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Flight Line Weapons !

By Maj. Tom “Vegas” Dietz and
Tech. Sgt. Jeff “Meat” Lohf (May 1996)
4404 Wing (Provisional) Safety
Dhahran AB, Saud: Arabia

Editor’s Note: This article was originally
published in The Combat Edge in May of
1996. The article printed below has been
slightly modified since its initial printing
due to the timeliness of certain subject matter.
The staff chose to reprint this article, how-
ever, because it still contains information that
is just as pertinent in today’s Air Force as it
was at the time it was written.

Our squadrons deploy more often, and to
more austere locations, than we have in recent
memory. Almost always, we find ourselves
working out of facilities and airfields that are
below our standards back home. Often this
includes an aircraft parking ramp that is

smaller than required by Air Force instructions

and Department of Defense (DoD) standards.
There is a temptation at this point to ignore
the instructions, chalk it up to contingency
operations, and “accept the risk.”

Think about it though. Is this really what
you want to do? Will it be easy to explain to a
widowed spouse that her husband was killed
by an avoidable accident? Rather than throw-
ing in the towel on safety when space is less

than required, a common-sense approach and a

little planning and knowledge can result in a
“conscious minimum risk plan” vice an “ac-
cepted risk plan.” All it really takes is three
basic things: a basic understanding of the
“quantity distance” (QD) concept; a little bit of
preplanning and creativity; and an under-
standing of common pitfalls.

QUANTITY DISTANCE
The concept of QD is simple. The rules that
go with it are not, but that’s why units have
weapons experts! Concept understanding is
what the average individual, and especially
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commanders, need to know. Simply stated, the
expected damage from an explosion is a func-
tion of the quantity of explosive material and
the separation distance. To apply this concept
to your parking ramp, you need to ensure you
know some basic information.

First, know the weapon safety characteris-
tics of your standard munition loads. This
includes their net explosive weight, frag pat-
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Monthly Awards

PILOT SAFETY
AWARD OF DISTINCTION

Major John Saghera
94th Fighter Squadron, 1st Fighter Wing
Langley AFB, Va.

While deployed in support of Operation
SOUTHERN WATCH at Prince Sultan Air Base
(PSAB), Saudi Arabia, Maj. Saghera was flying the
number one position in an 8-ship defensive counter
air formation of F-15C Eagles. Shortly after initial
takeoff in full afterburner, Maj. Saghera experienced a catastrophic engine
failure and subsequent fire. Maj. Saghera, just passing 500 feet, heard and
felt a loud bang emanate from the number two engine. This failure, com-
bined with extremely high outside air temperature and a heavy combat
configured aircraft, made it imperative that he react quickly and correctly as
there was an extremely small margin for error. Maj. Saghera immediately
initiated a climb and began assessing the situation. He attempted to stabi-
lize the engine in idle, but was unsuccessful. His number two engine revolu-
tions per minute were rapidly decaying to a sub-idle indication and his
wingman reported seeing smoke and flames at the rear of the aircraft. Asa
result, Maj. Saghera elected to shut down the malfunctioning engine in an
attempt to extinguish the flames and minimize further damage to the air-
craft. He also began proceeding to the fuel dump area and coordinated for
his emergency return to base. During this period, Maj. Saghera’s wingman
initiated a rejoin and performed a battle damage check. He reported the
flames were extinguished and the exterior of the aircraft appeared normal.
With fuel dumping complete, PSAB approach began vectoring Maj. Saghera
for his approach and landing to runway 35. As Maj. Saghera began the
approach, he discovered, due to the high aircraft weight and intense heat, he
required full military power to maintain an appropriate glide path and
afterburner to level off or climb. Maj. Saghera flew a flawless single-engine
approach under very demanding and unforgiving conditions. Initial post-
flight examination revealed the engine was seized and the fourth and fifth
stage turbine blades were completely destroyed. The exact cause of the
failure is still under investigation. Maj. Saghera’s superior airmanship and
situational awareness prevented the potential loss of a multi-million dollar
combat Air Force asset and possible loss of life.
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CREW CHIEF SAFETY
AWARD OF DISTINCTION

Senior Airman John Costa III
58th Fighter Squadron, 33rd Fighter Wing
Eglin AFB, Fla.

