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J uly brings a lot of real summer 
weather for us to enjoy. I hope 

you're able to take advantage of it 
this year. But with the good 
weather, there are still a lot of 
potential hazards to be aware of 
around the flight line and in your 
flying area. Thunderstorms are 
everywhere this time of year with 
their associated heavy rains, hail 
and lightning. Give them plenty of 
leeway because you can experience 
hail, even in clear air, many miles 
downwind of a thunderstorm. On 
the ground, try to be aware of 
potential micro bursts and storm
related high winds. They can cause 
a lot of unexpected damage due to 
unsecured intake covers and other 
AGE gear. 

One of the main problems you'll be 
coping with for the next two or 
three months is the heat. Make a 
special effort to get plenty of water 
while you're outside- whether 
you're waiting to launch off on your 
sortie, working around the jets, or 
doing other important projects 
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around base on the roads, supply 
area, munitions storage, POL and 
so forth. Heat-related problems are 
insidious so you need to maintain 
control of the situation and ensure 
you've got the water you need. One 
area to watch especially is when 
you're spending a lot of time sitting 
in a vehicle, such as security police 
on patrol around the flight line. 
With the air conditioning off, the 
temperature can soar rapidly and 
catch you unaware. Supervisors, 
don't leave it up to your people to 
keep a handle on the heat problem. 
This may be their first assignment 
into a hot part of the country and it's 
your responsibility to make sure 
they get sufficient water and salt (if 
necessary). 

On a different note, how many 
times during a sortie have you been 
at or past the edge of the ejection 
envelope? For example, if you had to 
eject just prior to pullout from a 30° 
dive bomb pass, would you survive? 
Or, if you are starting down 
inverted from the apex of a low 
angle bomb pass in an F-16 and have 
to get out, would you make it? If 
those questions don't give you food 
for thought, they should. 

Heads up- were seeing a trend of 
people rushing emergency proce
dure completion at the expense of 
maintaining aircraft control. More 
on this in the next issue of TAG 
Attack. 

Happy Independence Day, 
pardner! 

~WE~~l, USAF 
Chief of Safety 
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- - - - -

"The readiness to blame a dead pilot for an accident is nauseating,

but it has been the tendency ever since I can remember. What pilot. ....

has not been in positions where he has been in danger and where

perfect judgement would have advised against going? But when a

man is caught in such a position he is judged only by his error and

seldom given credit for the times he has extracted himself from

worse positions, Worst of all, blame is heaped upon him by other

pilots, all of whom have been in parallel situations themselves, but

without being caught in them. If one took no chances, one would

not fly at all. Safety lies in the judgement of the chances one takes.

That judgement, in turn, must rest upon one's outlook on life. Any

ilot
coward can sit in his home and criticize a prather,

for flying into a

mountain in a fog. But I would rather, by far, die on a mountainside

than in bed. Why should we look for
exp
his errors when a brave man

dies? 'Unless we can learn from his erience, there is no need to

I look for weakness.
Rather, we should admire the courage and spirit

in his life. What kind of man would live where there is no daring?

And is life so dear that we should blame men for dying in adven

ture? Is there a better way to die?"
Charles A. Lindbergh

Wartime Journals
August 26, 1938
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Maj Gen John B. Conaway 
Director, Air National Guard 

D espite his genius, his daring 
and legendary accomplish

ments, Lindbergh was wrong- at 
least in this case. Our mishap rates 
would be atrocious if we didn't "look 
for his errors when a brave man 
dies." The sole aim oftoday's investi
gations is mishap prevention. We 
do learn from others' mistakes
sometimes. 

Lindbergh's views notwithstand
ing, part of our peacetime mission is 
preservation of increasingly scarce 
combat resources. Th do this we 
must safely fly the planes we do 
possess. The forty-wing tactical 
Air Force is still a distant goal, and 
the days of "the thousand plane raid" 
of World War II are receding fast 
from memory. The unit cost of to
day's front-line fighters dictates a 
different approach. 

TACA'ITACK 

Our mishap rates would 
be atrocious if we didn't 
'1ook for his errors when 
a brave man dies." 

The essence of flying today in the 
'lbtal Force is a very careful analysis 
of risk vs. benefit. We train inten
sively, and fly the way we plan to 
fight. We no longer fly on just nee
dle, ball and airspeed. Thday's air
craft and leadership philosophy 
represent concerted effort to save 
us from ourselves with enhance-
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ments such as radar altimeters, 
triple/quadruple redundant electri
cal and hydraulic systems, full 
instrumentation plus HUD (heads
up display), and so forth . However, 
despite an ever-declining accident 
rate, people still find ways to kill 
themselves or only narrowly escape 
doing so. 

Consider the following: 

A highly experienced pilot 
attempts an impromptu airshow in 
his A-10 to show off for some 
friends. He starts a loop from too 
low an altitude and impacts the 
terrain during the recovery, killing 
himself instantly. 

An A-7 aircraft touches down 
after a normal mission and the pilot 
determines after some grinding and 
scraping is heard that he has not 
lowered his gear. Other aircraft 
doing approximately the same 
thing include F-4s, F-16s and an 
OA-37. Damages range from total 
destruction of the aircraft down to 
"only'' Class C criteria. A variation 
on this theme is to raise the gear 
after a safe and uneventful landing. 
Such incidents continue despite the 
presence of presumably alert SOFs, 
RSOs, ROMs and tower controllers. 
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An F-4 aircraft, number two in a 
flight of two, strikes an antenna on a 
low-level route. The tower the 
antenna was mounted on was 
depicted in route charts and high
lighted on unit low-level maps. 
Damage was limited to Class C. 

A crewmember from "another 
service'' got a little excited in the 
heat of battle (an exercise actually) 
and shot down an RF-4C with an 
AIM-9. Bothrecce crewmen were 
picked up unharmed and brought to 
the carrier that had launched their 
"opponent?' 

The above mishaps were all 
preventable. None of them should 
have ever happened. However, they 
did, and each of you can probably 
think of a number of others with 
equally egregious errors made by 
normally clear-minded individuals. 
Most of us have done something 
equally outrageous and gotten away 
with it. Or perhaps you were caught 
and escaped with only a slap on the 
wrist from your supervisor. 

Human error will undoubtedly 
persist as long as men and women 
fly airplanes. What we are con-

What we are constantly 
(I hope) trying to do is 
reduce or eliminate those 
instances where people 
"screw up," causing 
injury or death to 
themselves or others. 

stantly (I hope) trying to do is 
reduce or eliminate those instances 
where people "screw up; causing 
injury or death to themselves or 
others. We know and accept the risk 
inherent in flying- there is no sense 
in adding to the risk on purpose or 
by willful neglect. Contrary to what 
Lindbergh wrote, most of us would 
probably rather die in a bed than on 
a mountainside. This is especially 
true if one dies in bed at age 80 vice 
the mountainside at age 25. 

