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THE COVER PICTURE 

T his mon th's co1·er was hot b;· our 
associate ed itor , H al Bas ham, w ho 
doubles as chi ef shutter bug and hypo 
m ixe r. H al took hi s press t.1·pc ca.m
era w ith him on a t r ip out W est wi th 
o rde rs to "get some pi ctllrcs for th e 
thunderstorm arti cle" (sec page 2). 
H e landed at Tinker FB, O klah ::: ma 
Ci ty , just ahead of th e sto rm pi ctured 
on th e co1·c r. 

In cidentally F LYI NG SA FETY is al
ways looking for good p ict ures. lf 
you h a1·e a shot that tells a Fi.YI NG 
SAF ETY story or th at you th ink would 
look good on th e cover, send it along. 
W e w ill sec tha t you get a credit line 
on all p ictures used. 

* 

DROP US A LINE 

lf we know wh at type of stori es 
rnd a rt icles you prefer we will be 
abl e to gi ve ;·ou a bet ter magazi ne. 
.-Htcr you ha1·c read this issue drop us 
a card o r lette r with an1· comm en ts or 
cr iti cisms th at come t~ mind. M ail 
direc t to the Editor, FLY ING SAFETY, 
Office of th e Air I nspecto r, F irst Re
gion I nspecto r G ene ral. L angley Air 
F orce Base, Langley Fi eld , Virg in ia . 
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R E S T R ICTE D 

ANNIVERSARY MESSAGE 

THIS MONTH the new United .States Air Force 
ce lebrates its first anniversary. 

Last year was a history-making pe riod for the 
Air Force. On 18 September 194 7, the Ai r Force 
became an au tonomous branch of the nation's arm ed 
se rvices with equal status to the Army and avy. 
This marked the realization of a dream and ambi
t:on of America's military airmen which began to 
take fo rm when air power was established as a maj or 
weapon and mold er of destiny in World \N ar I. 

Close on the heels of the birth of this new ind e
pendent military arm, the Air Force w as able to 
announce that in October l 94 7 it experienced th e 
best world-wide safety reco rd eve r achieved since 
the Air Service reco rded its first accident in 1908 . 
When the Air Force totaled its accident statistics for 
194 7, it found that its major accident rate was the 
lowest of any year for which records a re available. 
This was indeed an enviable accomplishment when 
it is remembered that in the previous year the Air 
Force-beset by rapid demobiliza tion, dwindling r e
w urces, and deteriora tin g equipment-suffered an 
accident rate that rose higher than in any wartime 
yea r. Indica tions are that in 1948 this sa fety reco rd 
will be continued-possibly improved. 

R ealiz ing that the best defense against accidents 
was an attack on the causes, the Air F orce launched 
a frontal campaign aga inst costly and tragic air-
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craft accidents which resulted in the new low acci
den t rates achieved coincidentally with the establish
ment of the Air Force's independence. Although the 
Air Force can be proud of turning the acciden t tide, 
the wa r on this scourge of the Nation's peace power 
is far from won. It will not be won until the Air 
Force no longer has to suffe r expense, injury, and 
death as a result of human and mechanical frailties. 

We have had much accident experie nce for which 
we have paid a hig h price . What we must do is 
translate that accident experience into accident pre
ve ntion . If we couple that expc;rience with in creased 
training and a higher deg.pfe of proficiency in eve ry
thing we do connected with fl ying, w e will elf®nate 
the needless waste of lives, ai rcraft and money. Win
,r.ing this war against accidents is a chall en ge to 
each m an on the line and in the hangars to work as 
thou g h his own life depend ed upon the quality of 
maintenance. It is a call to ac tion for each com
m ander to asse mble all his forces and fi g ht aga inst 
inefficiency and haphaza rd practices. It is an oppor
tunity for each airman to live- by learnin g how to 
operate his aircraft safely and t0 cope with em er
ge ncies . 

The co urse a head for all of us lies in recogn1zmg 
the presence of probl ems in safe flig ht still to be 
ove rcom e. and in using all a vailabl e experience to 
solve them. Then, we shall be doubl y proud of our 
se rvice to the nation. 

HOYT S. V ANDENBERG 

Chief of Staff, United States A ir F orce. 
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Prepared frnm mate1·ial submitted b;· A ll-T!fl ea th er Flying C enter, 
C Linton C aunty AFB, 0 hio 

AVIATIO N TOO K A N OTH E R ga rgantuan strid e 
into the future when fo r th e first time in history a 
" Thunderstorm Safe Speed Chart" was recently 
made avail able to airmen by the All-\Vea ther Fly
ing C enter at Clinton C ounty Air F orce Base in 
VV 1lii1ington, Ohio. 

Climaxing two yea rs of exha ustive research on 
thunderstorm fl ying durin g which 1,366 actual 
flig hts th ro ug h storms were conducted, the project 
report which includes the safe speed chart is the most 
complete, scientifi cally accurate trea tise on thunder
storm fl ying eve r prepared . 

Captain L ou C. K appel, Chief of Thunder
torm Proj ect, has prepared the speed chart to show 

at a glance the a fe thunderstorm air speeds for 
m ost Air F orce tac tical pl anes a well a fo r many 

Iavy and commercial planes. 
Findings of the project indicate that many types 

of aircraft may sa fely fl y thunderstorms, and the 
safe-speed charts tell the best speed at w hich they 
should go through. But to say that many planes 
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may sa fely fl y th ro ug h thunderstorm ba rely hints 
at the complete story. 

h 
Th.e st

1
o
9
ry ,begaTn with e~tablishment of the projec t A 

ac k 111 4). he project wa divided into two W 
phases-the first conducted at Pinecastl e, Florida, 
where sub- tropical thunderstorms are prevalent-
and the second at Wilmington, Ohio, where frontal 
and pre- frontal storms frequently occur. 

The F -61 nig ht fi g hter was selected as the test 
pl ane to be used because of its rugged construction , 
hig h se rvice ceilin g and it ca rried radar equipment 
required fo r the tests. A network of 5 5 au tomatic 
reco rdin g weather outposts wa e tablished ove r which 
the planes would fl y at all altitudes and airspeeds 
th roug h the storms. A utomatic reco rdin g instru
ments and movie cameras in the planes provided ac
cura te data of what went on in the cockpit w hich 
could he compa red with upper air so undin gs and 
cloud echoes reco rd ed by the gro und equipment. 

The pil ots w ho fl ew the projects were a ll volun-
tee rs and former instrument fl ying instructors. All e 
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were able to pass a g reen ca rd check. At the conclu
sion of the project the pilots expressed a n unanimous 
opinion th at no one should fl y thundersto rms unl ess 
he had the instrument proficiency required fo r a 
g reen card, an indication that thunderstorms are not 
to be taken lightly in a ny se nse of the word. 

Actual physical composition of thunderstorms in 
cludes a num be r of cells that va ry in diameter from 
one to Ii ve mil es, dependin g upon th e stage of de
velopment of the storm. The average life of such 
an atmospheric upheaval is between two and three 
hours. As the old cells die, new one build up. 

It is this cellular composition of th e storm that 
breeds th e most prevalent flying haza rd associated 
with thunderstorms- turbul ence. Hail, icing and 
lightnin g are also hazards, hut because of its effect 
on plane a nd pilot, turbulence is considered th e thun
derstorm's g rea test hazard. The disturbed angular 
motions of an a irplane in turbul ent air, even with 
fixed stability and proper pilot technique, a re depen
dent not only upon th e maximum intensity of a sin
gle g ust, but also upon the sequence, spacing and 
intensity of all the gusts encountered. 

The solid jolt, familiar to eve ryo ne who has flown 
throu g h rough air, is the work of the sharp edge 
g ust with its steep g rad ient. A se rie of these g usts 
taking place close toge ther will sha ke an airpla ne in 
a manne r comparable to an au tomobile riding over 
railroad ties. These particular gusts ca n impose g rea t 
stress upon aircraft, and this stress increases with 
the velocity of the gust and the speed of the plan e. 

Another contributing fac tor in turbul ence is the 
d raft- th e hu ge column of rapidly rising or descend
ing ai r which is an integ ral part of the thund er
storm's structure . While the effects of drafts a re 
considered quite spectacu lar from a pilot's viewpoint 
-often lifting a plane eve ral thousa nd feet in a 
ve ry brief time-the project discovered they a re not 
too important with regard to stress loads imposed 
upon the ai rplane. 

One common thund erstorm buga boo - th at a 
downdra ft may slam you into th e g round - wa 
thoroug hl y disproved at least so fa r as thund erstorms 
ove r th e con tinental U. S. are concerned. The 
lowe t al titudes flown through th e storms were 
5 ,000 and 6,000 fee t above terrain and there were 
no insta nces where th e plane lost m ore than 2,000 
fee t even thoug h project pil ots m ade no a ttempt to 
maintain altitude, but rode out th e downdrafts to 
determine their intensity . It was noted that in clear 
a reas beneath the storms downdrafts su bsided. 

The project also disclosed that th e lower th e alti
tud e at which a plan e traverses a thunderstorm , the 
less severe will be th e turbulence. The least turhu-
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Jenee wa found at 6,000 feet by thund erstorm 
project pi lots. 

Throughout the Thunderstorm Proj ect the pilots 
we re trai ned to vse as littl e aerodyna mic control as 
possible . This 111eant corrective ac tion was taken 
only in _cases where major or dan gerous displace
men t of the airpla ne from straight and level ap
pea red to he taki11g place. 

The tests further illustrated th at the pilot is a sig
nificant factor rega rdin g th e stress loads on the air
plane while in severe turbulence . This variation on 
the basis of IACA statistics ran roughly to 20 per 
cen t from pilot to pilot in the same rough air . In 
continuous ro ugh air this amplifi ca tion of load due 
to cont rol 1110\'ement can he appreciable and could 
possibly mea n the difference between getting 
through the storm or falling out of control. 

For this reason adherence to att itude fl ying with 
as littl e eleva tor control ac tion as possible was stressed 
through the ope rations. This resulted in prevention 
of pitch oscill a tion settin g up and ultimately leading 
to excessive con t rol movement and possible struc
tural failure . 

There is a dange r of flying certain types of ai r
craft such ;1s ca rgo a nd passenge r planes at hig h 
speed throug h heavy turbul ent a reas for the imposed 
wing loadi ngs may exceed afe limits and impose 
dangerou strains on ai rcraft structures. Also, a 
heavily loaded plane is sub jected to a g reater total 
wing load than a lig htly loaded one of the sa me type. 
A g ust which may be safe ly endured by th e wings of 
a lig htly loaded plane because of its acceleration re
sponse, might induce critica l or destructive loads 
upon a heavily loaded one which responds less readily 
to g usts. 

T o enable the pilot to deter mine t he best airspeed 
zo ne tn trave rse a storm befo re he ha to fl y th ro ugh 
it, a line repre~e ntin g a 43 foot per second g ust was 
plotted on th e Airplane Velocity - Gust diag ram. 
The values recorded a re found at th e inte rsection of 



Capt. Kappel , project officer, briefing thunderstorm pilots . 

this gust line with the maximum lift, and m aneuver 
lines. No gust g reater than 43 feet per second was 
encountered in all the 1 ,366 thunderstorm trave rses. 
H oweve r, fi gu res based on the total number of thun
derstorms which occur in the wo rl d eve ry day and 
the total hours fl own by Air Force planes every day 
indicate some USAF plane somew here may hit such 
a gust once eve ry six or seve n days. 

