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Expect the unexpected by Maj Bennett, Dyess AFB Texas B-1 enters fog bank in the flare
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e've all heard of Murphy’s Law.

I'm not sure of the exact defini-

tion, but | think it goes something

like this “if it can happen, it will,”

and one balmy October morning

in Texas the unexpected did happen
to me.

It was a sortie like almost any
other. We were scheduled as the first
two-ship formation in a 3-day, 120-
sortie surge for the 7th Bomb Wing at
Dyess AFB, Texas. Every aspect of
the mission was covered in detail the
day prior in the mass brief. It was a
routine sortie: takeoff, proceed direct
to the range, perform a Joint Direct
Attack Munition (JDAM) weapons re-
lease on a multiple target set, exit the
range, and return to base. We didn’t
want to spend any extra time on the

late enough to allow for every bit of '

extra sleep. | determined that a 2-
hour show prior to takeoff would be
enough time to check over the final
details of the sortie. The eight crew
members showed on time, but it was
obvious that each of us had just rolled
out of bed and was still shaking off
the sleep from the night before. It was
time to wake up: Weather, Activate
flight plan, NOTAMS, TOLD, Self, we
covered every detail of the WANTS
check completely, and we stepped to
the jets. Nothing at the step desk gave
us any indication that the sortie would
be anything less than an as planned,
“black line” sortie.

And for almost the entire sortie
it was black line. Our formation took
off on time, proceeded to the range,

the next look outside was totallyunexpec'(ed

visibility was almost Zzero

range performing additional training.
We decided we would get the jets
back to base as quickly as possible
to let maintenance have them for as
much time as possible during the
surge.

Scheduled takeoff was 0500,
pushing our “show time” at the squad-
ron into the early morning hours, yet

executed a successful weapons re-
lease, and proceeded back to base
with the wings swept cruising along
at .95 mach. With the meat of the mis-
sion behind us, the last thing to do was
put the jets on the ground, giving them
back to maintenance so they could be-
gin prepping them for their next sorties.
Since it was early in the moming, the

The Combat Edge May 2004

sun hadn't risen,
and we would be
performing a
night landing.
“Great, | wasn’t
expecting to up-
date that bean,” |
thought to myself
as we sped
home.

Eighty miles
out | directed my
wingman to pro-
ceed with the
standard radio
drill, one spin on
Air Terminal Infor-
mation Station
(ATIS) then back
to squadron com-
mon frequency.
ATIS reported the
weather as few
clouds at 5,000 feet, visibility greater
than seven, winds variable at three
knots, altimeter 30.02, temperature
54, That’s all the information we
needed. It would be a vanilla ap-
proach to end a vanilla sortie. What
could go wrong?

With the descent check com-
plete and the runway in sight 30 miles
out, | directed “Two” to take spacing
while being vectored to the Instru-
ment Landing System (ILS) ap-
proach. The vectors lined us up with
the runway on a 12-mile final ap-
proach. | configured the jet, and
tower called out, “Dark 11, check gear
down, you're cleared to land.”
Everything appeared to be routine.
At the final approach fix my copilot
stated, “Handle down, three green,
slats extended, flaps full, safety check
complete.”

The next thing | heard was a
request from tower, “Dark 11 say
conditions on final.”

“What, are you new?” |
thought to myself, “It's clear and a

Courtesy Photo

million. Set down the coffee and

look outside!” | responded with
“standby” and continued the ap-
proach. My cross-check confirmed
both visually and with the instru-
ments that we were on course and
glidepath, everything looked nor-
mal.
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At 500 feet the copilot said,
“Runway in sight, but it looks a little
hazy” | concurred, but from the look
of it, the haze was very thin and
wouldn’t be a factor. | could still see
the approach lights, Visual Approach
Slope Indicator lights, and all the run-
way edge lights. No problem, be-
sides ATIS was calling the visibility 7
miles.