If only for the sake of your wife 
and kids, can you afford: 

- not to "knock it off' when you 
-lose contact or visual in an 
intercept or a fight? 
-lose situational awareness? 
-lose sight of your wingman? 
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- not to take time for one more 
"gear down and locked" check? 

- not to have a plan of escape or an 
awareness of where the high ter
rain is when you're in the weather 
(and possibly radio out, too)? 

Contrary to what 
Lindbergh wrote, most 
of us would probably 
rather die in a bed tban 
on a mountainside. 

'Ibis is especially true if 
one dies in bed at age 
80 vice tbe mountainside 
at age 25. 

TACATTACK 

Despite the fact that the odds are 
probably with you, accidents do 
happen. If you take risks such as 
those above, they undoubtedly will. 
If they haven't yet, you've just been 
lucky, like Lindbergh. 

Lindbergh was right about one 
thing- ''safety lies in the judgement 
of the chances one takes." Despite 
talk about fate and "the golden BB;' 
the things we do or fail to do often 
have logical and predictable conse
quences. However, luck sometimes 
plays a major part in human 
activities. Don't rely on luck or 
chance to provide your margin 
of safety. 

When Lindbergh took off on his 
epic flight, his plane was over
weight. It lacked any direct forward 
visibility and was poorly 
instrumented as well. Despite 

.. . .. 
. . ' 

. .. 
. . . · .. . . .. 
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Despite talk about fate 
and utbe golden BB," 
tbe things we do or 
fail to do often have 
logical and predictable 
consequences. 

spending parts of the mission 
"wave-hopping'' to avoid the 
weather and falling asleep several 
times, he made it to Le Bourget, 
France. 

They didn't call him "Lucky" 
fornothing. ..-> 
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It was a what? 
A n aircrew was flying a night terrain following 

.l"l.mission at 500 feet AG L when they experienced 
several strikes on the wing leading edge and down the 
intake of one of the engines. Bird strikes? Not this 
time. These were bat strikes, and the mission was 
being flown in the Philippines during the time of year 
when fruit bats are extra plentiful. 

Sometimes bird strikes (or bat strikes) are unavoid
able, but it pays to be aware of their most likely "hang
outs" so you can steer clear when possible. As this 
incident points out, the heaviest concentrations of such 
"flying'' activity are a good thing to check when you go 
to a deployed location. 

Bats can pose a potential for strikes in certain parts 
of the United States, particularly in the southwestern 
states. Check out your local flying area and low-level 
routes for such unusual hazards. 
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INTERESTING ITEMS~ 
MISHAPS WITH MORALS~ 
FOR THE TAC 
AffiCREWMAN 

The big scramble 

H ow did you feel after your last session in the egress 
trainer? If it left you with the uncomfortable feel

ing that you still needed practice, you could be in trouble. 
Getting out of a sick airplane on the ground isn't like a 
successful ejection where you have a lot of things work
ing for you. An emergency ground egress involves only 
you, working alone. 

Before you fly again, think about any new systems 
incorporated into your aircraft that may affect the snug
ness of your cockpit and your ability to get in and out 
safely. Being able to release leg restraints, lap fittings 
and shoulder harness connections is your ticket to sur
vival. You can't let a radar or weapon system pedestal be 
the factor that changes a quick orderly egress into a 
desperate scramble to save your life. 

The periodic training we receive is an excellent tool in 
preparing for this emergency. Consider also the actual 
setting in the aircraft which will decide the intensity of 
the situation complicating your egress. Thke 30 seconds 
every now and then to hone your ground egress proce
dures while actually sitting in your aircraft. Face it- if 
your actions are not second nature in a ground emer
gency situation, you might be too far behind the power 
curve to negotiate an escape from a dark cockpit at night. 

Know the conditions under which egress is pending 
and those when it's immediate. Being able to immedi
ately assess the difference could save your life. 

If you are caught in a moment of indecision, you lose 
seconds if it turns out that you should egress. Then, if 
you have to think about how to get out ofthe aircraft, you 
might not have time to do so. 

Know your egress procedures. You're professional 
enough to get into the aircraft. Be professional enough to 
know how to get out in any situation. 

-Adapted from an article by Lt K. M. Trombley, U.S. 
Navy Weekly Summary of Aircraft Mishaps 
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TAC OUTSTANDING 
,\=4CHIEVEMENT IN=::: 

Mr. Guy Vivier 
31 EMS, 31 TFW 
Homestead AFB, FL 

M r. Guy Vivier, an aircraft 
worker in the 31st Thctical 

Fighter Wing's Transient Main
tenance section, was inspecting a 
transient aircraft prior to its depar
ture with a VIP on board when he 
noticed that one of the main gear 
tires had low pressure. Due to a 
rushed schedule, the aircrew was 
anxious to get moving; however, 
when Mr. Vivier insisted that the 
tire be serviced, the crew 
consented. 

TACATTACK 

SAFETY AWARD 

With his technical order in hand, 
Mr. Vivier began servicing the tire, 
but at approximately one-half the 
required pressure, the sidewall 
blew apart. Aircraft mechanics 
stated that the tire would have 
blown on the next landing if the air
craft had been allowed to take off. 

Mr. Vivier's meticulous aircraft 
inspection and insistence that the 
tire problem be corrected, regard
less of time schedule or passengers 
on board, prevented a potentially 
disastrous mishap. His actions have 
earned him the TAC Outstanding 
Achievement in Safety Award. 
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Lt Col Jon Foster 
HQTAC/D(YI' 

A recent aircraft mishap brought 
to mind my time as a formal 

course instructor and how I viewed 
the difference between leading the 
standard student sorties as opposed 
to a continuation training sortie. It 
seems I always entered a continua
tion training sortie in a different 
frame of mind and may have set my
selfup for a continuation training 
trap. In fact, I actually stepped into 

one of those traps. Let's look at some 
circumstances that set up such pit
falls and could catch you, too. 

First, there's a feeling of excite
ment as we look forward to the 
chance to enhance our mission 
employment skills while unbur
dened by the responsibilities of 
looking after a student. Next is a 
feeling of challenge at the chance to 
demonstrate proficiency to instruc-
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tor peers. These feelings can cloud 
our judgment and prevent the 
attention to detail we normally 
apply in mission planning and exe
cution. Selfdiscipline is the key to 
avoiding this trap. 