The same in fo rmation was worked out for the 
maximum ave rage g ust, 30 foot pe r second gust, al
iowing a ten pe r cen t safety leeway to cove r am
plification of control. 

Practical applica tion of these fi g ures is presented 
on the last page of this article in the ready sigh t 
speed charts which show best indicated airspeed for 
flyin g th ro ug h thun dersto rms in all major types of 
Ai r Force planes. 

The 1 ,366 thunderstorm · penetration by~ A ir 
Force pilots and some 300 previous ones by NACA 
were executed without a major accident or fata lity. 
This reco rd was achieved largely th rough the tech
nique and procedu res evolved fo r thunderstorm fl y
ing. The technique was based on two fundam entals: 

G et the plane ready befo re hitting the storm, and 
once in the storm FLY ATTI TUDE I 

It is always possible to get the pl ane ready to fly 
through a storm before it is reached since thunder
storms telegraph their prox imity by lig htning , radio 
static, etc. When a storm is ahead the pilot should slow 
down to best penetration speed, check instruments, 
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lights, pitot and carbu retor heat, de- icing and oxygen 
quipment, safe ty belts, mixture, rpm's, m anifold 

pressures, etc. Then by the time he hits the storm 
he will be all set and won't plunge blindly into it 
and then have "eve rythin g happen at once ." 

Once in the storm the key is to maintain a rela
tively leve l attitude and not chase altimeter or air
~peed other than to keep wi thin safe limits. Tlnm
derstorms must be flown principally with gyro in
st ruments a nd airspeed , hut the pilot must not chase 
airspeed indica tions or excessive attitudes m ay result. 
This "attitude" flying is possible as long as the gyros 
do not spill, and 11ot one single case of fl flight grro 
tumbling during thunderstorm penetrations by the 
F -6l's was repo rted during the entire proj ec t. Every 
'ta ndard type flight horizon, both vacuu m and elec
t ric, was used with the sa me results. 

Of g rea test benefi t to pilots is the new et of flight 
procedures fo r t rave rsin g thund erstorms which was 
tvol ved from phase two of the project. Below is the 
entire procedure as outlined by the All Weather 
Flying Cen ter. The importance of each o f the three 
phases of proced ure, "Before Take-Off," "Ap
proaching th e Storm" and "In the Storm," cannot 
he over emphasized. 

Briefly the procedures are: 

Before Take-off 

1. Check the Thunderstorm Speed Chart for 
best penetration peed for the type ai rpl ane you are 
flying. 

Radar to guid e planes into heaviest part of ·~ hunderstorm. 

. F 'L Y I N G S A F E T Y 
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2. · Make a thorough analysis of the weather sit
uation to determin e the possible and probable loca
tion of thund erstorms. 

3. Prepare flig ht plan making intelligent use of 
information gained in weather analysis. 

4-. Try to select the "softer" altitudes. 
5. Make a complete check of aircraft to insure 

prope r ope ration of all flight instru ments, rad io and 
navigation equipment, pitot and carburetor heat, 
panel lights, oxygen , safety belts, wing and propeller 
de-icers and anti- icers, etc. 

Approaching the Storm 

1. Get ai rplane "ready." 
2. Slow down to penetration speed . Increase 

rpm fo r gyroscopic stability. If fl ying jet ai rcraft ex
tend dive fl aps. This will tend to keep the ai rpl ane 
from quickly picking up too much speed in unusual 
attitudes. 

3. Mixtures rich. Pitot and ca rburetor heat on. 
4-. U ncage gyro instruments and check for 

proper se ttin gs. Check vacuum pressure and make 
m ental note where pump switch is located. 

1 5. Be sure altitude con t rol is turned off if auto 
pilot is bein g used. 

6. Tighten sa fety belts. 
7. Turn off any radio equipment rendered use 

less by static. Make sure trailing antenna is reeled in. 
8. If at night, tun~ cockpit lights full bright or 

put on dark glasses to minimize blinding effec t of 
lightning. 

Hail damage to F-61 spinner. 
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Some of the F-61 's used in th understorm research. 

In the Storm 

1. D evote all a ttention to fl ying the ai rcraft. 
2. EXPECT turbulence, precipita tion, lig ht

ning, etc., and do not allow them to ca use undue 
conce rn . 

3. Use proper control tec bnique ( fl y attitude). 
4. Maintain original heading-it's the quickest 

way out. D on't make any turns unless absolutely 
necessa ry. 

5. R emem ber that sound planning, proper pro
cedures plus, above all, common sense and an intel
ligent outlook will see you sa fely through. 

This procedure for fl ying through thunderstorms 
was evolved through trial and error, prac tice and 
experience. It represents an outstanding contribu
tion to all wea ther flyin g. The pilot who follows the 
procedures outlined above will be a safe r pilot in a 
thunderstorm. 

One qualifi ca tion must be placed on the findin gs 
of the thunderstorm project. All experiments and 
tests w ere made in the United States. The findin gs 
are acc urate fo r fli ght in this coun try. Operations 
in other climatic zones must interpret these findings 
in the light of thei r specifi c situations. 

Pilots who arm themselves with the information 
in th ;s report and utilize the sa fe speed charts will 
enter any thunderstorm prepared to fi ght a familiar 
foe with the latest weapons available thanks to th e 
all weather fl ying center and "Thunderstorm 
Project." 
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THUNDERSTORM FLIGHT SCALE 
The scale below gives the best available speed range for 

Air Force planes to fly through thunderstorms. 
In the lower red limit of the scale the airplane will be in a 

stalled attitude . The upper red limit indicates the limit ma 
neuver factor is exceeded and structural failure may occu r. 

THE BLACK ZONE IS THE BEST FLYABLE ZONE 
The wh ite ;s the warning zone, safe but approaching the 

danger limits. On jet aircraft this warning zone has been ex
tended since the problems of acceleration and deceleration 
are more acute than those in propeller-driven planes. 

The top scale, marked AYerage for each type of plane , in-
d icates safe speeds for thunde rstorms containing the maximum A 
average gust encountered by the project for average thun- W 
derstorms. The lower one marked High is for the highest 
recorded gust experienced during the project , or for the 
severest thunderstorm encountered. 

TYPE TRANSPORT SPEEDS 
160 170 190 19Q 200 210 2:10 2~0 2"f0 250 

C-46 36,0 

C-47 

C-54 

C-74 

C-82 

C-97 130,0 

YC-99 

DC-6 

F-47 14,000 8.0 

F-51 8,000 7.33 

F-61 28,000 5.67 

F-82 20,000 7.33 

F-80A 10,000 8.0 

F-84 13,000 7.33 

B-36A 

B-50 

B-29 

8-17 56,000 3.5 

B-25 26,000 3.67 

B-26 27,000 3.85 

8-45 82,600 3.0 

XB-46 91,000 3.0 

XB-47 125,000 3 .0 

XB-48 102,000 3.0 
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THUMP I 
T o W A LK A W AY from a ha rd landin g without 

writing it up in th e Form 1-A cou ld easily cost th e 
life of the next pilot to fly th at plane. 

An F -84B pilot wrinkled his wings upon landin g 
after a very hasty letdown from altitude. H e diJ 
not repo rt the ha rd landing and it re mained for an 
on-the-ball crew chief to discover th e damage. The 
sway braces on both tip tanks were missing and th e 
left tip tank wa leakin g fuel. Further inspection 
revealed buckling of th e rig ht wing and wrinkle on 
th e und erside of both win gs. 

The pilot had bee n on a local nig ht proficiency 
fli g ht. For 40 minutes he had c ruised aro und at 
25,000 fee t. Flying was ca ll ed off beca use a gro und 
fog was moving in on th e base, so th e pilot hur
riedl y descended to the fi eld. 

H e peeled off at about 300 mph at 1,000 fee t 
and fl ew a normal traffic pattern. Landing lig hts 
were turned on durin g th e fin al approach and th e 
airspeed was kept above I 70 mph until he was over 
the end of the runway. H e th en cut the powe r a nd 
land ed with very littl e flareo ut from th e ~ tec p glide 
he had been maintaining. The result was a seve re 
jolt as th e wheels touch ed down. 

After th e damage was discove red th e pilot reca ll ed 
th a t he had experienced a momenta ry shudd er of th e 
a irplane durin g flig ht. H e had made a sha rp turn to 

look aro und but co uld not see th e lig hts of any oth e r 
planes a lthough he thou g ht he had flown through 
prop or blow wash. 

That this turbul ence could have been the cause 
of th e wrinklin g was disco unted by accident investi
gato rs. The fact that the buckling was prominent 
only on th e und erside of th e wings showed th ey 
were ca used by downward m ovemen t of the ex
treme tips of th e win gs ca used by th e excessive neg;1-
tive "G" forces during the hard landin g . 

It is kn own th at when an ai rpl ane encounte rs 
severe turbul ence in flig ht, both nega tive and posi
tive "G" forces are present, thus exe rtin g stress so 
as to make buckling evident on both upper and lower 
wing surfaces. 

The accident was attributed to 100 per cent pilot 
error. 

The pilot's rapid letd own into th e traffic pattern 
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may well have contributed to his poor landing. H e 
had not allowed enoug h time for th e chan geover 
from high speed and steep angle of descent to th e 
slower speed and proper angle of g lide for a safe 
landing. This was furth e r agO"ravated by the weight 
of fue l aboard. H e had about 350 gallons of fuel 
in th e intern al tanks plus 4 0 to 50 gall ons in each 
tip ta nk. 

It is now gro up policy a t this pilot's base that pilots 
participating in nig ht altitude flig hts will fl y a t an 
altitud e of about 5 ,000 feet for sufficient time to 
becom e adjusted to traffic pattern speeds and ap
proach attitudes. Al so, a t least one turn aro und the 
fi eld all ows m ore time for pre-l andin g checks, obse r
v;i tion of run ways and oth e r traffic. 

In the same vein, depth perception on landing can 
he poo r if a pilot has been ca reless about his use of 
oxygen on ;i n altitude flig ht. If the re is any doubt 
abo ut th e proper fun ctionin g of th e oxygen system, 
th e pilot is advise d to cruise for a while a t a lower 
al titud e before attemptin g to land. 

Al l pilots at this base have been briefed as to th e 
importa nce of writing up hard landings. D oing so 
will n ot leave to chance t he discovery of possible 
structure fail urc. 
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ONCE 
IS ENOUGH/ 

( Eo1TOR's N OTE: T hese are experiences of pilots who knew 
better but had to undergo a bit of a shake-up to have the safety 
lesson sink in. The authors of the following stories remain 
anonymous at their own requests. If you have had a " Once Js 
Enough" experience, share it with other a irmen by sending it 
direct to the edi tor, F L YI NG SAFETY, First Region I nspecto r Gen
l nspecto r, Langley Air Fo rce Rase, L:-inglcy F ield, V irginia . 
\.V e "ill withh old your name on request.) 