At the decision height of 200 feet,
the conditions hadn’t changed. With
the exception of a little more haze, the
landing environment was still clearly
discernable, so | continued the ap-
proach. At 100 feet, | started picking
up the normal visual cues to begin my
round out, but it was dark and the haze
was getting thicker. | thought to my-
self, “better cross-check the ILS justto
make sure.”

The indications showed on
course and glidepath. That was a good
feeling. The next look outside was to-
tally unexpected
and almost unbe-
lievable, visibility
was almost zero
with the runway
lights a complete
blur. All the normal
landing cues had
disappeared. This
is where temporal
distortion setin, and
what happened in
less than a second
seemed to last min-
utes. Itfeltlike | had
the time to cross-
check my course,
glideslope, air-
speed, and descent
rate.

Just as “Go”
started out of the
copilot’s mouth
commanding a go around, the main
gear touched down. At that point, |
realized that if | executed a go
around, we would be accelerating
through the same conditions. | de-
cided to keep the jet on the ground
because | could still see the runway
edge lights and was able to maintain
runway centerline. Half way down
the runway, just abeam the tower, we
popped out of the fog bank into con-

ditions that were “clear and a mil-
lion.”

| immediately radioed tower to
inform Dark 12 of the impending
conditions he was about to encoun-
ter. As | turned off the runway, | saw
my wingman’s landing light disap-
pear into the fog at about 50 feet
above the runway threshold. It re-
appeared almost immediately as
they executed a go around. Now
what? As flight lead | hadn't dis-
cussed a divert option in detail be-
cause | felt the chances were re-
mote based on the weather forecast.
Hopefully, they had talked about it
in their individual crew brief. Fortu-
nately, tower had more on the ball,
and they offered an opposite direc-
tion landing since that end of the
runway was clear with light and vari-
able winds. Tower changed the
landing runway and my wingman
landed uneventfully.

It was unbelievable! | remem-
bered talking about a low-level fog bank
during weather class in Undergraduate
Pilot Training during our annual instru-
ment refresher course, but | considered
it a one-in-a-million phenomenon and

- never expected it in the dry plains of

Texas. Unfortunately, | overiooked the
warmning signs. Even though fog was
notin the forecast, the temperature-dew
point spread for our time of arrival was

conducive to fog formation. It's not un-
common for a fog bank to form over a
nearby body of water, and if the winds
are just right, it can move over the air-
field. That's exactly what happened on
this October moming. Half of the field
was “zero-zero,” and the other half was
“clear and a million.”

The lessons | learned are old
ones but need repeating. Use all the
information you have available. Look
closely at the weather forecast, even
when it looks routine, as you may find
a hidden piece of information that will
give you a craniums up on what you
may encounter down the road. Also,
don’t be quick to disregard inputs from
outside agencies, they may hold im-
portant information to clue you in on
possible hazards. If | had taken the
time to ask the tower controller what
he saw, he could have informed me of
the fog bank forming over the approach
end of the runway. Lastly, there are a

number of factors that can cause you
to divert, and it's not always weather.
Always plan a thorough divert option
and brief itbetween the crew and those
in the formation. There are too many
unknown factors in flying to pass up
information that is available to you, so
have a plan and expect the unex-
pected, because “Murphy” can strike
even when you think you've covered
all the particulars. : ;
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NO ROOM FOR ER

Photo by SSgt Tiffany Page

By Capt Mike Matesick, Hill AFB, Utah

hroughout my flying career

I've been pretty fortunate
when it comes to In-Flight
Emergencies (IFEs). | man-
aged to make it through pilot
training and two operational as-
signments in the Hog with no
major issues. In fact, | seldom
worried about emergencies be-
cause Hog drivers know the jet

12 The Combat Edge

is built with redundant systems,
and best of all, two engines. If
one gives you a problem, just
push up the power on the other
and go home. All that changed
when | started flying the F-16 in
2000. One learns to have more
respect for section 3 of the Dash-
1 when there is only one engine.
| spent 3 years making crude com-