In day-to-day student sortie plan
ning, we are very careful to struc
ture each sortie to achieve syllabus 
goals without exceeding student 
capabilities. Plenty of information is 

The trap occurs when 
you asswne that the 
rest of your continuation 
training flight members 
are as current and 
proficient as you are. 

available on student performance 
and current proficiency levels 
(recent sorties with the same stu
dent and/or student grade books). 
The trap occurs when you assume 
that the rest of your continuation 
training flight members are as cur
rent and proficient as you are. Al
though such information is not as 
easy to find, some time spent here 

TACATTACK 

could help you avoid this trap. If 
all else fails, ask them how prepared 
they feel to accomplish each 
mission segment. 

Next is the continuation training 
sortie briefing. It is often shorter 
than the standard student sortie 
(and probably should be) with more 
standard items and fewer com
ments on techniques and potential 
problem areas. The 'Were all 
instructors" attitude prevails. Qual
ity, not quantity, is the key to 
avoiding this trap. 

Our familiarity with the flying 
area (and each other) might lead us 
to omit some aspect of mission plan
ning we see as unnecessary for con
tinuation training but would never 
forget with a student onboard 
another trap. 

All of the things we 
would carefully consider 
for a student sortie are 
treated as routine for 
instructor flying. 

nine people are waiting 

A continuation training sortie 
might train to a wartime mission 
that differs from day-to-day student 
training or be out of phase with cur
rent student instruction. Once 
again, what we consider routine 
could be a trap. 

What are the flying conditions for 
today's continuation training sortie: 
day, night, VFR, IFR, etc? All of 
the things we would carefully con
sider for a student sortie are 
treated as routine for instructor fly
ing. Just another trap waiting to be 
stepped into. 

Finally, we never fail to critique 
student performance inflight or 
give new directions when things are 
not going as planned. On an all
instructor continuation training 
flight, the "he knows what he's 
doing'' attitude is a trap to be 
avoided. Don't blow off the mission 
critique with a simple "Nice flight, 
guys." Everyone benefits from an 
open discussion of the good, the 
bad, or even the ugly. 

Don't be like me. I stepped in a trap 
I probably baited myself. I was very 
lucky; the resulting mid-air didn't 
cost any airplanes or lives. Flight 
leaders, don't let it happen to 
you-keep those traps unbaited. 

_..> 
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Souvenirs: Watch out for 
them 

OnJune9, 1863, UniontroopsmanningFort 
Lyons outside Washington, D.C., were busily 

inspecting artillery rounds in anticipation of a Con
federate sneak attack. One round exploded outside 
the open door of a magazine which propagated to 
some more shells and finally blew up the entire maga
zine. Thirty men were killed with an equal number 
wounded. 

An estimated 10,000,000 cannon balls and other 
artillery projectiles were fired by both sides during 
the Civil War. Such ordnance was hazardous then and 
even more so today. Due to imperfections in fusing, a 
high dud rate was common. Most of these shells con
tained dangerous black powder as the main charge. 

Over 120 years after the Civil War ended, cannon 
balls are still turning up. Recently a young airman 
heard a briefing at commander's call on the hazards of 
collecting military explosives. He thought of that can
non ball, purchased at an antique store, that was roll
ing around in the trunk of his car. When examined by 
explosives ordnance disposal (EOD) personnel, the 
cannon ball was found to be a Union 12-pounder, a 
common smooth bore projectile. 

Personnel with war souvenirs from any era- Civil 
War, WWI, WWII,Korea, Vietnam-should contact 
EOD personnel for an inspection to insure that their 
mementos are inert. 

-Courtesy ATC 
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They functioned 
as designed 

One of the most often performed operations on the 
flight line is the functional check of weapons sys

tems. The checks are performed hundreds of times a 
day; and when properly performed, no significant haz
ards are involved. The key phrase is "when properly 
performed." One or two missed steps in the checklist 
could lead to disastrous consequences. The steps 
"Check ejector carts are removed from all stations" or 
"Insure safety pins are installed in all loaded stations" 
were not performed in any of the following eight mis
haps. The jettison systems worked perfectly each 
time; unfortunately, the ejector carts were installed 
and the aircraft was still on the ground. Damage was 
limited to the jettisoned items-this time. We could 
have lost an aircraft and came very close to losing a 
crew member. Take the time to perform all steps in 
your checklist and don't assume someone else has 
already done it. It's your responsibility. 

0530 hours- Load crew performed functional check 
of external stores jettison system. Carts in both 
370-gallon tank pylons fired. 

1100 hours- During troubleshooting for a hung 
bomb problem on one station, CCU -44 carts were 
inadvertently fired on another station. 

2100 hours- (same unit) During troubleshooting for 
a hung bomb problem on one station, CCU-44 carts 
were inadvertently fired on another station. 

1900 hours- 'Thchnicians performed functional 
check of centerline pylon. Prior to shutting down air
craft power, one technician began installing ejector 
carts. As cart liners were tightened, the carts fired, 
ejecting the pylon to the ground (safety pin was not 
installed). 'Thchnician in cockpit said he may have hit 
the jettison button during switch sating. 

2030 hours- 'Thchnicians installed outboard pylons 
on aircraft which was in a hangar. During functional 
check of the pylons, the centerline pylon jettisoned on 
the hangar floor. 

1730 hours- Load crew installed outboard pylons on 
aircraft. During functional check of the pylons, the 
600-gallon centerline tank jettisoned on the ramp. 

0900 hours- During jettison and stray voltage 
checks on an aircraft, the 600-gallon centerline tank 
was jettisoned on the ramp; 600 gallons offuel spilled. 

1330 hours- During troubleshooting of a missile 
arm problem, the centerline fuel tank was jettisoned 
on the ramp. 
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~~AIRCREW OF DISTINCTION~ 
C aptain Kenneth J. Van tiger, 

F·111D aircraft commander, 
and Capt Thomas E. Carlson, 
weapon systems officer, were enter
ing initial at Eglin AFB, Florida, 
when Capt Vantiger felt a momen
tary glitch in the control stick. 
Within seconds, the stick moved full 
right and the aircraft rolled rapidly 
right. Both crewmembers applied 
full left stick force and stopped the 
roll at 80-90 degrees of bank. Since 
the stick would not move past the 
centered position, rudder was 
required to get the aircraft back to 
wings level. When they had 
regained control, the aircraft was 
pointed away from the airfield at 
2000 feet AGL. While Capt Carlson 
kept full pressure on the stick, Capt 
Van tiger turned off the flight con· 
trol dampers and placed the flight 
control disconnect switch to over
ride, but the full right stick deflec
tion persisted. Realizing he had 
only rudder control to turn the air
craft, Capt Vantiger selected full 
rudder authority to give additional 
steering control. 