GEOGRAPHY LESSON 

I LEAR NED M Y LE,SO well enoug h and fo rcibly 
eno ug h fo r any 10 normal men so I'll pass it on for 
the oth er nine. Un fo rtunately, I can ' t pas along 
rn me of th e g ray hairs that came with it . 

It all happened (o r almost happened ) durin g the 
first pa rt of the w ar in a very mountai nou South 
American country . I was assigned to fl y an old Ar
my cavalry colonel to a city w hich w as cozil y nes
tled back among the mo untains. The maps, w hich 
we ren't a t all acc urate, co upl ed with the haze which 
se riously re tricted visibility constituted a rath er un
com fo rtable situa tion . I wasn't too sure o f our loca
tion so I was tickin g to th e coast line. The colonel, 
who had spent eve ral years in th at country and ap
pa rentlr knew th e geography in detail, voluntee red 
his a'sistance which I accepted in lieu of ~·lne thing 
better. 

As we fl ew ove r a ce rta in planta tion, he recog
nized it and told of his fri endship with the owner. 
H e al o recognized a nea rby town, and a river which 
didn ' t appea r on the map ( this wa n't unusual, how
ever ) . In fac t , he had ou.i; position «pin-pointed. " 
H e suggested th at rath er r ~<i'n go a hundred miles 
out of our w ay and app roach the city th ro ugh th e 
east pass ( the one tha t I w"as fa miliar with ) we cut 
inl and to go in from th e north west. I w asn' t too 
enthusiastic about t he id ea but. he eemed to kn ow 
tha t country ( which was more th an I kn ew ) . I 
did kn ow th e terrain was higher that w ay . But it 
co11ld be done, so inland we w ent. 

H e directed me aro und the rig ht side o f som e 
mo untain th at he call ed by name, then a round an-
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other ; over a small se ttl ement where he claimed a 
ve ry cu te seno rita lived, then arou nd ano ther moun
tain . As the terra in became higher I started a o-rad
ual clim b, still fo ll o wing the direc tions of my p~sen
ge r-n aviga tor. The haze was getting pre t ty thick 
w hen he d irec ted me betwee n two mountains. I still 
remem be r his wo rds, " The city is in the valley just 
on the other side." The gro und was climbin g pretty 
fas t now and we were having to h ump to climb 
fas ter, headed be tween the two mountains. Just as 
I got well into the " pass" I looked up and saw the 
dead end sta ring a t me. T o say I was scared would 
he a g ross under ta tement. I was pe trified. I "fire
wall ed" everythin g , and w as just abl e to stay above 
the treetops. My hea rt was in my mouth and my 
. tomac h full of butterflies a the . we at bega n to flow. 

The th oug ht of bailin g out entered my m ind but 
the leaves and branches fl ying past the window car-
ried it away. I glanced at th e airspeed and saw it e 
ho verin g aro un d 1 l 0 and a fe w more hairs turned 
g ray . By this time I had gotten fa r enough in thi 
blin d all ey to see tha t the mounta in for med a small 
horseshoe w ith th is canyo n as th e onl y exit. I started 
aro und the inside of this bowl in a steep turn , clip-
pin g tree tops as I went. By this time the airspeed 
was on the low side of a hundred . 

\ Veil , I compl eted rea ming out th at clea rin g and 
sta rted back out th e same way I had come in . W hen 
I rega ined my fac ulties I looked aro und fo r my 
" navigator" but he w a sitting low in the rear seat 
where he finished the trip. I went hack out to the 
coast and followed it aro und to a kn own check-
point, then took the long w ay in. Incidentally we e 
were about 75 mil es from where my navigator 
th oug ht w e were. 

The moral to this story can be applied to almo t 

an y ituation, don' t go bustin g into so methin g un
iess yo u kn ow well what you are doin g. 

FLYING SAFET Y 
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MAINTENANCE 
f.t}; ,~.._ ~ 

MALADJUSTMENTS 
ER RORS MADE B Y maintenan ce pe r onn el C<! used 

11 pe r cent of alY:u AF acc.i~~n,ls last ) 'ear: ' I J1 esc 

errors involved principall )' in staliation of th e wrong 

parts or im proper adjustment of correct parts and 

fa ilure to perform adequ ate inspec tions. 

The ex plosion which riddled th e engine nacelle of 

a B-29 as shown in th e t~ picture occur red a few 

~econd s a fter the pilot n oticed th e manifold pressure 

of th e o. 2 engine begin to drop. The engine was 

feath ered a nd th e fire blown Ollt, bt1t majo r damage 

resulted. 

Improper maintenance was to blame. The m ai11 

fu el line from th e en gine driven fu ef pump to th e 

fue l Aow meter had become disconn ec ted. The 

hose clamp had been tig htened 011 th e position indi

cated by the finger in th e econd picture. It should 

have her n fitted to the hose nippl e conn ec tion shown 

by the a rrow. 

'I'he importan ce fo r mainten ance personnel to 

comply exac tly with technical ord e rs is illustrated by 

the bellied-in B-26 Invader. After all emergrn cy 

procedures failed to extend th e le ft main gea r, th e 

pilot was forced to land wheels- up. 

The bottom photo hows wha t investiga tors 

fo und. The left gea r was held in the up and locked 

position beca use of a maladjustment of th e landin g 

gear upl ock. The T.O. calls for an overlap of 

5/ 16". In this case th e adj ustment was 8/ 16" in 

the down position and 9/ 16" in th e up position. The 

photo hows the part in cl ow n lock position and th e 

exces ive override is readily apparent. This caused 

5eve re binding between th e latch cap and segments. 

These a re but two of hundreds of acciden ts that 

have been traced to ca relessness on th e lin e. T o say 
that th e Air Force is built on teamwork is not just 

to recite ar; old s~w . Tragic dea th s, millions of dol

lars' wortl0 of ·equipment destroyed beca use some 

team member fails to do his job underscores in red 

th e urgency of 100 per cent tea m work . 

SEPTEMBER, 1948 



By CAPT. JOHN J. HERBERT, JR., Flying Salety Staff 

THE 4 7TH Bo MB GROUP, Lig ht, Nig ht Attack, 
comma nded by C ol. Willard F. Chapma n has estab
lished an enviable peace time reco rd. Durin g nearly 
15 months o f operation this g roup now stat ioned at 
Biggs AFB, El Paso, T exas, has not had a si ngle 
major o r minor airc raft acc ident . And they have 
really done some fl yin g, too-3,858 hours of day 
and nig ht fo rmation with a total of 16, 129 hou rs 
flown from March 194 7 until March 1948. 

Luck you say I W ell, read on anJ take a look 
a t the chec kout requirements which the pil ots of this 
famous \!Vorld War II group must demonstrate to 
a n expe rienced instructor pilot. T o sta rt w ith , each 
pilot mu t sa tisfac torily complete a prescribed gro und 
school cou rse . And "pil ot" means fro m the Group 
CO on dc~wn the line. 

10 

Complete schooling cove rin g TO's, mock ups, 
pil ot tra ining manual, radio equipment, emergency 
procedures and fl ying regul ations is g iven prior to 
flig ht checkou t. 

A B-26 (fo rmerly the A-26) questionnaire as 
long as yo ur arm is the fin al examin ation and must 
be sa t isfactorily completed hy each new pilot rega rd
less of his past expe rience in the Invad er. 

\\Tith gro und school behind him the B-26 pilot
to-be is g iven a complete cockpit orientation a 
then required to pas a blindfold cockpit chec 
a 100% sco re. · 

After comple tin g the cockpit 
assigned to a flig ht instructor, 
den t's Form 5 and inte rvie 

FLYIN G SAFETY 
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The instructor then g ives the stud ent a complete 
familiarization ride demonstra tin g stalls, slow fl yin g, 
single eng in e opera t ion including single engin e stall s 
and single eng ine go-arouncls, takeoff, inflig ht, a nd 
landing characteristics. 

In no case will the stud en t pilot log less than 1 0 
hours dual instruction with a minimum of I 0 cl ay 
takeoffs an d landings an d three nig ht takeoffs and 
landin gs before checkout. 

Operation of fuel, hydraulic and electrical sys-
tems comes next with the student to 
demonstrate the eme rgency procedure 
of fail ure of any or all of these s s 

There is on ly one way to fl 
that is the right way. So t 
4 7th must demonstrat 
structor pilot th at 
ci rcuit . 

When the newly assigned pilot shows promise he 
is checked out on s-country. Two naviga tional 

ucl en t pilot with an experienced 
tudent flies in the left sea t and is 

ake a of two strange fi eld 

g raduates of adva nced fl yin g 
10 have recently returned to ac ti ve 

bsence of over six months are re
qui red to take instrument fl ight tests in the B-2 6 
in acco rd ance .with AF R egula t ion 60-4. All other 
pilots w hose instrumen t t ickets a re curre nt when as
signed to the 4 7th a re given an inst rument pro
ficiency recheck in th e B-26. Every pilot in the 4 7t h 
is required to pass the g reen ca rd instrument check 
before assignment as unlimited first p]ot. 

Nose wheel trouble has neve r plag t 
Capt. J. B . Story, Flyin g Safety 0 
the SOP in handlin g th e ge 
is the su re cure for 1 

in this gro up 
le. The gear is 

s of 150 mph. n eve r lowered at 
8 ° fl ap3 

e stressed 
during tra , · f fl aps with 
power on a ows a more nose-h ig i attitude in land
ing, eliminatin g the possibility of str iking nose wheel 
fir t. 

Lt. Col. D el . Bentley, D ep uty C.O., is 
th e maintenance crews. 

est in the business," he says. And 
having heen a squadron C.O. of a 
in Europe during the war. Main

and not born. The 4 7th 
plenclicl on the job trainin g 

B. 

SEPTEMBER, 1948 

With the procurement of B-45's a reality, Col
onel Chapman, Maj. George Thobault, C apt . Ralph 
Mitchel and Maj. P a ul N eafe rs were ordered to 
Muroc for training in the jet bo er. Meanwhile, 
the people a t Biggs are taki six weeks' co urse 
throug h the B-45 ·1 mg un it. The pilots, 
besides l earnin~ iaracteristics of th e jet, 
purs ue the tr ion as the m e-
chanics w~llllllllilllQI~ 

long, toL,,, i grind," says Colonel 
Bentley. "But we are se ttin g up the same rigid 
requirements for the B-45 th at we have for the 
B-26." 

The 4 7th Bomb Group has demonstrated by its 
record that an outfit can ope rate a t peak efficiency 
and still mai ntain a zero acc ident rate. Just as a 
h:gh accident rate in variably results from haphazard 
opera t '.ons, the splendid sa fety reco rd of this outfit 
is a direct re fl ection of a high degree of administra
tive and opera tional efficiency. More power to th e 
47th and its pil ots unlimited. 

