


COVER STORY 

The P-61 on our CO\'er this month 
crashed I 7 5 yards short of the run
way on a single engine 3pproach. The 
pilot had feathered the right prop at 
900 feet some miles out when the 
fire warning light had begun to blink 
on and off. He put down quarter 
flaps and gear about two miles out on 
the final and lost control just before 
reaching the runway. 
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DROP US A LINE 

lf we know what type of stories 
and articles you prefer we will be 
able to give you a better magazine. 
After you have read this issue drop us 
a card or letter with any comments or 
criticisms that come to mind . Mail 
direct to the Editor, FLYING SAFETY, 

Field Office of the Air Inspector, 
First Region Inspector General, 
Langley Air Force Base, Langley 
F ield, Virginia. 
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GIVE YOUR PASSENGERS A BREAK 
MILITARY PERSONNEL who hitch rid es in Air 

Force planes have the right to know how to save 
their own lives in an emergency. All too often a 
passenger who is not familiar with the use of para
chutes and emergency exits is needl essly exposed to 
danger. 

Few would-be passenger in these days like to 
admit they do not know how to wear a parachute 
or ad just a safety belt o r plug in a headphone set. 
So when the pilot or crew chief asks the waiting 
passenger, "You ever fl own before? Know how to 
use a chute? " the passenge r will likely nod and 
say, "Yeah, I've fl own before . Lots." 

" Okey," the passenge r is told. "Get in the 
back." 

What qualms the passenger must know as he tries 
to squirm into a chute too small, as he attempts to 
fi gure out how to call the pilot on the interphone, 
as he look around to see where there is a door 
leading out. However, before takeoff most of them 
are reluctant to indicate their lack of knowledge. 
Besides, th e ca refree attitude of the aircrew as the 
plane is loaded seems to be a good reason for the 
pas enge r not to worry: "These guys fly all the 
time. I guess nothing will happen." 

But emergencies do happen. And numerous 
people have been killed in air crashes because they . 
were not properly briefed on emergency proced~res. 
\Vhen a plane bmsts into flam es or goes out of 
control there i . .110 time for the pilot to climb back 
and buckle parachute harnesses on his pas enge r -
still !es time to point out emergency exits. The 
aw ful realization that passengers should have been 
instructed adequately before takeoff come too late. 

Inadequate l:~riefin g on emergency exits has been 
blamed for fataiit.ies in numerous military and civilian 
ai rplane accidents. In some instances, it has been 
determined positively that passengers uninjured in 
the crash were lost in the fire that followed because 
they were unable to loca te or ope rate the emergency 
exi ts. 

The pilot, and the pilot alone, as commander of 
the ai rplane is responsible fo r the afe ty of every 
person aboard. True, the passenger should have 
more respect for his own neck than to ride in a 
plane without demanding to know emergency pro
cedures. Even if he thinks he knows all the emer
gency procedures, it is better to review eve ry step 
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before a flight rather than meet death through 
ignorance or lapse of memory. 

The only way for a pilot to be certain his pas
sengers are briefed correct! y is to assume that none 
of his passengers have ever flown in a military ai r
plane before. 

Important as the mag check before takeoff are 
these points passengers should know: 

1. Adjustment and use of parac hute. It is a good 
rule to insist all passenge r wear their chutes 
at all times. 

2. Knowledge of emergency exits. 

3. Proper functionin g and operation of inter
phone in passenge r compartment. At least 
one headse t must be worn in the passenge r 
compartment throughout the fli ght. Check 
interphone with passe nge r compartment be
fore takeoff. 

4. Understanding of ala rm bell signals. 

5. If the flight is to be conducted over water, all 
pas engers must be briefed for ditching . 

To execute this briefin g requires only a few min
utes before a flight. Y et those few minutes of dem
on tration may save a life. 



!T's THE CODE NAME for superman- ten thirty 
seven. Aircraft Observer Bombardment is the titl e 
they give him when and if he completes the rugged 
course conducted at Mather Air Force -B ase, Cali
fornia, and it mea ns he is a qualifi ed naviga tor, 
bombardier and radar obse rver ail rolled into one. 

This month Mather AFB begins graduating a 
class of 48 AOB's each month under an expanded 
training program designed to train over 600 men 
per yea r to man the new jet bombers. 

Navigators arriving at the school receive 30 
weeks of training, bombardiers get 3 7. Both courses 
cover the same subjects- navigation, visual bombing 
and radar navigation and bombing. 

A special cou rse in polar navigation with actual 
flying missions simulating polar nav iga tion is con
ducted. 

After navigation comes bombing. The pressure 
is on from the first day the student enters bombing 
training . H e is frequently reminded that someday 
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BY 1st LT. HAL J. BASHAM 
Flying Safety Stall 

he may be called on to drop a two-million-dollar A 
bomb. H e will get only one chance . His entire W 
training mu t be o inten e and so carefull y mas-
tered that when that day comes he can hit his target 
by whatever bombing system he is called upon to 
use. His whole career may be aimed at the one 
time he might be called upon to drop that bomb H e 
simply must not, cannot miss! The rated navigator 
student drops 76 bombs with the Norden bombsig ht 
and makes countless "dry runs" in the plane and in 
the A-6 ground trainer. The m an already a bom
bardier gets many hours of refresher training on 
latest methods and drops 16 bombs. Both naviga-
tors and bombardiers en ter the radar phase of train -
ing on an equal basi . 

In radar the student is taught basic electricity, 
radar theory, construction and operation of all 
known types of radar bombing and navigation 
equipment and how to use them. He flies simulated e 
missions with the various "bench sets" of radar and 
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AOB students on a six-hour nav i
gation training mission in a spe
cially equipped C -47. Because th e 
safe completion of every type of 
mission depends largely upon ac
curate navigation all known me th
ods of navigating are taught stu-

dents at the AOB school. 

Bombing up radar equipped TB-25 
used to fly visual and radar bomb
ing missions . Students navigate 
over water, mountains , plains , des
erts and cities , identify and bomb 
their target by radar from these 
planes. Students become profi 
cient in the A-6 trainer (page 4) 
before actually dropping bombs 

from a plane. 

In this Supersonic Radar Trainer 
the AOB student learns scope in
te.rpretation, radar navigation , ra 
dar bombing , log procedure and 
equipment SOP before starting 
his radar flight missions. Th e two 
students seated at the scopes see 
practically exact replicas of the 
readings they would receive on 

-

ctual flight miss ions. Th is trainer 
an also be used in conjunction 

with the Norde n bombsight. 



Above, AOB students flying navigation miss ions in G-2 nav i
gation trainer. Right , instructor is bombing target on a 
motion picture of the ground unroll ing be nea th his A-6 bomb 

trainer. 

in the "Supersonic trainers" which almost exactly 
duplica te actual fl ight missions until he has com
pletely mastered the use of the va rious types of 
radar. 

In th e specia lly equ:pped TB-25s he applies his 
training to actual radar bombing missions. In the 
last phase of train ing he flies mission after mission 
navigatin g to the targe t by radar, bombin g by radar 
and naviga ting bac k to the base by radar without 
once looking outsid e th e plane. 

While the prospective Aircraft Obse rver Bom
bardier is undergoing train ing, the research and 
development section and educational advisory boa rd 
at M ather are maintaining constant liaison with tac
tical units employin g systems and equipment used 
in the school and workin g out newer, better meth
ods of training and operation. When a 1037 leaves 
Mather F ield he is the best trained navigator, bom
bardier, radar obser ver in the world. H e can go any
w here on the globe by any navigational system 
known, bomb by all methods kn own and g uide his 
plan e home again safely . Little wonder they call 
him " ] 037- Code name for Superman." 
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PENNANT WINNERS 
FLYING SAFETY Penn ants for the period of April 

th rough June 1 948 have been awarded . 
If you see a base fl ying one of these pennants 

with one or more stars on it, yo u will know that 
they have won the coveted pennant two or more 
times consecuti vely. 

Air Materiel Command came out as the leader 
again with 11 pennant going to AMC bases. 
A mong these bases, W right-Patterson AFB re
ceived a blue pennant fo r the C-4 7 and retained its 
white pennan t for the C-46. Eglin AFB won green 
pennants fo r the B-1 7 (one star) and the F-4 7. 
Tinker AFB also won two pennants, green ( C-54 ) 
with two stars and a white pennant ( B-26 ) . Kelly 
AFB won the blue penn ant for the C-54. Other 
AMC bases and their pennant wins are Griffiss 
AFB, green ( C-4 5) ; Kirtland AFB, white 
( B-29) ; R obins AFB, white ( B-17 ) ; and Clin
ton County AFB, white ( Misc.). 

Air D efense Command was second with six win
ners. H amilton AFB retained two pennants, and 
thus has one star each on the blue pennant for the 
T-6 and the white pennant fo r the L-5. Memphis 
won a green pennant fo r the T-6 and a white pen
nant fo r the C-45 . Offutt AFB and Mitchel AFB 
copped white pennants fo r the B-25 and F-47 re
spectively. 

T actical A ir Command was third in the com
mand standing with fi ve winners. These included 
one blue pennant, M cChord AFB ( Misc.) , and 
three green pennants, M arch AF B ( Misc.) , Smyr
na ( P-51 ), and M arshall AF"B ( L-5 ). L awson 
AFB won one white pennant (C-4 7) . 

Training Command had three winning bases. 
Williams AFB won the blue penn ant fo r the F-80, 
Chanute AFB won the C-4 7 g reen pennant, and 
Perrin AFB won the white pennant ·fo r the T-6. 

Strategic Air C ommand had three bases flyin g 
pennants also. They are D avis-Mon"than, green 
pennant (B-29 ) ; Sel fridge AFB, white pennant 
( F-51) ; and Spokane AFB, green pennant 
(F-80). 

The Air University was another three-time win
ner. Craig AFB retain ed its blue pennant for the 
C-45 and thus gained one star. M ax well AFB took 
a green pennant ( B-24 ) and T yndall AFB a green 
pennant ( B-26) . 