The aircrew declared an emer
gency and informed Eglin approach 
they would be unable to get back 
around to land on the active runway. 
The controller suggested a right 
turn to Pensacola NAS, but with 
the right stick forces, both crew
members felt a right turn might 
place them in an out of control situa
tion. A left 5 degree rudder turn 
was the most they could safely 
maintain. As the crew continued to 
turn to the south and started a slow 
climb to 6000 feet to prepare for a 
controllability check and the possi
bility of ejection, the stick made 
small back and forth glitching move
ments in pitch. Capt Van tiger con
tinued his slow left turn to line up 
on runway 01, estimating that his 
turn rate would eventually line the 

TACATTACK 

Capt Kenneth J. Vantiger Capt Thomas E. Carlson 

523 TFS, 27 TFW 
Cannon AFB, NM 

aircraft up for a 20 mile straight-in. 
This put the approach over water, 
minimizing the danger for ground 
personnel if ejection occurred. 

At24DME, thegearwasplaced 
down. Pitch oscillations of ± 4 
degrees were felt, but the oscilla
tions dampened out once the gear 
were down and locked, although the 
stick still required full left force by 
both crewmembers. As the flaps 
were extended to 15 degrees, pitch 
oscillations became more 
pronounced. After they again 
dampened out, Capt Van tiger 
selected 25 degree flaps. Eight to 10 
violent pitch oscillations of ± 15 
degrees occurred and nearly put 
the aircraft out of control. The full 
right stick deflection increased the 
difficulty of pitch control. The pitch 
finally stabilized and the aircrew 
left the flaps at 25 degrees, requir
ing a higher than normal approach 
speed. As they began fmal approach 
only rudder control was available 
for runway alignment. Minor pitch 
oscillations continued throughout 

the approach and made airspeed 
and glide slope control very 
difficult. Without the yaw damper 
the nose of the aircraft wandered 
5-10 degrees left and right of course 
throughout the approach, requiring 
continuous left and right rudder 
inputs. 

At 50 feet AG L over the runway 
threshold, the right wing made an 
uncommanded drop of 10-15 
degrees and a quick rudder input 
brought it up, but the aircraft 
drifted to the left edge of the run
way for landing. Capt Vantiger 
landed the aircraft and carefully 
brought it back to the runway cen
terline with directional braking. 
The landing rollout was uneventful 
and no damage occurred to the 
aircraft. 

The time critical decision making 
and superb airmanship demon
strated by Capts Vantiger and Carl
son prevented the loss of a valuable 
combat resource and earned them 
the TAC Aircrew of Distinction 
Award. 
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The weekend wasn't one of the 
best that I'd had lately. I had 

shown all the classic symptoms of a 
viral infection (diarrhea, nausea, 
fever, etc.), but felt much better at 
brief time on Monday mo ing. 
With that in mind and a few more 
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I can't say that I felt 
good, but I was sure 
I could "hack the 
mission." 

squares to fill before the Christmas 
holidays, I decided to press on with 
the mission. 

Brief, preflight and taxi out were 
uneventful. I can't say that I felt 
good, but I was sure I could ''hack 
the mission?' Just prior to takeoff, I 
developed a slight headache and 
nausea, but still felt that I could fly 
the sortie. During the takeoff roll, 
the nausea and headache went 
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away as I made my departure and 
headed toward the working area. 
Shortly after level off, I began to 
feel light-headed and found it hard 
to concentrate on simple cockpit 

Shortly after level off, 
I began to feel 
light-headed and found 
it hard to concentrate 
on simple cockpit tasks. 

tasks. A second look at the air
speed indicator told me I was going 
way too fast but I couldn't figure 

TACATTACK 

out why. After staring at all the 
gauges for a long time, I finally 
realized that I hadn't brought the 
power below military after leveling 
off. About 8-10 minutes after 
takeoff, I really began to feel 
worse- increased light
headedness, slight stomach dis
comfort, and some dizziness. I 
made all the appropriate radio 
calls, gang loaded the oxygen 
regulator and continued to press 
toward the area. 

As I approached the area, I 
really began to feel worse and 
found it hard to think clearly or 
read the instruments. It finally 
dawned on me that I couldn't hack 
the mission and I made the first 
good decision of the day- I turned 
around and headed for home. Dur
ing the return flight, I concen
trated on my breathing to prevent 
hyperventilation. I was able to 
maintain some semblance of air
craft control, but I was definitely 
not in control of the situation. Dur
ing the GCA, I could hear the con-

troller talking to me but he seemed 
really distant and it was hard to 
translate his directions into action. 
Fortunately, I managed to follow 
his instructions and lowered the 

It finally dawned on 
me that I couldn't 
hack the mission and 
I made the first good 
decision of the day - I 
turned around and 
headed for home. 

gear. I then noticed that I was 
sweating profusely and dropped 
my mask. I began to feel a little 
better (probably because I was con
centrating so hard on the task at 
hand), picked up the runway 
visually and continued to a safe 
landing. 

In retrospect, my decisions to 
"filrthe squares" and "hack the mis
sion'' were the dumbest ones I've 
made since graduating from pilot 
training. I know I'll certainly never 
do it again. 'Th.ke it from my 
experience and don't even think 
about flying when you know you're 
sick. I was lucky- very. You might 
not be as fortunate. The next time 
I'm on the schedule and "under the 
weather'', I'll know when to say 
"Uncle!' _.> 
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F-16 TRAPPED FUEL 
operator's perspective 

Editor's Note: The following two 
articles are both about the prob
lems weve been experiencing with 
trapped fuel in the F-16. One is writ
ten from the aviator's point of view 
and the other from the maintenance 
perspective. Both articles, however, 
should be of interest to everyone 
involved in the F-16 business. 

Maj Steve Kniffen 
IAF/SEF 

m " jc recently experienced 
~ its fourth F-16 Class A 

flight mishap due to trapped exter
nal fuel. About two weeks later, we 
had a close call with another 
trapped external fuel malfunction. 
This is not the only close call weve 
had recently. Trapped external fuel 
is a known problem in the F-16. If 
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timely ops checks are accom
plished, the pilot normally notices 
the problem in time to flx it or, due 
to superior airmanship and a close 
runway, gets the jet safely on the 
ground. In at least two instances, 
aircraft were shutdown with only 
200-300 pounds of useable fuel in 
the reservoir tanks and 2000 + 
pounds in each external wing tank. 
The following paragraphs review 
some of these mishaps, discuss 
some things about the fuel system 
Viper drivers need to think about, 
and explain the current Trapped 
Fuel Checklist. 