Men like T / Sgts. Stokes and Lipps keep B-26 's in air. 
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but for t~e 
<Drare~ J# 

,-\ GREAT MAN once ,aid, "God must love the 
common people, he made so many of them." A 
j un io r offi cer in the Air Force, one of the thousands 
who do the flyiJ1g a-nd fighting in the tactical units, 
goes abo ut his duties today secu re in the knowledge 
that a Grace beyond human knowledge does stand 
watch. 

This pilot, call him Lt. Jordan, walked away 
from the F -80 pictured on the opposite page after 
another plane forced him to attempt a go-aroun d 
from an emergency landing. 

The fli g ht began as a local for mation t rai ning hop 
from an Eastern airbase, Approximately 40 minutes 
o ut at 2 0,000 fee t J ordan noticed his power unit 
running rough and n otifi ed the fli g ht leade r. The 
fli g ht leader and his other wingman started hack to 
the base esco rtin g J ord an home. 

R eachin g the vicinity of the fi eld J ord an call ed 
the tower for landing instructions a nd advi ed them 
of his diffi culty . A letdown was made in preparation 
for a landing on runway number fiv e. Some fiv e 
miles from the run way on the initial approach Lt. 
J ordan again called the tower saying his engine was 
vibratin g excessively. The tower replied that he 
was cl ea red for landing and ad vised that a B-25 on 
the base leg was being in tructed to go aro und. 

J ord an flicked his eyes over the panel and licked 
his Lp briefly as the fi eld rushed undern ea th . H e 
made his pull- up and lowe red his gea r. H e was 
okay now. 

M ajor Slatterly and C aptain Bleek in the B-25 
were returning from a 400-mile jaunt up the coast. 
They had been a little late getting off on the return 
trip and it would be a close race with the clock to 
get back by quitting time. 

R eaching the field they en tered traffic behind a 
iandin g B- 1 7. The pilot slowed the Mitchell down 
in an attempt to stay far enough behind th e landin g 
F ortress, but to no ava il he was forc -::d to pull up and 
go arou nd. 

As they turn ed on the second base leg the two 
B- 25 pilots noticed an F -80 seve ral mil es ou t on the 
approach. The turn onto the final was m ade and 
the approach se t up when the tower call ed for a 
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second go-aro und, directing the B-25 to make a 360 
degree turn to the right. 

From here on the story is muddled . Both B-25 
pilo ts wore they received no instructions to go 
aro und, pleading poo r reception because of hea vy 
traffic on B Channel. H owever, testimony of boti1 
tower opera tors was another tory. 

Both tower ope rators wore they hea rd an 
ac knowledgment of t he go-aro und ord er in the form 
of a question , " T ower, did you say m ake a 360 to 
the rig ht ?" 

The mobile control offi ce r's testimony was inter
esting also. H e stated that when Lt. J ordan re
quested the towe r to send the B- 25 aro und shortly 
a fter his peel-off the tower ad vised him that the 
B-25 had been instructed to go around. Immedi
;itely after this transmi sion the mobile control offi cer 
saw the B- 25 no e drop drastically a the plane went 
;i head and made a landing . Both the F - 80 pilot 
and the Mobile Control Office r hea rd the go-aro und 
order which the B-25 pilots did not receive because 
of "j amming" on B Channel. 

One tower operator continually advised the B- 2 5 
to go around ;i ]] the way down the fin al approach 
while the other operator held a red light on th e plane 
throu g hout the appt·oach. 

As Lt. Jordan pulled up in his breakaway he 
sighed in relief, He was in perfect posi tion for ;i 
landing even if his ailin g eng ine quit altogether. 
Hi relief was short lived . 

As he rolled around where he could see the field 
he noticed the B-25 still on the final approach. 
Hastil y he call ed to the tower to send the Mitchel l 
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~ round and received the reply that th e B-25 had 
heen ordered to go aro und. 

J ordan continued his approac h, watching th e B-
25 apprehensively. The F - 80 was ea tin g up th e 
distan ce rapidly . T oo rapidly . The Mitchell was 
not going aro und! Th e B-25 rounded out and 
touched clown directly in the path o f J ordan' plane. 

Lt. J ord an immediately added power, ge ttin g 
onl y 87 per cent, and retracted gear and flaps for an 
a ttempted go-around . At 300 feet approximately 
a mil e and a half from the field he tarted a turn to 
th e le ft . There was loud noi e in th e engine com
pa rtment and the unit quit cold. 

The mobil e control offi ce r heard Jordan's cryptic 
" It quit. I'm going in." 

Jordan locked his should er ha rn es , pulled the 
hattery disconnect switch and shut off throttl e and 
fuel switches. H e headed for a fairly open a rea 
ahead. 

The F-8 0 lashed down throu g h a fringe of tim
ber, hea rin g off two tree approximately six in ches 
in diameter, truck th e gro und and kidded finall) 
to a stop again t an embankment. F or a moment 
the re was dead silence following the roa r of th e 
crash . Slowly th e dust ettl ecl ove r th e still wreck
age. Then miraculo usly th e pilot stirred, freed him
se lf from his ha rn es and crawled from th e wreck
age. H e suffered only minor injuries. 

Beca use another plane failed to heed tower in
structions, Lt. Jordan mig ht he dead today . When 
he happe ns to pas a fi eld o f stone and crosse he 
knows the ource of th e mall voice th a t murmurs 
" But for th e Grace of G od ... " 
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WAR DEPARTMENT 
A.AF For= No. lH 

(Rev iscd 2-18-43) WAR DEPARTMENT 
TO BE FILLED IN BY STATION ARMY 

STATION SERIAL No. I DATE SUBMITTED 

p N1ma 

Ai-~~~~-,-~~~~ 
~ Time la D•• I OaantftJ on Raad 

Indicate by "X" ~ I D Phatoa:nplied I D Behl D Seot Uodar 
DlaposltlOD au Prlats far Separata 
af Exlilbll Enalasad lastrutloa1 Caver 

GIVE COMPLETE DETAILS, PROIA8LE CAUSES AH BECOMMEllDATIONS l1 
(Use Only APllllclllle Spaces Uav~AYold Unnecessary Repetition) 

J UST AS YOU AN WRITE to your C ong ressman 
regarding bad conditions in this country a nd suggest 
ren1edies or recommend a pl an of action-so you 
can write to AMC abou t any default in or unsafe 
condition of Air Force equipment. 

In fac t the U.R. (AF Form 54) is one of the 
most vital tools the Air M ateriel C omm and has in 
acco mplishing its mi ion o f providing effici ent main
tena11 ce , storage an_d di tribution of AF equipmen t. 
Therefo re, it is of utmost importance for Hq, AMC 
to ac t expeditiously upon all Unsa tisfactory R eports 
received, in order to furnish AF fi eld activities and 
other components with complete co rrec tive instruc
tions or to initiate co rrections in production line . 

An U nsa tisfa tory R eport can and should be sub
mitted on anything that is unsatisfactory: whether it 
conce rn the aircraft-components, acces ories o~ 

equipment; aircraft engi nes - compon ent, acces
rnrie or equipmen t ; a rmament, photographic, radar, 
communications, ai rborn e eq uipment, vehicles, ma
rine eq uipment, ai rcraft and shop materials, shop 
and hangar equipm ent, tools an d test equipment, 
clothin g and fl yi ng equipment, storage and shipment, 
co rrosion and dete rioration, regulation and direc
tives, offi ce supplie and equipment, etc. 

T ec hnical Order 00-35 D-54 is the bible to fol
low when preparing and submitting a UR to Hq, 
AMC . AMC ~t resses that prior to submission the 

REPORT 

LEAVE BLANK I 

roper Use of thlo Form) 

-A-. S-.-c-.-SE_R_IA_L_H_o_.-~·-EF_E_R_T_O_,~c-~-~-1 

lllZATION 

Ull lT OR ACCESSORY-·Type, Modal and Serial No. : 

Flying Time Since Total Flying Tims I 

By EL WOOD H. PL YM
Chiel, Command UR Control, AMC 

U R hould be thoroughly checked fo r completene s 
e pecially as to description of the diffi culty, probable 
ca use of discrepancy, the local co rrecti ve action 
take n, an d recommendations fo r correc tive ac tion . 
It is es ential th at the UR has the prope r sta tion 
serial number and that there are su ffi cient copies so 
that the orig in al and two (2) will be rece ived at 
Hq, AMC . 

Emergency UR' ubmi.tted by teletype, message
fo rm, etc., shoul d later be confirmed by an AF ForA 
54 havin g the sa me stat ion number, date, an., 
TWX or messagefo rm listed. 

Also, it is mandatory that Hq, AMC receive all 
Form 14' and 14A's and acco mpanyin g UR's on 
ai rcraft acciden ts in which materiel failure was a 
fac tor. (See.AF L etter 62-2 1, 12 March 1945 .) 

The UR, upon rece·ipt at Jiq, AMC, stops at 
Command UR Control, an offi ce established solely 
tor maintaining effec tive control ov~~ the processing 
of Unsati fac tory R eports and related material. 

Com mand UR Con trol determines the division of 
,-\ !JC respon ible for processing the UR and they 
slap a control num ber on it, po t it by sta tion, sta tion 
se rial number, da te and AMC control number, a nd 
then fo rwa rd it to the afo rementioned division whose 
headac he it become . 

When the UR arrives at the division it ge ts poste~ 
again a nd is assig ned a special g ua rdian angel in t . 

ROUTING SEND ORIG,JNAL AND TWO COPIES DIRECT TO COMMANDING GENERAL, 
HQ. AIR SERVICE COMMAND, PATTERSON FIELD, FAIRFIELD, OHIO. 
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fo rm of an engi neer o r tec hnician. 

This engineer or tec hnicia n, after rece1vmg his 
protege, classifies it as a new project (if the failure 
or discrepancy wa. not previously reported from any 
source), repeat project (if th e failure or discrepancy 
had previously heen reported a nd a project already 
established, o r non-project (if th e Unsatisfactory 
Report conce rns a failure or discrepancy for which 
correcti ve action mu t be taken by an ac tivity beyond 
the jurisdiction of Hq, AMC). \Vithin five day 
the UR is hack where it sta rted from at AMC 
(Command UR Control) with indications on th e 
routing form a to the ac tion to be taken hy th e engi
neer. Several thin g may happen to the UR after 
th at. 

If an U nsati factory R eport is classified as a new 
project, it may involve en ginee rin g research and de 
velop men t or ac tion hy the con tractor. Such UR' 
are forwarded hy th e engin ee r or tec hnician to th e 
affected lahoratory at Hq, AMC or th e con trac tor 
responsible for th e item, where hy coo rdin a tion co r
rective ac tion is determined. Upon completion of 
the project co rrective ac tion may require th e issuance 
of a Technical Order, an entry in th e UR Digest, 
Technical Order 0 -1 0-1 or an individual reply to 
the ac tivity originatin g th e Un a tis fac tory R epo rt. 

If th e Un atisfac tory Report concern a defective 
item which had not previously been repo rted to H q, 
AMC, it i u ually necessa ry to obtain th e item a a 
U.R. Exhibit before co rrec tive ac tion for the re
ported fa ilure can be determin ed. Befo re an Un
sa ti fac to ry R eport Exhibit i shipped, it hould he 
well identifi ed including the nam e of the station, sta 
tion seri;d n um her of th e U .R., and in every in
stance attach a copy of the U.R. to the exhibi t. In 

all ca e , the hippin g ticket shou ld list the station 
serial number of the Un a ti factory R eport. 

