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Heading Back Outdoors 
With the arrival of warmer weather, our fancies 

turn to (among other things) more outdoor activities. 
One thing to remember : we aren't in the same 
shape we were in at the end of last summer. Why do 
you think professional teams have spring training 
and summer camp? 

It isn 't just our muscles that are out of shape-it's 
also our minds. The first few times out, we find 
ourselves forgetting things . We need to refresh our 
good habit patterns. 

We also don't have the timing we had at the end of 
last season . Our minds and reflexes need practice in 

order to synchronize. We need to exercise them at 
slower speeds to get our timing back. 

Finally, we need to find out what's new this year. 
Better techniques and equipment come out; rules 
change. For example, did you know that this year the 
Coast Guard requires you to carry visual distress 
signals on your boat? Not knowing the new rules 
could cost you $500 in fines. That's no way to start 
the season. 

So let's have fun, but be smart about it. Check for 
changes, start out slowly, and soon we'll be as good 
as ever. 

R~~fz.USAF 
Chief of Safety 3 



In a not-so-far-off land there once ex1sted the 
Kingdom of Meteorological Phenomena A great 
var1ety of strange and wondrous creatures inhab­
Ited th1s k1ngdom: however. the most fearsome 
was the overgrown. unruly breed of cumulus tom­
cats that pervaded the back alleys. These en1gmat1c 
felines were truly unpredictable . Not seen for 
months at a time. they would suddenly pounce 
upon a poor. unwary traveler. wreaking great havoc 
upon h1s carnage. comfort. and personal well 
be mg . 

The largest and most malevolent alley tom was 
known throughout the k1ngdom as Tommy. the Rat 
W1dowmaker or. as called by h1s assoc1ates. TRW. 
His stormy disposition was renowned . He ruled h1s 
expans1ve domain-which became known as T­
Storm Alley-with an 1ron paw. and woeful was the 
p1tiful passerby who wandered mto his grasp . 

Also l1v1ng in th1s same kmgdom was a phalanx of 
1ntrep1d city rats. a group of fun loving vagabonds 
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who traveled the alleys extensively. These rats knew 
well of TRW and h1s fnends . But because they 
needed to travel through T-Storm Alley. the rat 
commun1ty establ1shed an alley watch to adv1se 
travelers of the alleycats' whereabouts . Th1s watch 
became known as the Alley Tomcat Caut1oner 
(ATC) . 

Dash1ng. Danng. Reckless Rat (D2R2) also re ­
Sided 1n the alleys of the c1ty. D2R2 was of the old 
school and had earl1er l1ved along the banks of the 
nver w1th a group known as R1ver Rats . The R1ver 

Rats were generally cons1de red more worldly than 
the1r urban counterpa rts because they had sur­
vived many dangers not known to the c1ty rats . They 
had been f1red upon by maraudmg 1nd1genous 
gunmen (MIGs) and had faced extreme environ­
mental hazards such as sand and mud sl1des 
(SAMS) . 

TAC ATIACK 

Because of-or 1n sp1te of-h1s R1ver Rat expe­
rience. D2R2 held general d1sdam for the precau­
tions taken by the c1ty rats agamst what D2R2 con­
Sidered mere tabbies . When D2R2 felt that he 
needed to cross T-Storm Alley. he would do so 
regardless of the adv1ce offered by the ATC . 

One dark and foggy night D2R2 was return1ng 
from a soc1al engagement at R1ta Rat's . D2R2 was 
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THE PARABLE OF D2 R2 

1n the hurry-up mode because of a scheduled brief­
Ing .he had to attend early the following morning. 
So he dec1ded to take the shortcut through T-Storm 
Alley. 

The ATC rat was on duty as D2R2 approached. 
"How goes 1t tonight. Chappie?" D2R2 asked ATC . 

"Not good . D2R2 . The tomcats' whereabouts are 
obscured by weather and darkness . I think TR has 
ret1red for the even1ng and you know how nasty he 
can be if he's disturbed wh1le embedded . If I were 
you. I would take an alternate route." 

" Baloney!" retorted D2R2. "I need to get on home 
and th1s is the fastest way. I'm not womed about TR 
poss1bly betng embedded. I used to live on the nver 
where we had real problems ." With that. D2R2 
launched up the alley. 

The path grew darker as the clouds obscured the 
stars and the moon. The fog thickened . D2R2 's 
built-in Rat's Alleycat Detection and Ranging 
(RADAR) system was not working at peak efficiency 
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because of his ovenndulgence in bubblies at Rita 
Rat's . As D2R2 picked his way along, hewasableto 
see and avoid several playful cumulus kittens . 
called baby bumpers . Thts should have alerted h1m 
that TR or one of h1s comrades was probably also tn 

the area . 
But D2R2 pushed ahead through a particularly 

dark patch of fog . In the dazzling strobe of a l1ght­
ning flash D2R2 first saw the awesome TRW. in 
midair. leaping towards him . D2R2 attempted to 
turn and escape but was too slow. TR had D2R2 in 
his claws and was tossing the rat about like a toy 
before D2R2 had taken a step. 

Alerted by ATC. the city rats searched the alley tn 

the pale light of morning , but were unable to find 
any trace of D2R2 . Rita Rat was despondent for 
days, but she was finally able to find some solace tn 

the company of a new companion . D2R2 was 
neither seen nor heard from again . 

Moral : The w1se rat never underestimates any 
threat. be it MIGs. SAMs. or TRWs . --> 

May 1981 



Aircrew of Distinction 

Capt Keith A. Lewis, weapons system officer, and 
1st Lt Gary A. Frith, aircraft commander, were flying 
an F-4E on a single ship, low-level navigation miss­
ion. At 500 feet above the ground and 480 knots 
airspeed, they struck a large turkey vulture which 
shattered the right windscreen. Bird remains 
exploded into the cockpit, destroying several engine 
instruments. Lieutenant Frith's mask was dislodged 
from his face, and his visor was shattered. He 
received facial lacerations and a corneal abrasion on 
his right eye. As they had briefed ahead of time, 
Captain Lewis immediately took control of the air­
craft, climbed to a safe altitude, and decelerated. 
Unable to communicate with the pilot or determine 
his condition, Captain Lewis turned the aircraft 
towards home base and began emergency coordina­
tion with the supervisor of flying and approach con­
trol. He asked for a chase aircraft to join up with 
them. Lieutenant Frith, aware that Captain Lewis 
had control of the aircraft, tried to clear his vision 
and reconnect his mask. He then checked front 
cockpit damage and attempted to establish inter­
cockpit communication. Only after Captain Lewis 
slowed the aircraft to 220 knots were the two men 
able to communicate with each other. Lieutenant 
Frith then took control of the aircraft. Captain Lewis 
continued to make all radio calls due to the noise in 
the front cockpit. Bird remains also almost totally 
obstructed vision through the windscreen and can­
opy. The chase aircraft joined with them and helped 
line them up with the runway. Captain Lewis re­
viewed the checklist and briefed Lieutenant Frith 
who flew a flawless wing approach. They landed 
and successfully engaged the approach-end arrest­
ing cable. 