During a post-flight inspection of an F-15C, Amn. Costa discov-
e ered a nut wedged between the cabin pressure regulator and the aft
ko bulkhead. He immediately informed the production superintendent.
The discovery initiated a formal investigation and a thorough inspec-
tion of the cockpit. The investigation revealed that the nut was a
replacement item on the ACES II ejection seat. The seat had been installed two days earlier
before Amn. Costa performed the first inspection prior to flight. This nut is replaced any
time the ejection seat is removed for inspection or repair. If gone undetected, the nut could
have been the root of numerous hazards — from restricting flight and throttle controls to
losing cabin pressure — all which could have had catastrophic effects, both for the aircraft
and crew member. Amn. Costa’s exceptional attention to detail, high standards, and dedica-
tion to the United States Air Force helped avoid the potential loss of a multimillion-dollar
aircraft and the possible loss of life.

FLIGHTLINE SAFETY

X
\ AWARD OF DISTINCTION
' \ 4 Staff Sgt. Michael E. Lang,

' A"

3 3

Y

Airman 1st Class Jessica M. Caraker

1st Operational Support Squadron, ' K
1st Fighter Wing

/ Langley AFB, Va.
i :rﬁv‘ On 2 Nov 99 at approximately 1100L, a .
Rl vehicle approached Runway 8 from the north

side during heavy wing flying. The vehicle
operator contacted the ground controller and requested to cross the runway. He was told by
the ground control trainee to hold short of the runway (do not cross) because two F-15s
were on the runway cleared for takeoff. The vehicle stated “proceeding across.” The
ground control trainee and monitor heard this and observed the vehicle begin to pull for-
ward to cross the runway. The ground control trainee simultaneously notified the local
controller and attempted to stop the vehicle from crossing the runway. The local controller
immediately canceled the F-15’s takeoff clearance on the emergency override frequencies
and the ground controller again advised the vehicle to hold short of the runway. The keen
situational awareness displayed by both the ground and local controllers prevented a poten-
tial mishap from ever materializing.
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WEAPONS SAFETY
AWARD OF DISTINCTION

Staff Sgt. La Shawn E. Eggleston
83rd Fighter Weapons Squadron
Tyndall AFB, Fla.

Sgt. Eggleston is the primary munitions supply point custodian for
the 83d Fighter Weapons Squadron, 83d Munitions Flight. While
performing a lot number segregation inspection of 2400 BBU-35/B
impulse cartridges in accordance with Technical Order 11A-1-1 (Ammu-
nition Restricted and Suspended), she discovered a suspended lot
number from issue and use. She immediately halted cartridge issue to three deployed units
participating in the Weapon System Evaluation Program (WSEP), and alerted the 325th Fighter
Wing Munitions Inspection Section of her findings. Her keen attention to detail and strict
adherence to technical guidance prevented WSEP mission degradations for missile live-fire
evaluations and saved over $1 million in test costs. In addition, Sgt. Eggleston’s heads-up atten-
tion proved invaluable in the investigation and identification of these suspended munitions and
prompted immediate turn-in of over 4,600 defective impulse carts. This critical discovery is a
direct reflection of Sgt. Eggleston’s outstanding dedication to safety, technical knowledge, and
her continuous support of more than 30 units deployed annually to WSEP.

GROUND SAFETY
AWARD OF DISTINCTION

Senior Airman Joseph M. Dropik
28th Bomb Wing
Ellsworth AFB, S.D.

As the 28th Munitions Squadron hazardous waste monitor, Amn.
Dropik normally puts his skills to the test managing waste leaving his
shop. One morning, 10 gallons of paint that were picked up from the
self-help store caught his eye. Upon review, Amn. Dropik discovered an
AF Form 3952 “Chemical Hazardous Material Request and Authoriza-
tion” was not on file that would have answered his still unanswered questions. Instead of drop-
ping the issue on what would seem to be a few cans of utility paint, he pressed the issue and
personally completed the required paperwork and headed for the environmental office. Upon
review and a little research on the product, environmental specialists labeled the product a
suspected carcinogen and a definite health hazard. Amn. Dropik immediately reacted to the
information by contacting his section and directing them not to use the paint. Realizing the
broader scope of the situation, he contacted the self-help store still distributing the paint and
initiated a recall. As a direct result of his outstanding ability to quickly assess a hazardous
situation and take immediate, wide-ranging action, over 200 gallons of a potential cancer-causing
material was recalled from base organizations and remaining stock was pulled from the self-help
store. Amn. Dropik’s actions provided a stellar example for all to emulate. His genuine concern
for not only the safety of his co-workers, but understanding the risk to the general base popula-
tion deserves an “attaboy” and a huge thank you!
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By Capt. Scott Ryan
42nd Airborne Command and Control Squadron
Davis-Monthan AFB, Ariz.