If the Un ati. fac tory R epo rt is cla ified as a 
repeat project, in means that co rrec tive ac tion has 
already heen dete rmin ed or i in th e process of de
termination. Exhibit fo r uch Unsatisfactory R e
port are not required, ince an identical ex hibit has 
al ready been received a a resu.lt o f th e first Un
~a ti factory R epo rt. For this reason, an exhibit that 
is mall enough to be mail ed as an inclo ure to an 
U nsati factory R epo rt, should not be shipped to Hq, 
A I\ 1 C unless o ffi ciall y requested. If an ex hibit is no't 
requested, it doe not mea n th at th e U .R . is being 
ignored by Hq, A 1C. ' 

If the Un a ti fac to ry R eport is classified as a non 
project, th e respon ible en ginee r o r tec hnician fo r
ward it with hi recommendation to an ac tivity 
beyond th e j uri diction of Hq, AMC for action 
deemed neces ary. 

Action is taken on all UR's within fiv e (5) day 
afte r th ey are received by Hq, AMC. ome UR's 
can be and are proces ed immediately, while other. 
require exten ive research and investiga tion, th e 
length of time depending on th e nature of the re
ported condition. 

To aid in providing Service Activities with th e 
best equipment obta inable, it is recommend ed tha t 
the submiss:on of U n_ati facto ry R eports he acco m
pli heel whenever th e oppo rtunity occurs. An un
sa tisfactory item, condition, method, o r system is of 
no value to anyone. 

It i al o recommended that all interested per
onnel arrange to review Trainin g Film No. TF-
19009 which ou tlines th e proce i;g of Unsatisfac
tory R eports. 

ROUTING SEND ORIGINAL ANO TWO COPIES DIRECT TO COMMANDING GENERAL, 
HQ. AJR SERVICE COMMAND, PATTERSON FIELD, FAIRFIELD, OHIO . * u. s. '"°YHN MUtT l'•INTINI; or n cc I lHJ JG-346 19- 1 



BUT NOT THE BOLDEST 

IT rs A LON G ·rrM E ince anyo ne has hten ta ug ht 
to fl y by th e sea t of his pants. But today' Air 

Force, with its safe ty regul a tions, radio naviga tion 
aids and hig hly spec ialized eq uipm ent which ta'ke th e 

g uesswork out of flyin g, had its evo lution in th e 
painful experience of pion ee r air men who depended 

more on g uts th an on gage . 

The expe riences of most any of th e old -time mili

ta ry avia tor will tell th e story of how our Air F orce 

has developed its high standa rds o f afe ty, its empha
sis on tra inin g and refin ements in planes and equip
m ent . ne suc h pilot i \,\Ta rrant Offi ce r Che te r 

F. Colby who first soloed as a staff se rgeant in 191 9 
in a Curtiss J enny. Sin ce th en Colby ha ama eel 

a respectable total of well over 11 ,000 hours fl own 
in 9 1 different type and model a irpl anes . 

Mr. C olby began his firin g ca ree r a t Mi tchel 
AFB. In those days th e C.O. co uld au tho rize fli gh t 

trainin g for members of his command who he 
th oug ht could fill th e bill . H is C ommandin g Office r 
a t Mitchel se lec ted one o ffi ce r and four en li tee! men 
as potential pilot.. 

"If yo u didn't solo within four hour," ~ays Colby, 
"yo u w ere co nsi dered to be hopeless in those day ." 

fte r buildin g up th e stagge rin g tota l o f 85 ho urs, 
Colby w a tapped as a n in structor fo r the Observa
tion School a t Ft. Sill, Okla. Captain W alter Krans 
a nd Major C la rence Tinker were Colby'. first two 
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stud ents. Both of th ese m en wore ge nerals' stars in 
\ Vorld War IL 

\,Vhile planes and rul es have changed a lot since 
those ea rly days, Colby be lieves pi lots th en and now 
pull th e .a me kind of boners-buzz in g, maneuverin g 
the plane beyond ensibl e limits, ignori ng rule and 
regu la tions. Student pilots of today, on team rides, 
who test eac h other's inte tin al fortitude, a re not 
doing any thin g new. 

Col by cited a few incid ents which occurred in the 
I 920's. Two stud en t w ent aloft in a DH-4 to 
se ttl e an a rgument. The boy in the front sea t kicked I 
th e ai rpl ane into a spin, tellin g th e other tud ent that .t 
the fir t one to touch th e con trol s to effec t a re-
cove ry was ye llow . R es ult ? Both th ose brave men 
luckily esca ped without a sc ratch but th e DH-4 was A. 
sa lvage d for kindlin g . W' 

Anoth er stud ent got on th e ta il of a buzzard 
while flyin g a D eH avila nd. Th e buzzard ree fed it 
in a wee hit too tig ht fo r th e D eH aviland which 
promptly spun. Some foo lish pilots today m ake th e 
sa m e low-speed, tig ht turn on th e hase leg. 

\ hen it beca m e appa rent tha t air men could n't 
a lways walk away from a crash, the parachu te was 
in troduced. In 1922, Colby strapped on his first 
chute . This mode l ca m e packed with tis ue paper 
be twee n the folds of silk . The paper had th e sa m e 
purpose as ou r pilot chutes a ttached to th e jumping 
hag of today. Colby tells abou t a C.0., late r a gen-
e ral , who wrote to th e \Var D epartment requestin g A 
that parachute be done a way with ince th ey en- W' 
co uraged pilots to aba nd on gove rnment property . 
Althoug h Colby has never qualifi ed a a ca terpillar 
himself, he says, "I've had one foot ove r the sic! ~ 

seve ral times." 

The radio aid to naviga tion which today's flier 
takes for g ranted had inte restin g beginnings. 

A few months afte r the install a tion of the fir t 
radio range in o rth Carolina, C olby was fl ying a 
C -9 transpo rt in the a rea of Gree n boro . H e had 
bee n fol lowin g th e beam and thinkin g of th e great 
st rid es th at had bee n m ade in naviga tion when sud
denly a voice ca m e ove r th e head et " This is 
Gree n. boro Radio, severe thund er. to rm north of 
Gree nsboro, we're going off th e air." Th ere wa~ 
Colby, high and not dry, without radio faci litie, all 
because the fo lks on th e gro und were afraid th a t 
th eir brand new radio range ta tion mig ht be dam- e 
aged by lighti1in g with th em in it. 
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\Vhen th e storm had pa sec!, th e range operator 
returned from hi hicleawar in th e nearest barn to 
his swi tchboa rd and put Colby back on th e beam. 

J\ :de from torn fabric and spli t props incurred 
during th e ea rlier days when any race track wa a 
la nd ing field, this 1·eteran pi lot ha had on lr on e 
major ai rcraft acciden t. It was during th e su mmer 
of 192 7 th at he w rapped up a C - 1 tran,po rt. Colh~ 
was flyin g suppLes to to rn ado stricken residents in 
Rock Springs, Texas. \\Thile he dragged a pasture 
for landin g , th e engine quit a nd Colby, making th e 
hes t of a bad situa tion, crash land ed th e C - 1 in :i 

ceda r brush patch. lo on e was hurt, bu t th e C- ! 
was more th an somewhat dented. During th e past 
2 1 yea rs, Colhy has not had a si ngle accident in 
7,8 00 hours of flying. 

T o what does an old - time pilot like C olby give 
credit fo r such a clean reco rd r 

"Flying is like an ythin g else a man will do," he 
explains. "There are ce rtain chips stac ked against 
yo u. If I don't feel th at the hand I hold is better 
than th e odds against me, I don't bet. The pilot 
who neglect his flight planning is ce rta inly playing 
the 'chump' to say th e lea t. M y pet peeve i the 
pilot who shows up about 15 minutes befo re take-off 
t·m e, hardly looks at a wea ther map, doesn't check 
his maps, load or a'.rplane, and thinks he's ready for 
a thou and mile trip." 

A few exce rpts from th e log of a cro -country 
from San Antonio to Boston, flown by Sgt . Colby in 
1924, make a good y,ardstick to measure the tre
mendous st rid es made in aviation ince that fli g ht 
was made. 

"San Antonio to Dallas, T exas, 248 mil es, elapsed 
flig ht time 3 :45 ." 

"Picked up ra ilroad and inter-urban which paral
lel course." 

"Engine spitting, showing effect of commercial 
gas." 

"Flying fi eld recen tly plowed. Unsuitabl e for 
landing ." 

"Radiator water blowing back on spare tire." 
"Lan ded in pasture ." 

"Rem oved fou r fence posts and took off." 
"Engine ran smoot hly as lon g as left win g was 

held low. Removed spoonful of rubber from ca r
buretor." 

"Anot her radiator leak." 
"Landed at Bolling. Field hard and in good con

<lition ." 
As Colby pu ts it , w e've come a long way. Where 

we go fro m here depends upon how well we align 
experience wi th in itiative. 
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SUPER SUIT 

An overwater, lig ht fl ying suit of m any face ts-a 
fl ying garment inco rporatin g a li re prese rver vest 
and emergency sustenance kit- has been un ve il ed 

by Air M ateriel C ommand-: 

The versatile three-in-one ga rment, developed by 
A MC's Ae ro-Medical laboratory, underwent its first 
successful "live" test recently in a parac hute jump 
from a C-4 7 aircraft over Indian Lake, Bellefon

taine, Ohio. 

The ame experiments sa w initial testing of an 
improved pack and metal accesso ry" container for the 
twin-tube, one-man life raft and a n ew acces ory 
container for the six-man A-3-A life ra ft. 

Designed espec ially for use by pilots in tropica l 
areas, the new fl ying suit features integ rated neck 
and chest fl otation bladders a nd leg pockets fo r sur

vival kits and rations. 

This eliminates need fo r both the conve ntional 
B-5 "Mae W e t" li fe preser ve r vest and a separate 
ration kit and, by combining three fun ctions in one 
garment, g reatly reduces both w eig ht a nd bulk. 

The suit's circul ar neck bladder and rectang ul ar 
chest bladder are infl ated by an ac tuating cylinder 
with one ounce of ca rbon dioxide, and will rig ht 
the w ea rer to a 10-degree- from vertical an gle with
in three seconds after hitti!l g the w ater. L ocation 
of the bladders makes it virtually impossible fo r an 
injured airman to fl oat face down if he should lose 
consciousness. 

T o compensa te fo r possible lea kage, the su it is also 
pro vided with an oral infl ation valve. 

The ga rment is made of basket-weave nylon . 
P ockets, located in the trouse r legs at the back of the 
cal ves, contain emerge ncy sustenance articles. A 
strap under the instep of eac h foo t prevents the 
trouse r legs from workin g up whil e immersed 111 

th e water. 

