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The seats are comfortable but the cockpit is not spacious. Seat
changes by students, instructors and crewmembers are restricted
by this lack of space.

board engine’'s power exceeding the inboard
power. This asymmetrical thrust, although con-
trollable, can interfere with the smoothness of
the contacts. It also keeps the boom operator
awake!

In the traffic pattern, the E-SA maintains air-
speed and requires relatively little power due to
its clean design. A typical instrument pattern
consists of: clean downwind (200 kts); base
(25° flaps - 150 kts); final approach (gear - 50°
flaps - 130 kts). The leading edge flaps and the
inboard and outboard trailing edge flaps allow
for the drastic reduction of airspeed on final.
Unlike the smaller 135 models, the E-3A wings
appear to unfold in all directions as these
various flaps are extended.

Touchdown is normally much smoother than
our commercial counterparts and requires very
little braking after the speed brakes are
extended. Since there are no thrust reversers or
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drag chutes for braking action, the brakes were
designed to compensate for these deficiencies.
With maximum braking, the landing roll can be
reduced to less than 3,000 feet at normal gross
weights and is accomplished without worry of
“hot” brakes.

This has been a cursory glance at the E-3A
and the flight crew. Space prohibits description
of many other special features. The operational
use of the E-3A will undoubtedly influence the
concepts of future air warfare. We are glad to be
aboard and look forward (as well as all other
quadrants) to contributing to the TAC team ef-
fort.

—




SUPER SABRE EATS B I R D S

In the safety business, it's very easy to find dumb
or bad things to write about because we don't often
hear about the guys who do a good job. So hold onto
your helmets, gang, and read on because — it's time
for the good news.

The pilot of an F-100D was leading a formation
takeoff when, just after becoming airborne (20 to 50
feet) at the 4,000-foot remaining marker, his Super
Sabre gulped down numerous doves. The jock felt
one very large compressor stall, engine surge and
power loss, and saw fire coming from the intake. The
pilot immediately initiated landing and abort pro-
cedures and set the aircraft back on the runway. He
then released the tail hook and deployed the drag
bag with approximately 2,900 feet of runway remain-
ing. The BAK-12, located 26 feet into the overrun,
was successfully engaged, and the aircraft came to a
halt 430 feet later without damage.

This near-accident vividly illustrates the impor-
tance of having a plan of action for critical emergen-
cies, such as aborts, before takeoff. There's no time
for mental debate when you've just lifted off, and the
runway available is rapidly diminishing.

8

...interest items,
mishaps with
morals, for the
TAC aircrewman

Formal water survival training for all rated aircrews
is required by AFR 50-3, Course No. S-V86-A. Con-
ducted at Homestead AFB, Florida this course trains
aircrews in the employment of survival/life support
principles, procedures, equipment, and techniques
and will help aircrews survive over-water bailout,
ejection or ditching, assist in their survival at sea, and
aid in their safe recovery and return to duty.

Because water covers 80% of the earth, this train-
ing could very easily save your life. Unit training of-
ficers should review all personnel records to ensure
that every aircrew receives this lifesaving training.
USAF Water Survival Training is conducted by the
3613th Combat Crew Training Squadron, Home-
stead AFB, Florida, 33030. AFR 50-3 and AFM 50-5
provide information on policies, procedures, atten-
dance requirements, and course contents. So, unless
you can walk on water or have gills, have some fun in
the sun and learn how to survive in 80% of the world
— at water survival school.
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the antenna. The noise | heard from the radio
was deafening, and | couldn't understand any-
thing | heard. | then remembered the chute
beacon, found the parachute harness. and
turned the beacon off. The radio was now clear,
and | could hear my wingman calling to me and
to the helicopter on Guard channel. | answered
my wingman, told him | was OK except for a
banged up shoulder and arm, and asked if he
could see me or my chute. He informed me that
the trees were too dense to see me, but he knew
generally where | was. | told him | could hear the
helicopter, and that | was going to walk toward
the helicopter noise. | started walking, radio in
hand, and continued to talk to my wingman on
the survival radio. | found a path and a road in
the woods leading toward the helicopter noise,
and | followed it until an Army helicopter crew-
member met me and led me to the waiting
chopper. | was taken to Robins AFB Hospital
where | stayed for a few days prior to release
and eventual physical therapy treatment back in
Richmond, Virginia. My shoulder and arm were
not broken, so a few weeks of physical therapy
brought them back into good shape.

My reason for writing this article is to share
an experience with you, and also to point out
some bad errors | made due to confusion,
shock, injury, or all of them put together.

FIRST: | was not as sure of my post-ejection
procedures as | should have been. All fighter pi-
lots know how to get out of a sick bird, but very
few think it's going to happen to them. | submit
that.they do NOT pay enough attention in hang-
ing harness training to have it all together for
the parachute descent and eventual landing. If |
had been more positive of those procedures, my
mind could possibly have focused on them and
prevented my blacking out a second time while |
was In the chute. I'm sure | was in shock from
my injury, but | still fault myself for not trying to
attempt the “pull four” and also for not getting
rid of the oxygen mask (I left it hanging from
one side of the helmet).

SECOND: | did not deploy the seat kit and did
not even think of it until just prior to tree entry.

THIRD : | did not prepare myself properly. or
in time, for entry into the trees.

It's hard for me to fault myself for a poor PLF
since the chute did partially hang up in the trees
prior to releasing me onto the ground.

TAC ATTACK

FOURTH,and most important,| only took
the radio with me when | left my landing area.
Even though | was sure | would be picked up
soon, | should have kept the equipment and sur-
vival gear with me to facilitate my rescue.

Gain from my experience and get all your
“stuff” together! Not just concerning the im-
mediate action emergency procedures in the air-
craft; but also the post-ejection and survival
procedures once you have left the sick bird and
are in the chute, and once you're on the ground
attempting to help the rescue effort.

Fighter pilots who have gone through combat
and are still alive and kicking tend to minimize
their survival problems in peacetime -- DON'T.
Learn from my errors. It ain't no piece of cake,
and you may not be as lucky as | was. s
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TALLY |

CLASS A MISHAPS |
AIRCREW FATALITIES -
TOTAL EJECTIONS el
SUCCESSFUL EJECTIONS &
RATE COMPARISON

AFR |

thru SEP

SEP

TAC'S TOP "5” thru SEP

TAC FTR/RECBE _____ I TAG GAINED FTR/RECCE )| TAC/GAINED Other Units

L 66 {127 TFW 12 {182 TASG
32 | 156 TFG ANG 1102 1135 TASG
21 | 117 _TRW ANG J1 94 | 507 TAIRCW
21 [434 TEW AFRES 193 $06
21 | 162 TFTG ANG JI 83 | 110 TASG

REMOTELY PILOTED VEHICLE (RPV) ACCIDENT EXPERIENCE

25
20 1
RATE/ 154
100 LAUNCHES | 1973 (8.6
g b W ()
JAN| FEBIMAR| APR| MAY| JUN | JUL| AUG| SEP| OCT | NOV | DEC
CUM RATE 001911108167 |60)40 42| 471 4.4
NO OF ACDTS
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