H eadquarters Command, USAF, was represent
ed by Bolling AFB, w hich won two blue pennants. 
They have two stars each on their B-25 and their 
F -51 pennants. 
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GfJ W/TH THE • 

T o FIND AN ACCU R AT E, shortest-time flig ht path 
between two airports separated by wide oceans or 
continents has long been the goal of long-haul air
line and military pilots. ' V hat was desired were 
tailwinds rather than headwinds on long flights. 

Several E uropean scientists advanced a theory of 
minimal flight path, which often appears to be ·a 
w ide detour, in order to take advantage of favor
able winds. R ecently, an American scientist has re
examined the theory for the USAF and has come 
up with a fo rmula which in practice has proved 
highly successful. H e is Mr. Irving Gringorten of 
the W atson L aboratories, R ed Bank, N ew ] ersey. 
His mathematical fo rmula, using meteo rological ob
se rvations as factors, selects the ro ute under variable 
wind conditions most conducive to minimizing fl y
ing time and saving fuel. 

Since the role of mathematician in this system of 
navigation goes to the meteorologist, no attempt 
will be made to outline or explain the formula used, 
but rather, an explanation will be given of the prin
ciples upon which the theo ry is based. 

The key to minimal flight path is knowin g the 
velocity and direction of the wind and the fac t that 
winds follow the isobars clockwise about a high 
pressure center and counter-clockwise about a low. 

There a re, however, some limitations to the use 
of this system . If, fo r instance, the winds are neg
ligible or are unifo1 m in strength and direction, the 
use of this system is unnecessary since the great cir
cle co urse will be the minimal fli ght path. The flight 
paths between San F rancisco and H awaii are fre
quently a good example of this condition . 

H oweve r, with the great amount of meteorologi
cal activity over the Atlantic, a practical use of 
minimal fli ght path plotting can be made. 
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F or example, assume that we a re planning a fl ight 
to N ewfoundland fro m Ireland. 

If a sheet of paper is wrapped like a cylinder 
aro und a globe of the earth and tangent to the globe 
along the great circle route between an airport in A 
Ireland and a fi eld in Newfoundland, the ea rth's • 
fea tures can be projected confo rmally onto the cyl-
inder. This sheet of paper when spread out w ould 
then become an oblique-mercator projection of the 
proposed route. 

With the great circle ro ute between the airports 
plotted on the oblique-mercator, the meteorologist 
locates the existing pressure centers and plots the 
pressure pattern for the ft ight altitude. The two 
major fac tors affecting the min imal flight path are 
then considered. They are crosswind and tailwind. 
It might be well to mention here that the usual 
ass umptions of a constant airspeed at a constant 
pressure altitude and that winds are geostrophic A 
(gradient winds above surface friction effect ) are W 
made by the meteorologist. 

Then,- the meteorologist considers crosswind ef
fect. The cl rift correction angle may be large and 
may vary from right or left of the great circle fl ight 
path, ye t the net drift may be small. If it was neces
sary to compensate only for net dri ft by fl ying a 
single heading, fu el and time would be saved by 
eliminating the crabbing of the airplane. It can 
readily be appreciated that crabbing to hold a great 
circle track would cut down on the fo rward speed 
of the aircraft. 

At this point the meteorologist decides whether 
the single-heading track is a satisfactory approxima-
tion of the minimal fl ight path , or w hether the sin
gle-heading track must be co rrected to compensate .A. 
fo r tail wind effect . A simple r ule governs th is de- W 

FLYING S A FETY 



Distance Traveled in One Hour on Great Circle Route. 
Total Flying Time: 16 hours 30 minutes . 

0--0 Distance Traveled in One Hour on Optimum Path . 
Total Flying Time: 13 hours . 

c1s1on: If the spacing of isodees varies visibly across 
the general heading of the airplane, then tailwind 
effect car not be considered as negligible and must, 
therefore, be compensated by use of a presc ribed 
formula. 

Some questions which might arise are: H ow does 
this system compare with other known methods? 
H ow much time can be saved ? H ow accurate are 
weather reports? What about weather? 

The system is far more accurate than any other 
known method of "pressure pattern fl ying. " As 
shown before, if the minimal flight track co rresponds 
to the great circle track, no time will be saved. If, 
however, you ride high wide and handsome on a 
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strong tailwind, but cover more miles in keeping the. 
wind at your tail, you will save hours of flyin g time. 
As said before, accurate winds aloft reports are es
sential to the application of this theory. If, after 
plotting the minimal path, the meteorologist find s; 
that it cuts through weather too bad to fl y through,. 
he can prepare a new minimal flight path from any 
point on the original path. Each major leg of the 
new track will be a separate minimal path. 

Undergoin g tests by many of the commercial 
"overseas" airlines and the A tl antic and Pacifi c Di
vision of MA TS, this system may well become the 
answer to increasing the range of aircraft flying 
non-stop haul s of 2,000 miles or more. 
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PUBLICIZE THE VIOLATOR 
By MAJ. B. F. McCUISTION, Instructor 

Air Tactical School 

Tyndall AFB, Florida 

Drn YO U VIOLATE an Air Force R egulation dur
ing your last cross-country flight? The chances are 
you did, but do you know the regulations well 
enough to realize it? 

There are a number of different types of viola
tions. First, we have the "willful" violation; second, 
"e1nergency" type violation; third, the "didn't 
know" type; and fourth, the " I know, but think I 
can make it" type. L et us look at some actual ex
amples, although some of them are hard to believe. 

First, the willful violator. This is the "dare
devil" type who likes to buzz or do acrobatics below 
the prescribed minimum. 

Example: A pilot was fl ying local from a Texas 
base when he decided to buzz a highway. He went 
so low that he was touching his wheels on the high
way and then pulling up over cars. H e caused a 
number of near accidents, anp the only reason he 
was reported is that a staff ca r from a nearby air
base with an officer aboard happened to be one of 
the ca rs he buzzed . 

umber two, the so-called "emergency" type 
violation. Although legitimate emergency viola
tions are frequently made anrl reported by conscien
tious pilots, a larger number still concoct an "emer
gency" as an excuse when confronted with the 
report of a violation they thought they had "gotten 
away with." 

For example, Lt. D oe was on an IFR Flight 
fro m Atlanta, Ga. , to Mobile, Ala., with an alter
nate of Eglin AFB, Fla. H e landed at Maxwell, 
bu t Maxwell operations did not know of his arrival 
until three ho urs later when the yellow copy of his 
Form 23 was fo und on the clearance counter. An 
alleged violation was written on the pilot by Flight 
Service for deviatin g from his flight plan without 
prior approval of Air Traffi c Control and Flight 
Service, and for not filin g an arri val report upon 
landing at '.Vlaxwell. H e delayed ai rcraft taking off 
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and landing at Mobile for approximately three 
hours. 

Copies of the alleged violation report were re
ceived by Lt. Doe's commanding officer who called 
him into his office and notified him of the report. 

"What about it?" he asked. "Were you in viola
tion? This makes the organization look bad." 

Lt. Doe thought for a moment, realizing that 
though he had violated the regulation, there must e 
be some way out. Then he remembered the old 
stock phrase, and he said, "My radio went out and 
I acted in the best interest of safety. I landed at the 
nearest AFB, which was Maxwell, and upon land7 
ing I placed my arrival report on the clearance 
counter at Maxwell." 

The colonel studied this over for a while. It 
sounded good to him, so he jumped and patted Lt. 
Doe on the shoulder and said, "By Gad, Lt. D oe, I 
believe you were right." 

With this action, and this action only being taken, 
he fo rwarded the violation report to his higher head
quarters with this indorsement: "It is believed that A 
.Lt. Doe acted in the best interest of safety; there- W 
fore, no further action deemed necessary." 

When hig her headquarters received the alleged 
violation report and the indorsement it was cogni-
zant of the fact that a written report by mail, 
TWX or other means, including a fully detailed 
report of the instances, should have been mailed or 
sent to the Commanding Office r of the pilot's home 
station within 24 hours after the incident occurred, 
and a copy sent to the pilot's immediate superior. 
Therefore, higher headquarters indorsed the alleged 
violation back to Lt. D oe's commanding officer, ask-
ing that a copy of the written report turned in by 
Lt. D oe be attached to the alleged violation. A 
written report could not be attached to the alleged 
violation report because none had been written. It 
caused embar rassment to everyone conce rned, espe- A 
ciallv to Lt. D oe and his C.O. W 
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Then there is type number three , the " didn ' t 
know" type of violator. This is too common among 
pilots who a re not sufficiently interested to find out 
things they should know in order to fl y an aircraft 
sa fely. A pilot was clea red IFR on a cro s-country 
flight and did not report his position to airways sta
tions or CAA radio range stations, thus cau ing ex
cessive delays on letdowns and takeoffs of aircraft 
from all ba es in hi vicinity. Upon asking why he 
did not report his position over the C AA compul
sory repo rting points, he stated that he did not even 
know how to tell what or where a C AA compul
sory reporting point was . (It's eve ry range station 
you pass on IFR. ) 

Finally w e have the " I know it's wrong but think 
I can make it" type. This generally in volves viola
tions that not only endange r the pilot's life, but other 
people as well. 

E xample: A pilot clea red on a cross-country VFR 
flight with more passe ngers aboa rd than he had 
afety belts. H e had just enoug h parachutes for all 

passen ge r , but did not have extra parachutes as re
quired by regulations. H e was on his way to his 
home station, having been away fo r approximately 
one week. 

The weather along his route of flight and at his 
destination was marginal, and he noticed weather 
lowering below marginal near his destination. As 
the radio range station was inoperative at his destina
tion, he could not obtain an instrument clearance. 
He knew that an instrument clearance hould have 
been obtained in order for him to continue his flight 
safely; he also knew that the range was inopera
tive, necessitating the violation of an Air F orce 
regulation should he choose to continue on to his 
destination. H e knew that his wife was expecting 
him to be home that night, so with little further 
thought he continued and landed at hi destination, 
which was reporting instrument conditions. 

On the cases discussed above, you will notice that 
the most frequent violations are of Air F orce R egu
lations 60-16, 60- l 6A. Air Force R eg ul ation 60-16 
covers just about everything a pilot should know in 
regard to flyin g, and it behooves all pilots to be 
aware of its contents. The Air F orce as a team has 
no place for individual with no consideration for 
their brother airmen. 