May 2004

ments about Viper drivers flying
Operation NORTHERN WATCH
(ONW) and Operation SOUTH-
ERN WATCH (OSW) missions and
losing an engine over Iraqi territory.
It seems God has a sense of hu-
mor because | became the guy that
lost an engine over Baghdad.

| was flying Operation IRAQI
FREEDOM sorties from Al Udeid
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AB, Qatar, and had logged sev-
eral night missions in the AOR be-
fore my eventful evening. My
wingman and | had just come off
the tanker and called on station
in our assigned Close Air Support
(CAS) orbit. After 20 minutes of
looking for something to do, we
set up for some simulated at-
tacks at 24,000 feet MSL when

65 glides Into

my engine dumped. | heard a
loud “bang” that blew my feet
off the rudder pedals and | no-
ticed a bright flash of light in
my Night Vision Goggles
(NVGs). Immediately, the jet
began to shake to the point |
could not read the HUD, so |
snapped the throttle to idle. |
told #2 | had a problem and he

responded he could see sparks
coming from the exhaust nozzle.

| pointed the nose east toward

Baghdad and established a glide
at 250 KIAS.

A glance at my engine in-
struments revealed the engine to
be operating within normal limits

except for the vibration, which

decreased somewhat at idle. |

May 2004
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Photo by MSgqt David R. Wheeler

| got out my Dash-1 checklist and began to search ...
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did a belly check to determine
if | was over a populated area
before | jettisoned my bombs
and wing tanks. | informed the

command and control center of

my problem, double checked
my initial vector with them, and
pushed the flight to Baghdad
approach. After rechecking the
engine instruments, | tried to
push the throttle up to obtain
something more than idle
thrust; the vibrations became
severe again, so | returned the
throttle to idle.

At this point we were ap-
proximately 25-30 nm from
Baghdad. Holding 250 KIAS
would not allow me to establish
a 1:1 glide ratio necessary to
fly a flame-out (FO) approach,
so | reduced the dive angle to

establish 230
KIAS. 1got out my
Dash-1 checklist
and began to
search for the ap-
propriate page but soon real-
ized there was nothing relating
to “engine vibrations,” so |
settled on “abnormal engine re-
sponse.” | declared an emer-
gency with Baghdad approach
and inquired about the field sta-
tus, winds, etc. as | set up for
an FO to Runway 33. At ap-
proximately 12-15 nm from the
field | established a 1:1 glide
ratio and dropped the nose to
capture my computed FO air-
speed (confirmed by #2 earlier)
while checking 30 degrees
south to put myself on a basge
position.
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nothing

relating to

“engine vibrations,”

About this time, approach
informed me the main runway
was closed because the lights
weren’t operational, and the
only landing surface with lights
was Taxiway Mike. | still had
my NVGs on but was unable to
find the runway (which was
6,000’ feet east of Taxiway
Mike) without any lights. My
night seemed to be getting
more interesting by the minute.
| asked about the length of Taxi-
way Mike and since that was
the only landing surface | could
see, | decided that the taxiway
would work just fine. | queried




approach to make sure the taxi-
way was clear and confirmed
the absence of arresting
cables. Now on final, | lowered
the gear and tried one last time
to push the power up in case |
needed to go around. The vi-
brations were considerably
worse than before; | would only
get one chance to put the jet on
the ground.

On final, inside a halif mile,
| raised my NVGs and dropped
the nose, aiming short of Taxi-
way Mike to bleed off excess
energy gained during the ap-
proach. |touched down 200-500
feet from the approach end and
maintained a 2-point attitude
while applying the brakes. The

Photo by SSgt Bennie J. Davis Il

nose smoothly fell to the ground
and the jet stopped easily with
1,000-2,000 feet remaining.
The engine vibrations were be-
coming unbearable, so | shut
down on the taxiway and told #2
to go home. Fire department
and transient alert trucks soon
arrived to tow the jet off the ac-
tive taxiway and ended my ex-
citement for the evening. The
engine was removed and sent
to depot where an inspection re-
vealed that the #4 bearing had
failed.