The professional competence, airmanship, and 
superior crew coordination displayed by Lieutenant 
Frith and Captain Lewis prevented a more serious 
mishap and possible loss of life. They have earned 
the title of Tactical Air Command Aircrew of 
Distinction. 

TAC ATIACK 

Capt Keith A. Lewis 

68 TFS/347 TFW 

1st Lt Gaf'Y A. Frith 

68 TFS/347 TFW 

7 



Make your ear attentive to wi1dom, 

Incline your heart to understandina. 

-PROVERBS 2:2 

SOUTHPAW'S SNARE 
A pilot overseas d1scovered that the F-1 5 has a 

special trap for the left -handed. He had diverted 
because of weather . At 14 miles out on final 
approach to his d1vert field . he reached up and 
lowered the landing gear handle. Besides the gear 
coming down. the centerline pylon and tank jetti­
soned off the a1rcraft. 

The pilot w as left -ha nded . Approach contro l had 
JUSt given him a frequency change. and he wrote it 
down. When he reached for the gear handle. pencil 
still in hand. the pencil hit the Jettison button. 

Now on that one. M urphy outdid himself. 
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POOR FORM{s) 
The old "forms 1n the nosewheel" tnck has shown 

up in about every f1ghterwe've owned . Guess 1t was 
Just a matter of t1me until the F-1 5 jomed m. 

Th1s Eagle was on a cross-country fl1ght. Two 
minutes after takeoff from the base where he'd 
stayed overn1ght. the pilot not1ced a red warn1ng 
light 1n the landmg gear handle. He slowed down 
and recyc led the handle. The light went out. so he 
continued h1s climb. When he leveled off at 30.000 
feet. he felt a thump. Even though h1s engme 
Instruments showed everything normal. he dec1ded 
to return to the base he had JUSt left. He landed 
w1thout any problems. 

Afterwarcs. when he and some maintenance 
troops looked the plane over. they found a large 
part of the b1nder for the a1rcraft's Form 781 lodged 
aga1nst the front of the fan of the number one 
engine. Another small part of the form 's plastic 
cover was wedged in the left main landing gear 
door. When they 1nvest1gated further. they found 
considerable damage to the fan module and the 
h1gh compressor section of the eng1ne core . 

An all too famil1ar cha1n of events led to the dam­
age . F1rs t. trans1ent maintenance placed the forms 
in the nosewheel well after servicing the aircraft. 
Second. the pilot left them there . Third. the F- 1 5 
has one and only one place from wh1ch the forms 
can fall out and enter an engine. That place. of 
course. IS the nosewheel well . 

The trans1ent alert troops showed poor tech­
nique 1n stow1ng the forms 1n the nosewheel well . 
But the person responsible forrev1ew1ng the forms 
and securmg them IS the pilot. That's fa1r ; after all . 
he has the most to lose. 
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THE HEAD-ON GUN SHOT 
By the rules of engagement. the A-1 0 can take a 

head-on gun shot during air-to-air maneuvers; no 
other aircraft can-in peacetime. Some of the hog 
drivers who've tried that shot have come back with 
their eyes watered . It isn't something you can take 
lightly. 

Say you 're in an A-1 0 hassling with an F-15 . You 
turn to meet h1m head on. He co nt inues for a head­
on m1ssile shot which is okay by the rules. Now you 
are both responsible for breaking off the attack far 
enough out to ensure safe separation of your air­
craft (500 feet mmimum) . So. how far out will you 
break off your attack? When should you take your 
simulated gun shot in order to break off in time? 

If he"s at 500 knots and you"re at 300 knots. that's 
800 knots of closure. or 1.350 feet per second . It'll 
take 1 1 / 2 seconds to roll and pull enough to gain 
500 feet of separation . Add a second for reaction 
t1me. and you have 2 1/ 2 seconds. which equates 
to 3.400 feet. That"s where you have to break off 
your attack. Your simulated gun shot will probably 
be at lea$t 1 second long . That means opening fire 
at 4 . 700 feet out Of course. your p ipper placem ent 
had to occur prior to that. If you spent a second 
moving the pipper before shooting. you'd better 
have begun at 6.000 feet. at least. 

Let's run it through in our minds. At a mile out we 
move the pipper onto him. then we squeeze the 
trigger for 1 second . Next. we come off the trigger 
and roll nght and pull . We miss by 500 feet 

TAC ATIACK 

Now th ink about what happens if you misjudge 
your distance out; after all. you're only eyeballing it 
Think also about what happens if you haven 't 
planned your breakoff maneuver. and your reaction 
time increases over a second . Think about it now. 
on the ground. You won 't have time in the air . 

SPEEDBRAKE GETS 
THE REBOUND 

An F- 16 returned "to land on a wet runway in light 
rain . The pilot flew it to an on-speed touchdown 
500 feet from the approach end . He used aerody­
namic braking . holding the nose up to increase 
drag . As he crossed the arresting cable. he felt and 
heard a sharp thud. Postflight checks revealed a 
3-i nch crack on the bottom of the right speed brake 
leaf. 

The culprit wasn't hard to find. The approach-end 
arresting cable had F-16 paint on it . The cable 
could be raised by hand about 12 inches; that's 
normal for cables under tension. On the other 
hand. during aerodynamic braking . the F- 16's lower 
speedbrake leaf is 7 inches above the runway . 
That's about the length of a hand . At speeds around 
1 00 knots. the arresting cable is very likely to 
rebound into the speedbrake. 

So. it looks like you have to choose between 
speed brakes and aerobraking until you get across 
the cable in your F-16. That's the problem w ith 
sports models : they're built so close to the ground . 
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TAC TIPS 
HOW NOT TO CHASE 

Two A-3 7s had just taken off on a tactics mission. 
The pilot 1n number 2 wasn't able to raise the gear 
handle . He climbed. kept his airspeed down. and 
called for number 1 to check him over . 

Number 1 JOined up on number 2 in fingertip 
pos1t10n on the right s1de to look at number 2's nose 
gear . He d1dn't see any problems from there. so he 
moved 1nto close trail to get a little different per­
spective. He still couldn't see anything . He moved 
forward underneath his w1ngman to get a better 
look. While number 1 was looking at number 2's 
nose gear. his airplane began drifting up . When he 
saw that he was closing. he tried to turn away. but it 
was too late . Number 1's right pylon tanks hit the 
front of number 2's left tip tank. and the right side of 
number 1's horizontal stabilizer h1t the rear of the 
t1p tank . They separated; each declared an emer­
gency and did a controllability check. Another A-37 
from their un1t gave them each a close-but not too 
close-lookover. Both of them landed without fur­
ther problems . 

It's easy to let our des1re to help override our 
good sense . D1rectly underneath the wingman in 
close formation is no place to chase. When we look 
up. we tend to drift up . Don't try to get as close a 
look at the gear as you do on a preflight . The pnce 
of that kmd of look 1s too high . 

1 0 

FUEL GAGE OR 
FOOL GAGE ? 