rew Resource Management (CRM)

classes teach us some of the clues we

can use to detect problems, and tools
we can use to fix them. When you experience
“the pinch,” the best thing to do is to step back
and review what’s happening. Never hesitate
to open a discussion with your crew to find out
if anyone else has the same feeling. On one
memorable flight, I experienced multiple pinches,
yet didn’t take the time to analyze the situation.
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We were flying a daytime navigation
trainer in the EC-130E Hercules out of
Davis-Monthan AFB, Arizona. We had just
turned back for home when the Navigator
(Nav) and Flight Engineer (FE) did their
hourly fuel reading. “Geez,” the Nav said,
“we only burned 1,200 pounds of fuel that
hour. We’re makin’ gas.” The normal burn
rate for a “Herc” is about 4,000 pounds per
hour. This was the first pinch, and caused
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Capt. Sowers, USAF, VAQ-134, Navy Expeditionary EA-6B Squadron

t was during the Cold War days, when the

Berlin Wall wasn’t for sale in gift shops and

I had graduated from the F-4 Phantom to
dropping bombs in the F-111E. We called it
“Whispering Death,” although the local residents
didn’t seem to think it whispered very much,
which is why we rarely flew at nights. This made
night squares hard to fill. When the Wing
decided that we could only make one bomb run
per range at night, it made night bomb squares
even harder to fill. But Wang, my pilot and I had
a plan to “lead by example” and fill all of our
squares in one night.

Takeoff went smoothly, as did the flight over
to the Isle of Man. The terrain-following radar
(TFR — it’s what we used in the pre-LANTIRN
days) descent went fine. The aircraft pulled out
of the dive at 1,700 feet, leveled off at a thousand
feet, and we swung around the north tip of the
Isle for Jurby Range. I had previously hand
cranked the offset dial to show the proper range
(in feet) and bearing (in 1/100s of degrees, or as
best as I could see in the little window). This
aided finding the target — a raft floating off the
coast. We used to worry about finding targets in
the pre-Global Positioning System (GPS) days. A
few radio calls, a precision dropped radar bomb, a
hit, a promise of a bottle of whiskey to the range
control officer at Christmas, and we climbed out
for our next night square.

We made another TFR descent over water as
we prepared to enter the Highlands Restricted

Area (HRA) in north Scot-
land. The only anomaly

daydreaming during meetings for a long time.
“Could be turbulent,” the pilot noted. I didn’t
worry. Pilots are stick actuators and, in a proper
world, radio talkers. What do they know? We
turned the corner and headed east over the first
of those perpendicular ranges.

Moments after crossing at one thousand feet
and 540 knots, the jet began “a-buckin’ and a-
snortin’.” For those who don’t speak Arkansas-
ese, this means we were getting the snot beat out
of us. “What the *&#k are we doing?” Wang
asked. “Night squares,” I calmly replied. The
shaking stopped as we started climbing over the
next ridge. Moments later, the 80,000-pound
F-111 went spastic again. It was kind of hard to
see the radar, E-scope, and instruments.
“What the *%@k are we
doing?” Wang

asked

again. “Night squares,” I

repeated calmly. Well, there might have been a
little stress. Night/ Instrument Meteorological
Conditions (IMC) low levels weren’t my favorite,
particularly when we were being shaken like a
martini. Still, squares were squares.

It smoothed out as we crossed the next ridge,
but not for long. I think Wang said, “What the
*%1& are we doing?,” but it was hard to tell
because my noggin kept smacking against the
canopy. “Maybe we should abort,” Wang sug-

Capt. Sowers, USAF, is a
former F-111 Weapons
System Operator (WSO) and
is now serving as an
Electronic Countermeasures
Officer (ECMO) with VAQ-
134, a Navy Expeditionary
EA-6B squadron.

gested. Or maybe he said, “We're aborting
NOW!” It was kind of hard to tell. We had done
at least 50 nautical miles of low-level, so I con-
curred. It was still hard to read the instruments,
which explained why we had 80 degrees of bank
when we hit smooth air. Of course, this is why
we practice unusual attitude recoveries.