Let's talk about the Class & flrst. 
The flrst two were in the days of 
black noses before we had a "needle, 
needle, totalizer, tank(s)feeding" 
fuel check. The flrst pilot forgot to 
close his air refueling door. With the 

two 370-gallon tanks unpressur
ized, they didn't feed and the engine 
flamed out. We lost an aircraft and 
gained a ''Post Refueling Checklist 
Complete' radio call. (This call is no 
longer required.) The second mis
hap involved an A-model with 1200 
pounds of fuel trapped in a lone 
centerline tank. The pilot didn't 
notice it because the automatic fuel 
transfer system took care of that 
and all we had to watch was the 
totalizer. So much for that idea! 
That's when we got the "needle, 
needle, totalizer'' fuel check. 

The next two mishaps were 
"three-bag" jets. Through missed or 
improper ops checks in both cases, 
the pilots got into situations where 
reservoir fuel was all that was 
immediately useable in spite of 4000 
pounds trapped outside creating 
drag. Because of flight activity at 
the time, neither pilot remembered 
hearing the voice "CAUTION, 
CAUTION" when the Fuel Low 
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MALFUNCTIONS: 

Lights came on. Neither aircraft 
had the "Bingo fuel warning based 
on fuselage fuel" mod and neither 
made it home. 

Anyone with much experience in 
the jet can remember lots of times 
when the externals haven't fed, and 
it's usually not been a big deal. 
Usually checklist procedures such 
as cycling the air refueling door 
solved the problem. The latest 
Class A and a similar incident a few 
days later pointed out some things 
we didn't know about the F-16 fuel 
system and som~ misperceptions 
about the Trapped Fuel Checklist. 

First of all, the key to changing a 
trapped fuel situation from a seri
ous mishap into a minor incon
venience lies in early recognition 
of the problem. Most of these mis
haps started with a breakdown of 
basic airmanship. Whether you call 
it complacency, channelized atten
tion, lack of situational awareness, 
or whatever, it all boils down to not 
properly flying the aircraft and not 
pa;uing attention to-whatit takes to 
keep it in the air. If you notice 
trapped fuel with 9500 pounds total, 
it's a lot easier to handle than with 
4600 pounds total, 4000 of which is 
external. Your pucker factor and 
your priorities take radically differ
ent perspectives accordingly. 
Perhaps the biggest lesson learned 
from our most recent mishap is- if 
your engine flames out due to fuel 
starvation, any fuel trapped in the 
external tanks will stay right where 
it was trapped. It will never feed. 
There are several things which 
influence this. The first, most obvi
ous one is that with the engine not 

TACATTACK 

running, there is no bleed air to 
pressurize the tanks. We learned 
years ago that without pressure, 
they won't feed. That's not 
surprising. 

Once we get past that basic 
knowledge, things get a little 
sketchy. Any lieutenant just out of 
the B Course and most SEFEs 
know that the primary means of 
fuel transfer in the F-16 is by 
siphoning action. As fuel is used 
from the reservoirs, suction pulls 
additional fuel through standpipes 
from the upstream internal tanks. 
The only thing needed to keep the 
siphoning process going is a run
ning engine and an absence of air in 
the tanks receiving fuel. If you are 
operating with fuel only in the 
reservoirs and suddenly introduce 
fuel into the internal wing tanks, 
siphoning through the fuselage 
tanks may be a slow process 
depending on the amount of air in 
the internal tanks. If you're almost 
out of reservoir fuel, you won't have 
enough time to get a useful siphon 
action going. 

Oops, what now? Well, we have 
transfer pumps to scavenge the 
tanks. If the external tanks start 
transferring, the wing transfer 
pumps should pick up the fuel in the 
internal wings and pump it into the 
fuselage tanks. ''Yeah, that's the 
ticket:' 

There are only two problems with 
the wing transfer pumps: 1) they 
only pump at a rate of 3000 pounds 
per hour each, and 2) they shut 
down when both reservoirs go dry. 
So, if your externals just started to 
feed as the engine quit, the fuel is 

still trapped because without pres
sure it won't transfer out of the 
external tanks and without the 
transfer pumps it won't move into 
the fuselage even if it would trans
fer into the internal wings. 

What does this mean to you, the 
operator, who just flamed out a per
fectly good airplane? You're not 
going to get a restart on that engine 
unless you can fmd some way to 
manually pump fuel into the reser
voir tanks. The JFS (jet fuel starter) 
won't run and the EPU (emergency 
power unit) won't pressurize the 
tanks. Your decision tree has just 
had a limb cut off. Instead of reach
ing for the trapped fuel or airstart 
checklists, it's time to reach for the 
flameout landing checklist. As fool
ish as it may sound, it's time to jetti
son what was your only source of 
fuel, the external tanks, and prac
tice being a glider pilot if there is a 
nearby airfield. If not, look for a 
place to park the jet out of harm's 
way. 

Trapped fuel is a fact of life in the 
F-16. The engineers are working on 
ways to keep it from happening, but 
regardless of what actions they take 
to protect us from ourselves, it is 
still each pilot's responsibility to fly 
his aircraft. Knowing how much fuel 
is on board and where it's at is an 
essential part of combat readiness. 
We can't kill 'em if we can't get there 
and we can't get there if we don't 
have any jets left. Early detection is 
the key to preventing a trapped fuel 
mishap. Regular ops checks in the 
directed format are the way to 
detect it early. 

What happens if you don't notice 

19 



your trapped fuel until you have 
4600 pounds total fuel remaining? 
Let's walk through the Trapped 
Fuel Checklist to see what it does 
for you. 

Your first natural reaction should 
be to turn toward the nearest field 
and zoom so you can get the jet on 
concrete if you are close enough and 
the engine runs long enough. Your 
wingman might fall into chase and 
dig out his checklist. He might also 
ignore (as has been the case in 
several recent near misses) the 
''Accomplish as many of the follow
ing steps as required:" notation on 
the top of the page and start 
reading: 

STEP 1. FUEL FLOW 
REDUCE. That makes sense, you 
want to use what fuel you have as 
slowly as possible so you can get the 
most out of it. (Warning 1: With 
trapped fuel, the totalizer does 

PED FUEL MALFUNCTION: 

not indicate total usable fuel.) 

STEP 2. AIR REFUEL 
SWITCH- CLOSE. This is a 
"check and see'' step, just to make 
sure you didn't come off the tanker 
and forget to accomplish your Post 
Refueling Check. 