Each time the civilian population obse rves an Air 
.A Force pilot breaking an Air F orce R egulation, it 
.. reflects not only on that pil ot, but on eve ry office r 
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and airman in the Air F orce. Each time an Air 
Force pilot does not fil e a position report while un
der IFR, he delays the takeoff and landing of a 
number of other Air F orce and civilian pilots. In 
most cases, violations cau e added expense to the 
U . S. G overnment and added worry to a number of 
personnel. 

Supervisory personnel hould know the regula
tions and the trouble violations cost F light Service, 
Air T raffic Control and other pil ots when one of 
the regulations is broken . 

It might impress the individual violator much 
more if, instead of having an alleged violation report 
written on him, we could asse mble all the people 
whom he had caused tro uble and worry, place them 
in a large room, push the offender in and say, " H ere 
he is, gentlemen." I'm sure he would be impre sed. 
Obviously we cannot do this, but we could publicize 
the violators by other means to achieve the same 
beneficial effect. 

On one base during the war when a regulation 
was broken by a pilot, his picture, his name and the 
regulation which was broken were placed on all bul
letin boards for one week. eedless to say there 
were fewer reg ulations violated on that base there
after. The simple but unmeasured power of public 
opinion could be a great force to help reduce viola·
tions if each base in the Air F orce would implement 
some prog ram to point publicly to each violator and 
his violation. 
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OFF TO A GOOD START 
ENCINE CONDITIONINC-CONTINUED* 

*E d . Note: This is another of a series of articles 
describing the efficient and economical results ob
tained through the perfo rmance of engine operating 
procedures and maintenance techniques dev_eloped by 
the M aintenance T echnical Section of 11.ir M ateriel 
Command. F or the information of engineering of
ficers, If.MC announces that special engine condi
tioning equipment such as compression testers, magic 
wands, valve-tim ing discs and pointers are now 
available in stock. 

THE NUMBER OF ERRORS committed by both 
flight and maintenance crews in operating aircraft 
engines are many and varied and have di verse ef
fects on engine life and maintenance required to 
keep aircraft in a serviceable condit ion. 

These errors are not committed w ith the thought 
in mind of actually doing damage, but are the out
growth of hand-me-down procedures, dissemination 
of improper and incorrect information, and a lack 
of understanding of some of the basic phases of en
g ine and aircraft operation. 

The tendency for both flight and maintenance 
personn el to conduct rapid ignition system checks 
generally results in the covering up of sufficient igni
tion system difficulties so that actual engine mal
functioning is not encountered until after the air
craft is in flight. In this connection, there are also 
the "conscientious" boy who will turn the ignition 
switch from left or right position back to B oth when 
the rpm drops to what their conscience will normally 
allow. When tests of this type are conducted why 
bother with the mechanical motions of the check? 

As a result of misunderstandings and varying 
views regarding starting technique , engines are " hy
draulicked," backfi red, and generally mistreated. 
This often results in broken connecting rods, blown 
air scoops and screens, and other structural damage. 

In view of these malpractices, it becomes readily 
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apparent that our total A ir Force effo rt is greatly 
reduced. F or example, a given operation that re
quires 20 B-29s usually winds up with an alert fo r 
30 or more B-29s together with equipment and per
onnel. When one stops to consider a half-million 

dollars per plane it can be seen easily that in an op-
eration as large as the Air F orce operation, these 
petty malpractices cost a tremendous amount of 
money and result in a comparable amount of wasted 
manpower. 

ot onl y does the Air F orce lose in efficiency and 
economy, but also in the number of aircraft acci
dents in which both planes and crews are lost. 
H ence, it is obvious that it is a major responsibility 
of every maintenance man, engineering offi cer, and 
aircrew member to do everything within their power 
to furth er the safety of flight. 

Safety of flight should never be a gamble! 

From engine starting to engine shut-down, do it 
right. 

Engine Starting- T o simplify the procedure, 
starting is broken down into 14 steps : 

The ignition switch check is to determine defi
nitely that the ignition system is " off" before any 
attempt is made to pull the propeller through when 
checking fo r hydraulic lock prior to engine start. 
This is because the ignition system on an aircraft en
gine has a magneto capable of producing a spark at 
the spark plug at exceptionally low engine speeds. 

H ydraulic lock in a cylinder result from oil or 
fuel collecting in the lower cylinders of radial en
gines. Thus, if an engine start were to be made 
with a hydraulic condition in one of the cylinders, 
the cylinder would be blown or more likely the con
necting rod would be bent or broken. In thi con
nection, slight hydraulic locks are probably the more 
se rious since they would not be detected at th e time 
the bending of the rod occurred, but wo uld probably 
result in a complete rod fai lure in flight. 

FLYING SAFETY 



Approval is now granted in T.O. 02A-l-29 to 
make the check for hydraulic lock with the aid of 
the starter by energizing and then engaging the 
propeller intermittently to accomplish rotation of the 
crankshaft of the engine. Turning the engine 
through in this more rapid manner tends to pick up 
fuel or oil lying in the intake pipes more readily and 
results in hydraulic locks showing up that would not 
be appa rent when the engine is turn ed by hand. 
When using the starter for "pulling th rough the 
props," sufficient force will not be exerted to bend 
a rod or blow a cylinder in the event a hydraulic 
lock is encountered. H owever, once a hydraulic 
lock is detected under no condition should the pro
peller be rocked either by manual effort or with the 
starter. The hydraulic lock is eliminated by re~ov
ing the spark plug of that cylinder and then by pull
ing the engine through several rotations. 

A brake check is to eliminate ground acc idents by 
makin g ure that the brakes a re on and locked . Be
cause of the limited power available in the aircraft 
battery, it is considered essential that an external 
power source be used whenever possibl e. 

Make sure that the prop pitch is in the full low 
pitch, high rpm (except for ce rtain trainers) , since 
an attempted start in any other po ition would make 
starting difficult and may result in engine backfir
ing, immediately after the engine starts. 

F uel valves should be in a proper position to pro
vide an adequate supply of fuel to the ca rburetor 
since fuel starvation can result in star tin g difficul
ties or eve re engine backfire. 

For normal weather starts the throttles should be 
ad justed to 1000 to 1200 rpm position. A normal 
reference position on the quadrant can be established 
after repeated start . 

C m·buretor mixture control should he in the idle 
cut-off position since any fuel dumped into the in
take pipe or into the blower section prior to the time 
the crank haft starts ro tating may cause a hydraulic 
lock. 

The master ignition switch should now be turned 
to the "on" position in preparation for the fin al 
phases of engine sta rt. 

The selector fuel valve and booster pump should 
be turned "on" and a check of fuel pressure made. 
A ttempted star ts made with the fuel elector valve 
in an off position results in serious overhea ting of 
the starter because of long cranking periods used. 

Energize the starter by holding the ene rgiz ing 
switch in the "on" position for approximately 15 
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seconds or until the starter speed is up to maximum. 

When the starter speed is up to maximum rpm 
the sta rter should be engaged and the propeller al
lowed to make at least one complete revolution be
fore the ignition switch is turned to the "on" posi
tion. 

Next, the primer switch should be engaged and 
held in the "on" position until after the engine has 
roared to life and the engine speed stabilized. Thus, 
we have a con trolled quantity of air as determined 
by the throttle setting and by engaging the primer 
after the engine is rotating. We go from a too-lean 
or non-combustible mixture up to a combustible mix
ture, at which time the engine. starts. By holding 
the primer "on" the engine will continue to run. 

In making the transition fro m primer operation 
to carburetor operation, .the mixture control should 
be moved to the auto-rich position slightly soon er 
than the disengaging of the primer switch in ord er 
to permit the ca rburetor to come up to operating 
pressures. 

Warmup should be made at an engine speed 
where maximum engine stability will be obtained, 
usually from 1200 to 1600 rpm or where engine 
operation sounds smoothest. During the warmup, 
all instruments relative to engine ope ration should 
be checked continually to determine that all phases 
of engine ope ration are co rrect. 

The engine check should be mad e using a cockpit 
check shee t based on T.O. N o. 02A-1-88 as a 
guide. 

T o obtain the maximum trouble- free ervice life 
from aircraft engines a few imple rules should be 
employed rega rding stoppin g the engines. F irst, run 
the engine at 1200 to 1600 rpm for a time to per
mit cylinder head temperatures to stabilize at their 
lowest value fo r this speed. This will gene rally re
sult in less harmful effects on metal parts after the 
engine h~ been stopped since the coolin g rate has 
been lessened from that of a very hot engin e. Also, 
operation at this speed results in a more efficient 
scavenging of the oil from the engine and conse
quently less possibility of a hydraulic lock exists at 
the next start. After engine temperatures have sta
bilized, the engine may then be stopped by moving 
the carburetor mixture control in to the idle cut-off 
(or full lean) position. After the engine stops, move 
the throttle to the full rpm position and turn the 
i.gnition and master ignition switch to the "off" 
}"Jsition . 

R emember, always treat you r aircraft engme 
with considera tion. It may save your life. 

II 
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SENTINELS 
By LT. RO DC ER W. LITTLE 

Flying Salety Stall 

THE ROCKY, RUGGED, WOODED TERRAIN of the 
R ocky Mountain reg10n ha claimed the lives of A 
many per ons. It is a tough job to find and rescue '9' 
the crew members of crashed airplanes m these 
mountains. 

Throug h the cooperation of both milita ry and 
civilian organizations in that area a feasible rescue 
plan has been put in operation which is called the 
Seven Sentinels. 

The Seven Sentinels consist of the following or-
ganizations: 

1. 9th Air R escue Unit ba ed at L owry. 

2. Civil Air P atrol. 

3 . Air ational Guard. 

4. C olorad o Ski Patrol (Branch of National Ski 
Patrol). 

5. ational Forestry Service. 

6. State Highway Patrol. 

7. American Red Cross. 

FLYING SAFETY 
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, T o supplement these se rvices during an emer-
gency there a re the L owry-based aircra ft and per
onnel, Air R ese rv.e, avy, MATS, the ski units o f 

the Army Field F orces at C amp C a r on, C olorado, 
and the R ocky M ountain R escue Group. The latter 
is composed of professors, doctors, and students of 
the Univer ity of C olorado. They have been known 
fo r their daring in rescue operations and will drop 
their work at the University to go to the rescue of 
any crash victims. 