If we were fly1ng 0-2s. we 'd ra1se our bingo fuel 
after read1ng th1s report: 

The 0-2 took off with 100 gallons of fuel on 
board . After 4.3 hours. the rear engme quit even 
though both ma1n fuel gages showed 10 gallons 
rema1n1ng . The pilot sw1tched the rear engme to 
feed from the left main tank and restarted It He 
smartly headed for home . Just as he arrived over 
his home field and began a descent. both engines 
quit The pilot tried every poss1ble combinat1on of 
switch settings. boost pumps. and emergency cross 
feed until he finally restarted the engmes 1n the 
main tank position. The engines coughed and sput ­
tered dunng the descent The rear engine died on 
final approach . and the front eng me quit dunng the 
landing rollout 

In the chocks. the ma1n fuel gages st1ll showed 4 
gallons remaining on the left and 7 gallons remain­
ing on the right The maintenance troops dramed 
the tanks of every last drop of fuel. and the gages 
still showed 4 gallons on the left and 7 gallons on 
the r1ght So they changed the probes and recall ­
brated according to the tech data . When they 
dramed the tanks agam to check the low side read­
Ing. the gages showed 3 gallons on the left and 4 
gallons on the right . They repeated the entire recal ­
lbratiOn exactly accord1ng to the tech order and still 
came up with the gages showing 3 to 4 gallons 
when the tanks were empty. 

That may seem insignificant. only 3 or 4 gallons; 
but when your mmimum fuel reserve IS 6 gallons 1n 
each tank. the error means half of the reserve fuel 
may not be there . That's why we 'd ra1se our b1ngo 
fuel. 
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TAC Safety Awards 

SSgt Robert A. Marion 

CREW CHIEF SAFETY AWARD 
SSgt Robert A. Marion, 31st Aircraft Generation 

Squadron, 308th Aircraft Maintenance Unit, 31st 
Tactical Fighter Wing, Homestead Air Force Base, 
Florida, is this month's recipient of the Tactical Air 
Command Crew Chief Safety Award. Sergeant 
Marion recently discovered a defect in an F-4 he was 
launching which could have led to the loss of the 
airplane and possibly its aircrew ifthe problem had 
gone undetected. During preflight, he found a dis­
colored paint area on the bottom of the right wing. 
Suspecting an electrical malfunction in that area, he 
ran an electrical system check which revealed no 
problems. After the aircrew arrived and started 
engines, Sergeant Marion rechecked the discolored 
area. He found that the area became excessively hot 
when the flaps were lowered. Suspecting a boun­
dary layer control (BLC) problem, he notified the 
aircrew, who had no cockpit indications of a prob­
lem. The aircrew concurred with aborting the flight. 
A panel was removed and the ruptured BLC duct 
was found. Later tests also showed structural dam­
age in the wing caused by the 500°F air in the BLC 
system. Sergeant Marion has since submitted a 
suggestion which would provide cockpit warning of 
this type of problem. He is well deserving of the TAC 
Crew Chief Safety Award. 

TAC ATIACK 

SSgt Donald D. Cameron 

INDIVIDUAL SAFETY AWARD 
SSgt Donald 0. Cameron, 552d Aircraft Genera­

tion Squadron, 552d Airborne Warning and Control 
Wing, Tinker Air Force Base, Oklahoma, is this 
month's recipient of the Tactical Air Command Indi­
vidual Safety Award. Sergeant Cameron, an electri­
cal systems technician, identified and corrected a 
serious electrical problem on an EC-135K. The air­
craft was scheduled for inspection and replacement 
of the external power circuit breaker. While inspect­
ing it, Sergeant Cameron noticed a wire that showed 
signs of overheating. He troubleshot the system to 
find the cause of the overheating. His trouble shoot­
ing revealed that two circuit breakers had been left 
out of the system during a previous TCTO modifica­
tion of the system. The purpose of the two missing 
circuit breakers was to protect the external power 
circuit from overloading when external power is 
applied. Further investigation revealed that 307 C-
135 type aircraft in the Air Force and the Air 
National Guard had the same serious problem. It is 
likely that Sergeant Cameron prevented a major 
mishap. His alertness and professionalism qualify 
him for the TAC Individual Safety Award. 
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By Major Jim Mackin 
Editor 

W e are again entering that time when Mother 
Nature increases her stormtroopers in the field . Her 
thunderstorms feed on the heat provided by the 
summer sun . A well fed thunderstorm is a terror to 
any pilot with enough sense or experience to rec ­
ognize danger. Some of our hairiest experiences in 
Southeast Asia were provided by Mother Nature. 
That's because we'd press our luck with her in order 
to get the job done. 
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DON'T MESS 
WITH MOTHER NATURE 

Mother Nature can be a formidable foe. and 
thunderstorms are her front line troopers . We 
ought to know what we're getting into before we 
decide to tangle . 

A thunderstorm has power. The amount of heat 
energy released by a thunderstorm as it precipi­
tates a half inch of rain over a square mile is 1 7 
trillion calories. The Hiroshima atomic bomb re ­
leased 20 trillion calories. The updrafts and down­
drafts in a thunderstorm can build tremendous 
force . Drafts may reach speeds of 1 5.000 feet per 
minute. Aircraft that entered a thunderstorm have 
been displaced as much as 6.000 feet up and 
8.000 feet down . The average thunderstorm can 
outperform most of our aircraft. For instance. a 
T-38 1n military power at 20.000 feet and Mach 0 .8 
is capable of an instantaneous rate of climb of 
5. 700 feet per minute . A mature thunderstorm 
could eat it like a grape . 

Those up and downdrafts also cause turbulence 
and gusts. The turbulence in a thunderstorm will 
turn you every which way but loose. The storm lets 
you know who's boss. and it's difficult to hold your 
aircraft's attitude (your own attitude will have long 
since been changed). Where the downdraft hits the 
ground it spreads out and causes surface gusts. 
The worst of these is the so-called first gust. It can 
get up to 100 knots in the extreme. and it precedes 
the storm by as much as 10 miles. Sometimes the 
gust isn 't obvious on the surface. but the wind 
speed changes dramatically only 1 50 feet above 
the surface . 

I learned about first gusts when I blundered 
through one in an A-1 0 . I was trying to lead a 
formation landing. and we were racing the bad 
weather to the field . Approach control gave us a 
close-in base turn to avoid the weather . When we 
turned final for a precision radar approach. it 
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looked like we had it made. The field was in front of 
us in the sunshine. and the bad weather was behind 
us . My wingman was tucked in nicely. On short 
final. about 300 feet in the air. we hit the wind­
shear . Instantly, we lost airspeed and started sink­
ing. I pushed up the throttle. closed the speed­
brakes. and signaled my wingman to push it up. He 
stayed on my wing as I went around . Fortunately. I'd 
been carrying an extra 10 knots of airspeed so my 
wingman would be more comfortable . That com­
fort margin may have been our safety margin . It 
wasn't until after we landed (out of single-ship 
approaches)that the surface wind started to gust 
and swap directions. 

Believe me. you don't have to be in the thunder­
storm for it to threaten you . In addition to the first 
gust. hail can reach you in the clear air as far as 10 
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miles downwind. Severe turbulence can occur in 
the clear air around the storm and 1n the anvil as far 
as 30 miles downwind . 