My biggest Ilesson
learned was that things hap-
pen quickly at night over hos-
tile territory. | didn’t have time
to stop and think about the

basics of flying a jet with no
useable thrust, | had to rely on
training and experience. Had it
not been for the training flying
simulated FO approaches at
home and for the valuable expe-
rience gained from instructors in
the simulator, the night would
have concluded differently. Mu-
tual support is important for suc-
cess during IFEs; just a few com-
ments from my wingman confirm-
ing airspeeds and the airfield lo-
cation were key in building my
situational awareness. Finally,
God does have a sense of humor,
without the 30 knot tailwind on the
way to Baghdad that night, |
would have been walking to the
airfield.
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o OPERATION IRAQI FREEDOM--
: Airmen from the 447th AEG come
together for an Air Force vs. Army

.- game at Baghdad International Airport

Photo by SSgt Stacy Pearsall

Roofton Rumble

CAMP BABYLON, Iraq --
Passing time, soldiers practice
| their boxing skills on the roof of
Saddam Hussein’s Palace
Photo by SSgt Ricky A. Bloom

May Madness!

» OPERATION IRAQI FREEDOM-
* 7 Airmen deployed with the 447th AEG
play basketball with deployed soldiers
at Baghdad International Airport

Photo by SSgt Stacy Pearsall
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ATER

BOTTLE

By TSgt Carl Norman, Wright Patterson AFB, Ohio

When working in hot or stuffy-climates,
a time-tested method of having an ample
supply of water is “to take it with you.”
While water bottles are useful in hot, arid
climates or on flight lines and in the field,
they can cause problems for those work-
ing in areas where painting, sanding, metal
grinding, and mixing chemicals and pesti-
cides occur. This hazard also applies to
areas where particles or vapors can be in-
gested. Since many water bottles have a
rubber-end mouthpiece that has to be
chewed or bit open, there is a significant
chance for transferring chemicals to the
mouth. Additionally, dusts can collect on
the wet mouthpiece and chemical vapors
can absorb into the rubber. You don’t want
to swallow these materials because they’ll
make you sick — either now or over time.

How Can | Stay Safe?

It's simple. Keep water bottles and
camel packs out of these environments.
Current Occupational Safety and Health
Administration and Air Force regulations

Photo by §Sgt Stacy Pearsall
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(OSHA CFR 1910 expanded standards and
AFOSH STD 91-501) prohibit food and drink
in areas where potential ingestion hazards
exist, and they discuss educating people on
these ingestion hazards. So, take your
breaks and drink water in a hazard-free en-
vironment. You also should wash your
hands before eating, drinking, or smoking
after working in an area with ingestion haz-
ards. !f you aren’t sure if the area where
you work is considered hazardous, then talk
to your shop supervisor, base Safety, or
Bioenvironmental Engineering Office to de-
termine your shop’s status. Besides the in-
gestion hazard, water bottles and any other
portable devices have loose straps or ties
which could get caught in equipment or on
obstructions. While there have been few re-
ports of injuries resulting from loose cloth-
ing or personal equipment, the potential for
injury still exists.

The bottom line is to keep water bottles
out of industrial areas and contact your base
Safety or Bioenvironmental Engineering Of-
fice if you need more information.
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Been there, done that, lucky to be alive
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The dangers of "highway hypnosis"

By Bob van Elsberg, Fort Rucker ALa
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HERRORL

n an era of international terrorism, we
are now aware of new threats to our
lives, our communities, and our way
of life. But in thinking about foreign
terrorists, we sometimes fail to see the
people here at home who threaten our
lives everyday on the roads. Drinking
and driving is a subject that our society
has become increasingly numb to. We
are constantly reminded of the dangers
of drinking and driving, but the mes-
sages of supervisors’ briefings and
roadside signs seem to go unno-
ticed. Drunk drivers are social ter-
rorists who take innocent lives. Are
we going to remain numb to these indi-
viduals and let them terrorize us on our
roads?