\ Vith this se tup in operation, the maximum effo rt 
is made fo r rescue anywhere in C olorado, Utah, 
Idaho, M ontana, western D akotas, K ansas and 
:-.Jebraska. 

A lso the Adjutant G eneral of the State of C olo
rado has made the Seven Sentinel system a part of 
the state defense plan. 

L et 's take the case of a C -4 7 that was lost in the 
R ocky Mountain region. As soon as its fuel upply 
was defini tely known to be exha usted, a com mu ni
cations check by way of CAA and AACS was m1-
tiated. 

In the meantime, the 9th Ai r R e cue Unit at 
L owry was alerted to stand by. When it was ap
pa ren t the plane was lost, the Seven Sentinels went 
into action. L owry AF Base se rves as the clea ring 
ho use fo r proper handling of the Sentinels. The 
news of the lost C - 4 7 was fl ashed to six radio sta
tions, two newspapers, and three wire se rvices in 
D enver. 

The Air N ational G uard and CAP got in to t he 
bl ue as oon as daylight came and began th eir search 
wo rk from the air. Close cooperation between them 
resulted in a so rt of checkerboard sea rch that cov
ered all the terrain where it was be!ieved the C-4 7 
went clown . 

Sheriff all over the state a re organized to operate 
with the gro und fo rces. The Ski Patrol main tains 
liai on w ith the airplanes and with L owry. 

T he Park Service has a self-sustainin g rescue set
up and the pa rks are quickly checked. The park em
ployees can work outside park boundaries too. 

When the C -4 7 was fo und by the sea rching 
planes, the ground force were notifi ed of the loca
tion and needs of the survivo rs of the C-4 7. Ther 
had learned this via the sign language that the su1:
vivo rs laid out in the snow with strips of fa bric, 
pa rachutes, pieces of wood and stones. 

Almost every emergen cy is co vered by the sign 
language. T he call for m edical help is the implest 
of all : a sin gle straig ht l ine ten fee t long and two 
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fee t wid e laid out in a man ner n oticeable from the 
ai r. All of the signals are shown in the chart. 

T he 9th Air R escue Unit has a weasel which can 
ge t thro ugh some mighty tough coun try . The res
cuers reached the survi vors in reco rd time with 
medica l aids and the Seven Sentinels had scored an
other succe sful save. 

N o one has been ove rlooked in this Seven Senti
nel setup. R ecently, a convention of the ham radio 
operators was held in D enver . This was to acquaint 
ham station ope rators w ith the problems of the A ir 
F orce in rescue operations as these operators are 
sometimes the only people who receive the weak ig
nals of crash survivors. A n d they can main tain close 
liaison betwee n the sea rching Sentinels and L owry. 
T hi is necessa ry because the walkie talkies aren't 
al ways effective way back in the mountains. When 
con tact is lost, so is effi ciency. 

The Seven Sentinels thus become a g reat organi
za tion of orga nizations, exhibi ting the closest co
operation between the civil and m ilitary to make 
yo ur flights in the R ocky M ountain region sa fer. 

•o. MEAN ING 5'M NO MEANING 5, ..... 

REOUIAE DOCTOR I PROBABLY SAF"[ TO 6 
I SERIOUS INJURIES . 9 . LANO HER E . 

' · REQUIRE M[ ntc AL SUPPLl[ O:. . 11 10 AJ!"O UtRf!" FllJ'I ANn 111 • L 

' UNABLE TO PROCEED . x II ALL WE LL . . L 
4 . REQUI RE J'QOO AND W'AT[R F 12 . NO NEGATIVE . N 

REOUIRE F'IRE ARMS ~ y 
' · ANO AMMUN ITION. 1l YE S . AFFIR MATI VJ 

• REQUI RE MAP ANO COMPASS. 0 14 . · NOT UND£ASTOOO JL 
INDICATE DIRECTION K w 7. TO PROCEED. 15. REQUIR E ENGI NEER. 

AM PROCEE DIN G IN THIS t 8 OtRECTION. 

1. Lay out lh ese symbols by u sing s trips of 
fabri c o r parachutes, pieces of wood, tones, or 
any o the r available materials. 

2. Endeavor to provide a big a color con-
tras t as possible . 

3. Symbols should be a l leas t e ight f eet in 
h e ight or la rger, if lo avoid confusion with 
o the r symbols. 

4. In addition lo using these symbols, ever y 
e ffort is to be made to attrac t atte ntion b y 
m eans o f radjo, fla r es, smoke, or other a vail-
a ble m ea n s. 

An a ircra ft will indicate tha t ground s ign a ls 
h ave been see n a nd understood by, 1. rocking 
from side to side o r , 2. making fl ash es with 
sig na l lamp. 

An ai r cr aft will in dicale lh a t g ro und sign a ls 
are not understood by, 1. m a king a com p le te 

, r ight h and c ircui t o r red fla sh es on the signal 
lamp. 
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TAKING ADVANTAGE 

THE AIR \ VEATHER SERVICE is intensifying its 
radar storm detection program with the expectation 
that more and more pilots w ill make use of this ad
ditional aid to sa fe flight. 

Comments of pilots w ho have vi ited the radar 
installations at various USAF bases ind icate that 
many are not fa miliar with the availability of radar 
wea ther in fo rmation and radar terminology. 

The rada r set AN/ APQ- 13 used by the A ir 
W eather Service fo r detection of precipitation fur
nishes much valuable in formation for the pilot. The 
set was originally designed as airborn e radar, and 
has since been adapted fo r use by individual weather 
stations. This autumn 32 sets are .in operation and 
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2 1 additional se ts are on hand awai ting installat ion. 
\ \Then the program is completely implemen ted, 93 
storm detection sta tions will fu rnish radar coverage 
ove r most of the United States. 

In formation obtained th rough the operation of 
this equipment is normall y transmitted as a radar 
storm report ( R A REP ) in the remarks section of 
th e hourly or pecial weather report fo r the station. 
Sin ce the reports give the direction, speed, and in
tensity of storms within an average radius of 7 5 
nautical mil es from the station , proper interpreta
tion of the r eport allows the pilot to obtain a picture 
of meteorological disturbances w hich might affect his .A 
flight. -

FLY I NG SAFE TY 
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In the ZI, RAREPS are transmitted in plain 
language, using ordinary wea ther symbols and ab
breviations. An example of a typical report would 
appear on the hourly equence in the remarks sec
tion as follows: RAREP SCTD- TE 30 MV6--7 
25 XTNDS W-SE 10 BY 2 MIS. Voice trans
mission of the same report would be given as "radar 
reports light scattered echo, 30 nautical miles north
east of field, moving from 2 70 degrees at 25 knots. 
Echo extends from northwe t to southeast, and is 10 
by 2 miles in area." 

Such information can be obtained through nor
mal radio channels from Air F orce W eather Sta
tions, upon the pilot's request, when the torms are 
within the operating range of the equipment. Echoes 
have been detected to 180 nautical miles, but the ef
fect of terrain produces a blocking action which in 
some cases can materially reduce the effective range. 
Pending the ou tcome f a current Air W eather 
Service study on each installation, pilots should as
sume about 7 5 nautical mile coverage for a et. 

The map indicates th e bases now equipped for 
radar storm detection. 
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The rate of development or dissipation may be 
determined by tracking a given storm over a period 
of time. The intensity of the storm is determined by 
a qualitative evaluation of the brightne s of the pre
cipitation echoes. The position of the storm and its 
movement can be determined with a high degree 
of accuracy, and the height of the cloud tops ca n be 
roughly estimated by the operator. 

The accuracy of radar information depends on 
the condition and location of the equipment and the 
degree of training of the operator. The Air Weather 
Service has been conductin g an extensive radar 
storm detection training program, the obj ective of 
which is to provide additional qualifi ed radar ob
se rvers ( torm detection personnel) at storm detec
tion stations. A concerted effort i being made to 
improve the quali ty of reports rend ered th ro ugh use 
of this equipment. 

If shower or thunderstorm condition exi t or are 
expected in the general area of flight, pilot are en
couraged to request the latest RAREP information 
from the neare t Air Weather Service radar instal
lation to a ist them in planning the remainder of 
the flight with maximum safety. 

r::::>i~ 
'(J~ 
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FLY SAFE COMMITTEE 

WHILE OVERSEAS BASES and commands have not 
been included in competition fo r FL YIN G SAFETY 
pennants, they have stepped-up programs to establish 
their own safety reco rds. 

R ecently, leading other major bases in the C arib
bean Air C ommand, A lbrook AFB, C anal Z one, 
has piled up a total of 18,000 consecutive fl ying 
hours without a major accident. Included in the 
reco rd are haza rdous trips over the long stretches of 
water and rugged mountainous territory in C entral 
and South America. These trips are made in the va
riable weather conditions found only in the tropics. 
:-\dded to this is the lack of radio facilities and other 
navigational aids. 

Captain T eaque G. Harris, Flying Safety Offi
cer , gives credit for the accident-free hours to the 
pilots, aircrews and maintenance crews. H owever, 
there are three other important factors which have 
done much to promote safe fl ying . They are the 
pilot training prog ram, station standardization board 
and the Fly Safe C ommittee. 

Supervised by the Flyin g Safety Office, the pilot 
training program consists of regular weekly meet
ings of all pilots holding less than a "command" 
ra tin g. L ectures are g iven to the pilots by men ex
perienced in the varied and numerous phases of fly
ing from communications to meteoro)ogy. On occa
sion, guest speakers from local commercial ai rlines 
have addressed the gro up. 

The standardization board is made up of ve teran 
pilots who are judged the m ost profi cient in the 
se ven types of aircraft fl own from Albrook Air 
Force Base . R ega rdl ess of previous experience, each 
pilot who flies a pl ane at Alb roo k must first be 
checked out by a mem ber of the standardization 
boa rd. P olicies, as well as pil ots, must also mee t the 
app ro val of the board before they are appro ve d for 
use . 

Key offi ce rs of the base comprise the Fl y Safe 
Committee . It is the responsibility of this c~mmit
tee to recommen d appropriate action fo r pilots found 
to be lax in fl ying safe tr or g uilty of infractions of 
safe ty regulations. 