IFFUELISTRAPPEDIN AN 
EXTERNAL TANK: 

STEP 3. AIR SOURCE 
KNOB- NORM OR DUMP. This is 
another "check and see'' step, since 
fuel doesn't feed in RAM or OFF. 

STEP 4. AIR REFUEL 
SWITCH- OPEN (3 SECONDS) 
THEN CLOSE. This is a shock 
treatment. A power cycle on the air 
refuel circuit may cure a switch 
hangup on the external vent and 
pressurization valve or associated 
relay contacts. (Note 2: Open or 
close the AR door at or below 400 
knots/.85 mach.) 

STEP 5. EXT FUEL TRANS 
SWITCH- WING FIRST. This 
bypasses two electrical circuits 
which may be inhibiting transfer. 
One circuit involves the centerline 
tank float switch; the other circuit 
involves the vent tank float switch. 

STEP 6. TANK INERTING 
SWITCH- TANK INERTING (1-2 
MINUTES). This step lowers the 
pressure in the internal tanks while 
leaving the pressure in the external 
tanks at the normal level. The 
increased pressure differential 
between the internal and external 
tanks may unstick a valve and allow 
the external fuel to transfer. 

STEP 7. AIR REFUEL 
SWITCH-OPEN(l-2MINUTES) 
THEN CLOSE. This fully dumps 
the pressure in the external tanks 
and may unstick a valve once pres
sure is restored. (Note 3: If reposi
tioning the switches does not 
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operator's perspective 

correct the trapped external fuel 
condition, then internal fuel is the 
only usable fuel available.) 

STEP 8. STORES-JETTISON 
(IF REQUIRED). This is a judge
ment call on whether or not it is 
"required?' If none of the above 
steps have helped and you need the 
glide distance, consider it. Ifit 
appears fuel is starting to transfer, 
jettisoning will cut you off from 
4000 pounds of useable JP-4 that 
will go a long way toward getting 
you home. 

STEP9. LAND AS SOON AS 
PRACI'ICAL. So you accomplished 
steps 1-7 and didn't get any results. 
You can't figure it out. You just went 
over this EP on your SEPT last 
month and you were impressed 
today with how fast you could zip 
through those checklist steps. You 
had them done about as quickly as 
your wingman read them to you. 
But what about that "as many of 
the following as required:" lead-in 
your wingman forgot to read you? 
That could have hurt you and your 
proficiency at switchology may 
have prevented you from ever get
ting fuel out of your tanks. 

Go back to step 5. By going to 
WING FIRST, you bypass the cen
terline tank float switch circuit 
which has historically given us the 
most problems with trapped fuel. If 
the centerline never sends an "I'm 

·empty'' signal to the external wing 
tanks, they are never going to feed 
as long as the External Fuel Trans
fer switch is in NORM. 

Selecting WING FIRST takes 
the centerline out of the loop and 
may start fuel moving. The kicker 
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is, how fast will it move? With only 
reservoir fuel useable, the external 
fuel must travel through the inter
nal wings, the forward and aft 
tanks, and finally to the reservoirs 
before it can go to the engine where 
it will do some good. When the 
externals start to feed, the fuel in 
the internal wings is picked up by 
the transfer pumps which move it 
into the fuselage at a rate of 3000 
pounds per hour per wing. That 
sounds like a lot, but if you're burn
ing 3000 pph, only half of what you 
transfer will be available to show on 
the gauge. The rest is going into the 
engine. Between the time you start 
transferring fuel from the external 
wing tanks and the time the fuel 
gauge shows an increase in the 
reservoir tanks, up to three minutes 
may have passed. That can be an 
eternity when you're looking at 300 
pounds on the gauge. A check of 
external wing quantity will be your 
first and fastest indication of fuel 
transfer. As the external quantity 
drops, the fuel is going somewhere. 
If you did race down the checklist 

through Step 7, what happened 
when you opened your Air Refuel
ing door, seconds after going to 
WING FIRST? The pressure 
dropped and the fuel just sat there. 
With no pressure, it isn't going any
where. You have just precluded any 
transfer to the internal wing tanks 
for the two minutes you have the 
door open. That could make it take 
five minutes to get an indication of 
fuel transfer in the reservoirs. How 
high is your pucker factor now? 

The key was in the "as many of the 
following steps as required:" which 
your wingman forgot to read you. If 
going to WING FIRST solves the 

problem, stop there. But you have 
to give it time to work first. Speed is 
not of the essence in this procedure. 
Slow down and let the system work. 
That's the way the engineer 
designed it and the publications 
author intended it. They thought a 
simple caveat at the beginning 
would suffice. They never expected 
the pilot to race through the check
list and maybe retrap fuel he had 
just freed. 

As aircraft have become more 
complicated and Dash One's have 
grown to monumental proportions, 
it has become easier to learn only 
those things which you can directly 
affect from the cockpit, especially 
the ones involved in weapons 
employment. Some of the systems 
knowledge we enjoyed in older, sim
pler aircraft has disappeared. We 
have enough to know about flying 
the aircraft; we can't take the time 
to know how to build them. There's 
a lot of truth to that attitude, but 
when it comes to emergency proce
dures, maybe we need to look for 
hidden traps, to make them 
pilot-proof. 

We've lost four F-16s due to 
unrecognized trapped fuel, a lack of 
attention to basic flying skills. The 
engineers continue to design air
craft smarter than the pilots to pro
tect us from ourselves. They can 
only give us so many lights, bells, 
buzzers, Bettys, and horns before 
the jet begins to sound like a one
man band and his nagging wife. 
There is only so much that General 
Dynamics can save us from. It's 
time for each of us to take another 
look at basic piloting skills and sys
tems knowledge as integral parts of 
combat readiness. ..--> 
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Capt George Ireland 
TAC/LG 

The United States Air Force is 
in the best shape ever since its 

inception. Our people are dedi
cated, well-trained professionals 
and our aircraft are the best in the 
world, built to be maintainable and 
survivable in any hostile environ
ment. We work hard at our peace
time mission which goes a long way 
towards pilot competency and keep
ing our fighting machines mission 
capable and war ready. However, 
the lessons we learn in the process 
of meeting our mission can be 
costly. We recently experienced our 
fourth F-16 trapped fuel Class A 
flight mishap in TAC. In this mis
hap, fuel became trapped in the 
external wing tanks but went unno
ticed until it was too late. In an 
effort to learn from this mishap, let's 
review the external fuel tank trans
fer system on the F-16 and how we 
check this system once an aircraft is 
reconfigured for flight. 