Webster's Dictionary defines ter-
rorism as the systematic use of terror
and fear, especially as a means of coer-
cion. While drinking and driving is not a
form of direct coercion, the threat posed
by drunk drivers has caused people to
alter their lifestyles. For instance, many
people now avoid driving after midnight
when the bars close and “the drunks are
out on the roads.” Drunk driving is sys-

Rl

tematic in that the drunk driver typically
does so repeatedly, and that threat of-
ten makes the rest of the population
fearful.

Making a comparison between a
drunk driver and a terrorist may seem
somewhat of a stretch, but when you
look at the statistics of drinking and driv-
ing you must agree that this form of ter-
rorism is real, and it's something that

drunk drivers _
are gocial terrorists

who take innocent lives

touches thousands of families each
year. In 2001, according to data from
the National Highway Traffic Safety Ad-
ministration, 17,448 people were killed
in crashes involving aicohol. During the
nine major holidays of 2001 alone, there
were 3,153 total alcohol-related vehicle
deaths. In 2002, there were 17,419
deaths due to drunk drivers.

Many say the decision to drive
drunk is made when an individual is in
a drunken state and incapable of mak-
ing a rational decision. | dispute that

SM

Osan AB, ROK

logic and contest that the decision to act
responsibly or irresponsibly is not made
at the consumption of the last drink of an
evening, but rather at the first drink of the
evening. Individuals who choose to drink
have the opportunity to make a well
thought out plan to act responsibly. By
taking the time to arrange designated
drivers, taking a taxi, or taking the keys
of friends who have had too much to
drink, we are all making a choice to fight
the social terrorist, the drunk driver.

We have increased our aware-
ness of the threat posed to us and our
loved ones by terrorists, but as a nation,
we also need to address the threat posed
by people who drink and drive. We must
continue to eliminate the threat to the in-
nocent people of our own community.
Who knows, without action, you or some-
one you love, could be a victim of this
form of social terrorism. Simply put, don't

drink and drive.

Editor’s note: The author's opinions and com-
parisons in this article are not intended to downplay the
importance or the impact of the 9-11-01 terrorist attacks.
The message is that while we have taken a zero-toler-
ance stance towards the threat of terrorism, a threat
based on people choosing to drink and drive continues
to take lives on a reguilar basis. This article and accom-
panying photo carry a message that many may find
shocking or uncomfortable — think about it!

o

k Photo by A1C Frankhn‘s
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Injuries to Date Deaths to Date

The ACC Lost Squadron

m 260 11

Fatal PMV 2 Wheel Mishap Factors

(FYO03)
Proficiency ' Speed
(12) 7 (16)
Darkness
(10)

Lack of Proficiency, Speed, and Darkness
Total Fatalities Reviewed=23

ACC Deaths as of March 31, 2004

1
1“

9 B Automobile
H Motorcycle

B Recreational Vehicle

A Few of the Mishaps

Dec 1 - 2003: A 22-year-old SrA failed to stop at a red
light at an intersection, crossed 5 lanes of traffic and was struck
on the passenger side by another vehicle. Seat belt was worn
and airbags deployed. She died at the scene.

Feb 0, 2004: A 20-year-old A1C was operating a bor-
rowed Yamaha snowmobile during a group outing with his duty
section. The snowmobile struck a snow bank/ditch head-on. He
was thrown forward causing the exposed portion of his neck to
impact the front windshield and handlebars of the snowmobile.
Full-face helmet with clear visor and prescription eye glasses
were worn. The operator initially appeared to have recovered
from the impact and immediately complained to his supervisor of
chest pains and breathing problems. Member was air-lifted to
the hospital, but was declared deceased upon arrival.

