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this downward vector if you areto
gurvive. Why gamble? Point the
bird up.

Ques: Since parachute deployment
time is inversely proportional to forward
velogity, is it to the pilot’s advantage &0
ejact at a lower altitude in aslight climb
at higher specd; say 210 knots, five de-
grees climb ond 200 feet wersus ten de-
grees of climb, 140 knots and 350 feed of
altitude?

The difference in chute opening
time between 140 knote and 210
knots will be a Httle less thanone
second according to the figures I
have...this i3 a galn of 16 feet
that is obviously offset by the alti-
tude galned by dissipating speed.
Further, the steeper climb inthis
example results in a higher tra-
jectory during the ejection itseli.
I assume the speeds, climb angles
and sltitudes given in the guestion
are approximately correct.

The only data J have avallable
is from the September 1963 Air-
scoop and at that time the only
instrumented data they had avail-
gble on the zoom was from tests
conducted on the F-8U by Ling
Temco Vought and the Flight
Safety Foundation., These tests
were for the clean aircraft in a
flamecut glide. Gliding at 220
knots, the airceraft would descend
100 feet and zoom up 300 feet be-

LT COL JOHN D. ¥ILFONG
MAJOR WARREN C. ALBERT
MAJOR ROBERT G. BELL
CAPT RALPH L. BROOKS
CAPT ROBERT T. CURTIS
CAPT WILLIAM J. HOSMER

fore reaching stall speeds plus 20
per cent. (130 kmots) At 240 knots
it descended 500 feet and zoomed
back 400 feet as it reached this
speed.

Sound crazy? At 240 knots, the
glide angle was much steeper and
it took longer to rotate into a
climb. Sixteen seconds, or twice
as long. At 200 knots, the zoom
only provided 50 feet.

Obviously, rateof deceleration
during other type emergeacies,
along with pilot technigue, 18 going
to effect the altitude gained just
prior to election and there can be
no cut angd dried set of rules. The
best all around appresch for all
circumstances is {otry and get the
best zoom you ¢an and go as the
rate of climb starts to decayorat
the recommended handbook air-
speed if four pllot's handbook de-
scribes the zoom technique.

Ques: Does the mon-sest scparsicr
guarantee separation as stated in the
flight manual? A recent efection occumed
where the pilot testified he qiill found
himself gripping the seal handles even
tho the separator worked properly,

Looks to me like you answered
your own question.

Regardless, if you have
drilled yourself to reach for the
seat belt and then the T-handle

CAPT DARYL G. HUBBARD
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CAPT ROBERT G. MOORE
CAPT RICHARD#. TRAPP

18T LT ROBERT D. BARTUNEK

during low altitnde ejections, you
will automatically take caze
this problem and at the same:
hack up the automatic equipmeus
to save yourself should it mal-
function. You can®*t hang onto the
seat if you are reaching for the
lap belt. Don’t worry, no one has
heaten the auto equipment, except
when it malfunctioned.

One last comment. An ejection
is a demanding experience...If
you've ever made one you will
know what I mean. You’ll have
trouble remembering lengthy pro-
cedures - evenduring a controlled
ejection - s0 don’t weight your
mind down with a lot of unneces-
sary facts and figures. Keep your
pre-planning as simple as pos-
sible. Then, if you are ever faced
with an sejection-sericus emer-
gency, don’t fret with details, get
inte a hallpark ares, if your sick
bird will let you, and punch.

Most umsucceasful ejections
were that way beckuse the
involved squandered toc 1
time on his decizion. On the other
hand, don’t go around spring
loaded or you'll end up punching
out of a perfectly good aircraft.
You are the conly one who can set
the proper balance,
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Pilot of Distinction

o I

LT

'l" ]

Captoin  Robert E. Hansy of the 366th
Toctical Fighter Wing, Holloman AFB, New

MATCH POINT Il

Winning Team Match Point NI

Stonding - Lt. Donald W. Spier, Copt Ronglthg
Sheppard, Capt Horvey W. Houzengo (F
and Capt Thomas F. Topmon. Kneeli
Dean Halmes (FAC) and Lt John M.