In the Flyin g Safety Office, Master Sergeant 
\ Vilbu rt C owen keeps constant tab of the "good" 
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hours and tabulates them on the huge " baro meter" 
of accident-free hours. This is the tang ible evidence 
of the degree of sa fety-consciousness which has been 
instilled in the Albrook fl ying personnel. 

Not incl uded in th is 18,000 hours are those cur
rently being fl own by the Albrook-based 20th T roop 
C arrier Squadron, now in G erman y doing a . large 
portion of the fl yin g in " Operation Vittles ." H ow
eve r, the evacuation of military and civilian person
nel from the city of Bogota, recently torn with in
ternal political strife, w as accomplished by 20 th 
Troop Carrier fl ye rs and those hours are represented 
in this excellent record. Also, while at Albrook, 2 0th ,A 
T roop C arrier logged a g reat many hours in it' • 
flights to the Antilles and South America. 

FLYING SAFETY 
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NO CANCELLATIONS 

The "on-time" airline, the airline which makes 
all flights without cancell ation because of weather 
conditions and gets its passengers safely there, the 
only true all-weather ai rline ope rating in the world 
today has comple ted two years of operation. 

"The airline's record itself is a tribute to careful 
testing of new equipment which will aid all flying," 
Colonel]. Francis Taylor, chief of the All-Weather 
F lying Division, stated. "The schedule wa set up 
to prove new equipment designed to make all 
weather fl ya ble, and we were ordered to main tain 
a military precision schedule which would not tol
erate takeoff or arrival error in excess of plus or 
minus sixty seconds." 

The record shows that 1,055 flights w ere made 
between Clinton County AFB, Ohio, and Andrews 
Field, Washin o- ton, D. C. The airline carried 
14, 800 passenge rs a total of 45,510,000 passenger 
miles. During all these fli ghts and passenge r miles, 
there was no injury to passenge rs or crews for a 
100 % safety record. The airline averaged only 30 
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seconds' error in arrival and takeoff schedules over 
the two-yea r pe riod. 

Outstanding among the ac hievements during the 
two-year ope ration of the airline has been the work 
o.f the maintenance crews. Only four C-54's were 
assigned to th e ai rline, and keeping these fo ur · planes 
ready for continuous operation with all of their deli
ca te an d complicated mechanisms is in itself an 
amazing example of efficiency and hard work. 

Airline personnel are chosen carefully, and all 
pilot must hold a "green ca rd ," most cove ted of all 
instrument ratings . Further requirements are a 
minimum of 2, 000 hours' fl ying time, 30 hours' en
ginee ring, 30 hours' navigation, 12 hours' CAA 
regulat:ons, 5 hours' theory of in struments, 8 hours' 
radio, 35 hou rs' synthetic training, and 100 hours of 
transitional flight training. 

Fifteen night fli ghts were scheduled and com
pleted without change in the normal routine. Bad 
weather, while not the usual fare, was encountered 
many times with 2 7 flights completed in condition 
under CAA minimums, defin ed as being 5 00 feet 
and visibility 1 mile at most fi elds. Six times in the 
two yea rs th e airline landed on time in zero-zero 
weather conditions. W eather at no time stopped the 
flights or caused the planes to be late. 

The contribution to sa fe all-weather fl ying made 
to date by the pioneer efforts of the plane and crews 
cannot be measured, but it is certain that a long step 
has been taken toward the day when all planes fly 
on sc hedule at all times and get there at the minute 
planned. 

FIREMEN GRADUATE 

The first crash fire-fighting school ever conducted 
in the J apanese O ccupation Z one recently graduated 
fi fty students at T achikawa AFB, 18 miles west of 
T okyo. The initial class was composed of teams of 
three men from each of the major Air Force bases 
in the Fifth Air F orce. 

The one-week course was divided into two 
phases : classroom instruction, and actual field dem
onstrations in the science of exting uishing crash fires 
and performing rescue work. L ectures and training 
films in the classroom curriculum covered such sub
jects as operation of fire fi ghtin g and rescue equip
.ment, flying safety, first aid, crash kits, rescue of 
personnel by forcible entry into burning aircra ft, and 
the maintenance of crash fire apparatus. 

Graduates of the school are slated to go to other 
Fifth Air Force bases in ] apan and help train crews 
which were unable to attend the coure at T achi
kawa. 
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RRORS .... 
THE PILOT OF AN F-4 7 conferred with the crew 

chief before takeoff and learned that his plane had a 
new prop installed . The crew chief explained that 
the prop had been ground checked and asked the 
pilot if he would perform the flight check prior to his 
scheduled acrobatic mission. 

All was well on runup and takeoff. At cruising 
al titude, the prop checked satisfactorily so the pilot 
proceeded on his mission. 

An hour and a half later he found that the prop 
had tuck in fixed pitch. All emergency procedure 
fa iled to change the blade angle so the pilot headed 
for his 'home base. 

Seven miles from the field, he called the tower 
on Channel B for clearance for an emergency land
mg. 

The tower received the me sage approximately 
30 seconds after a C-54 had been cleared to take 
the runway for takeoff. 

The controller, taking into consideration that the 
F -4 7 would make a tactical approach prior to land
ing, believed that the C-54 had time to take off 
before the fighter reached the final approach. 

There~ore, he cleared the F-4 7 for an emer
gency landing. 

T o make things more complicated the C -54 was 
working the tower on Channel A ( VHF) and was 
not aware of the emergency landing abou t to take 
place. Also the tower was unable to tran mit on all 
channels simultaneously because of an inoperative 
relay; thus the controller, in order to transmit to 
the two aircraft, had to switch rapidly between 
channels A and B. 

With this situation prevailing, the F-4 7 came over 
the end of the runway on the initial approach. H e 
noticed the C-54 rolling on the taxiway as he peeled 
off to the left. 

The C -54 pilot, still unaware of the emergency, 
taxied ou t to takeoff po ition and, rolling slowlr 
down the runway, requested takeoff clearance. 

The tower controller advised the C - 54 to expe
dite his takeoff, but the C-5 4 crew claimed the 
transmission was ga rbled, so the pilot again requested 
clearance. The tower repeated its instructions and 
told the C-54 pilot that an emergency was on the 
approach . Again these instructions were unintelli
gible. 
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Seeing the C -54 on the runway as he turned on 
the final approach, the F-4 7 pilot asked the control 
tower to "get that 54 off the runway." 

At this time, an instructor pilot in the C-54 ad
vised the pilot to hold until he could receive an un
derstandable tower clearance. The pilot braked to a 
top and the in tructor again requested tower clear

ance on Channel A. 
Seeing the C-54 stop, the F-47 pilot told the con

trol tower to hold the C-54 where it was so he 
could land over it. 

But during this tran mis ion the tower wa telling 
the C -54 pilot to expedite takeoff and he did. 

After this, the tower called the F-4 7 pilot and 
advised him to go around. H e had no al ternative so 
he star ted retracting his gear for a go-around, utiliz
ing the 1800 rpm and 30" H g. available. 

Ioting the F-4 7 inking rapidly towa rd the 
C-54, the tower controller changed his mind again 
and fired a red flare in front of the C-54, but it was 
well on its way. The F-4 7 passed a few feet off the 
left wing of the C-54 while the latter had an alti
tude of approximately two feet. The C-54 con tinued 
its normal climb out of traffi c, but the F -4 7, with 
insufficient altitude and airspeed, crash-landed. 

The pilot was knocked unconscious by the impact, 
but was otherwise uninjured. The aircraft was a 
total wreck. 

With more erro rs in th is acciden t than in a 
doubleheader ball game, the percentage error ran 
10 % main tenance error, 60% supervisory error, 
and 30 % error on the part of the C-54 pilot. 

Maintenance error was evident because the 
brushes had not been centered on the slip rings of 
the newly-installed prop. Thi improper contact 
and resulting arcing and burning effected complete 
everance of electrical connection to the propeller 

control mechanism, making it impossible for the 
pilot to change pitch in any way. 

Supervisory error was that the tower con troller 
failed to refuse to work the C-54 on Channel A, 
failed to notify the C-54 pilot of the emergency un
til he had tax-ied onto the runway, cleared the C -5 4 
for takeoff at the last m oment, and he failed to use 
the Aldis lamp to con trol the C-54. 

Pilot error was attributed to the C-54 pilot be
cause he used Channel A instead of B in violation of 
established communica tions procedures. Also, he 
taxied onto the live runway without clearing the 
approach properly. Only the ale rtness and skill of 
the F -4 7 pilot prevented a major tragedy. In fac t , 
the F-4 7 pilot was the only one using sound judg
ment, even though he wa the o-uy behind the eight 
ball, as is often the case. 

19 



.. . 

·M·EDICAL SAFETY 

WITH THE APPROAC H of cold weather, flying 
personnel are again beginning to think of the effi
ciency of heating systems in aircraft . Information 
submitted to this offi ce fro m the surgeon at Mitchel 
Air Force Base will serve to ill ustrate some of the 
problems with w hich both medical and flying per
sonnel can expect to deal. It is possible that this same 
type of event will be seen at more than one place. 

On a recent flig ht of a B-25 from Wright-Pat
ter on AFB, the pilot and copilot felt extremely fa
tig ued and unduly sleepy. Th ey expe rienced sensa
tions of dizziness, lack of orientation, and had diffi
culty in recognizing the airfi eld a t night. After land
ing, both offi cers went to the dispensary to get relief 
from their headaches . 

M edical personnel on duty recognized that more 
than a headache was involved and took blood sam
ples. Analysis of the blood specimen indicated the 
presence of ca rbon monoxide in their systems in 
quantities su fficient enoug h to ca use ad verse physical 
symptoms. The flight urgeon, using the informa
tion from the blood analysis, combined his effo rts 
with the enginee rin g office r and conducted several 
tests on the B-25 the two offi ce rs had flown. It was 
discovered that when the aircraft had the gasoline 
type cabin heater in operation and the fresh ai r vent 
on the copilot's side of the cockpit open, dan gerous 
amounts of carbon monoxide co uld be detected in 
the cockpit. Examination of the exterior of the fu-
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selage disclosed that the exhaust outlet for the cabin 
heater was directly in front of the exterior opening 
of the fresh air vent. 

