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THE
CATCHERS

Here are some tips on arresting gear
engagements—-points to ponder should a

barrier engagement become necessary ...

Courtesy: TSgt Bernero
24 COMPW/DEM
Howard AFB, CZ

The “Catchers” (Barrier Maintenance), a group of professionals dedicated to preserving life, limb, and
aircraft, offer these DO’s and DON'Ts to our fellow professional, the fighter jock.

DO make every effort to contact the cable as near center line as possible.

DON'T use the arresting cable as a “‘target’ on routine landings.

DO allow the cable to stop your aircraft with brakes built within the arrestment system.

DON'T ride aircraft brakes during the arrestment.

DO make every effort to engage the cable at speeds and gross weights below maximum design limits.

DON'T engage the cable with speed brakes down.

DO notify tower upon pending engagement.

DO tell Barrier Maintenance about problems. They're the ones who can and will help.

DO tell the control tower after the engagement your aircraft weight and estimated speed. This informa-
tion is necessary for determining future serviceability of barrier components for the next engagement.

The “Catchers” are concerned with your safety and the preservation of your aircraft. Accomplishing
our job enables you to accomplish yours, again and again and again.




FLIP Relief is on the Way

Courtesy of
Lt Col Cobb
HQ AFCS/FFOS

How many times, when you were flying,
have you pulled out the US IFR Supplement only
to find it almost impossible to handle because of
its bulk? The latest version is 1% inches thick
and is difficult to control with one hand. Nu-
merous complaints have been received resulting
in action being taken to reduce the size of the
IFR Supplement.

The Air Staff has directed HQ AFCS/FFOS
(the follow-on to the old Instrument Flight
Center, Flight Standards Branch) to purge
nonpertinent information from the US IFR Sup-
plement “Aerodrome Remarks” section for each
Air Force entry. The standard aerodrome re-
marks criteria published on page 8 of US IFR
Supplement will be used to determine what in-
formation will remain in the publication. Some
of the deleted information which should be used
for flight planning will be placed in the FLIP
Area Planning under an alphabetical base listing
entitled “Supplementary Aerodrome Remarks.”
Consequently, starting in September 1979, a
more thorough review of the “Area Planning”
section of FLIP will be necessary when flight
planning.
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...interest items,
mishaps with

morals, for the
TAC aircrewman

Holloman AFB has already realigned their
remarks. See Holloman AFB in the US IFR Sup-
plement and also in FLIP AP/ 1, page 3-13.

Other programs are underway to improve all
FLIP products. If you have any suggestions to
improve the product for all users, call HQ
AFCS/FFOS, AUTOVON 638-5479.

HIGH AND HOT

The aircraft was number two in a flight of two
for a day weapons mission. Everything
proceeded normally until takeoff. Number two
rolled with ten seconds spacing behind lead. Ac-
celeration checks were correct. Just after rota-
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should be a fairly routine operation, numerous
incident reports in the past month indicate that
this is not so--especially for the A-7D drivers.

Under normal conditions, landing the SLUF
should be a piece of cake. Throw in a little rain,
wet runways, emergencies, heavy airplanes,
steep glide slopes, short runways, etc.,--then it's
a different story. Still, it should not be a major
problem if proper attention and skill are applied
in the appropriate areas. The one big item is to
be ON SPEED. The correct touchdown speed
and associated angle of attack are probably the
most important factors. (This should sound fa-
miliar to everyone, not just A-7 pilots!) Also.
there have been several cases where the pilots
have landed--then needed and ignored using the
tail hook when a nice, compatible barrier was
available. This characteristic again is not limited
to A-7 folks.

Let's do a little more concentrating on basic
airmanship. It just makes good sense to use all
available aids, in and out of the cockpit, to
recover your airplane.

F-15 WINDSHIELD ANTI-ICE

By Capt Gary R. Porter
HQ TAC/SEF

We are still damaging F-15 windshields due to
inadvertent actuation of the windshield anti-ice
switch. Despite safety wiring, the switches are
still being bumped on. Do yourself and the next
pilot a favor--write up the switch safety wire if it
is broken or wrapped around the base of the
switch, allowing actuation. There shouldn't be
too much of a requirement for the system as we
approach summer; but if you do need to clear
off some icing, remember to turn the system off
immediately after the windshield is clear.