In the Indian L ake expe rimental jump, the tri
purpose suit was wo rn by 1st Sgt. L aw rence L am
bert of the Aero- Medical labo ratory test division. 
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Two other jumpers, Second Lt. G eorge C . Finn 
and Sgt. H a rry J. Brickh eimer, also of the test di vi
sion, were equipped with reg ul ation B-5 life vests. 
All three men wo re B-8 and Q AC type parac hutes. 

E nginee rs said the expe riment ind ica ted that the 

·e 
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new-type su it would provide adequate buoyancy and 
A freedom of motion for aircrewmen in the event of 
W bail out. 

A VERY RARE BIRD 

Almost extinct today is a bi rd that used to be quite 
common in the Air Force - the Screwtail Swivel
quat, the bird that does not believe in the impor

tance of a flyin g safety prog ram. 

Progress in eradicating this dest ructive species is 
e xe mplifi ed by the flyin g safety programs o f two 
numbered air fo rces disc ussed in a recent issue of 
the T actical Air Com mand's Flying Safety Bulle
tin . The article related in part : 

"Ninth Air F orce has sta ted t hat at their sta
tions the F lying Safe ty Office r will be elected for 
hi assig nment beca use of his aggressiveness, per

& onali ty and experience . H e will also hold the g rade 
W of Captain or above . They furth er state that this 

o fficer's assignmen t will not be on a temporary ba is 
a nd that he will have no additional duties of a 
permanent nature. The station flyin g safety o fficer 
wiJI also be considered a taff member and have 
direct access to th e Commanding Office r on matte rs 
pe rtainin g to Fly ing Safe ty. 

"Ninth Air Force has furth er stated that a thor
oughly indoctrinated altern ate Flying Safety Officer 
w ill be avail able a t all tim es in the absence of the 
regularly appointed one , and that any change in 
FSO will be reported to H eadquarters, Ninth A ir 
Force. 

"An Administrative Officer is to be assigned the 
inth Air Force Flying Safety Section to review 

Flying Evaluation Board Proceedin gs and to process 
Forms 14, thus allowing the Flying Safety Office1 
and his assistant to spend more time in th e fi eld . 

"Twelfth Air Force recentl y held a Com
m anders' C onference during which an appreciable 
length of time was spent enl a rgin g upon th eir Flying 
Safe ty Prog ram. It was explain ed that Flying Safe
ty is not accomplished by the Commanding Officer 
alone . It is a program which must ga ther impe tus 
as it goes down the channel of command fro m the 
group th ro ugh the squadron, through the flight, 
and to t he individual." 

\ Ving Flying Safety Officers at Twelfth Air 
Force sta tions a re required to be of fi eld grade and 
assigned th e job as primary duty. 

A cam paig n like the ones being conducted by 
these two air forces might well be waged on a 
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world -wide scale . Such a campaign would no doubt 
further red uce the ranks of the Screwtail Swivel
squat, th at very rare bird. 

INSTRUMENT MISSION 

One me thod a base can use to increase instrument 
flying proficiency is to prepare a definite plan for 
local hooded flig hts. It is possible to include in a 
two-hour hooded flight use of all standard radio aids 
and let-down proced ures. Such an inst ru ment mis
sion wa prepared for pilots at Mather AFB by th e 
base Flying Safe ty Officer and Instrument Boa rd . 
The scheme, which may be adapted locally by any 
base, enables the pilot to make full use of a n in tru
ment practice period rathe r t han just stooge around 
with the h-ood up. 
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I-r IS NOT ALWAYS th e pilot who pays . There 

we re four casualties in th is accident bu t the pilot of 

th e F-8 0 got out with a slight burn on one fin ge r. 

The four people killed w ere civil ians in a passin g 

automobile. The F-8 0 fai led to become airborn e 

successfull y beca u e th e p:J ot fa il ed to take into con
side ra tion a roug h run way and critica l atmospheric 

conditions. The peopl e in th e ca r were kill ed be
cause th ey failed to heed th e traffi c sig nal. 

The F-8 0 had landed a t a central airbase for re

fu elin g . After his plane was se rviced th e pilot star ted 

up and taxied out to take off on runway 2 70 a 

directed by the tower. As th e F-8 0 taxied onto th e 

runway the tower operator flicked a switch which 

turned on a red traffi c light on th e highway that 

bord ered the w est ide of th e fi eld. A sergeant 

drivin g along the road sa w the lig ht change just as 

he passed it so it was kn own th at the lig ht was 

workin g . 

The F-80 pilot put down 80 degrees flaps, ad
vanced th ro ttl e to 100%, put I-1 6 on and released 

brake . The first half of his roll was normal, but 

just past th e mid-point of th e runway he struck a 

bump and became airbo rn e briefly. The plane 

se ttled on the runway than struck another bump 

aga in becomin g ai rborne. 
The pilot was r ig ht at th e end of th e runway so 

he retracted gea r. The plane se ttl ed into the gro un d 
just past th e end of the runway and sta rted sliding . 

A it slid across th e highway the right wing tip 
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and wing tank smashed into an au tomobile th at had 

run th e red signal lig ht. The plane lid sideways 

anoth er 300 yards, bu rstin g into flam e . The pil ot 

hastil y aba nd oned ship as th e fire sta rted to swirl up 
aro und him. 

As he ran from the wreckage he sa w th e burning 

autom obil e back on th e hig hway and ran toward it. 

H e received his injury tryin g to pull a passenger 

from th e burning car. 

The crash trucks reached th e scene of the acci

dent in less than a minute after th e era h, and ob

se rvin g th e pilot nea r th e ca r, th e crash and fire 

crew direc ted th eir attention to extin g uishin g the 

fla mes enveloping th e a utom obile. By th e time the 

fire trucks got to th e plane it was bu rn ed beyond all 

hope of al vage . 
Of co urse th e Ai r Force cannot always enforce 

tra ffi c regul at ions out ide th e bound a ries of its 

rese rvations, but it behooves all command ers, flyin g 

. a fety office rs, public information offi cers and opera

tio ns personnel to insure tha t all possible warning 

sig ns, lights and other ca utions a re placed on road<:. 

th at cross th e pa th of planes takin g off and landin g. 

It is the personal r e ponsibility of eve ry jet pilot 
to ask fo r information and take into conside ra tion 

eve ry facto r affec ting takeoff cha rac teristics of his 
plane. Field elevation, wind, tempera ture an d con

dition of th e runway are a ll important a nd should 
be checked personally by eve ry pilot before everr 

takeoff. 
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VIOLATIO ' • 

A TWO- WEEK ACTIVE DUTY T O R for a F irst 
Lieutenant R ese r ve offi ce r turned out to be an ex
pensive propo ition. It will cost Uncle Sam $6 ,260 
to undo the doin g of this pilot, who w it h 30 hou r~ 

in an AT-11 , decided to m ake a bom be r pilot out 
nf th e crew chief a igned to the ai rplane. 
~ · Afte r filing a local clea rance, the pilot and crew 

c'hicf checked the ai rpl ane, cranked up and taxied 
nut for takeoff with the pilot a t the controls. Engin e 
runup proved satisfactory and the first takeoff wa 
made. 

A teady climb was maintain ed to 6,000 feet. 
At this altitude, the airplane leveled off a nd the pilot 
proceeded to practice air work. After 30 minutes or 
so of stalls and turns, the pilot decid ed to shoot a 
few landin gs. H e did. Three full -stop landin gs to 

he exact. 
\Vhile taxiing hack for the fourth takeoff, the 

pilot was queried by the crew chief as to the possibil
ity of his makin g the next takeoff . The fac t that th e 
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ergean t had a ci\ilian license and abou t 150 hours 
of lig ht plane time cinched the deal. 

The crew chief in the right sea t advanced the 
throttl e. The AT - 11 roll ed straig ht down the run
way-fo r abou t 4 50 feet. Anothe r few fee t and 
the panic was on. T he pilot took over just after the 
airplane had started a violent gro undl oop to the left. 
H e advanced the left throttl e, retarded the rig ht one 
slig htly and threw in a dash or two of rig ht brake. 
This corrective action was effective. In fac t, not 
only did the airpl ane stop turning to the left, but it 
promptly went into a 180 ° groundloop to th e rig ht 
sliding tail end first to a halt. 

These two people made a good pair . What one 
lacked in experience, th e other matched with lack of 
judgment. 

For a deliberate violation of AR 95 - 15 and AF 
Reg. 5 5-8, th e pilot is ge ttin g aro und via the heel 
and toe method pendin g final ac tion of the local 
flying evalua tio n board. 
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AIR COORDINATION 
"A Venezuelan pilot fl ying an American plane 

making a bad w ea ther approach to a Chinese airport 
where a Czech controller is operatin g a British land
mg aid device should feel as happy in the cockpit as 
a baby in th e crad le." 

Tha t's the big order which has been given to 

hundreds of technicians from a sco re of countries. 
They fo rm the base of the International Civil Avia

tion Organization which has adopted standa rds anc.:.. 

recommended practices for personnel licensing, rules 
of th e air, ae ronautical charts and maps, air traffi c 

spacing practices and meteorologica l codes. The 
standards, adopted in Montreal by member na tions 

includin g the United States will help to insure safe ty 
and regularity for international air tra vel. 

.oous 'ns CLEAR!O TO <iO 
v you ALL 

I 

GOODBYE TO MASKS 
' !\Tith the ad ve nt of pressurization the present 

standa rd USAF pressure dem an d oxygen system is 

g radually becoming a piece o f equipment for emer

gency use only in ofar as new bomber, ca rgo and 
transport type ai!'planes a re concerned. H owever, 

pressuriza tion of smaller type airplane , such as fi g ht
e rs, is still in need of being developed to the point 
th at will make regulators and m asks dispensable. 
The problems remainin g which include the develop
ment of simplifi ed equipmen t for utilizing liquid 
oxygen are being studied by the Aero Medical Lab
ora tory, AMC, and indications are tha t th ey will be 
sa tisfactoril y solved, acco rdin g to AMC Technical 
D ata Digest. 
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SLOW SIMPLICITY VS .FAST COMPLEXITY 
Every time a new piece of equipment is added to 

an ai rpl ane, whether it be a safety feature, a na vi

gational aid or any device, the ai rpl ane becomes 

more complica ted, harde r to maintain, and becomes 

more susceptibl e to mechan ica lly-caused delays. The 

amount of equipment car ried on a modern airliner 

or bomber is astoundin g . It ca rr ies a p wer pl ant 

su ffi cient for a smal l town, radio equipment on a A 
par with that of a small broadcasting sta tion, and .. 

more ai r conditionin g equipment than a deluxe 

theate r. St ruct urall y, today's airpl anes are prac

tica lly troubl e-free, but each of the manr com

plica ted systems ca use an in creasing number of de-

lays between flights. 

SNAKES GROUNDED 
One of the recommendations made by the Air 

Line Pilots A sociation to th e President's Special 

Board of Inquiry on A ir Safety was tha t the trans

portation of poisonous reptil es by air be prohibited 

in the intere t of safety. As a result steps have been 
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taken to eliminate the dangerous practice. The 

tariff rules of members of the Air Traffic Confer

ence have been amended to "prohibit the transpo r

tation of ha rmful or poisonous reptil es as baggage 

under any circumstances." 