And of course. there 's lightnmg . That's what 
makes a thunderstorm thunder . If you fly near a 
thunderstorm. you can expect l1ghtn1ng strikes . 
Normally. when l1ghtnmg stnkes an a1rcraft. dam ­
age IS sl1ght. But there are occas1ons that'll get your 
attent1on. l1ke this one : 

The F-4 p1lot was mak1ng a left turn descendmg 
through 6.500 feet in the weather at n1ght. He 
noticed static electricity budd1ng on the p1tot tube . 
Something flashed off the left w1ng . Suddenly the 
whole world seemed to l1ght up with an mtense 
flash of light. ,The a1rplane was jOlted sharply Both 
f1re lights l1t. The pilot began a cl1mb out of the 
weather usmg h1s tachometer. angle-of-attack gage. 
and attitude 1nd1cator; he had lost the UHF rad1o . 
headmg indicators. INS. and airspeed indicator . 
After he got on top. he found a break in the clouds 
and descended through it . He s1ghted h1s f1eld and 
lowered gear and flaps. The aircraft yawed and 
rolled to the left. but he controlled it. The a1rcraft 
was difficult to turn to the left . Both fire warning 
l1ghts were still l1t. and smoke was coming from 
both sides of the cockpit . The pilot dumped pres ­
sure and got rid of some of the smoke. At three 
miles on final . all the l1ghts and Instruments went 
out. He turned on the floodl1ghts. Although he told 
his backseater to be ready to eject at any t1me. he 
continued the approach us1ng thrust settmg. atti ­
tude. and feel as his references . He landed and 
engaged the approach-end bamer. 

That crew doesn't look lightly at the effects of 
l1ghtnmg . And we haven't even mentioned the at ­
least-theoretical possibility of fuel 1gnition by 
lightning . 

These stormtroopers of Mother Nature's have 
much more armament. lc1ng can cut you down in a 
hu rry . It increases your we1ght at the same t1me it 
decreases your lift. Precipitation stat1c can w1pe 
out your communications . And 1f the thunderstorm 
gets t1red of playmg w1th you. 1t can finish you off 
with a tornado . Tornadoes can extend as high as 
35.000 feet 1ns1de the spawn1ng thunderstorm . 

So you see. a thunderstorm is a form1dable foe . 
Personally. I've g1ven up hassling w1th them . I go 
out of my way to avo1d them . And if I find myself 1n a 
s1tuat1on where I'm not sure whether I can avo1d 
them. I' ll turn tail and run home. I know when I'm 
overmatched . 
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Another saga of Ben and Martha ... 
BEN LEARNS MORE ABOUT DINGS 

By TSgt Dave Tresize 
23TFW/SEG 

Ben joined me on the patio at my house with a 
six pack of "Old Suds," $1 .49 a case. Leave it to 
Ben to get the really good stuff. 

I wasn 't sure I was prepared for it, but it 
appeared as though he had something on his 
mind and was determined to talk about it. 

He explained that a friend of his worked in AGS 
and they had been raked over the coals because of 
some minor little dings on an ejection seat, and he 
didn't think it was any big deal about those dents 
and dings, and he wanted me to explain to him 
why it was such a big deal. I sighed and marveled 
at his ability to construct such a sentence with 
obvious ease. 

The fact is that someone had not followed the 
proper procedures in checking the seat travel 
while it was in the "aero bird." After all, it does 
clearly state in the tech data to check on the belt 
buckle before moving the seat, I explained. 

This didn't impress Ben as being worth making 
an issue out of a few dents, so I tried another 
direction on him. I told him that the guy who 
didn't use tech data on a job like the ejection seat 
wasn 't too apt to use it on another job either. 

TAC ATIACK 

Ben came back with "EI Taro Poo Poo," and I 
knew what that was Spanish for. His theory was 
that the guy obviously knew the job on the seat 
well enough not to need the tech data. 

My turn . "EI Taro Poo Poo," ole buddy. Tech 
data gets used all the time. This business with the 
seat is just a case of no tech data and 
carelessness. 

The word carelessness caused Ben to get a little 
ballistic. Fact is, he launched into a speech that 
lasted all the way through a can of "Old Suds." 1 
could see it was time to get this thing down to a 
little more personal level. 

I quickly reminded Ben of the "little" ding he 
made when be threw hot water on his frosty 
windshield back in January and the fact it was no 
big deal when the pot he threw busted up Mar­
tha's flowers. Ben said he didn't want to talk 
about it. 

I reminded Ben of his carelessness when the 
wires of my brand new, never-before-been-used 
combination timing light, battery charger, and 
dwell meter caught in the fan blades of his Chevy 
and got busted up and the pieces landed on what 
was left of Martha's flowers. He just blinked. 

I was rolling now. I reminded him of the car 
door he pushed into the new Caddy (another 
blink). And remember how mad you got when you 
were moving in and the movers got a little care­
less and dropped your TV. And how about all 
those instructions you threw in the corner and 
never even looked at. 

Ben held up his hand for silence and conceded 
that maybe the guy should have used the tech 
data, and probably was a little careless in not 
making sure the buckle was clear, and they proba­
bly should have been chewed out a little, but he 
honestly believed things were out of hand a little. 

I asked him to put himself into a pilot's position. 
How would you like to fly that plane knowing that 
some guy who was a little careless about moving 
that buckle might have been a little careless in 
putting in the thing-a-ma-jigs that make the seat 
leave the bird in a have-to situation? 

Ben commented on how a can or two of "Old 
Suds" always did make him see things a little 
clearer. I gritted my teeth and thought maybe 
counting to 1,000 would be better than just to 10. 

__::;;-
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TRAPPED 
We remember when the most popu lar reason 

for not wearmg seat bel ts was fear of be ing 
trapped ms1de the ca r. A recen t motor veh1 c le 
fata l1ty shows instead that you can be trap ped by 
not wea ring a seat belt . 

In th1s case. an a1rman was ridi ng wi th a civ­
Ilian friend The d:-iver lost control of the ca r. and 
it rolled into a 6-foot deep drainage ditch. Th e 
airman. not wear1ng h1s seat be lt. was throw n 
part way out of the ca r and pmned between the 
d rive r' s door and the side of the ditch. He 
suffocated . 

Avoiding being trappe d is a reason to w ea r a 
seat be lt. ra ther than a reason not to wea r one. 
You have to be conscious and mobi le to escape 
from a ca r that's on f1re or sinking in water. If you 
let yourse lf get tossed around in an auto mis hap. 
you 're l1kely to be unconsc1ous or immobi l ized by 
InJury. Don 't rely on bemg thrown free of the car 
by chance . Wear your seat be lts and shoulder 
harnesses; then you ' ll be able to unbuck le and 
leave the trap . 