Feb 21, 2004: A 20-year-old AIC lost control of his

vehicle when it skidded, struck a curb, and departed the road-
way. Driver was ejected before vehicle came to rest. Victim
was discovered by passing county deputy and was pronounced
dead on arrival at a nearby trauma center. Local law enforce-
ment determined the speed was in excess of 84 mph as the
vehicle entered a 160-degree left hand curve. Victim over
steered causing the vehicle to slide sideways and roll multiple
times. Seat belt was not worn.

Feb 28, 2004: A 23-year-old SrA was walking at night
on an unlit two-lane asphalt road with the flow of traffic and
was struck from behind by a vehicle. Member’s clothing con-
sisted of jeans and a blue/green shirt (non-reflective).

Don’t become a member of the “Lost Squadron”
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Mishap Statistics Scoreboard

FYO04 Aircraft

Aircraft

Destroyed

As of March 31, 2004

Aircraft
Damaged

8 AF

9 AF

12 AF

AWFC | ——

>

ANG

(ACC-gained)

AFRC

(ACC-gained)

FY04 Ground

As of March 31, 2004

Class B

FY04 Weapons

As of March 31, 2004

Class A
0 0
0 0
0 0
“n =

Aircraft Notes

Another E-4 engine and an F-15 landing mishap
nearly gave ACC two Class As in March, but they
were both downgraded to Class Bs. Recently, | saw
a picture of a Beach Baron that survived a midair
collision with a Cessna 180. Trust me ... it's not
good. Let’s take this opportunity to focus on keep-
ing the windscreen in your VMC cross-check. Re-
member, to effectively clear, you must first look
outside. Next, focus on something far away like a
cloud or the terrain and then search a section of the
windscreen for a small speck. If you don’t find one,
get back on altitude and search another section of
windscreen. When you find a speck that is not mov-
ing on the windscreen, either change your bank
angle by a few degrees or move a few inches left
and right in your seat. If the speck stays in the same
exact spot on the windscreen it's probably a bug
yoUu've already hit. If the speck is not already at-
tached to the windscreen and it gets bigger without
any relative movement across the windscreen,
you’re on a collision course. Check yourself before
you wreck yourself. Fly Safe!

Ground Notes

There were no Class A mishaps in the month of
March. In FY04 we had 11 fatalities, 9 PMV4,
1PMV2, 1 S&R. Last year during this same
timeframe we lost 13 members. Although this sta-
tistic reflects a slight improvement, we must main-
tain a full court press in our mishap prevention
efforts. We had one Class B in FY04 and last year
we had a total of two Class Bs in FY03. Note: we
had 233 Class C mishaps through Feb 04.

Weapons Notes

It looks like another banner quarter for weapons
safety. We only experienced one Class B in the
FOT&E arena this quarter, so stay focused. The
Secretary of Defense’s goal is to reduce mishaps
by 50 percent. We should always look for new and
innovative ways to keep safety a force multiplier.
Keep up the good work!

Class A - Permanent Total Disability; Property Damage $1,000,000 or more
Class B - Permanent Partial Disability; Property Damage between $200,000 and $1,000,000

Class C - Lost Workday; Property Damage between $20,000 and $200,000

* Non-rate Producing

Symbols for Mishap Aircraft

+ A 4 A4t

+ 4 & 4\<¥

Q-1 QF-4 HH-60
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Fit to Fight
As we transition to the new Air Force fithess standards,
do it right, do it safe, be ready!

My belief is that we are a much different Air Force today. ‘
We deploy to all regions of the world, living in tent cities and
working on flight lines in extremes of temperatures ... The . |
amount of energy we devote to our fitness programs is not
consistent with the growing demands of our warrior culture. ‘
It's time to change that.

~ Gen John P, Jumper, USAF Chief of Staff

RN