Match Point is a reourring quarterly of

designed to test the capability of a typis, .‘75"’?-1"‘

TAC fighters, The exorcise simulates asattackfrom
a forward airfield against groundgfarsets. Each
~ +tioal Fighter Wing is represented by a team that

ists of

TAC ATTACK

.- *i*&
o

Hhig M atoh g
his d 3 g
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#exico, has heen selected os the Tactical Air
Commend Pilot of Distinction for September 1954,

While on o functional check flight in an
F-84F, Captain Heney lowered the landing gear
to petform o low speed controllability check.
As he ralsed the gear, the control stick snopped
violently forward ond then beck and jommed.
The stick locked in a position that would per-
mit level flight at 180 knots. Captuin Haney
found he could control his descent through
power, set up g lang final approach and made o
perfect londing. Investigation ctevecled the
stabil ator control rod had broken and jommed In
the aft section of the fuselage.

Captain Haney's professionol analysis of
his problem and his eutstonding pilot ability
qualify him as Tactical Air Command's Pilot of

Distinction. . .

* Five aircraft and pllots flight of four plus
apare).

* A forward air controiler.

* Intelligence officer and specialist.

* Thirteen maintenance personnel.

Normally Match Point 18’ a three day operation
with the crews arriving the flrst day, briefing and
flying two ground attack missions on the second and
returning home on the third.

Strict _grount rules have bheen established to
asgure that Match Point teams truly represent a
typical flight m ,\x an intensively trained gunnery
team. For & 3 ach wing must submit by name,
four tearme : five days before the team is
to arrive, W for Operations selects at
random i3 to compete. Also, no
pilot can fl jore than once.

Match P 2 Valuable bath as-an
indicator of AL mnd as a training de-

gigrews, F A Hilintonance personnel,
i l"“"i‘ GX}_H ity umhftup

e 4""""

tia d'‘Main Course’ is

s g“ thft. The ATTACK will racegnize
piroint and Main Coursein future
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THE

GREY
BETWEEN
THE
LINES

BY CAPT GARY L. BOYER
4515TH CCTS
Luke AFB, Ariiono

HEN YOU look through the
w red or black bordered
pages of your dash one,
you can seé page after page of
black and white print. But, have
you ever seen the grey between
the lines? The BOLD FACEprint
in this seotion is an excellent
foundation for learning to handle
those moments of stark terror.
However, being able to pass your
stan/eval test on bold face doesn’t
mean you will be able t0 make
precisely the right decision during
an emergency. As the bookpoints
out, these proc¢edurcs are a basic
guide from which tobuild. Solet's
take some of this grey area outof
those pages and see what sort of
building can be done, I’lldealpri-
marily withthe F-100but the prin-
ciples apply t0 most any bird,

One of the most serious emer-
gencies that a single engine pilot
¢an have is for the rubber bandto
break on takeoff. The slip stick
artists at Pratt and Whitney made

18

T.0. 1F-100D-1CL-1

EXTERNAL LOAD [NO SPL STORE OR
TNG SHAPE}

SPECYAL STORE UNLOCK HANDLE—
UNLOCK,

EXTERNAL LOAD EMERGENCY
JETTISON AUTTON - PRESS,

+ External load emergency jettison
handle - Pall.

Armamént selector -~ JETTISON
ALL - Prcsa bomb button,

External load auxilfary release
buttons - Press one at a time,

AFTERBURNER FAILURE

AFTERBURNER FASLURE DURING
TAKE-OFF

IF RUNWAY AND BARRIER PERMIT:

ML LAV LRV L LCN TSN

o N

- =

4. ABORT

IF RUNWAY AND SAR®ER DO MOT PERMIT
STOPPING OR 1¥ AIRPLANE 15 AIR-BORNE:

f. THROTTLE—INBQ ARD {CONTINUE
TAKEOFH.

2. EXTERNAL LOAD—JETTISON OF
'NECESSARY).

E-13

T ITTITTIV?.

a highly dependable power plant
for the F-100. While dependability
is neceasary, it tends to breed
complacency. When was the last
time you wheeled onto the active,
gave a quick check of the clocks,
and went romping down the runway
without a last visual check of
emergency switches and a quick
review of possiblc emergencies to
insure that youwere mentally pre-
pared for the takeoff? Thiacom-
placency is the first thing that
must be overcome before any
emergency procedures can be of
value.