We over-flew the rest of the HRA and coordi-

noted was as we leveled off
at a thousand feet. The
winds showed 110 knots
from a direction perpendicu-
lar to the ridgelines. I tried
to remember what the
weather guy said at instru-
ment school, but I'd been
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nated with London Mil for our drop at Tain
Range. We did an abbreviated TFR descent,
leveled off and turned to a rather short final. Of
course, most finals look short on a 30 nautical
mile scope. Oops. I quickly checked the offset.
Oddly enough, the Jurby offset didn’t work at
Tain. Hmmm. It was going to take several
minutes to hand crank the correct offset in. Of
course, that is why we do range study. Now to
armed indications. My switches looked good.
Tain still looked small on the 30-mile scope. I
clicked it down while shouting, “Arm it, Arm it!”
Wang threw the Master Arm about the same
time I reached 5-mile scope — which is to say, at
the same time the bomb came off. “Thirty-four
feet at three,” the ranger called. Of course,
that’s why we say it’s better to be lucky than
good. I told Wang to follow my steering more
closely the next time, He didn’t know we had
been on a 30-mile scope, and I saw no reason to
tell him.

We climbed up and proceeded to our last night
square — Wainfleet Range. The Wing had
coordinated a new hold for use for night bomb-
ing. We arrived a little early and began our hold.
Suddenly, we noticed lights very close to us in
the hold. A few moments later it happened
again.

“Umm, London Mil, Wang One — is anyone
else waiting to get on to Wainfleet Range?”

“Roger, you’re one of six Varks holding — and
kindly tell your wing their hold point is located in
rather busy airspace.” Wang and I looked at each
other for a moment.

“London Mil, Wang One — requesting vectors
Heyford.” Time to call it a night.

That Friday I held a flight meeting. Wang and
I reviewed what happened and why. I pointed
out that it was my responsibility as flight com-
mander to see that folks were scheduled enough
times at night to get their squares filled safely.
If, as it happened, the Wing canceled night flying
early, it was my job to take the heat. It was NOT
the flyers’ job to cram a load of squares into a
single night sortie.
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So what lessons from this fun-filled night still
apply?

Priorities. Squares are a good thing to fill, but
four IMC-TFR descents, three night/IMC radar
bombs and one night/IMC low-level may have
been too much for one sortie. Add in winds over
100 knots and new range patterns, and it prob-
ably was too much. Add in the fact that it was
Wang’s first IMC-TFR flight in the United
Kingdom, and it was definitely too much. Filling
squares isn’t as important as coming home. The
modern military spends a lot of time and hours
patrolling the world. Training is hard to come by
— but that’s the job of generals and admirals.
Our job is to train safely.

Turbulence. It isn’t always a minor thing.
Later that evening, another F-111 entered the
HRA. They aborted when they could no longer
see the instruments. When things smoothed out,
they had 135 degrees of bank, 20 degrees nose
low going back down through 5000 feet. They
recovered, but some words of advice from us to
London Mil might have prevented a possible

tragedy. “Being lucky
rather than good” isn’t
the way to get old in
aviation. Weather that
can toss around an
F-111’s 80,000 pounds of
manliness can also do a
number on Prowlers —
or anything else.
Pacing. We spent too
much time thinking about
what went wrong or right
with the previous missions,
and not enough time preparing for the next
one. You cannot change the past, but what you
do in the present can change the future. The
HRA wasn’t going to be smooth regardless, but
our bombing passes would have gone better if
we had spent the medium altitude time prepar-
ing for the next event instead of rehashing the
previous one. If something goes wrong, either
put it behind you or...

Know when to quit. We had all the lessons we
needed after aborting the HRA. When you've
been rattled, either literally or figuratively, you
don’t need to jump immediately into another
demanding event. If it was bad enough to
interfere with your preparation for the next
event, quit and fly another day. You've learned
enough for one flight. W
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