SOLO FROM THE START 
The British a re giving much thou g ht toward the 

training of pilots to fl y powered ai rplanes without 

cl ual instruction in the air. They have been experi

menting with a spinproof, G erman-developed high

wing parasol monoplane which cruises a t S3 mph 

and is neutrally and directionally stable. It is pow

ered with a S 1 hp engine and will take off a t 31 

mph usin g a SS yard run. 

LI FE RAFT CONT Al N ERS 

( 

I 
/ 

l _} 
'--'---'--'-' 

A new contain er fo r one-man life raft acces

so ries, desig ned by J ames J. Martin, Aero-M edical 

sea survival unit, is made of ligh t metal and con

tai ns complete survival eq uipmen t. It is at tached 
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to the life raft which 1s 1n turn attached to the 

j umper's life vest by a co rd to insure against loss. 

Formerly supplies were strapped into the raft and 

loss hazard was high. 

T he one-man life raft accessory kit includes two 

wooden hand paddl es, signal mirror, Permutit kit, 

Vinylite water hags, day-night distress signals, radar 

equipment, sponge, bailing bucket, sea anchor and 

repa ir kit. The improved design for the one-man 

raft pack fea tures a quick release zipper which can 

he opened with a touch of th e fin ge rs. Total weig ht 

of the raft, pack, case and accesso ries is 18}:4 pounds. 

A simila r ca rrying container fo r the A-3-A multi

place life raft, which infl a tes in descent, has al o been 

tested. The accesso ry kit, suspended from th e raft 

by two six-foot-long suspeJJsion lines, inco rporates 

complete survival equipmen t fo r six m en. The li fe 

raft an d kit assembly combined m easu res 33" x 13" 

x is". 
The survival equipment incl ud es such items as 

distillation kits, permutit kits, emerge ncy drinkin g 

water, "A" rations, life raft charts and books, chap 

sticks, sunburn ointmen t, first aid kits, hand ener

gized fl ashlig hts, emerge ncy sig naling mirrors, wrist 

compasses, police whistles, Vinylite hags, su rTival 

manuals, sponges, Scrip ture books, paulins, 72 and 

48 inch oars, sa il s, fishing kits and flares. 
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FLASH BURNS 

RECENTLY AN F-4 7 AIRPLANE a t an ove rseas base 
was being flown on a com ba t profi ciency m ission. 
Afte r breaking off the firs t combat run, the pilot 
sta rted to clim b back to original altitude. At 18,000 
feet engine failure was experienced an d fuel pressure 
dropped to zero . Tanks we re switched an d emer
gency boost pumps we re t urn ed on . T his produced 
st rong gasoline fum es in the cockpit . 

T he pilot opened th e canopy, turn ed the boost 
pumps off, placed mixture control in idle cu t off 
position , bu~ did not turn the fuel selec tor valve off. 
L arge quantities of gasoline Stream ed fro m the 
airplane. Since altit ude w as arou nd 13,000 fee t, 
the pilot elected to make a parachute jump. 

A fter th is decision was m ade an explosion oc
curred in the aft portion of the ship and the em
pennage was blown off. The pilot immediately 
bailed out and made a s u cce~sful parac hute landin g 
in a fie ld. H e sustained a few abrasions and cuts and 
suffered only first deg ree burns of face, w rist, lower 
legs and arms. The Medical Officer 's R eport of 
this accident con tained a statem ent that a fl yin g suit 
was worn with the sleeves and pants legs zipped, 
oxygen mask was in place on the face and gloves 
we re worn on the han ds. 

This accident report points out just how impor
tant it is fo r pilots, especially m en fl ying fi ghters, 
to use fl ying clothes the way they were designed to 
be used . R olled up sleeves, no gloves, and oxygen 
mask hanging loose in this case would certainly have 
produced extensive third degree burns with probable 
permanen t disfiguremen t after long periods of hos
pitalizat ion. 

F or a good many yea rs it has been called to th e 
attention of m edical offi cers and fl ying personnel 
the rath er unusual fac t that in m any cases flash fi res 
from aviation fuels will fa il to ignite clothin g while 
at the same time producing third degree burns on 
exposed body sur face areas. 

The routine use o f light gloves, helmet and 
goggles will protect the areas most likely to be 
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burned by flash fires. In any case, the practice of 
st ripping down to shorts and rolling up sleeves while 
flying should be discouraged. 

In a study of 50 survivors of acciden ts in which 
fire occurred, the hands or feet of 45 of the 50 were 
burned. 

New flying clothes and equipment a re easy to get, 
that old hide takes a long time to replace. A littl e 
protection in adva nce may save an airman's skin. 
Pilots should give attention to th is subject and pa r
ticul arly to the necessi ty of protec tin g exposed sur
face a reas durin g takeoff runs with a full intern al 
and extern al fu el load. 

'"'[AO i .. EC~ 73t 
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WELL DONE 
TO 

CAPTAIN THOMAS C. FLYNN , JR., Offutt AFB, 

Fort Crook, Nebraska 

IT BEGAN AS A N ORM AL fa miliarization flight in 

t he AT- 11 fo r a reser ve pilot. C aptain F lynn and 

Second Lieutenant J ack R. Blough made four nor

m al landin gs then went up fo r some airwork. 

Upon returning to the fi eld C aptain Flynn made 

his pre-landin g check and discovered that the rig ht 

m ain gea r was not fully extended. H e immediately 

returned the switch to the "gea r up" posi tion and 

tried the elec trical system again. The right gea r still 

fai led to extend fully. 

Captain Flynn then tried th e manual system for 

lowerin g the gear without success. The un it engi

nee ring offi ce r and the station accident offi ce r were 

summon ed to the tower, and for the next hour eve ry 

method of lowerin g the gear listed in approp riate 

tech orders for the aircraft was tried. A second ai r

craft was dispatched to fl y fo rmation with and ob- . 

se rve the gea r of Captain Flynn's plane. Captain 

Flynn went up in the bombardier section to obse rve 

the gea r and determ:ned that the gea r wa wmgmg 

freely. 

A belly landing was decided upon, but Captain 

Flynn was unable to raise either the left or right 

gear. Aga in complete emerge ncy procedures were 

attempted to try to get the gea r up, but to no 

;ll'ail. The pilot elected to make a one wheel land

ing, and all crash emergency equipment w as readied. 

Captain Flynn made a slow approach using full 

fl aps. He se t the plane down ge ntl y on the left 

wheel and maintained perfect direc tional control to 

the last possibl e moment while holdin g the rig ht 

wing up with aileron . 

The win g slowly settled to the runway as the 

:i irplane lost speed and the plane swung around 180 

degrees to the rig ht.· There were 110 injuries to per

.onnel. 

SEPTE M BER , 1948 

The accident boa rd recommended that C aptain 

Flynn be commended for his cool-headed acceptance 

of a dangerous situation, his calm efforts to co rrect 

the trouble, his thorough safety precaution steps prior 

to the crash and his superior flying ability that re

sulted in a minimum of damage to the plane. He 

was commended by the C ommanding G eneral, 

Second Air F orce, for his exceptional performance 

of duty . 
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H AVE vou, as a pilot or a gro und radio operator, 
eve r stopped to wonder why so manr transmissions 
to and from the g round a re being constantly re
pea ted and why so many mistakes a re made and 
time wasted beca use th e sounds utte red don't make 
se nse? 

The entire problem of r::i dio outpourings can he 
boil ed down to th e method of spe::i kin g into a micro
phone. And there w e have the definition of mike 
technique. T oo many pilots ::i nd g round operators 
disregard th e fact tha t a microphone is an instrument 
and th at, as any othe r instrument, it must be used 
properly to obta in th e best results. Proper usage isn ' t 
difficult. It m erely requires ;:i hit of thoug ht :md 
practice. 

Befo re delving into th e subj ec t o f proper mike 
tec hnique and analyzing som e of th e practices th a t 
should be elimin a ted from usage, th ere is one im
portant habit that must be acquired by microphone 
use rs-courtesy . Befo re th e mike button is ever 
pre sed to make a transmission the use r should listen 
firs t ! H ow many times have you made a transmis
sion and bee n interrupted by ano th er person who 
just picked up his mike and bega n to talk ? Every 
time this happens it completely disrupts a frequency. 
The interruptin g party must he asked to stand by 
and th e interrupted party must he asked to repea t. 
Thus time is w asted and the accuracy of th e trans
mission is decreased, sometimes w ith tragic results. 
Think abo ut tha t when you pick up you r mike th e 

nex t time. Listen Ii rst ! If all 1s clear th en go 
ahead. 

In any radio transm1ss1on or rece ption th e pre
\·aili n g conditions such as atmospheric interference, 
crowded frequencies, courtesy and oth er influences 
must he considered. H oweve r, disrega rdin g th ese 
:rnd utilizing a theoretical frequency where none of 
th e foregoing conditions exist, let us see what can 
he done abo ut mike technique. 

In th e interests of developin g and using proper 
voice procedures we can classify the subj ec t accord
ing to th e rate of fl ow of speech into th e micro
phone. Under that classification th e majority of 
~peakers ge nerally fall into two ca tegories-th e fas t 
speakers and the slow speakers. Eac h method of 
spea kin g has its faults maki ng it un acceptable for use 
on any frequency. An important point to remember, 
rega rdl ess of how you speak, is not to hold th e 
microphone against your lips. It slurs yo ur wo rd s 
and produces an unintellig ibl e mutter. 

T akin g th e first of ou r ca tego ries, let's see why 
speaking too fast is consid ered poor technique. H ave 
you eve r been engaged in conversation wi th a pe rson 
who spoke with a rapid-fire delivery - eac h word 
rnllin g out so fas t that it collided with the word pre
ceding itr In the cou rse of con versa tion you prob-
ably had to ask him to repeat time and again fo r a 
full comprehension of what he said. If such is th e 
case in ordin a ry conversa tion place yo ur elf at th e 
receiving en d of this type of person speakin g into a e 
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mike. H ere you not only have th e ordinary difficulty 
of understanding fast speech but also th e fact th at a 
radio receive r will not reprod uce all of th e sou nd 
of fast speech. 

We co uld turn to th e scie nce of physics fo r a 
tech nical explanation of why all voice sou nds a ren't 
reproduced acc urately when the rate of fl ow of 
speech is too fast, but tha t isn't necessa ry. It should 
be sufficient to know th at th ere are two kinds of 
voice so unds in speech. There a re the vowel sounds 
which are low pitched and the consonant so unds 
which a re hig h pitched. \Vhen speech is reproduced 
via a mic rop hone into a rece iver th ese sounds vary 
an d often the consonant so unds, which you remem
be r a re high pitched, so und very much alike a t a fast 
rate of speech. Simila r consonants, such a and f, 
sh and th, b, d, t and k so und identical ove r the air 
(for example: shot, fought, thou ght). Accurate 

reception depen ds upon the listener subconsciously 
guessing what is being said. This i fai rl y ea y if 
one kn ows roughly what to exepect, but more diffi
cult if the words are unfamilia r. For this reason, 
anyone using aircraft radio should whenever possible 
stick to what i expected and use stand ardized 
phrases and th e phonetic alphabet to distin g uish 
letters. 