First, it is important to know the 
basics of exactly how the fuel tanks 
transfer fuel to the aircraft fuel sys
tem. Let's assume the aircraft is 
configured with only a 300-gallon 
external centerline tank. The 
process is simple. Air pressure 
provided by the Environmental 
Control System to the external tank 
provides the motive force to get the 
fuel to both of the internal wing 
tanks simultaneously. Now, with 
two 370-gallon external wing tanks 
(no centerline tank) the process is 
similar. Air pressure transfers the 
fuel from the external wing tanks to 
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First, it is important to 
know the basics of exactly 
how the fuel tanks transfer 
fuel to the aircraft fuel 
system. 

their respective internal wing 
tanks. Finally, let's assume that the 
aircraft is configured with all three 
external tanks. This is where some 
changes take place. With the exter
nal fuel transfer switch in the 
NORM position, fuel is transferred 
first from the external centerline 
tank to the internal wing tanks as 
discussed above. Mter the center
line tank empties, the low fuel level 
float switch in the tank opens and 
removes electrical power from sole
noid shutoff valves located in the 
external wing tanks. Until now, 
these valves have been keeping the 
external wing tanks from feeding. 
Once the valves are de-energized, 
fuel transfers from the external 
wing tanks to their respective inter
nal wing tanks. With the EXT 
FUEL TRANS switch in the 
WING FIRST position (the aircraft 
is still configured with all external 
tanks), the solenoid shutoff valve 
located in the external centerline 
tank is energized via the low fuel 
level float switches located in the 
external wing tanks. As a result, 
the external wing tanks transfer 
first. When they are empty, the low
level float switches open and the 
valve in the centerline tank is de
energized allowing the centerline 
tank fuel to transfer. Now that you 
can see how the external fuel tank 

transfer system works, let's review 
how external tank checkout proce
dures have evolved. 

Early in the F-16 program, the 
external tank checkout procedures 
were written to verify that the 
external fuel tanks would transfer 
into the internal wings at an accept
able rate, and that the tank and 
interconnect tubes would not leak. 
Although these procedures verified 
external fuel tank operation, they 
did not identify many of the failure 
modes that have been experienced 
with external fuel tank usage. 

The incorporation ofTCTO 
1F-16-697 (Selective Fill of External 
Fuel Thnks) provided the capability 
to manually shut off fuel flow from 
each external tank. This, together 
with new checkout procedures, 
provided detection capability of all 
the major external fuel transfer dis
crepancies that have been encoun
tered. Component/subsystem 
failures that now can be detected 
are: 

a. External fuel transfer switch 
and associated wiring. 
b. External tank float switch 
operation. 
c. External tank shutoff valves. 
d. Proper tank sequencing 
(N 0 RM: centerline empties prior 
to wing tanks; or WINGS 
FIRST: wing tanks empty prior 
to centerline tank). 

It is important to note that not all 
pylons have been modified with the 
manual shutoff capability incorpo
rated in TCTO lF-16-697, but all 
new pylons have this manual shutoff 
capability. (Shutoff valves are 
located in 370-gallon tank wing 
pylons and in the right wheel well 
for centerline tanks.) 
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TRAPPED FUEL: 
MAINTENANCE VIEW 

Successful completion of 
any mission is based on 
reamwork. As maint.ainers, 
our part of the mission is 
to know our aircraft and 
maintain them according 
to tech data. 

Successful completion of any mis
sion is based on teamwork. As main
tainers, our part of the mission is to 
kriow our aircraft and maintain 
them according to tech data. Previ
ously, there was some confusion 
about what checkouts needed to be 
performed with varying configura
tions of external tanks. Now, C
model Job Guides very explicitly 
define that the checkout required is 
a result of the aircraft external tank 
configuration, not the tank just 
installed. For example, suppose an 
aircraft comes back from flight con
figured with a 300-gallon centerline 
tank and you add two 370-gallon 
tanks. You must now check all three 
tanks, not just the two newly 
installed ones. Bottom line: check
out is based on latest configuration! 
AlB-model Job Guides will soon 
clarify these new procedures. 

As pilots and maintainers, we 
have learned many lessons from our 
experiences. Knowing our aircraft 
and following tech data are two 
important lessons we must not for
get. We must continue to learn from 
our mistakes if we are to keep our 
Air Force the best in the world. __::::-
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TAC 
CREW CHIEF 

SAFETY AWARD 

SSgt Gregory K. Line 
474 AGS, 474 TFW 
Nellis AFB, NV 

S Sgt Gregory K. Line was con
ducting a routine thru-flight 

inspection of his F-16 aircraft when 
he noticed an apparent heat discol
oration of the paint on aircraft door 
number 4103. Upon lowering the 
door, he quickly saw that the 
engine's main ignitor plug, which 
fires 42,000 volts of electricity, had 
backed out of the engine combus
tion chamber and was chafing 

against a fuel line. If this condition 
had gone unnoticed, the combina
tion offuel, high voltage and hot 
engine air could have been disas
trous. SSgt Line's attention to detail 
prevented the potential loss of a 
valuable pilot and combat aircraft. 
His professionalism is commenda
ble and has earned him the TAC 
Crew Chief Safety Award. 
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Sgt Dennis W. Johnson 
148FIG/SEG 
Griffiss AFB, NY 

"It'll never happen! Weve done it 
that way for years and have never 
had a mishap. It's just another 
stupid AFOSH requirement. Watch 
out, here comes the safety inspector 
(or QA)!" 
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It's possible that by itself the regulation may seem 
immaterial; but when violated along with other 
seemingly minor requirements, the ground work is 
laid for a chain reaction that can lead to catastrophe. 
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Have you ever been guilty of say
ing, or at least thinking, those 
thoughts? I know it's difficult to 
accept some safety requirements, 
especially if you've never personally 
been involved in a serious mishap 
that was caused by ignoring what 
you thought to be a meaningless 
regulation. But, we have to remem
ber that the regulation is there for a 
reason- our safety! It's possible 
that by itself the regulation may 
seem immaterial; but when violated 
along with other seemingly minor 
requirements, the ground work is 
laid for a chain reaction that can 
lead to catastrophe. 

''Yes, but I've done it a thousand 
times and haven't had a mishap?' 
What about try # 1001? It only takes 
once! A recent ground aircraft mis
hap resulted in a fatality when a 
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crew chief was ingested in the 
intake of an F-4D. It only took once!! 
Would you have t hought it could • 
actually happen? Well, it did! 

Have you ever read a mishap 

How would you explain 
to an inspector or 
mishap investigator 
that you thought a 
certain regulation or 
tech order requirement 
wasn't important so you 
decided not to comply 
with it? 

investigation report? In most cases, 
there is more than one cause factor. 
Again, the small things build up 
until . .. ''boom?' How would you 
explain to an inspector or mishap 
investigator that you thought a cer
tain regulation or tech order 
requirement wasn't important so 
you decided not to comply with it? 