Interrogation of aircrews indicated that the hot 
air outlet of the cabin heater was directly over the 
feet and legs of the copilot. Thus it is easy to un
derstand why this portion of the body would become 
unduly hot in flights of several hours' duration. The 
copilot, in an effort to reduce the un com fo rtabl e heat 
on his legs and feet, would open the fresh air vent 
on his side of the cockpit sl ig!1tly. Many B-25's have A . 
a soot streak which pas es directly over rhis vent W 
open in g. This situation may introduce carbon mo-
noxide and exhaust gase into the cockpit during 
cold-wea ther fl ying . 

This illustrates how flying personnel by reporting 
their physical symrtoms to a qualifi ed flig ht surgeon 
can aid in the investigation and remedy of aircraft 
condition which are quite capable otherwise of pro
ducing, in so me instances, fatal results. 

Since all aircraft do not contain gasoline-type 
cabin heater , it is pointed ou t that upervisors and 
maintenance personnel have a great responsibility in 
checking the m ain tenance condition of exhaust 
heater exchangers in ai rcraft such as C-45', C-47's, A 
and T-6's. Many of these heating devices are over- .. 
looked or checked inadequately at the 50- and 100-
hour main tenance inspec tions. 
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VIOLATION! 
lF YOU A R E AN INSTR U MENT C HEC K PILOT, this 

~tory may be about you. When you finish, put it 
down and ask yours~lf, " Could one of the pilots I 
have checked cause the same situation through his 
lack of instrument proficiency? " 

A C-4 7 cleared VFR from a mid-western Air 
Force base with Mitchel AFB as the airport of his 
first intended landing. En route, the pilot encoun
tered weather which necessitated changing his flight 
plan to IFR. The C -4 7 was cleared to proceed 
IFR at 90 00 feet, to report when over the range 
station at his destination fo r clea rance to let down. 
W eather en ro ute and at destination was above, and 
forecast to remain above, white card minimums. A r
riving over the station, the pilot contacted the radio 
range station and was cleared to the tower. The 
pilot requested GCA through the tower, but was 
told that GCA was inoperative. It seems that the 
GCA unit had become stuck in the mu'd w hen an 
attempt was made to move it to another runway. A 
strong crosswind had brought on the decision to 
move the GCA unit. 

In the meantime, two other aircraft arrived over 
the range station. The first, a B-26, was instructed 
to hold at altitude until the C-4 7, which had been 
cleared, reached the high cone. The other airplane, 
an F -6 1, was given an expected approach time and 
told to hold on a leg of the range. The weather was 
now below white ca rd minimums. 

The C -4 7 pil ot proceeded to wander all over the 
eastern seaboard. Several attempts were made by 
Mitchel tower to contact him. Contact was fin ally 
made. The C-4 7 pilot steadfas tly refused to pro
ceed to his alternate. The F - 6 1, running short of 
gas, declared an emergency and was sent to L a 
Guardia, where a successful G CA approach was 
made. The B-26 pilot, becoming alarmed at th e 
antics of the C-4 7, took a quick inventory of the 100 · 
octane aboard and decided to make tracks to L a 
Guardia w here his only concerns wo uld be a low 
ceiling and poor visibility. Just as the F-6 1 broke 
out over L a Guardia with a 100-foo t ceilin g, the 
C-4 7 popped out of the clouds right over Mitchel. 
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The C-4 7 pilot had been following the GCA in
structions given to the F -61. 

How that happened, no one will ever know. How 
a pilot can let down on one fi eld from the instruc
tions given by the GCA un it at another fi eld some 
15 miles distant and not become a permanent mem
ber of the R oyal Order of the Six Silver Handles is 
inconceivable. Of course, this pilot may be saving 
himself for bigger things like Pikes Peak or an office 
building whose roof is above white card minimums. 
Who knows? 

All three of these planes we re landed safely, two 
by know-how and one by who-knows. The C-4 7 
pilot violated AF R egulation 60-1 6 in that he did 
not proceed to his alternate airport when existing 
weather was below white card minimums. The pilot 
failed to report this violation in accordance with 
paragraph 71, A F R egulation 60-1 6. And who 
knows, maybe other pilots checked on the gages by 
the same instrument check pilot who signed the 
C-4 7 pilot's ticket will be just as lucky, maybe. ' V ho 
knows? 
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SEA RESCUE PROCEDURE 

IAVAL AVIATION EWS announce a R escue 
procedure to be used by aircraft trying to attract at
tention of ships to rescue downed personnel in the 
water has been put into operation by the Navy. 

The system is standard for all planes on a world
wide basis. Planes will circle the vessel at least once, 
Ay across the bow at low altitude, opening and 
closing the throttle, or changing propeller pitch, 
when possible. Then they will head in the direction 
of the distress scene. 

This procedure will be repeated until the vessel 
acknowledges by following the plane. The ai rcraft 
will use the Aldis lamp, radio or message drop to 
explain the situation if possible . The surface craft 
should follow the plane or indicate that it cannot 
comply by hoisting the international flag " egat" 
( . " " " . ") b h . 1 meanmg no or negative or y ot er v1su a or 
radio means. 

The value of this system depends on normal air
craft maneuvers aro und ships being such that they 
cannot be mistaken for a distress procedure. Pilots 
are directed not to simulate aerial attack on fishin g 
vessels or other ships (except previously arranged 
targets) so there will be no misunderstanding when 
a real distress "run" is made. 

PILOT EJECTION SEAT 

Further. experimentation to perfect an ejection 
seat capable of safely propelling a pilot from high 
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speed airplanes is being carried on at the Aero Med 
Lab, Aircraft Lab, and Aviation Ordnance of 
AMC. As a result of this project a new method has 
been developed which will eject both pilot and seat, 
at a maximum acceleration of about 15 G, within 
0.25 second at the required velocity. 

The pilot and the ejection seat, with a combined 
maximum weight of 300 pounds, will be ejected 
from the airplane at a velocity of about 60 feet per 
second by a 34-inch telescoping gun with a 65-inch 
stroke. The ejection gun is powered by a 77 gm e 
charge of IOW 6330-S powder. The 15 G ac
cele ration thus produced is about 10 G below the 
maximum which man is capable of withstanding. 

Addition of arm rests to the ejection seat has re
duced the effect of rapid acceleration upon the ver
tebral column of man. When the arms are properly 
placed on the rests, they will transmit some of the 
acceleration to the shoulders and thus relieve the 
pressure upon the spinal column. 

TWO-FLARE LANDING 

Four-engine airplanes, which maneuver for land-
ing at 140 to 165 miles an hour, have time to land a 
while two general-use flares are burning, tests ini- • 
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tiated by the Civil Aeronautics Administration have 
proved. · 

Flare drop tests were made at Patuxent aval 
Air Station, using a Navy DC-4 to determine if fast, 
four-engine ai rplanes of the DC-4, DC-6 and Con
stell ation type could maneuve r in time to make 
emergency landings with the type of fl ares now in 
commercial use. The flares were dropped at three
minute intervals. The first was dropped at 3,00 0 
fee t, the second' at 2,000 , the two burning a total 
of six and one-half minutes. The plane landed easily 
between the fifth and sixth minutes. 

KEEP MAPS UP-TO-DATE 

The paragraph headed "Up-to-date Flight 
Maps" in "Wing Tips," July 1948, ad vised Air 
Force personnel to u e the last page of Airman's 
Guide to modernize their map fil e . This method 
will work for the United State and Alaska. H ow-' 
ever, H eadquarters Aeronautical Chart Service ad
vi es that the co rrect method of maintai ning a cur
rent Aeronautical Chart file is through the use of 
the Aeronau tical Chart Service Bulletin. 

The Aeronautical Chart Service Bulletin is pub
lished twice monthly and lists all the aeronautical 
charts that were published during the fifteen-day 
period prior to the date of issue . Charts publ ished 
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by the H ydrographic Office, Coa t and G eodetic 
Survey and Aeronautical Chart Service are all listed. 
Upon receipt of the Bulletin , operations officer 
hould check each chart in his stock against the Bul-

letin to determine whether a new ed ition is avail
able. Those charts for which a new edition is listed 
should be ordered immediately. When the new edi
tion is received, the obsolete charts hould be de
stroyed. R eference AAF R egulatiqn 62-85, 62-
85a and 62-85b. 

In addition to the latest chart editions, major 
chart co rrection are al o listed. Periodically, sup
plements are fo rwarded with the Bulletin listing all 
the aeronautical charts of one serie with the latest 
available edition. An addi tional advantage is that 
this Bulletin furnishes world coverage . 

Air Force Units using aeronautical charts that are 
not receiving the Aeronautical Chart Service Bulle
tin should address th e Commandin g Officer, Aero
nautical Chart Service, Building T-7, Gravelly 
Point, W ashington 25, D. C., requesting that they 
he placed on the automatic distribution list. 

SINGLE-POINT SERVICING SYSTEM 

A single-point servicing system which will refuel 
a heavy bomber with 20,000 gallons of gasoline in 
one hour with only two men needed to perform the 
operation has been perfected by AMC. 

The new method is expected to replace the con
ventional multi-point system which has separate in 
let fo r each tank. It also avoid , the dange r of ove r
fillin g and the use of much bulky g round equipment. 

Other advantages of the sin gle-point system are 
its ease of repair, a self-contained ground defueling 
rate of 15 0 gaUons-per-minute, and the fact that all 
components of the system fun ction satisfactorily at 
temperatures rangin g from minus 65 ° to 135 ° F. 
The filler point or points are located so that the 
plane can be landed with wheels retracted without 
los of fuel. 
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HOW RUGGED IS AN AIRPLANE? 
Adapted lrom a report prepared by 

L. S. WAIT 

Administrative Test Pilot, North American Aviation 

lr IS NO SUR P RISE to designers and builders of 
airplanes when a pilot lose both wings in a high
speed pullout. Without que tioning the pilot, if he 
survived, they could tell how many G's were tor
turing the plane when the failure occurred . 

A mil ita ry airplane is al ways designed to w ith
stand certain pullout loads at a given weight. ot 
only the wing, but each portion of the airplane, fu
selage, engine mou nt, an d tail is desio-ned to fa il at 
exactly 100% of this design condition. 