1 8 

FUMES FLARE UP 
Dur~ng a walk-through mspect1on of the corro­

SIOn control area. the un1t 's safety NCO not1ced 
sawdust and debr1s on the floor of the mezzan1ne . 
The mezzan1ne. access1ble only by f1xed ladder 
from the ground floor . was the atmospheric equip­
ment area and was separately mamta1ned and ven­
tilated . The debr1s resulted from c1vil eng1neenng 
work 1n the area . The corros1on control NCOIC 
scheduled cleanup. and one of h1s workers volun­
teered for the job . After sweep1ng down the area. 
the worker found grease stams on the floor near the 
boiler . Desmng to do a good JOb. he decided to 
scrub 1t up . He put about a quart of methyl ethyl 
ketone (MEK) 1n an open plastiC bucket and began 
scrubbing the stams w1th a brush . As he scrubbed. 
the MEK fumes reached the boiler's pilot l1ght. 
1gn1ted and exploded . The worker scrambled back 
down the ladder and suffered only mmor abra ­
Sions The damage was small . 

We got off w1th a cheap lesson . MEK is effect ive 
and safe when used 1n the controlled environment 
prov1ded 1n corros1on con tro l. But anywhe re else. 
espec1ally near an open flame . 1t can be lethal . 
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FUMES, ~G~IN 

Th1s t1me some troops were g1ven the jOb of pre­
panng a farm tractor for a local "top wheels" con­
test . They pulled the greasy. grimy tractor into a two 
bay garage and closed the doors. In trying to clean 
1t. they f1rst used PD-680 . Then they sprayed 1t w1th 
ether from an aerosol can of startmg flu1d . When 
ne1ther of those worked well enough , they tned 
gasol1ne . Every now and then . one of the workers 
would try to open a garage door to a1r out the place. 
but the others would say it was too cold. so they 
kept the door closed . After removing the grease. 
they touched up the pamt using aerosol spray cans . 
By the end of th1s detail. several workers were com­
plaining of nausea and dizziness; but they got the 
jOb done . 

The next day. the same crew met in the same 
garage . The smell of gas and ether was still in the 
a1r . Dunng the meet1ng. one of the workers began 
to breathe erratically . An ambulance was called 
and took h1m to the hospital. What f1rst appeared to 
be a heart attack turned out to be hyperventilation . 
Another worker came down w1th s1m1lar symptoms 
and was treated for mhalation of tox1c vapors. 

Aga1n we got off l1ghtly. The whole place could 
have been torched off by a spark . Even Without a 
f1re . the workers could have suffered eye damage 
and chem1cal burns . It's worth our t1me to get the 
correct chem1cal for the jOb and then to use that 
chem1cal properly . 

TAC ATTACK 

THE BENZENE CONNECTION 
S1nce we're d1scuss1ng vapors. let's consider 

benzene . Benzene is found everywhere as a com­
ponent in our fuels. It IS 1n greater concentration in 
gasoline than 1n jet fuel . but they both have enough 
to be dangerous . Benzene is volatile. wh1ch means 
1t vapor1zes easily . A confined area conta1nmg fuel 
IS bound to be full of benzene vapors. 

If you mhale h1gh concentrations of benzene. it 
may at f1rst st1mulate your central nervous syste­
m . You might feel exc1ted or giddy. But that feelmg 
will be followed by a penod of depressiOn . You 
could feel t1red and d1zzy. Then your chest feels 
tight. and you become breathless . You could pass 
out. Convulsions and tremors occur. Finally. death 
may result from respiratory paralysis or Circulatory 
collapse. 

Of course. benzene IS also flammable and explo­
Sive . In add1t1on . you can suffer from long term 
exposure to much lower concentratiOns of ben ­
zene. To protect yourself. don't keep any fuel in a 
conf1ned area . If you work w1th benzene. ensure 
you have the protect1on spec1f1ed 1n AFOSH 161-7. 
If you should f1nd someone who has breathed 1n 

large amounts of fuel vapors . get the exposed per­
son to fresh a1r 1mmed1ately. Summon med1cal 
help; and 1f breath1ng stops. apply art1f1C1al respi­
ration . 

Know all the fuels around you for what they are­
dangerous po1sons . Treat those po1sons w1th re­
spect. and you ' ll be able to use them safely. 
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By Mr. Mike Byers 

Imagine, if you will, a small farm in the rural 
South. The dusty, red clay road, shaded by Spanish 
moss hung trees, is as quiet as a temperance hall 
on the day Prohibition was repealed. From behind 
the barn, or Shep, the resident chicken-stealing 
hound, lopes out and flops down in the middle of 
the road to enjoy an ill-gotten feast of one of the 
farmer's Rhode Island Reds. or Shep is happily 
munching away when, over the hill at BO miles 
per hour, comes Jimmy Bob Watson in a loaded 
cement truck. or Shep looks up from his lunch 
with the canine equivalent of "?" only to find a 
rusty bumper 2 feet from the end of his snout. 

OK, let's hit the stop-action button here, with 
Jimmy Bob's Diamond Rea (Jimmy Bob is a tradi­
tionalist) about 300 microseconds from impact. 
Now, we'll take this imaginary film around the 
country and show it to, oh, maybe a million people 
and ask them what they think the result of this 
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encounter will be. Chances are very few people 
will say: "A black hole appears, swallows Jimmy 
Bob and the truck; and or Shep spits out the 
chicken feathers." Most people will say: "Or 
Shep gets mashed" or something like this. If we 
were to pursue this rather dubious research 
further and ask why or Shep gets mashed, we 
would probably get some different answers. A 
physics professor might say: "Because the vehi­
cle is of such a mass, and traveling at such a rate, 
or Shep can neither survive the impact nor 
escape." Jimmy Bob himself might say: '"Cause 
there ain't no dawg stronger than this here see­
ment truck." Both statements are essentially cor­
rect and it is apparent that most people, even 
though they may have never heard of F= '12 MV! 
have a reasonable, working knowledge of the laws 
of physics. After all, this knowledge is needed to 
survive the hazards of everyday life. Those who 
fail to gain it or continually refuse to apply it will 
probably not survive for long. Like or Shep, they 
will eventually meet their cement trucks. 
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Now, let us consider Major Froggwicke­
Marsden, soon to be late of the Royal Flying 
Corps, over the Western Front in his Sopwith 
Camel. The good Major, in an excess of high spir­
its after a successful meeting with Leutnant von 
Schwinelich (definitely late of the Fliegertruppen), 
decides to try an outside snap roll. The Camel's 
upper wing spar does what you might imagine; 

and the Major, albeit in a more spectacular and 
expensive manner than or Shep, also gets 
mashed. There is no doubt that the laws of Mr. 
Newton's mechanical universe, and violations 
thereof, led to both accidents. These laws are not 
subject to debate by lawmakers, interpretations by 
judges, or evasions by scofflaws. Ignorance of the 
law is no excuse, and the physical world's attitude 
toward human (or canine) desires is neatly 
summed up in a line from a song: "You can ride 
to hell or glory, makes no never mind to me" 
("The Highland Light," by Norman Blake). A good 
case can be made for the idea that ignorance of 
physical law is the cause of all death, since it can 
be seen that if one has the answer to every ques­
tion in every situation, a successful outcome can 
be assured. This may sound good but, in reality, 
becomes impractical as situations become more 
complex. Would information on impact equations 
have saved or Shep, even in the unlikely (in view 
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of his henhouse depradations) event of his owner 
making the effort to educate him? Very doubtful, 
and it is just as doubtful that Major Froggwicke­
Marsden would still be around to bore the old 
boys at the club with his war stories if his CO had 
demanded that he learn stress analysis. In short, 
we can say that pure knowledge, while helpful, 
will not totally give us the desired results, e.g., not 
getting mashed. 