Let’s take a look at an engine
failure on takeoff. . . you should
be so unfortunate{ At whst point
would you plunk the bird back on
the runway as opposed to ejecting?
Refunal gpeeds are a help, butare
not of much use toa good wingman
who is devoting mosat of his at-
tention to the leader - especially
at night. Grey in this aFea will
surgly reduce your chahces of

survival.

1 believe that with slight
ations, the land-eject de
point is when you raise the gouzr
handle, If the gearhandle is down,
plunk her back on. Touchdown
might be just short of the barrier
at a rapid rate but ejection at this
point would be touch and go at best.
Once the gear Is started up, the
speed you have and the rnunway you
don’t have are such that the best
action is to jettison the stores,
make a quick zoom, gand punchout.

Naturally, the gear-handle-up
point is not the optimum decision
point for all configurations, con-
ditions, and pilot techniques, but
it is a positive referencepoirt for
making the land-eject decision.
This is partioularly helpful for the
guy on the wing whose transition
from wing to action is most diffi-
cult.

In any ejection the first impor-
tant item is an eurly decizion. Any
time you are flying close
ground you must have a de.
point. All youneedhere is an indi-
cated altitude about 2000 feet
above the ground. If a serious
probiem develops helow that point,
zoom up and eject. The zoom is
another area that needs a little
forethought. The important point
is to get out with the wings level
and in a oclimb. Aircraftcontrolis
important so don’t letairapeed get
below controllable speed before
starting the actlon. Andhow about
trim? Trim for takeoff isaround
260 knots 30 when the stick is re-
leased to squeeze the trigger at
150 knots, the nose is coming
down. So, trim while zooming.

If you do have a lot of altitude
when your problem shows up there
are a few things to bewareof. You
are going to be busy and it willbe
hard to judge your altitude. Al-
timeter lag oan eat up sky ‘=-a
hurry and if the bird isouto

OCTOBER 19564








User
Typewritten Text
ol' sarge

User
Typewritten Text


tac tips


User
Typewritten Text
tac tips

User
Typewritten Text










User
Typewritten Text
sockroller shows the way

User
Typewritten Text

User
Typewritten Text





chock talk


User
Typewritten Text
chock talk

User
Typewritten Text





aerospace vehicle records maintenance


User
Typewritten Text
aerospace vehicle records maintenance 

User
Typewritten Text


TA
+TALLY

A COMPARISON OF TACTICAL AIR COMMAND ORGANIZATIONS

AUG TALLY

UNIT HAJOR ' MINOR

ITFw
401TFW 1
4510CCTW 1 1
4440ADG 1
MAJOR 8 MINOR {
ACTIVE RONTHS ANG
12TFY 15 | 19 | 121 TRw
— 6TFY | 4 | 16 | 140TEW
MAJOR S ==
ACDNT RATE ACTIVE RESERVE
1964 1963 4500 ABY k- 93 434 TCW
L 16 435TCw!
464TCW 54 &
] F-105% 30.7 23.5
F-104 13.0 33.2
F-101 2.6 139
.10 18.0 12,
rF‘ 4 g Four majar and two minor accidents in August brought TAC's octident rate
I F-85 0 0 down for the third straight menth, but o look at cause factors rins the pleture, . .
I F-84 23.3 219 pilot error in every casel
A KB-50 with a check pilot in the right seot landed gear up . . . major damage.
8-66 0 0 A C-130 pilos forgat to [ower the geor during o low altitude parachute extroction
B-26 107.2 8.6 ond the circroft dragged its belly cavsing minar damage.
Two F-100Fs ran together while each was flying proctice instruments. One
T-39 0 0 was oble to land but both pilots ejected from the other sircraft. An F-100 pilot
1-33 0 1% flew into o tree on a dry skip bomb run with fatal results, ond another F-100 pilos
s was oble to land with minor damage ofter he let his aircrafs kit the target on a
T-29 0 0 stzafe pass. Finally, an F-100 pilot neglected fo turn on his extemal fuel %onks
K8-50 158 A and flamed out on o night fow level. He ejected OK.
cio | 9 1.0
| 6.4 46 |
car | o o |
u-10 8.2 ne |
T-28 0 37.2

1 JAN - 31 AUG 1964


User
Typewritten Text
tac tally

User
Typewritten Text