If some portion of the airplane fail at a higher 
load, it simply indicates that the material used in 
manufacturing that part of the airplane is excess 
weight with no value being obtained from uch ex
cess. As an example, repeated static tests of a wing 
will demonstrate that it will al ways fail between 99 
and l 0 I per cent of its design load. Were the wing 

streng thened to take an excess load, say 13 G in
stead of 12 G , the next point of failure would prob
ably occur in th e fuselage at 102 per cent. And if 
this were streng thened, the engine mount would 
probably fail at not more than 103 per cent. In 
other words, only two things ca n be done to an air
plane once its design has been completed: First, if 
maneuvers at maximum G's are required, the air
plane must not be flown ove r it deign weight; sec
ond , if flight is necessary at a weight o-reater than 
it design weight, a lower ultimate pullou t fac tor 
must be accepted. 

Beefin g up one part of an original design, for ex- A 
ample the win g root section, merely changes the W 
wing failure point to another location. If in turn 
thi3 location should be strengthened, either the wing 
will fail at another point, or th e fu se lage or engine 
mount will fail. 

The only way to obtain an airplane good for 
higher ultimate pullout factors at higher gross 
weights is to start from scratch and design a com
pletely new airpl ane . .Actually, this was done in the 
F-51 H, because structurally the H was brand new, 
and it is more stable than the D rega rdl ess of fu
selage fuel or armament load. 

The pilot's allowable pullout factor is usually 
gi ven as two-thirds of the ultimate pullout factor A 
where structural failure al ways occurs. H e is per- W 
mitted to use only two-thirds of the maximum G's 
fo r at ]east two good reasons. The F-51 D will be 
used as an example. First, an F-5 lD can be sub-
jected to the pilot's allowable pulJout factor of 6 to 
6.5 G's several thousand times before any structural 
weakness might develop, and the airplane will even-
tually be retired due to old age. If, on the other 
hand, the pilot's allowable is exceeded too often-
for example 8 to 8.5 G's-the ove rworked struc-
h1re i going to get tired and some permanent wrin-
kles will appear. Any pullout over 9 G's is plainlr 
invitin g trouble and will result in wrinkles that will 
remain in the wing after the airplane lands. Pull-
out at I 0 Gin F-5 !D's with all internal fuel tank 
and ammunition boxe full will ca use complete fail-
ure of the wing . 

The second very good reason fo r neve r exceed- A 
ing the allowable two-thirds fac tor is to allow for W 

FLYING SAFETY 



pil ot inaccuracies and turbulent air. It can be ob
served while flying through prop wash or mod
e rately turbulent ai r that an acceleration fac tor of 
2 or 3 G can often be obtained . If the pilot should 
be applying the limit acceleration of 6 to 6.5 G and 
suddenly encounter such rough air, these accelera
tions will be added together instantly, with the net 
result that the airplane migh t be sub jeered to its 
ultimate load fac tor and the wing might wrinkle or 
fa il completely. 

The original F -51 design was for a combat 
weight of 8,000 pounds and good fo r an ul timate 
pullou t factor of 12 G, with a pilot allowable fac tor 
of 8 G. A a res ult of equipment and fuel tank loca
tion, the airplane was positively-s table under all con
d itions of flight. This means that the pilot simply 
had to apply a pull force on the tick to produce G, 
had to push the rudder to produce yaw, and had to 
apply a side force on the stick to produce roll. In 
other words, the pilot always had to pull more 
pound on the stick to produce more G in a turn ; 
when this fo rce was released the ai rpl ane imme
diately stopped turning. Very little trouble was en
countered with instability or other peculiar flight 
c haracteristics at higher Mach num bers . 

H oweve r, the progression of the war soon made 
it apparent that higher altitude performance was e -
se ntial for the F - 51. T o mee t these requirements, 
the heavie r, more powerful P ackard built Rol ls 
R oyce engine was substituted fo r the Allison with 
its smaller radiator and three- blade narro w chord 
propeller. The new engine made necessary a heavier 
radia tor for proper cooling, and a heavier fou r-blade 
wide-chord prop to utilize the increased power at 
alt itude. The result was an overloaded airplane 
which required that the pilot's allowable fac tor be 
decreased from 8 G to 7 G. The decrease in the G 
fac tor was not a serious factor as combat reco rds 
de monstrated. What was ad ver e was that the in
creased engine power and fo ur-bladed prop caused a 
marked decrease in directional stability. Further 
changes in tactics of the war made it necessa ry tc• 
add additional fuel to the F -51 B, C, D and K ai r
planes. The fuselage fuel ta nk was installed with 
the airplane's cen ter of gravi ty moving aft. Thi 
instability was dangerous in that a pullout at high 
speed was accompanied by a stick fo rce reversal 
which , unles opposed by the pilot, would quickly 
ca rry the airplane into an accelerated condition 
w here the win gs would fail. 

But it was felt that the additional range more 
than offset the disadvan tages . It was n ecessa ry then 
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to consume a large portion of the fuselage fuel be
fore combat maneuve rs could be executed . 

The con tinued high incidence of structural wing 
fai lures in th e F-51 D is believed to be due to the 
pilot's inability to ad just his flying technique to an 
airplane which becomes unstable during high ac
celeration pullouts and turns or in attempting to fly 
an airplane made unstable by fuel or a rmament loads 
in turbulent air conditions or under instrument con
ditions. The natural and normal reaction of any 
pilot in executing a pullout or turn maneuver is to 
relax pre sure on the stick a the allowable G ac
celeration is reached. The technique that mu t be 
u eel in handl ing an unstable ai rplane is not to relax 
pressure when the maximum safe G acceleration is 
reached. R ather, the pilot must definitely apply a 
pu h fo rce to prevent further tightening of the turn 
and re ulting G build- up. 

E x ceding the allowable G's is not a test of pilot 
cou rage o r physical strength, nor should it be used as 
a means of winning wagers from other pilots as to 
who can obtain the highest indicated accelerometer 
reading. Any airplane built must be flown within 
definite limits. It is mathematically ce rtain that if 
the limits are exceeded the structure will fail. 



YEAH, THAT's RIGHT, M AC. I kill ed a guy to
day. A gun ? ah, nu thin' like that. Matter of 
fac t I wa': a. coupla hundred miles away rid in' in a 
C-46 when it happened. But I killed him just the 
same. 

What's t,hat ? Yeah-yeah, sure, I'll talk about 
it . . . . 

I guess it started yesterday afternoon-only it 
don't seem like it coulda been just yesterday-any
way, the engineering officer come over to where I 
was workin' and said we had to take an engine up 
to Olkosk Strip where one of our fi ghters had made 
a forced landing. M e and Sergeant Brinker and a 
coupla other guys were goin' up in a C-46 to change 
th e engine. 

W e all quit what we was doin' and started gettin' 
the new engine ready to take up. There's a helluva 
lotta things you gotta do to a new engine before 
yo u can put it on a plane . . . we had to work 
late ... . 

I remember it was around 21 00 when D avy 
comes into the hanga r- Lt. D avid L. Mclver, that 
is-his airplane was out for a 100-hour and he come 
by the hangar to see how near ready it was. That 
was just like Davy-lookin' after his ship- I re
member even when we was kids D avy used to keep 
his bike lookin' like--
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I 
KILLED A MAN 

TODAY 

What ? Yeah . . . yeah, we knew each other 
when we wa kids ... . 

" H ey," D avy hollers to m,e as he comes in stamp
in' the snow oif his boots and puffin' steam like a 
locomotive, " what are you doing working so 
late? " 

" What yo u doin' nosin' around my hangar this 
hour of the night," I comes right back at him. H e 
might be a big shot but that didn't cut no ice with e 
me fa r as he was concerned. H ell, I was bossin' a 
ditchin' gang when he was a fresh high school brat. 
Always was fresh, D avy ... cocky as hell ... never 
got over it even when he went to college. Allus 
raggin' me cause I quit school in the ninth too. But 
it was my dough sent him through college. 

W ell, Davy comes over and watches me a min
ute. It was darn near as cold inside the hangar a 
it was out ide except fo r the little portable heater I 
had. 

"Heard they were sending you up on that Olkosk 
tr ip,' ' D avy says. "They must not ca re whether they 
get that M ustang out or not. " 

I go right on safetying the ca rburetor I 've just 
pres ure-checked, thinkin' it's a good thing D avy 
didn't come in ten minutes sooner when I was usin' 
his ship to make the pressure check on the new car- e 
buretor. He all us raised pa rticular hell when any-
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body but his crew chief laid a finger on that plane. 
I was afraid he'd notice I hadn't connected the hose 
back to hi ca rburetor, but he just looked at the ship 
a minute, seeing the cowling all off and everything, 
then turns to me. 

" J oe about through with my ship ?" he asks. 
"Said he'd have it ready fo r test some time after 

noon," I replies. 

" G ood, I won' t have to get up early," D avy says, 
always thinkin' how he can spend an extra hour in 
the sack. " You know, I like the idea of each pilot 
test-hopping his own plane the way they do in this 
outfit," he says, holdin' his hands out to the heater. 

" Yeah, you're such a hot rock you think nobody 
else could te t-hop your plane right, huh ," I nee
dl es him. 

"Show a little more respect, grease monkey, 
when you talk to an offi ce r," he grins. He ducks 
the greasy rag I sling at him as he goes out the 
door. 

W ell, I hurried the job quick as I could on the 
new engine. Then I connected the auxiliary hose 
on the F-51 I'd used to pressure check the ca rbure
tor and went to look fo r a clamp to put on the 
hose. Brinker came in just about the time that 
damn heater burnt out. W e hurried as fas t a we 
could to get through and get inside where it was 
warm. By the time we got all cleaned up and hit 
the sack it was nea r midnight. 

Next morning we hadda get paid before we 
loaded the Charlie fo ur six, and it was after lunch 
before we got off. I don' t remember how far out 
we were when I remembered that hose clamp. 

" Judas," I thought, "they'll just about be turnin ' 
that ship loose fo r test." I went up front and · 
grabbed Lt. Whitaker by the shoulder and told him 
about it. 

