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Some

Thoughts on

Flying

Excellence

Lt Gen Charles J. Cunningham
Commander
Twelfth Air Force

It’s been pointed out that no
one has discovered a new way
to crash airplanes and lose pilots.
Fortunately, that’s true. But some
of our recent TAC aircraft mis-
haps continue to remind us that
there are still many ways avail-
able to stub our toes. We need to
take time periodically to review
the basics of our business. Air
discipline, complacency and su-
pervision are just a few of the
things that demand the attention
of our aircrews and supervisors
every day if we are to ensure that
we continue to fly safely and ef-
fectively.

FLIGHT DISCIPLINE

Whether or not overall disci-
pline is better than it used to be is
not an issue. It is the occasional
lapse in discipline and judgment
that leads to problems. Flight
leaders and flight commanders
are the key to well disciplined air-
crews. Personal discipline is a
full-time program with no room
for momentary deviations, par-
ticularly in combat. Our training

wings have the earliest opportuni-
ties and responsibilities to ham-
mer this home with our young
aircrews. Unfortunately, it’s not
always the young aircrews that
demonstrate these momentary
lapses. We have seen too many
mishaps caused when experienced
aircrews knowingly violated es-
tablished procedures and mini-
mums, resulting in their deaths

Personal discipline
is a full-time pro-
gram with no room
for momentary de-
viations, particularly
in combat.

T e s

and the loss of their aircraft.
Since the first aerial engage-
ment, the importance of disci-
pline has been stressed as abso-
lutely essential in combat. Take
time to read about the leading
aces, enemy or ally, of previous
wars. The one thing they all stress

—~

is discipline. During peacetime we a

learned the hard way that disci-
pline could never be compro-
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BEWARE THE
INTAKE'S REACH

s the F-16 intake large enough to suck a man in-

51de" You bet! Four years ago one of our weapons
troops was fatally injured after being pulled inside
the aircraft. While the F-16’s intake looks decep-
tively innocent as the aircraft sits idling on the
ramp, the rush of air needed to feed that F100 en-
gine is like a hungry animal. An occasional safety
pin ingested should remind us of the real danger
lurking there but unfortunately, we almost had an-
other fatal demonstration of how unforgiving the
F-16’s intake can be.

An F-16B aborted its takeoff and the fire/rescue
folks responded to the aircraft as it pulled onto the
taxiway. Since the EPU (emergency power unit)
had been activated, the rescue personnel approached
the jet with their full breathing equipment on.
After chocking the aircraft, the crew safety-pinned
both gear. When one of the men on the left side of
the aircraft decided to cross to the right, he
thought he could take a shortcut beside the nose
gear of the aircraft and still stay behind the lip of
the intake. As he ducked under the aircraft, he was
suddenly lifted off the ground and sucked up to his
knees inside the air intake. The only thing that
saved him was the added bulk of his self-contained
breathing equipment which made him too big to fit
any further inside the intake. The engine was shut
down immediately and the fireman escaped injury,
but his headset and tool kit were ingested, causing
damage to the engine.

This incident is a graphic reminder to everyone
working around the Falcon that the power and
reach of its intake can be treacherous. For example,
when you are within one foot of the F-16 intake
and the engine is at idle power, the wind velocity
is about 116 miles per hour, equaling 300 pounds
of pulling force. There’s simply no way you can pro-
vide enough resistance to keep from being drawn
inside by that kind of power.

Both the maintenance and aircrew tech orders de-
pict the intake hazard area which stretches from
the forward edge of the engine intake outward in a
~—15-foot arc at idle power (25-foot arc at mil power).

TAC ATTACK

25 1. (Mil) 15 ft. (Idle)

The only way to be safe is to make sure you’re
not anywhere within that area while the jet’s
cranked up.

Under current operating procedures, there
shouldn’t be any need to get near the F-16’s intake
area while the engine is running. The former
requirement to pin the nose gear before engine
shutdown is no longer a necessary precaution
on TAC’s F-16s with the completion of TCTO
1F-16A-1121. If you must go near that area for
some reason, make sure you approach from behind
the intake and stay behind it. Any other crossing
from side to side should be done outside of the haz-
ardous area or somewhere behind the nose gear
wheel.

Two of the simplest and safest principles to prac-
tice around a running jet are to use the minimum
number of people and keep the loose objects in your
hands or pockets to an absolute minimum. If you
have to go near the aircraft, make sure that every-
thing is either firmly in your grasp or attached to
you.

Being sucked into an engine intake isn’t just an
F-16 problem. Regardless of what aircraft you work
around, this near tragedy should be a sharp re-
minder that all jet intakes must be treated with
great respect. L
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pick up the object.

Because visual acuity is re-
duced at night, objects must be
identified by shape or silhouette,
and your awareness in this area
improves greatly as night experi-
ence is gained.

Good night vision techniques

HT FLIGHT
IGHT FRIGHT

all boil down to the old cliche of
making the best use of the
equipment you've got (personal
as well as GI issue). Your ability
to do this can markedly affect
your ability to operate at night;
and maybe take the fright out of
night flight. >

A few comments from the Flight Surgeon

Capt Tom Koritz, MC/FS
USAF Hospital
Langley AFB, Virginia

® In addition to smoking and
fatigue, mild hypoxia can severe-
ly reduce night vision. Dropping
the mask with an 8000-foot cab-
in altitude could prevent the tal-
ly during night ops. This could
lead to obvious consequences.

® Objects are seen at night only
by being either lighter or darker

20

than their backgrounds. These
contrast differences are reduced
by light reflected by canopies,
fog, haze, etc. Any transparent
medium through which the flyer
must look should, therefore, be
spotlessly clean for night ops.

® Red light in the cockpit
and/or use of red goggles during
preflight promote night vision.
By keeping one eye closed if re-
quired to look into bright light,
you can maintain night vision in
at least one eye.

® Remember, only practice im-
proves performance. To feel
more comfortable with night ops
and the subsequent reduced visi-
bility, delayed closure rate per-
ceptions, and delayed reaction
times, we may have to fly at
night more frequently than the
required “fill-the-square” sorties
for the half. =
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THRU JuL

| THRU JuL

CLASS A MISHAPS
AIRCREW FATALITIES
TOTAL EJECTIONS
SUCCESSFUL EJECTIONS

JUL 1986

12th AF

TAC'S TOP 5 thru

9th AF

Ist AF

366 TFW
355 TTW
479 TTW
27 TFW
37 TFW

33 TFW
4 TFW
507 TAIRCW
23 TFW
56 TTW

84 FITS
48 FIS
318 FIS

49 FIS
USAFADWC

DRU's

AFR

ANG
USAFTAWC

28 AD
24 COMPW

926 TFG
110 TASG 482 TFW
138 TFG 301 TFW

1924 TFG

177 FIG
114 TFG 419 TFW

CLASS A MISHAP COMPARISON RATE

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

1986| 4.8 | 6.8 | 5.4 | 44 | 41 | 3.7 | 3.6

1986 | 43| 24| 3.1 | 23| 27| 3.0 | 2.6

0.0 | 0.0

1986 | 0.0| 0.0| 0.0| 0.0| 0.0
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