Since we can't legislate safety and it is imprac­
tical to gain enough pure knowledge of the physi­
cal world to successfully deal with the complex 
situations in which we find ourselves, a different 
approach must be developed if we are to survive. 
This becomes particularly important if we plan to 
survive while blasting through the sky at high 
velocity in large chunks of metal, performing com­
plicated tasks. Someone once said something to 
the effect that, 'The air, like the sea, is not inher­
ently dangerous but is unforgiving of any care­
lessness, incapacity, or neglect." This is errant 
nonsense! The sky and the sea (or for that matter, 
the land) are downright dangerous, and attempt­
ing to breathe water, fly without an airplane, or 
sleep on a Los Angeles freeway will demonstrate 
this fact. An unprotected human simply cannot 
survive for very long in our complex environment. 
To take this a step further, even the finest physical 
protection won't help much if you don't have the 
knowledge to use this protection within its limits. 

What safety regulations. rules, and procedures 
can do is provide a way of effectively dealing with 
complex situations, without requiring superhu­
man knowledge or apparent violation of physical 
laws (commonly known as "luck"). Granted, many 
regulations, etc., appear to be complex but, in 
comparison to the quantity of pure knowledge 
required to give the same results, are quite sim­
ple. Safety rules (good ones, at least) are simply 
a way to reflect the real physical world in usable 
data that can be applied to actual events. These 
rules will continue to grow in complexity as tech­
nology advances. The challenge is to develop rules 
and procedures that allow effective use of tech­
nology, reflect the real world, and are usable and 
understandable. We can be assured that the uni­
verse will not change in at least one respect: It 
will mash a fighter pilot and a chicken stealing 
hound with perfect impartiality. The trick is to stay 
out of the road. ~ 
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QU I CK FIX 
MAINTENANCE 

This story has nothing to do with Air Force 
maintenance. but it's a lesson in how not to run 
an a1rline : 

An Air Force flight safety officer was a pas­
senger on a local a1rlines overseas . About 25 
minutes after takeoff . he noticed the cowling on 
an engine on the right side come loose and even ­
tually separate from the aircraft . Apparently the 
pilot declared an emergency because the air­
plane was met by fire trucks when it landed . Air ­
line personnel sa1d that they had parts and a 
mechanic on the way to fix the eng ine. The air ­
plane spent about three hours on the ground . 
The mechanic wrapped the engme with alumi ­
num colored tape . and with that "fix" the a1rplane 
took off again . Our flight safety officer f1gured the 
tape bundle would come off at takeoff ; and . in 
fact. 1t d1d begm commg off at takeoff and com ­
pletely separated in 5 mmutes . Wires . pneumatic 
lines. and such were exposed to the airstream . 
The passengers became concerned ; one of them 
tried to get into the cockpit but was stopped by 
the stewardesses. The captain calmed them 
down. They flew to the1r next scheduled destina­
tion where the pilot made another excellent 
emergency landing . Our flight safety off1cer got 
off the airplane at that stop . As he left. he heard 
the PA system announce the loading of pas ­
sengers for the continuation of that fl ight . 

One th1n g we can say for "qu1ck-f1x" mainte ­
na nce: It kee ps your p1lots prof1c1ent 1n emer­
flP.ncy landmg s. 
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BAD WEATHER 
SAVES THE DAY 

A runway sweeper in another com mand was 
work1ng late at n1ght . At 0200 hou rs 1n th e morn­
Ing, it ran out of gas . The d rive r left the sweeper 
where 1t was . 100 fee t off of cen ter line in the 
m1ddle of the runway touchdown area. and walked 
in to a nearby f1 re sta t ion . He cal led h1 s squ ad ron to 
be picked up . W hen he ar rived at th e squad ron. he 
left a note on h1s supervisor's desk saymg th at the 
sweeper was on the ru nway ou t of gas; then he 
went home. Nobody else knew about it . 

At about the same time. the command post 
rece1ved a radio call from an a1rcraft with an emer­
gency. The crew was lookmg for a place to land . The 
stage was set for a major mishap : the emergency 
a1rcraft was large and would probably collide with 
the sweeper JUSt after touchdown . Fort unately, 
weather intervened . Poor weather was fo recast at 
th1s base for the next hour. so the emergency air­
craft landed elsewhere . At dawn . the sweeper was 
found dunng the early morning runway check. 
Chalk up one save for the weatherman . 
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AW SHUCKS, FOD 
At the end of the runway. the weapons specialist 

was arm1ng the SUU-20 on an F- 111 when he 
not1ced a fuel leak . Fuel appeared to be leak1ng 
from the lead1ng edge of the w1ng between the 
SUU-20 and the engine blow-In doors . The blow-in 
doors are actually a1r 1nlets that draw extra a1r into 
the engme dunng ground operations and low 
speed fl1ght. The weapons specialist sent h1s partner 
to get the APG crew ch1ef to exam1ne the leak . As 
the weapons spec1aiJst was po1nting out the leak to 
the crew ch1ef. the MAU- l 2 pin stowed 1n h1s jacket 
was sucked through the m1ddle blow-in door and 
1nto the eng1ne . lt caused over $60.000 1n damage 
to the eng1ne . 

The reason the pm was stowed in the weapons 
specialist's jacket was because he d1dn 't have a p1n 
bag . He and his partner only had one bag between 
the two of them . even though they separated to 
opposite sides of the a1rplane when they pulled the 
p1ns . H1s partner was carry1ng the p1n bag and was 
gomg to come around to h1s s1de of the a1rplane to 
get the rest of the pins . But when the first troop 
spotted the fuel leak. that plan was changed. He 
had temporarily stowed the p1ns 1ns1de h1s Jacket 
and z1pped 1t up w1th the pm's streamer hang1ng 
outside when he went forward . As he raised his arm 
to pomt out the leak. the streamer w1th pin attached 
was sucked through the blow-in door . 

S1xtythousand dollars can buy a lot of pin bags . If 
the weapons spec1al1st had carried one. he'd have 
gotten an "atta boy" for spotting the fuel leak 
mstead of an "aw shucks " for clank1ng up the 
eng1ne . 

TAC ATTACK 

FEED THE COMPUTER 
The computer at the A1r Force Inspection and 

Safety Center has a nifty new capability It's called 
"auto trending ." The computer compares Category 
1 Materiel DefiCiency Reports (MDRs) w1th m1shap 
reports and spots dangerous trends . When 1t diS­
covers an increasing failure rate. the computer 
flags it and calls 1t to the attent1on of the center 's 
analysts . The fl1ght safety proJeCt off1cers get the 
word and pass it on to the people who can do 
something about 1t. the users and suppliers. If the 
system works as planned . we should be able to 
prevent some m1shaps caused by matenel failure 
mstead of reactmg to the mishaps afterward . 