He sa id we'd call the base by radio from Olkosk 
Strip when we landed. H e couldn't seem to get it 
th rough his head that time was important. I went 
back to the radio operator and asked him if we could 
raise the base . He tried fo r ten minute without 
success. W e were just too far out. 

W e landed at Olko k, and the Lieutenant tried 
to get the base on the radio but couldn't do it. H e 
kept on tryin ' because I made him. 

"Dammit, Lieutenant, yo u gotta get th ro ugh. 
Doncha get it ? J oe ain't got no way in the world 
of knowin' I used hi engine fo r that pressure check. 
There ain't a chance in a thousand he'll notice 
that hose clamp missin'. H e was all th ro ugh yes
terday except buttonin' her up." 
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I kept hollerin' and yellin ' at him to do some
thing ... do anything, but get th rough .... 

F inally he ays, " W e'll just have to end back a 
T W X, Sergeant. That's the only way we can 
reach them. " 

"TWX!" I almost screams at him, " D on' t you 
understand ? Lt. Mel ver will be takin ' that plane 
up any minute for a test hop!" 

" T ake it easy, Sergeant," he tells me, all un
ruffled like, "even if something does go wrong he 
can always bail out. " 

W ell, course I didn't have no way of knowin ' 
D avy had already taken off. H e'd had radio 
trouble first time he taxied out. If we' d got th rough 
on the radio we coulda stopped him. . . . That's 
what ge ts me ... we coulda stopped him! 

They said he got to about 3,5 00 feet when they 
;;a w the fire. D avy pulled her almost straight up 
. .. musta been fi ghtin' the fl ames in the cockpit 
tryin ' to get out. 

What's that ? Yeah, he bailed out. H e bailed 
out burned half to a crisp, his parachute burned 
all to hell ... yeah, he bailed out all right straight 
to the ground without a chance .. .. 

Nah, they can't tell fo r sure what caused the 
accident. Mighta been the main line drainage cock 
on the sump leakin'. Mighta been a broken fu el 
line. Mighta been a lotta things .. . only it wasn' t. 
. .. It was a hose clamp I fo rgot to put on . ... 

Disciplinary action ? Nab .. . didn't I just tell 
yo u they ain't ure what happened I "\Vhatsa matter, 
ya deaf! 

Only me, I'm su re . . . just as su re I killed him 
as I am he was my kid brother . . . . 
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RESTR I C T ED 

LETTERS TO THE EDITOR 

Dear Sir: 
Our office i scanning carefully all AACS releases with the 

thought in mind of expand ing a short item for ubmission to 
FLYIN G SAFETY if in our opin iun th e item is of sufficient stature 
to warrant submiss ion to your publication. 

May I mention th at I consider FLYING SAFETY one of the 
most compact and informative service publ ications distributed 
today. 

WARD CLARKE, Capt., USA F, P IO. 

* Dear Sir: 
I enjoy the magazine you publish and I know th at a great 

deal of good is accomplished by the accident reviews · presented. 
I also believe th a t stories such as "There I Was - Or Was I " 
are good because they can stimulate some thought on the part of 
careless pilots. I don't receive a copy of FLYING SAFETY every 
month so if your office maintains a mailing li st w ill you place 
my name thereon? 

HAROLD D. SLAYDEN, 1st Lt., USA F. 

F L YI NG SAFETY 1's 111ailed to units for dislribution of one 
copy for roery five persons engaged in flying activities. No 
individual copies ca11 be t11ailed.-ED. 

* Dear Sir : 
The office rs in thi s Command H eadqua rters have read wi th 

immense interest copies of F LYING SAFETY . 

This publication has done much to enhance the Fly in g- Safety 
and Accident Preven tion Program of the RCAF Air Transport 
Command. 

Dear Editor: 

L. H. L ECOMTE, Wing Commander, 
RCA F Air Transport Command. 

* 
H ow can suggesti ons, improvements and new ideas be for-

warded to the right parties? I s the Air F orce interested in 
these? 

Also, can an enlisted man submit technical and scientific 
articles to your magazine? 

Six months airo I developed a faster, easie r method of tun in g 
a Bc-640-B VHF transmitter. I'd lik e to submit thi s procedure 
to the proper place. H ow do I do it? 

J u LIAN T. FEIGU" S/Sgt., USAF, Canal Zo11e. 

The Air F orce is a!tcn)'S interested in technical improveweu/s. 
Su.ch ideas as yo11rs nury be submilled tltrottg!t channels to Com
mn.ndine General, Air Materiel Com .. mand, Wrigl1t-Patterso11 
AFB, Dayton, Ohio. FL YING SAFETY welcomes contributions 
froni an.~one. Many of Otlr better articles have been contributed 
by e11listed perso1111cl.-Eo. 

* 
Dear Editor: 

I believe the safety record of our GCA unit, th e 16 th AACS 
Squadron, is a dandy. S ince put into operation a t this airfield at 
the base of Mount Fuji in September 1946, 9, l 75 GCA ap
proaches have been made. Not one accident or mishap has 
marred our runs which include landings made in zero-zero to 
practice CAVU runs. 

The record comes from careful plans of operation, and the 
opera tors, a 11 former pi lots, real ize that practice makes perfect. 
"Practice GCA Tod"v" should be on every pilot's mind. GCA 
welcomes and wants their business. 

WILLIAM J. HA RRIS, J R., M/Sgt., US:l F. 
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SAFETY QUIZ 

I . While flying under I FR cond iti ons, pilots are requi red to 
make position reports to 
A . CAA communications stc1tions. 
B. both CAA commun icat ions s tati ons and AACS airways 

radio stations. 
C. homing stations. 
D. commercial radio stations. 

2. Frequencies and in formation on commercial hroadcast ing 
stat ions can be found in 
A . the R ad io F acili ti es Chart (TO 08- 15- 1). 
Jl. the R adio D at a and Flight In forma ti on (TO 08- 15-2). 
C. Airman's Guide. 
D. Instrument Letdown Procedures (TO 08- 15-3). 

3. The aeronautica l rating 
senior pilot w ith a white 
A. 3-1. 

and instrument qua li fication of a 
instrument card (AF Form 8) is 

R. 2-2. 
c. 1-2. 
D. 2-1. 

+. When the authorized ceiling for an instrument approach, 
listed in TO 08-15-3, In trument Letdown P rocedures, 
less than 500 fee t, the visibi lity sha ll not be less th an 
A. 1 mile. 
Jl . 2 miles. 
C. 3 miles. 
D. 4 m iles. 

5. When flying on ainvays, a pil o t sh ou ld fly ;1t 

A. a stated true a ltitude . 
R. a stated indicated a ltitude. 
C. an even a 1 ti tu de. 
D. an odd a ltitu de. 

6. An AF Form 23 

as A is . 

A. need not be accompl ished fo r an IFR ttight within a 
local flying area . 

R. need not be accomp li shed for a VFR flight between a 
home and an auxil iary base wi thin a radius of 100 miles. 

C. n eed n o t be acco m pli shed for a VFR flight from one 
station to another, provided the two sta ti ons are not 
over 300 miles aoart . 

D . must be accomp li shed for a ll fligh ts. 

7. Airway T raffic Control approval is necessary for 
A . a ll instrument fl igh ts. 
R. VFR fliP.hts on civil airways. 
C. IFR ftid1ts off civil airways. 
D. IFR flights on civil a irways. 

8. A pi lot w ith a white card (AF Form 8) may be cle:ired 
during- davlig-h t hours for a stat ion wh ich is forec~st to 
have "the .following· weather upon :urival. The minimum 
ceilinir for this station is listed as 600 feet in TO 08- 1 i-3. 
A . 800 ft . cei lin g and Y, mile visibility. 
R. 700 ft. ceil ing and I )/, miles v isibi lity. 
C. 700 ft. ce ilin g and 2 miles vi•ibility. 
D. 600 ft. ce il ing and I mile visibi lity. 

9. A pilot wi th a white card (AF Form 8) may be cleared. at 
night for a sta ti on which is forernst to have the fol lowing 
weather cond iti ons upon arriva l. The minimu •11 cei li ng for 
this station is li sted as 700 feet in TO 08-1 S-3. 
A. 800 ft. ceiling and I mile visibility. 
R. 900 ft. ceiling and 3 miles visibility. 
C. 700 ft . ceilin g and 2 mi les visibi l ity. 
!). 600 ft . cei li ng a nd 4 miles v isib ility. 

* 
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Ar 0830 EST A ATIONAL G v ARD P ILOT took 
off on a cross country training fli ght in an F -4 7. 

H e had received a weather briefin g based on a 
0430 E synoptic weather map 25 minutes befo re 
takeoff that there was a fro ntal system approximate
ly 250 miles west of his destination . The weather 
forecaster had recommended a VF R clea rance in 
view of the fac t that the pilot would arrive well 
ahead of the cold front . 

After one hour 40 minutes of the estimated two 
hours plus 15 minutes' flight, the pilot noticed the 
weather becomin g marginal. 

A. H e continued on course fo r another 1 7 minutes 
W' until he encountered zero-zero conditions. Then he 

attempted to turn bac k, but low ceilings prevailed 
and he became lost. 

A fter attempting to contact ranges and towers 
and after brac keting seve ral beams, the pilot fol
lowed a rail road track until he ran out of fuel. 

A crash landing was made. Shoulder harness and 
safety belt prevented the pilot from getting any 
more than a stiff neck, although the aircraft was 
wrecked. 

Why the poor judgment in plani;ing a direct 
flight with no radio contacts in view of a fast
approac hing cold front ? Why the pilot's fa ilure to 
recognize the cold front and immediately make a 
" 180"? Why the inaccurate wea ther fo recast ? 
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Flight up North that could be rough; 
Mal can't see that fur linf'#d stuff . 

/ 
. ~.r-r,:,.-_. ... _____ 

Might have guessed this evil lat~; 
Mal rues llowered shirt too late. 

Mal, while rescued-hall deceased, 
Has wistful look at lurry beast. 

/ 

-·"'· 

=- <=.A 
Snow and wind are sure no joke, W 
Those shakes and pulls ain't heat and smoke. 

Ice can' t last long in all this hot· bed

Too good a late lor such a knot head. 
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