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LE TTERS

Dear Editor

As commanding officer of a re-
cently formed front line squadron
in Germany, I am well aware of
the need to keep all aspects of
flight safety well to the fore in
everyone’s minds, both aircrew
and groundcrew alike. Having
just read your November 1985
edition of TAC Attack, I must
congratulate you on what I con-
sider to be a first-class safety
magazine. To blend hard facts
with graphically illustrated
humour would certainly appear to
be one way of getting the message
across and one which certainly
arouses interest, at all levels,
amongst personnel of my
squadron.

Best wishes for 1986 and may I
wish you continued success with
TAC Attack.

Wing Commander

J. J. Whitfield, RAF
Officer Commanding,
No. 14 Squadron
RAF Bruggen, FRG
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Dear Editor

In reference to your October
1985 Weapons Words feature, I
believe the “Would You Let It
Go?” article omitted an impor-
tant bit of information. True,
the download crew was in erro.

by not checking the umbilical
block retainer; but the upload
crew committed an error just as
serious.

The umbilical block retainer
should have never been con-
nected to a captive AIM-9 mis-
sile. The retainer should be
stowed instead in accordance
with TO 1F-15C-33-1-2, page 4-
6, para 22.

James D. Savage
MecDonnell Douglas Services
Taif, Saudia Arabia

Dear Mr. Savage

You're right about the um-
bilical block retainer. Our check
of 1F-15C-33-1-2 (Change 2
dated May 1985) confirmed your
point. It should have been
stowed. Thanks.
ED

APRIL 190+












Tac tips


User
Typewritten Text
Tac tips

User
Typewritten Text





Tac Tips


User
Typewritten Text
Tac Tips

User
Typewritten Text














The missing pin

munitions crew was assigned to upload a
SUU-20 bomb and rocket dispenser on an
F-16. The number three man who was driving the
Md-4 bomblift raised the table in order to position
the SUU’s suspension lugs into the bomb rack
hooks. After the SUU was in place, the team chief
closed the MAU-12 rack with the hook manual re-
se. He noted that the red shaft wasn’t visible on
rack’s latch linkage indicator. The bomblift was
.wved away from the aircraft and two of the men
began to sway down the bomb dispenser. As they
did, it fell to the ground, suffering considerable
damage.
There was nothing structurally wrong with the
bomb dispenser or the rack. The SUU simply

hadn’t been properly loaded on the aircraft. While

the team chief had verified that no red showed on

the latch indicator, that indication alone doesn’t
guarantee that the suspension lugs were securely
locked in the MAU-12. The load team did not per-
form a step in the TO which requires the insertion
of a ground safety lock pin during the loading of
an empty bomb dispenser. The pin’s insertion en-
sures that the linkage is overcentered and the rack
hooks are locked in position.

Job guide procedures are established to assist you
in doing a maintenance job most efficiently and
correctly. They’re straightforward “how to” steps
on doing the job right. Most of our weapon systems
are designed with two or more safety devices. Ig-
noring even one of those places a weak link in the
chain of events. Safety can only be assured when
all devices are in the proper place.

mm HEADS UP

-sC ATTACK
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~“AIRCREW OF DISTINCTION _

On the morning of 20 November 1985, Captain
Byron Dodgen, aircraft commander, and First
Lieutenant Michael Parker, weapon systems officer,
were flying an RF-4C on a simulated night recon-
naissance training mission. While flying in the
weather, the aircraft experienced abrupt uncom-
manded pitch and yaw transients. At the same
time, Lieutenant Parker saw a fire break out in the
rear cockpit near his right elbow. Captain Dodgen
immediately depressed the emergency quick release
lever to stop the flight control inputs while Lieu-
tenant Parker initiated checklist emergency proce-
dures for electrical fire as well as smoke and fumes
in the cockpit. Both crewmembers selected 100-per-
cent oxygen and Captain Dodgen turned off both
generators in accordance with checklist procedures.
. Less than a minute later, the battery failed and all
electrical power to the aircraft was lost. The ram
" urbine (emergency electrical generator) was de-
ed, but it failed to come on line. Using the
emergency attitude indicator, Captain Dodgen be-
gan an immediate climb seeking visual flight condi-
tions. Flames from the electrical fire persisted
approximately ten minutes after the generators
were turned off, causing damage to two circuit
breaker panels and numerous wire bundles. Due to
intercom failure, Captain Dodgen and Lieutenant
Parker were forced to communicate their plan of
action by passing notes.

Finding a small clear area between cloud layers,
the crew circled and attempted to restore electrical
power. They were not successful; and the loss of all
electrical power left them with no instrument navi-
gation capability, attitude reference systems, fuel
monitoring or transfer capability, UHF/HF radio,
intercom, transponder, nose gear steering, antiskid
protection, external fuel tank jettison capability,
gear and flap indications, or other critical electrical
components. With an unknown and depleting fuel
state, no electrical power, surrounded on all sides
by weather, and unsure of the reliability of the
RCP ejection system, Captain Dodgen decided to
attempt a landing at a small civilian airfield which
was visible through a small opening in the sur-

" ding clouds.