NEGATIVE G's AND THE
FIGHTER PILOT

By Capt Gary R. Porter
HQ TAC/SEF

Nobody likes negative G's, they're not natural,
they just don't feel good, they don’t even sound
good. Unexpected negative G's are worst of all.
There have been several recent incidents which
demonstrate crews are not preparing for the

TAC ATTACK

WANAY

possibility of this unexpected loss of apparent
body weight (a crash diet?) when the aircraft
experiences uncommanded negative G's. The
first problem we see is that pilots aren’t securing
themselves in the seat very well. In order to
check six better, they're leaving their lap belts
loose; and as a consequence, some are finding
out what it's like to bounce their heads off the
canopy. Others are finding out that their bodies
aren't the only thing that can float around the
cockpit. Trying to secure floating tape recorders
and helmet bags have been mentioned in
several recent incidents. The pilot who lays his
tape recorder on top of the map case is asking
for trouble. We suggest that after you have
started your recorder for the first engagement,
see that it's stowed properly and the velcro
fastened tight. (When was the last time you
wrote up the velcro tabs on the map case, or
whatever your jet uses, for not fastening
securely?) It would be wise that a part of your
fence check be to look for loose articles and a
tight lap belt. If you should then enter an unex-
pected negative G condition, you can
concentrate on keeping your stomach in the
right place and not worry about the terminal ap-
proach plates.
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but it was believed to have impacted in an unin-
habited field approximately 1600 feet from the
FFO parking location. Bottom Line: No injuries
nor property damage. Just luck? Not really.
Realizing equipment is subject to failure and hu-
mans to error, the sound logic behind designat-
ing combat aircraft parking spots and maintaining
a “clear fire zone” for 2.75 rocket, missile, and
gun equipped aircraft makes a bunch of sense.
Without practicing this safety technique, this
recent mishap might have cost more than an
expended 30MM round.

We can't eliminate all our Murphys, but we
can at least minimize their results.

The only panacea to the FFO problem is the
adequate spacing of parked aircraft and the
maintenance of clear zones. Limited budgets
preclude acquisition of the acreage necessary to
totally alleviate parking congestion. However, we
can minimize unwitting targets in our clear fire
zones by continuously reminding our personnel
of the hazards associated with FFO and employ-
ing effective flight line supervision. Forward fir-
ing ordnance does and will fire inadvertently.
Take heed.

MISSION OR SAFETY..OR BOTH

By Capt Jonny J. Hepler
51 COMPW (Tactical)

My eyes hurt! It's cold and the rain is running
down the front window of the step van. The
windshield wipers are slapping back and forth;
they seem to keep time with the chatter on the
radio. The darkness stretches on forever, only
broken here and there by the distant glow of
light-alls. The light-alls identify the location of
aircraft undergoing maintenance work. You have
entered the world of the Weapon's Expeditor.

The Weapon's Expeditor is waiting for the call
that an aircraft is ready for the load crew. To-
day’s surge has been hard on the aircraft, and
most of them come back Code lll. That always
adds pressure to the mid-shift because they
know they will get the aircraft late due to the
heavy maintenance that must be done prior to
munitions loading.

The call comes in: “Aircraft 293, location
Mike 04, ready for load crew.” The Weapon's
Expeditor starts the step van and tells the wait-
ing crew chief to get his load crew ready. Air-
craft 293 requires a complete configuration
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change and full load of practice bombs. This
bird had received a functional check flight (FCF)
today and required a SUU-21 on the left inboard
station, a MER on the centerline, and a TER on
the right inboard station. The step van pulls up
by the aircraft and the load crew gets out. The
number four man, who had been dropped off on
the way over, is arriving with a SUU-21 on the
MJ-1 lift arms.

As the Weapon's Expeditor drives off he
hollers to the crew chief: “I'll be back in an
hour. Make it fast! We're behind schedule.” Then
adding with emphasis: “Use your checklist. We
don’t want anybody hurt.”

The Weapon’'s Expeditor realizes the error he
almost made. He almost put the mission before
the safety of his people. If you make the same
mistake that the Weapon's Expeditor almost
made, you might have to carry a heavy burden
on your conscience for the rest of your life.

BDU-33

The BDU-33 and the MK-106 practice bombs
can burn, maim, or kill, if handled improperly. If
the safety device is not properly in place and the
practice bomb is dropped. there is a very good
chance the spotting charge will function as
designed. A small charge will blow white phos-
phorus out the tail end of the bomb. If you have
your hand over the end of the bomb, the least
you can expect is to be severely burned. You
might even be killed. So, next time the mission
starts coming before the safety of your people,
remember that any commander would rather
have a late or missed mission than an injured
member of his organization! g
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1AL

thru thru JuL
UL Mo79
CLASS A MISHAPS 0 6
AIRCREW FATALITIES 0 5
TOTAL EJECTIONS 0 4
SUCCESSFUL EJECTIONS 0 2

TAC’S TOP 5 thru JULY ‘79

TAC FTR/RECCE TAC GAINED FTR/RECCE TAC/GAINED Other Units

347 TFW 156 TFG 193 TEWG
363 TRW 184 TFTG USAFTAWC

479 TTIW 123 TRW 919 SOG
33 TFW 121 TFW 1 SOW
56 TFW 108 TFW 302 SOS

CLASS A MISHAP COMPARISON RATE 78/79
(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)
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