R emember, the faster yo u talk the higher will be 
the res ultin g pi tch of yo ur voice with the probability 
of consonants sou ndin g alike. 

SEP I E M BER , 19 48 

H owe,·er, on th e other hand, do n't slow down to 
the point of exaspe ra tion. That is th e other extreme. 
The slow speake r, by virtue of his slow ness, impa rts 
a en ~e of hesitancy and doubt to th e listene r. 
Naturally this feeling isn' t desirable on th e part of 
an operator or pilot who is seeking o r giving in for
mation th at, in many instances, i vital. Imagine 
yo urself makin g a GCA run and ha vin g a controller 
speak-slowly with long breaks .between words. 

" ' ould yo u he a apt to rely upon his directions as 
upon th e directions of a cont roll er who spoke steadily 
w ;th a note of confidence in his voice and without 
interruption ? I think not. Just as th e fast spea ker 
takes up unnecessary time with repeat so does th e 
slow or hesitant peaker. 

Fallowing a re a few hints to help you save time 
and increase th e acc uracy of you r transmissions : 

1. Use yo ur no rrnal peaking voice - enunciate 

each word cl ea rl y. 

2. Be consistent. D on't vary yo ur voice by 
sho ut:n g one m omMt and the next changing to a 
barely audible whisper . Speak with a steady inten
si ty, phra ing yo ur words in th e same rh ythm which 
you would use in speakin g to a person in th e sa me 
r oom. 

3. D on't shout, microphon es ga rbl e it. And 
don't hold the ·mike against your lips. Both methods 
will produce an unintellig ibl e noise. 

I 
27 



R E ST R ICTED 

LETTERS TO THE EDITOR 

D ear Sir: 

H aving bee n a devo tee o f FL YI:-JG SA1--ETY s ince its initi a l issue, 
Pm one of your m ost a\' id readers a nd I' m certain tha t th e ef
fect of your excellent a nd hardhitting publi ca tion o n rny pilotin g 
has heen benefici a l. N ow after accepting a ll th is ad,·ice from yo u 
I wou ld lik e to offe r a sm a ll porti on. 

I n th e pas t three years there have been qui te a few acc idents 
att ributab le to th e reluctance of th e landing ,irear o n A-26's, 
B-25's, and P-61 's to come down and lock. Efforts to get the 
rna in and nose gears to lock have necessitated all sorts of con
\' tilsions and con torti ons. It seems that every one is smitten 
w ith th e idea that i f th e a ircraft is dived a t an a larming rate 
followed by a •harp pull ou t o r zoom, th e gea r w ill just natura lly 
!lO in to place e\'en though the wings have a tendency to depart. 
'Ta int so . 

A s a member of a Bomb C roup, equipped initi a lly w ith A-20's 
a nd late r g iven th e A-26 (In va der ), I had amp le 0ccas ion to ob
se rve th e m eth od s used to ge t recalc itrant gear do " n :t nd locked. 
Wh at w ith the G e rman propens ity for fillin ,e- hvd niu li c lin es w it h 
ho les, our g roup had m any, many a ircraft landed safely by shak 
ing th e g ear dow n. Nat u ra lly, we initially tri ed th e d ive and 
zoo m th eo ry till we we re bl ue in th e face w ith th e nonr1al results. 
A bou t then a lad returned to hase unable to release h is bombs 
and w ith th e co mpl ete hydraulic system cl obbered . H e rej ected 
th e idea of a be lly land ing, be ing th e ca uti ous tv oe, and be,ira n 
try ing eve rythin g. Natu ra ll y h e went th ro u g- h th e approved 
so luti on ( to tally ineffec tua l) w ith eve rybody on tbe hase in th e 
towe r fi g htin g for th e "mike" to g ive him the u111u trbled w o rd . 
G etting m ore disgusted by th e m in ute, he sh owed his th oug hts by 
revers ing th e procedu re, namely: pu ll ing th e a irc r:1ft up to sta ll 
ing speed and just be fore she stalled, s lamrnin v- th e stick full 
forwa rd. The aircraft's nose whipped down and both main gear 
socked home :rnd locked. I t took one ff1 ore trv and thm th e nose 
gear wa s sec ure :ind success i ~d landing was 111::1.dt". No one hur t 
excep t fo r the casua lti es suffered in th e bra ·wl in th e tower. 

We had th e an swe r then and th ere were ne,·er an v m ore belly 
la nd in,irs as long as th e up-l ock pin s co uld be re leased mechani
ca l ly. Thi s main gear up -l ock relea se was nn-• of nur firs t recom
mended m od ifica ti on s fo r the A-26's w 11ich Pt first had no such 
m echa ni cal dev ice. The wh ole procedure \\' rt·· k ~ so•11,.what more 
effectivelv if th e up-l oc k pins are re lea sed at the sam e tim e th e · 
sti ck is sho\'ed fo rwa rd . 

Thi s sys tem is infallihl e because a m a n, '-'·hose : ankJ c had bee n 
smashed, wi th o ne eng in e fe a th ered , flvine- around an ai rp o rt 
w ith a 500-foot ceilin g-, using thi s techn inue shoo k hi s gear 
down and saved h im self, crew and plane. lf he co uld , th ere is 
no reason oth e rs ca nn ot use thi s s:l me m eth od w ith consum mate 
StlCCeSS . 

WI LLIAM J. GREENE, 

Captain, USA F 

P. S. It wo rks even bette r if you h:tve hydra ulic pressure to 
help out. 

* 
D ear Editor: 

Jt seems to m e that it would be a good thin g if a ll p il ots were 
g ive n a co urse in elocuti o n o r j us t plain how to talk . If they'd 
use th e phrasing suggested in the R adio •F ac ility Charts th ey'd 
get their messages o ve r with less chance fo r erro r and we 
wo uldn't ha"e t o ask them to repeat. 

R oger. Turn lo page 26 .-ED. 
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J. R EKTON, 

Corporal, .':!ACS 

SAFETY QUIZ 

I. Wh at a irborne equip m ent is required to fly CCA approaches'. 
A . Spec ial radar AN / AP - 10. 
B. Glide path recei ver. 
C. Standard HF and/or VHF radio equ ipment. 
D. M arker beacon indicat o r. 

2. Navy CCA stati o ns ca n be w ork ed by AF a ircraft on w h ich 
of th e fo ll owing VHF freq uen cies ' 
A. "A" Chann el 116.1 8 M es. 
B . " B" Channel 126.18 M es. 
C. "C" Channel 138.88 M es. 
D. "D" Channel I+0.58 !cs. 

3. Effecti ve m ax imum se arch ran ge fo r prese nt Cl'/\ eq uipment 
(A ' -MPN-1 ) is 
A. 15 mi les . 
B. 25 miles. 
C. 30 m il es. 
D . 45 mil es. 

+. Effecti ve a ltitude of antenna patte rn for presen t GCA l'l jllip

m ent (AN-MPN-1 ) under no rm a l co ndition s is 
A. 1 0,000 feet. 
B. 4 ,000 fe et. 
C . 3 ,000 feet. 
D . 6 ,000 feet. 
E. 5,000 fee t. 

.). T o co ntact the GCA faci lih' for a le tdow n , o rd inaril y ini
tial co nt ac t should be through 
A. Co ntro l tower . 
B . Plan 62 . 
C. VHF/ OF. 
D. R adi o range stati o n. 

6. The fo ll ow ing secondary rad io fac iliti es may be used in 
conj uncti on with GCA to assi st in locat ion uf a ircra ft :ind 
plac ing a ircraft in th e pattern : 
A. VHF/ OF, radio range, rad io beacon. 
B. Aircraft radi o sta ti on . 
C. Radi o teletype statio n . 

i . The pi lo t repeats back t o th e GCA opera tor 
A . eve rythin g he hears. 
B. hea d ings and a ltitu des . 
C. head in gs and a lt itudes , mere ly acknow ledg in g o tl1 e r in

forrna~ i o n with " R oge r." 
D. noth in g at a ll. 

S. Ord in ari ly a ll turn s in a CCA approa ch are mad e at 
A . t 0: 0 

per seco nd , ~ n eedl e w id th . 
B. 3 ° per secon d, I needl e w id th. 
C. 6 ° per second, 2 n eedl e width s. 
J). A s steep a bank as poss ible. 

9. Wh e n a ircra ft has heen turned o nto CCA fina l approach and 
it is ev ident th a t a ircraft is a pproach in g letdown po int, th e 
pi lo t should 
A. co ntin ue along a t cru is ing speed. 
B. slow a ircraft to just abo,-e stallin g speed and put full 

flap s dow n. 
C. slow a i rcraft to ap proach speed, loweri ng des ired a mount 

of flaps to complete th e approach, adjust ing power ac
cord in g ly. 

I 0. The CCA g li de pa th is des ig ned to inte rsec t th e runway at 
w hat distance from th e touchd o wn e nd o f th e runway? 
A. 0 feet. 
n. 1,500 fe et . 
c. 500 feet. 
D. 1,000 feet. 
E. 2,000 feet. 

* ·a-or 
':)-6 'a-s ':)-L 'v--9 'v-s 'II-t ';)-£ 'a-z ';)-1 

FLYING SAFETY 
RESTR I CTED 



,. 

HYf 

FouR A IRMEN ARE DEAD because a pilot relied 
on his memory rather than use the checklist. 

A pilot with nea rly 2,000 hours started the 
engines of a C -45 and taxied out fo r takeoff. Sev
eral people on the ground saw the plane become 
airborne in a very steep climb. " L ook at that g uy 
trying to climb straight up," one observer shouted. 
At about 15 0 to 200 feet in the ai r the plane stall ed, 
fe ll off on the left win g and then plunged to the 
gro und in a vertical dive. It crashed into a parked 
storage C-4 7 and exploded. 

The pilot, enginee r and two passengers were 
killed. 

Investiga tors found that the pilot had not re-

moved the control locks before attemptin g to take 
off. Although the C-45 was almost . completelr 
demoli hed, enough remained of the control column 
to indicate that the lock was still in place. A stand
ard checklist was found in the wreckage and the 
first item on the before-take-off check read: Check 
controls for freedom of movement. 

Some pilots continue to kn owin gly violate safety 
regulations and endanger li ves by ignorin g th e 
checklist. They take off and land day after day 
relying solely on their m emories for their checks. 
Coupled with this dangero us practice is that of roll
ing down the runway almost to flying speed befo re 
placing thei r hands on the control wheel. WHY! 



RESTRICTED 

Flying· thru the air alone 
Mal thinks Mal is steaming stone . 

. ' ' 

- . 
I I \ ' ' 

' ' ' ' .... 

Fancy thoughts that know no lears 
Cause head ol stone; no brains, no ears . 

Mal makes dandy belly llopper 
C.O. promptly blqws 1!is topper. 

Tow er tries to remedy; 
Mal' s marblehead, alas, can't see. 

:~~11, . ..,~~ 
Colonel is in need ol tock-up 
Mal's head get s treated to a stock-"up, 
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