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Capt Terry Q. McCammon
366th TFS/364th TFW ¢
Myrtle Beach AFB, SC

-

wrme crolsing at FL 310 oo a simulated
deployment misslon, Captain MeCammaon's A-7D
began expeciencing sevére engine vibrations: In
an attampt to clesr the vibrations, the throttle
was reétorded 10 idie and & descant initiated. Air-
spoed was Incressed during the descent to clear
any compressor stalis An emargercy was
declsrad, and the aircraft was turned towards:the
nearest suitable runway.

Captain MeCammon selécted normal fuel whian
the: soverity of the vibWations did ot dectease
after an airspeed increage of 40 knots. The uibri-
vons cominued, and the enging turbine outist
temperature (TOT) bagen to Ivcréase through
F00"C  Approaching flight level 220, the TOT

ched 730°C, and Capiain MecCaminon elected

Mut down the engine 1o gravent damage from
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wxcaisive heat. Thie amergency power packige
was deployed to provide hydfaulic power lor the
Hight controls, and a power-off glide made to
11,000 feet where an immediate restdr wWas sut-
cesafully accomplished. Afiar the reswart, only
minor vibrations were notad withi the RPM stabi.
lized st 76 patoent. When the throttle  was
increased to 79.5 peicemt RPM, the wibrations
ceased. He continumd the descent apd performed
s {lawless pracautionary apprgach and landing
without mpving the thirotile: until touchdown

Captain McCammon's fimely resciien 1o a
serious sngine problem, and the professional
irmanstip demonsirated  during 28  power-off
giide und restrictad pover approach and landing
gualily higy as the Tactical Air Command Aif-
crmwman of Distibenan. ——



r.""'.'." gl g g g P W P P P 'f‘“’ A

: SIMULATOR EMERGENCY

:

/

Il
IIII%%””
Wﬂ"
,,,/,//
i

//?/

\
S——— \\ .\ =
== A
= — = \ ==
—— — 3
S \ 7
= = \ —
= = —
===y - — §
e
=
——
—
—
—
—— i
— \
—— |

The DASH-ONE is good testament to all that

we have learned.However,until you have been

By Capt Bernard R. Smith, Jr (checklist), under the Emergency Procedure
called “Utility Hydraulic and Engine Failure (with
or without Single PC Failure).”
A lot has been said and written about this
emergency, and the information in the Dash-

4th TFW
Seymour Johnson AFB, NC
One is a good testament to all that we have
learned. However, until you have been there and
back, you've never read enough. The saddest
N

thing, though, is that all of us have been there
but most of us failed to le \

To land or eject. Every time a pilot raises his
gear, he is eventually faced with this decision.
-4 pi more than once
as much as possible from the experience. I'm
OCTOBER 1976

Strangely enough, the only place F-4 pilots are
reminded of it in print is in the Dash-One

there and back, you've never read enough....
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“a physiological reaction, near accident or
hazard in flight due to medical or

S

physiological reactions of the crew as reactions
to @ “toxic substance.” While 1t 15 true that
ritrggen becomes increasingly toxic at pressure
greater than one atmosphere .. a8l lgss than one
atmosphere of préssure, its eftect 15 one of suf-
focation, As the paccentage of nitragen in the
cabin increases, less pxygen is available and the
effect s that of hypoxic hypoxia. Two' mistakes
are apparent here: failure of the loadmastar to
properly prepare the tank for transport by not
venting waste gas overbeard and, secandly, the
classification ol the action of the gaseols agent
a5 "towic.”

The second incidant involved hospitalization
of two |lpadmasters with lung damage due to
breathing fuel tumes. As in the first case, equip-
ment was being fransported, and the mission

T prassed to its completion following 2 fuel

i .. daspite the fumas which filled the cabin
“erfia where the |oadmasters weare stationad. In
this Instance. the fuel really was a toxic
substance. and once the cabin becama
contaminated. the mission should have besn
sborted. It was ngt, hgwever, and the
londmasters breathed the fuel-laden cabin air
for 8 bonsiderable period. Several arrors were
committed in this Incidant

a. The fusl should have been drained prior 10
Iading the cargo.

b Once the cabin became contaminated, the
gitcraft commandgr should have aborted the
mission

¢. The crew should have donned their oxygen
masks and st their regulators to a 100% set-
wng.

Meithar of these incidents (nvolved TAC
aircrews. Although the TAC mission no longer
inpludes airlift, there ara some lessons hera lor
us-as well Poor judgemant, planning, and load-
ing procedures could have besn compensated
for by propar use of avallable oxygen eauipment
by the craws. Had they followad the instructions
~iyan by their phystologieal training NEtructors,

ang would have becoims unconscious or sul-

ad lung damage

TAC ATTACK

physiological reasons.”