If a mishap does occur in your unit 
or mine, let's make sure beforehand 
that wflve done everything possible 
to have prevented it. That includes 
watching out for any complacency 
that may have crept in and paying 
attention to the "small thingS:' 

Maybe it's time for each of us to 
rethink our safety attitude. Remem
ber, regulations are written for 
our protection. There is no place 
for complacency when it comes 
to safety. _::::-
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A Hungry Eagle 

The F-15 has jaws! At least 
there's one "Eagle keeper" who 

thinks so. 
The crew chief and another tech

nician were dispatched to the flight 
line to remove a foreign object 

l under the diffuser and #3 ramps in 
an F-15 intake. Using a hydraulic 
test stand (TTU -228/E), they 
lowered the ramps and the crew 
chief climbed into the intake to 
retrieve the foreign object. Seems 
normal so far, right? However, the 
two individuals failed to follow tech 
data steps that would have closed 
the hydraulic loop between the air
craft and the hydraulic test stand. 
As a result, hydraulic fluid back
flowed out of the aircraft into the 
test stand, causing the diffuser and 
#3 ramps to close slowly. The move
ment was so slow that the crew chief 
didn't notice it until he began to feel 
pressure on his back and chest- he 
was caught in the jaws of the two 
closing ramps! He screamed for 
help, and after a few moments of 
panic, a 2 x 4 was lodged between 
the ramps, stopping them from clos
ing further. An hour later, after 
some minor aircraft damage in 
order to get the crew chief out, he 
was extracted with only a bruised 
ego and a renewed belief in the 
value of technical orders. 
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INCIDENTS AND 
INCIDENTAlS 
WITH A 
MAINTENANCE 
SLANT 

Area where body was caught 

Murphy's Only Chances 
1. The hydraulic ''N.' circuit breaker 
on the aircraft was not pulled and 
the ground safety interlock was not 
installed. This step, had it been 
complied with, would have 
prevented the incident. 

2. The flow valve on the hydraulic 
test stand should have been turned 
off. This step, if completed, would 
also have prevented the incident. 

If you haven't noticed, Murphy 
needed both openings to squeeze in; 
we gave them to him! 

JULY 1988 

User
Typewritten Text
chock talk

User
Typewritten Text



TAC 
OUTSTANDING 

ACHIEVEMENT 
IN 

SAFETY AWARD 

Performing his additional duty 
as engine trim pad monitor, 

TSgt Michael S. Wolfe was perform
ing a visual inspection of the air
craft holdback assembly on one 
trim pad in preparation for an 
engine run when he noticed a crack 
in the yoke assembly sufficient to 
render it unserviceable. If this 
problem had not been discovered 
the assembly could have broken 
during the scheduled afterburner 
run, allowing the aircraft to break 
free. TSgt Wolfe promptly notified 
maintenance operations of his dis
covery and closed the trim pad until 
the problem could be repaired. 

When TSgt Wolfe checked fur
ther, he discovered that the 
damaged yoke and entire holdback 
assembly were due for a nondestruc-

TACATTACK 

tive inspection. He also found that 
three of the holdback assemblies in 
the war readiness spares kits 
required inspection and, after 
uncrating them, found that all three 
were unserviceable due to cracks. 
Mter necessary replacements or 
repairs were made, they were 
properly inspected and recrated. 

Through his outstanding atten
tion to detail and his professional 
standards, TSgt Wolfe prevented 
several potentially serious 
problems during engine runs con
ducted during both home station or 
deployed operations. His vigilance, 
persistence and safety conscious
ness have earned him a TAC Out
standing Achievement in Safety 
Award. 

TSgt Michael S. Wolfe 
37 AGS, 37 TFW 
George AFB, CA 



Capt Darrell P. Zelko, 355
TFS, 354 TFW, Myrtle Beach

AFB, SC, was number four in a
flight of A-10s en route to the work-
ing area for a surface attack tactics
mission when his master caution
and left generator warning lights
came on. Capt Zelko verified that
his engine instruments were nor-
mal and then began appropriate
procedures to reset the generator.
When the reset effort was unsuc-
cessful, Capt Zelko noticed that the
left engine oil pressure was drop-
ping out of limits and pulled the
power to idle on the left engine. As
the pressure continued to drop to
zero, he shut down the engine.

There are a million
stories out there in the
Tactical Air Command.

Send me some of them.

When his flight lead confirmed
that the left engine was streaming
oil, an immediate landing was called
for. The weather at the nearest
suitable emergency airfield was 800
feet overcast and two miles visibility.
The heavyweight condition of the
aircraft with fuel and a heavy train-
ing ordnance load further compli-
cated the recovery. Despite having
only the emergency system to
extend the landing gear and emer-
gency braking once on the ground,
Capt Zelko safely landed his air-
craft following an emergency single
engine approach through instru-
ment conditions. Capt Zelko's
out standing airmanship has
earned him a Fleagle Salute.

TSgt Donald R. Glasser, 58 AGS,
58 TTVV, Luke AFB, Arizona,

has prevented the loss of valuable
Air Force equipment on several
occasions while performing duties
as an F-16 dedicated crew chief. On
one occasion, he discovered a
cracked vertical stabilizer cap on an
aircraft just prior to its launch,
preventing a potential dropped
object and major structural damage
to the jet. Another time he visually
detected a slight binding of the noz-
zle on his aircraft during engine

start. He immediately instructed
the crew chief to have the aircraft
shut down. Closer examination re -
vealed extensive damage under-

neath the aircraft's "turkey
feathers!' TSgt Glasser's continual
attention to detail and
safety awareness have
earned him a Fleagle Salute.

SSgt Allan Bouffard, 158th Tac-
tical Fighter Group, Vermont

Air National Guard, Burlington
IAP, Vermont, was the number two
man on the end-of-runway (EOR)
team for a departing four-ship of
F-16s. Although not required by the
EOR workcards to check chip
detector plugs, SSgt Bouffard had
established a personal habit of look-
ing at them on each aircraft and, on
this day, found the number four
plug missing in one F-16.

A missing chip detector could
have had catastrophic conse-
quences after takeoff by allowing
the aircraft to pump its oil over-
board, resulting in engine seizure
and possible loss of the aircraft.
This time it was only a sortie lost
due to the ground abort. SSgt
Bouffard's alertness and willing-
ness to go beyond the
minimum required have
earned him a Fleagle Salute.

Editor, TAC ATTACK
HQ TAC/SEP
Langley AFB, VA 23665-5563'
Autovon 574-3658
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