The success of the program depends on what's 
fed in to the computer . That's where all of us can 
help Let's make sure we submit Category I MDRs 
when they're called for . 

A Category I MDR should be sent 1n for any emer­
gency condition that presents. or has the clear 
potent1al to present. an unacceptable hazard . lfthe 
matenel problem caused a mishap. obviously 1t 
calls for a Category I MDR . The problem comes 
when we try to dec1de what has or doesn't have 
clear potential to create a mishap . Another com ­
mand. for example. recently lost an a1rplane due to 
engine compressor disk fa1lure . The investigators 
learned that there had been 18 disk failures pnor to 
the m1shap: f1ve had been reported as Category I 
MDRs. Of the rest. eight were reported as Category 
II MDRs. and five were apparently not reported at 
all. Even w1th auto trend1ng. the safety center 
wouldn 't have known that the trend was increasing. 
The computer currently can't track Category II 
MDRs. and 1t certainly can 't track reports that aren.t 
subm1tted . 

We can help prevent a repeat of th1s k1nd of 
mishap . Let's submit Category I MDRs when . 1n our 
best Judgment. the problem could cause a hazard . 
The computer can 't give out good 1nformat1on 
unless we put good informat1on mto it . 
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OOOPS, WRONG BUTTON 
The F- 1 05 pilot was doing his cockpit check 

just before engine start when he unintentionally 
hit the emergency jettison button. That blew all 
the external stores off the airplane. Fortunately, 
the drop tanks were empty. 

The pilot was trying to hit the test button for the 
landing gear's warning system. The test button is 
about an inch to the right of the emergency jetti ­
son button . The pilot said he normally looks at the 
button when he presses it. but this time he broke 
his habit pattern and looked at the gear warning 
lights instead . He must have been surprised at the 
results . 

This incident shows ·us a couple of classic 
cause factors : a cockpit design deficiency and a 
broken habit pattern . In the short term. we can 't 
do much to correct design errors . Every piece of 
equipment has design problems. and we can't 
change that overnight . But we have to learn what 
they are so we can compensate for them . Then 
we have to pay special attention when we are 
deal1ng with the problem area . 

Broken habit patterns are a constant problem 
(although some habit patterns deserve to be 
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broken) . Often it's caused by a momentary inter­
ruption in our concentration . Our mind gets out 
of sync with our actions . We need to stop and 
resynchronize before we go on . In this case. the· 
pilot normally looked at the button while he 
pressed it. and then he would look at the gear 
lights to see that they worked . But his mind 
skipped a step and got out of sync with his hand . 
Now. let's be honest : Hasn 't that happened to all 
of us? Most of us JUSt caught ourselves in time. 
before the results were so dramatic . The only 
preventive is concentrating on what we 're doing 
when we're doing it. 

POOR TIMING 
The automatic loader for the A-1 O's 30-mm 

gun is one impressive piece of equipment. It's 
really a help in loading when it's used correctly. 
But. l1ke all of our equipment. sometime and 
somewhere. someone is going to skip one of the 
steps in his procedures; and then it won't work so 
well. 

Sure enough. a weapons load crew in a unit 
new to the A-1 0 was uploading 30-mm ammo 
when the loader head jammed . Two rounds came 
apart and scattered gunpowder on the ramp . The 
GAU-8 ammo chute on the A-1 0 was damaged 
and so was the automatic loader. 

It seems that before you upload. you 're sup­
posed to align the timing of the loader head and 
the aircraft's access unit. The access unit has a 
timing pin which engages a hole in the drive gear. 
If you al ign it and insert the pin . it'll stay aligned . 
If you don 't. it'll probably jam. 

In th1s case. the loader had jammed twice dur­
ing loading before it jammed hard enough to 
cause damage . The loader was trying to tell them 
something. but no one listened. 

TROUBLESOME 
TROUBLESHOOTING 

Nothing seems to be harder to track down than 
undisciplined electrons . A few years ago. the F-4 
suffered from problems with the potting com­
pound . Electrons headed in one direction would 
cut across the bad potting compound and take 
off in another direction entirely. In one of those 
birds. every movement of an electrical switch was 
an adventure . Then trying to duplicate the prob­
lem to track down the fault could turn into a 
career's work. 

Nowadays. we can run into the same kind of 
problem with wires chafing . It can be a trouble-
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shooter's nightmare. Take the case of the missing
fuel tank, for example:

The F-4 was flying in a 2-G left turn when the
aircrew felt a mild thump. A short time later, they
noticed the light which indicates a centerline tank
is aboard had gone out. (Uh-oh!) They decided to
go home and make a precautionary landing. Sure
enough, when they shut down in the chocks, they
found the centerline tank was AWOL. Make that
desertion, since the flight was over the ocean and
chances of finding the tank were nil.

The investigators checked the bird over with
the proverbial fine-tooth comb. Everything
checked out. The aircrew said that they hadn't
used any armament switches during the flight,
but the investigators bench checked the station
select panel anyway. It checked good. They took
out the fuel control panel and checked it for
shorts across the terminals of the external stores
emergency release switch. It also bench checked
good. All the armament panels and switches were
inspected, but nothing abnormal showed up. The
wire bundle in the liquid oxygen compartment
was pulled and tested; it was okay. They checked

the aircraft's maintenance history for weapons
problems but found none.

Then the investigators tried a new tack: they
flew the airplane with a modified cart tester in the
centerline station. They flew it six times, each
time pulling different circuit breakers hoping to
identify the source of power that caused the tank
to jettison. No luck. On each sortie, they found a
cart firing voltage when the airplane was pulling
2 G's. They ran a GWM-4 check and found some
faults. They ended up pulling the left engine. In
the left bay, they found a wire bundle with two
wires chafing against a metal bolt. The bolt was
for a clamp on the oil line vent, and the clamp
was about an inch above its correct position. The
wires involved allowed electrons to wander
between the special weapons centerline arm cir-
cuit and the centerline emergency jettison circuit.
And we all know what wandering electrons can
do.

This persistent troubleshooting led to a com-
mandwide inspection of F-4s for that type prob-
lem. To us, it seems like an impressive bit of
sleuthing.

BDU BREAKOUT
It started with a trailer full of BDU-33 practice

bombs. It ended with 36 of them rolling around
on the ramp. One of them went off, firing the
spotting charge. The rest of them stayed safe and
were eventually policed up.

The load crew overseas had finished loading
their last airplane and were making a tight 180 -
degree turn to head back to the munitions hold-
ing area. That's when the BDUs broke loose. They
were supposed to be held in place by the storage
bins on the trailer, but those bins had been made

locally for an earlier model of the bomb. That
model was loaded nose first which kept the
weight close to the center. The later model BDU
has a nose striker plate which prevented loading
nose first. The bins also weren't inclined enough
to resist centrifugal force in the turn. The investi-
gators found that a speed of 10 mph was enough
to dislodge the bombs in a hard turn. The speed
limits were 15 mph on the ramp and 5 mph when
operating near aircraft. They probably shouldn't
have gone over 5 mph, but they may have misun-
derstood the limits.