Captain Dodgen flew a single low approach to the
runway to clear the airfield and to determine its
length and suitability, noting steep terrain drop-
offs on both ends of the runway. Because of the
short runway length (estimated at 3500 feet) and
the inability to confirm gear position, he elected to
make a gear-up landing. He flew a shallow straight-
in approach to touch down 350 feet from the
approach end of the runway. The aircraft skidded
2800 feet on the external tanks before coming to a
stop about 1800 feet from the end of the runway.
The crew performed an emergency ground egress as
a small fire erupted from residual fuel in the exter-
nal tanks.

Captain Dodgen’s superb flying skill and Lieuten-
ant Parker’s exceptional crew coordination during
this complex and potentially catastrophic emer-
gency saved a valuable USAF aircraft with minimal
damage. =
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nity, the F-15, for example, is.
capable of an instantaneous
pitch rate of 22 degrees per sec-
ond with maximum control de-
flection. With a 0.5-second air-
craft response to control inputs
and a 5000-foot turning radius
at 450 knots, 0.52 seconds are
required to move the aircraft 20
feet to avoid a birdstrike.

So, it requires approximately 4
seconds from the time of initial
object sensation until the air-
craft has moved sufficiently to
avoid a birdstrike. In other
words, at 500 knots, a bird must

ensed from a distance of at
¢ 3342 feet, or 0.63 miles, to
avoid colliding with it ( Fig-
ure 1).

Frequently it isn’t possible to
maneuver to avoid birds, and the
strike is inevitable due to the
birds’ proximity. A recent F-111
Class B investigation board
found that “When one considers
mental reaction time and the
time that it takes for a control
stick input to actually move the
aircraft, it is unreasonable to as-
sume that the pilot could have
avoided hitting the bird.” In
situations like this (i.e., when the

- bird is within the gray region of
the above chart), it is best to
remain level, possibly duck your
head and take the strike.
Maneuvering within this region
may only create additional prob-
lems such as pilot disorientation,
loss of control, unusual aircraft
attjtude or increased damages

ywing the birdstrike.

+AC ATTACK

'SPEED IN KNOTS

Minimum distance traveled from instont object enters field of vision

unti) pilot can change flight path.

PERCEPTION: 0.65 SEC

SENSATION: 0.10 SEC
DECISION: 2.0 SEC

FOCUSING WITH
CENTRAL VISION:

0.29 SEC
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{Adapted from DeHart, 1985}
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When birds are perceived out-
side the minimum distance re-
quired, maneuvering the aircraft
to avoid the birds may prevent a
strike. In most cases, birds will
tuck their wings and dive if they
perceive an oncoming aircraft as

‘a threat. There are exceptions:

Gulls, for instance, often

turn and attempt to outrun

the oncoming threat and are
often struck from the rear as a
result. Although a few birds
maneuver laterally to avoid
danger, it is very rare that a
bird climbs. Since you don’t have
the time to categorize the bird
and its possible reaction, climb-
ing makes sense. That gives you
the best chance of avoiding the
bird. It also gives you altitude
and time for coping if you do
take a hit.

By pulling up, the pilot may be
able to protect more vulnerable
parts of the aircraft such as the
canopy or engines by taking a

strike on the undersurface of the
aircraft. Most importantly, by
pulling up the possibility of col-
lision with the ground or other
structures is greatly reduced.
Since bird avoidance is rarely a
practiced maneuver, you, as a
pilot, should have an idea of
what to do before you encounter
a feathered “bullet” in your air-
space. In a two-place aircraft,
crew actions in the event of a
birdstrike should be briefed or
reviewed before every flight. Re-
member that there are times
when a bird is too close to avoid.
Remaining straight and level
and protecting your face in this
situation is best. When you can
respond, pull up to avoid damage
to your aircraft and possible in-
jury to yourself.
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TAC
THRU FEB

| FEB [ FEB
CLASS A MISHAPS 5 8 0
AIRCREW FATALITIES 9) 4 0
TOTAL EJECTIONS 7 7 0
 SUCCESSFUL EJECTIONS 7 7 0]

TAC'S TOP 5 thru FEB 85
~ TAC FTR/RECCE TAC AIR DEFENSE

(F-15)
48 FIS Langley AFB, vA

(F-15)

33 TFW Eglin AFB, FL
(EF/F-111)

366 TFW ifin Home AFB,ID

(F-15)

49 TFW Holloman AFB,NM
(RF-4)

67 TRW Bergstrom AFB,TX

(A-10)  Davis-
355TTW Monthan AFB sAZ

F-15)

318 FIS McChord AFB, WA
(F-106)

49 FIS Griffiss AFB, NY

TAC-GAINED FTR/RECCE

TAC-GAINED AIR DEFENSE OTHER TAC/-GINED UNITS

ANG(A-T)
Tulsa, OK

138 TFG
| 114 TFG Sious ¥alls, SD
183 TFG ANSED . 1L
180 TFG o o

124 TRG g in?

CLASS A MISHAP COMPARISON RATE

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

182 TASG ANGOASD
110 TASG AN Crorke. M1

USAFT AW feny fighters
84 FITS (cTagtSll AFB, CA

552 AWACW E3ECI30

177 A8 s Gy, 3
125 FIG SRoE 00 oL
19 FIG #NSE

107 FIG ﬁgggé‘%alls. NY

(147 FIG fiiikion aFB, TX
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