In conclusion, let's review your responsibility
10 report physiological incidents. Many oraw-
mambers feel that "it's nagt my place” 1o repon
such an incident Pllots. flight safety officers.
and tlight surgeons are not the only responsible
individuals. Each pilot, flying safety officer, or
any other person with knowledge of a physio-
logical incident must report it to the nearest
LISAF base commandar. Hight surgeon {or
medical afficar), From thers. on. it's their
rasponsibility to send the required messages. flll
out the required forms. eic. But remember
you do have a responsibility to make the initigl
repor. —
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LOW LEVEL WIND SHEAR PART 1/

%/IINJND SHEAR
FINAL APPROACH

Major Shirley M. Carpentar
702d MAS

514th MAW (Reserve Aszsociate)
MeGuire AFE NJ

Last manth, the author discussed the charac-
teristics of wind shear and the different types of
meteoralogical donditions which can produce it
This manth, Major Carpenter will give details on
how wind shear can affect an aircraft during ap-
proach and landing.

Han'«; pilots have flown a perfect approach
until just before touchdown when suddenly the
plane slammed onto the runway. At other times,
an argratt will appear to float down the runway
just:a tew teat ol the surface and almost refuse
to land. Such landings seldom make headlines
in the newspapar wunless an accident rasuits.
Howevar, the only difference Detwean these two
situations and an acoldent isa matter of dearee.
Dagrea of what? "Pilot judgment.” the raccrds
wiould probably read after an scoident. But (s
this glways correct? No - it could heve been Lhe
amount of wind shear presen! in the landing
Breg

18

It s not surprising that most pilots do not
urnderstand how wind shear affects their airgrad
It is a vary complex topic and tends to L
misundersiotld. The oftan heprd wind shear
axiom 5. "Il a pilot suddenly loses & head wind,
he will have @ tendency o |land shert: but H he
loses a tall wind, he will have a tendency to land
long.” Howewer. 1t 8 not necesgarily the direc-
tion of the winds which detarmines whether a
pilot fands long or short. Instead. it is the locs-
tlen of the runway in relation t© the wind shear
point. Tharefare, gilots canne! catagorize canain
reactions that will occur for a particular direc-
tion of shear ... it 18 more compllcated

Filgts are aften lured inta thinking that it will
be a routine appraach and landing when surface
winds are calm and the sky is clear. Most pilots
oxpaect wind shear when winds are gusty or the
air 15 turbulent; but a calm surface wind, \n con-
junction with a smooth descent on final ap-
proach. lends 10 producs 8 sansse of compla-
cency. Wind shear on final approach 1s: usually
difficult o recognize untl the aircraft 13 actually
being affected. Then 1t becomes difhicult o de-
lermine exactly what is happening to the air-
craft, Eastern Airlines 15 Jan 76 FHight Safety
Bullatin stated that '"Timely recognition and—,
prompt action is the key 1o a successful landir |
or & required go-around when a low-level Wwir,
sheat is arcountered during a final approach”

Ta halp pilots recognize a wind shear situation
sooner, analyze il bettar, and take prompt cor-
rective action, twe different approaches will be
examined one Hown with a decreasing head
wind and the other one with a decrassing tall
wind

DECREASING HEAD WIND SHEAR

i an aireraft stays on the glide path with a
lower-than-norms| rate of descant and the sur-
face wind s reported calm, & pilot shodld
suspect a strong head wind aloft and anticipate
the possibility of ancountering a low-level wind
shear. In January 1875, Eastern Airhines
reported an mcident of a crew that did an ex-
cellant job of anticipating such a wind shear.
The crew was flying an airplane eguipped with
an inertial navigation system (INS) and was exe-
cuting 2 VOR/DME epproach o runway 28 -at
riight. Visibility was good and the approach
lights were m sight with' siyfface winds raported
as 340 degreess at knolis At 1,600 feot, thea
crew noticed that the INS indicated winds ¢
316 degrees at 35 knots. This gave them a 3
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TOTAL ACFT. ACCIDENTS

MAJOR ACFT. ACCIDENTS

AIRCREW FATALITIES

TOTAL EJECTIONS

SUCCESSFUL EJECTIONS

FIGHTER/RECCE WINGS

127 TEW

67 TRW

132 TFW

123 TRW

156 TF6

OTHER UNITS

135 TASGP
182 TASGP

307 TAIRCE

193 TEWE
602 TAIREE  TAC

MAJOR ACCIDENT COMPARISON RATE 73/76

= IAN  FEB MAR APR MAY JUN

(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)

JUL AUE SEP OCT NOV DEC

* U5 GOVERNMENT PRINTING OFFICE: 1576 835-285N05
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