Terms like "near" or "in the vicinity of" aircraft
may not always be clear to us, but we should play
it safe if we're not sure. We also have to be very
careful when we begin using equipment a little
differently than before; in this case, for a slightly
changed bomb, the equipment was unsatisfac-
tory. We should check it out before we assume
it'll work.

.9.11rPIPWIF
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I. Seat thyself well upon thy fifth vertebra; leaving 
not thy fingerprints on the controls, and chewing 
not on thy fingernails. 
2. Know thy instruments; for they are the true and 
appointed prophets . 
3. Follow the indications of thy instruments; and 
verily the airplane will follow along, even as the tail 
follows the sheep. 
4. Do not stick out thy neck a foot; stay within the 
confines ofthy ability, and thou shalt live to a happy 
old age. 
5. Know the appointed words and approved 
methods; so that if thy neck drapeth out, thou shalt 
be able even unto thyself to place same in its proper 
place, upon thy shoulders. 
6. Follow thy radio beam; for its ways are the 
happy ways and will lead to the promised land-ing. 
7. Listen carefully; yea verily, to the signal imping­
ing on thy eardrum, for sometimes they seem to 
have the tongues of snakes, and will cross up thy 
orientation, to the sad state to where thou must ask 
Heaven Herself for guidance. 
8. Assume not, neither shalt thou guess that thy 
position is such; but prove to thine own satisfaction 
that such is the case. 
9. Boast not, neither brag; for surely Old Devil 
Overcast shalt write such words in his book, and 
thou shalt, some day, be called for an accounting. 
10. Trust not thy seat (of thy pants), but follow thy 
instruments. Read and truly interpret the word as 

, given from thine instrument board, know that the 
responsibility lies not with the hand that rocks the 
control column, but in and with the mind that 
directs the hand , and thou shalt be blessed with a 
long and happy life. 

Repnnted from ''Lessons That L1ve ... as told by Ar my A1r Force · 
pilots . Date and loca t1on of publ1cat10n unknown . 
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Dear Editor, 

~ . . . 

tl Stan Hardison, 1977 

The March 1981 TAC ATTACK Aircrew of Dis­
tinction award raises some significant concerns. That 
report summarizes an F-16 control loss with pitch up 
and roll to inverted out of control flight in night IFR 
conditions. The pilot is stated to have recovered in a 
valley surrounded by mountains. 
· Captain Kopren must be commended on his suc­
cessful recovery. As such we have bestowed upon him 
a "right stuff' commendation. If he had "recovered" 
into one of the surrounding mountains we would have 
also been the first to give a "delta sierra" award for 
delaying the decision to eject. 

There are a large number of aircrew deaths each 
year because of the late decision to eject. Descending 
under 10,000 out of control calls for a mandatory ejec­
tion. It is the opinion of this flight surgeon that he 
should have punched out. The next aircrew attempt~ 
ing to duplicate this feat will probably not be so lucky. 

Hugh S. Moseley, M.D. 
Lt Col, OR ANG, MC, FS 

Dear Dr. Moseley, 
We don't encourage staying with an uncontrollable 

aircraft below 10,000 feet, either. All of the flight 
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manuals recommend against it and so do we. For 
brevity s sake, we eliminated some of the details of 
Captain Kopren s incident. When he was inverted in 
the weather, he was well above 10,000 feet; and he was 
in a dangerous posture to eject. When he reached 
10.000 feet, he was upright. the aircraft was respond­
ing to him, and he broke out of the weather. His con­
tinued descent into the valley was controlled. It seems 
to us that Captain Kopren s intelligent decision in a 
situation conducive to panic earned him the award. 
ED 

Dear Editor, 
. Lt Col Peck's letter reminds me of the old story 
about an Air Force and a Navy jock discussing the 
aerodynamics of flight and specifically the use of (a) 
the stick to control airspeed and (b) the throttle to 
control altitude or vice versa. The Air Force chap was 
sure it was vice versa, and, since he possessed a two­
place aircraft, he offered a demonstration to prove his 
point. They proceeded to the ramp, hopped into the 
aircraft, and taxied to the runway. In position on the 
runway, he began to pump the stick fore and aft with 
the throttle in idle. When the Navy type asked him 
what in the world he was doing, his acid reply was that 
he was attempting to get up enough airspeed for the 
aircraft to fly. 

Dear Anonymous, 
That s a good story; but, of course, it doesn ~ really 

answer the question. Most of the time we don't care 
what the real answer is because we use both controls 
to get what we want. If we want to climb, we add 
thrust and pull back on the stick; if we want to de­
scend. we pull o.ff some thrust and push forward on the 
stick. Where it makes a d{fference is those times when 
ll'e can't do both simultaneouszv; such as when the 
engine quits or when the throttle is so far back it 'II 
take all day to accelerate the engine. Those are the 
times we need to know our aerodynamics, especially if 
we happen to be in the "region of reversed command." 
Anytime wt are below(L!DJmax ai~speed we are in that 
region, and most of us fly our approaches at airspeeds 
less than(LID) max. Its the backside of the thrust curve 
because the slower the airspeed, the more thrust 
required. ((the thrust isn't there, we sink when we 
slow down. In most of our airplanes, if we have the 
power at a low setting and we pull back on the stick, 
we are going to increase our rate of descen/. Jf we pull 
back on the stick and push up the throttle, we're going 
to incret.ise our rate of descent until the engine catches 
up with the throttle. And thats worth knowing. 
Ed 
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TAC
TALLY

CLASS A MISHAPS

AIRCREW FATALITIES

TOTAL EJECTIONS

SUCCESSFUL EJECTIONS

TAC
MAR

THRU MAR

1981

2 5

1 4

1 4

1 3

1980

8

5

8

6

ANG AFR
MAR

THRU MAR THRU MAR

1981 1980 MARR 1981 1980

1 3 4 0 0 0

1 2 5 0 0 0

0 0 5 0 0 0

0 0

TAC'S TOP 5 thru MARCH '81
TAC FTR/RECCE TAC AIR DEFENSE

class

37

30

29

22

20

A mishap free months class A mishap free months

33 TFW 112 84 FIS

1 TFW 98 57 FIS

31 TFW 51 5 FIS

67 TRW 48 48 FIS

58 TTW 29 49 FIS

TAC GAINED FTR/RECCE TAC GAINED AIR DEFENSE

class A mishap free months

107 188 TFG (ANG) 191 FIG (ANG)

99 138 TFG (ANG) 102 FIW (ANG)

98 917 TFG (AFR) 177 FIG (ANG)

95 116 TFW (128 TFS) (ANG) 125 FIG (ANG)

85 434 TFW (AFR) 119 FIG & 142 FIG (ANG)

TAC/GAINED Other Units

CLASS A MISHAP COMPARISON RATE 81 /80
(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)

TA
C

1981 4.0 3.0 3.3

1980 2.0 4.0 5.2

AN
G

1981 9.3 4.8 4.7

1980 5.0 7.6 6.6

A
F

R

1981 0.0 0.0 0.0

1980 0.0 0.0 0.0
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