on the
human body. He was the Army’s burn survivor.
Looking at his disfigurement and listening to him
reinforced everything I’d been taught about protec-
tive gear.

Later, I saw a film of the Air Force’s burn survi-
vor. Again, this drove home the point. Observing
fellow pilots all bandaged and gooped-up with all
types of tubes attached to them reminds me of some
of these initial lessons.

Lesson 1: If you aren’t 100 percent sure of the
success of your emergency pattern, then eject. A
mishap pilot (MP) made a decision to stay with his
jet. The mishap aircraft (MA) hit hard with approxi-
mately 20-30 G forces. This impact caused a
compression fracture of one of the MP’s vertebra.
The tworibs attached to that particular vertebra also
broke under this force. OUCH!

Lesson 2: Our protective clothing will only pro-

-~ tectusifit’s worn properly. One MP didn’t have his
visor down. With no protective barrier (visor) to
prevent flames from contacting his flesh, he re-
ceived first and second degree burns on his forehead.
OUCH AGAIN!
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bandaged and
gooped-up with all types of
tubes attached to them re-
minds me of some of these
initial lessons.

Lesson 3: Some types of
clothing detract from your
protection. The MP was wear-
ing polyester blend runmng_
shorts over his cotton briefs.
His flight suit did not burn
through, but a portion of his
running shorts melted to his fanny.

Lesson 4: During an emergency ground egress, if
fire is present, keep the canopy closed until you are
fully unstrapped and untangled.
when the canopy was opened, it created a chimney
effect funnelling the flames right into the cockpit.

Lesson 5: Critical Action Procedures are just that
-- critical. The MP was pulled back into the seat by
his G-suit hose when he tried to stand up. I am not
faulting the MP’s actions. He had just been on the
ride of his life with a 20-30 G jolt to his body andall
the associated skidding and bumping, not t n-
tion being in shock. However, if ever thcrc was a
time to be sure you did “belt, kit, harness, G-suit
release,” this was it. ;

Lesson 6: Portions of the cockpit may compress
after impaét. The MP’s right foot was caught in the
right leg well after a portion of the panel above his
right foot collapsed. Th* one mentions cockpit )
break-up may occur after departing a prepared sur-
face. Break-up/compression; whatthe captainmeant
to say was think again before riding it out. The
inside of an_ qﬁcordlon is not the place to be.

My clue bag is larger now and continues to grow.
TI'hope you’ll add these lessons learned to your clue
bagand learn not to burn. m

In one mishap,

X

Captain “Herbie” Hancock
363 FW/SEF
Shaw AFB SC
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Major Zeke Giglio
HQ ACC/SEF
Langley AFB VA
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...Should there be
a question?

In early aviation, the parachute
wasdevelopedasthe final backup
for machine problems; after all,
people were worth more than

aircraft.



User
Typewritten Text
to eject or not to eject

User
Typewritten Text


Illustration by
Sgt Mark Bailey

rate even relatively close to the ground. These
improved systems should engender great confi-
dence in ejection as the best key to survival in a bad
situation.

So, where’s the problem? To roughly quote the
Bard (Shakespeare, for you non-literary types),
“The problem lies not in our systems, but in our-
selves.” Aviators continue to press below the
recommended minimums for
ejection, or sometimes choose
net to eject when it’s.necessary.
These instances usually occur
while “working a problem.”
Examples:

(1) While attempting a BUC
airstartin an F-16, the pilt con- .
tinued well below 2,000 AGL
before ejecting. Inthisinstance,

pacitation,

the pilot’s commitment to,re-
starting his engine was the .
culprit.
(2) Apilot continued a flame- .

out landing attempt even though he was below
minimum airspeed and altitude parameters for the
The aircraft impacted in the
overrun in a heavy sink rate, and the pilot was

flameout pattern.

severely injured. Here, the pilot was committed to
landing the aircraft, and he also underestimated the
capabilities of his ejection system. In fact, he was
within the ejection envelope until one second prior
to impact. ‘

“Well, what’s your point?” you may ask. We as
aviators need to encourage discussion about ejec-
tion decisions. [ think most aviators have in their
own mind some basic conditions that mean “cject
to them. Usually, when there is a serious aircraft
problem, like a fire, or catastrophic structural fail-
ure, the ejection decision is automatic, but what
about other less obvious situations?

30 i

Are you going to stay with a jet
thatdepartsthe r nway? Is there
a maximum speed for. ”'off-road L
in your jet? How about, inca-
like GLC. or.
birdstrikes? Who commands the
¢jection? Who pulls the handle?
Is it command se‘quenced'or

everyone for themselves?

e -

How long do you continue in a steadily deteriorat-
ing situation, like a steady hydraulic leak? How
long do you continue an airstart? Whatif youaren’t
sure about making a flameout landing from your
present position? What if the control forces
required to maintain flight exceed your physical
capabilities? Should the proximity of houses, build-
ings, or ofher ground structures ente_r into the

° - decision? . .
What about crew decisions?
Different people have differ-
ent outlooks. Yeah, I knowit’s

departs the runway? Is there a
maximum speed for “off-road”
m.your jet? How about inca-
pacnatron like GLC or
“the ejeetibn" Who.pulls the

handle? Is -t commagd se-

quehced or everyone for themselves" This also

applies Whed you have a- passenger > such. as

orientation and mcenlwe flights. D0e§the passen-'
Should-the passenger ‘take*

ger have a vote"
responsrbrlrty for ejectian? Whe%- L

Spend some time talking ‘abou? these thmgs for”
mally and informally,” because if you wait unnl'ﬂr_e v

situation is at hand, you couldbe surpr'iseci Discuss

the ejection decisionin emergency proeedures train- '

ing, safety briefs, even at the bar:
The other area of discussion is whether the 1 O 0007

20()0 guidance is still good, given the state- of- the-

art systems’ capabifities,” The bottom line is that
guidance is given for an insuranee p‘ad Temparal
distortion is a very feal threat«in emergency situa-
tiogs; these minimums+#give you a needed pad. By
the way, I have yet'to hear anyone second-guess
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a standard briefing item; but
just how “standard” is i Are.
you going to stay with a jet that’

b_rrdstrrkes? Whe commands °

. : \
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