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The Professional is a monthly Aviation Safety and Stan-
dardization magazine published by the lst Marine Aircraft Wing
Safety and Standardization staff. It is dedicated to saving
lives and preventing injuries, to reducing operating cost and
contributing to the First Wing’s ability to accomplish its
mission. Contents are informational in nature and should not
be construed a- regulatory or directive unless so stated. The
editor reserves the right to modify the content of manuscripts
received without altering intended meaning. This publication
is FOR OFFICIAL USE ONLY. Address all correspondence to:

Editor, THE PROFESSIONAL, Wing Aviation Safety Office, lst
Marine Aircraft Wing, FPO San Francisco, California 96602.
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MEMORANDUM FROM THE COMMANDING GENERAL

The new fiscal year is now well underway. The majority
of "Crash Programs" to get the job done at the end of fiscal
year 71 are over. As usual, there is a tendency to take the
packs off, especially in a noncombat environment,

Safety, however, is a fact of life, one which is with us
from the preflight of our aircraft to the post maintenance of
our vehicles. We can ill afford to take off the "Safety" pack.
With this in mind, I would like to cover two points.

First, records have shown us that people who take pride in
themselves and their organization seldom cause accidents.
Therefore, it is our duty as Commanders and Supervisors to in<
still a deep sense of pride in each individual, from Commanders
to Plane Captains. If we accomplish this, then half our battle
in safety is won.

The second point is that all of us must tighten up, take a
close look at our safety procedures, and keep the packs on.
The quarterly safety standdown will aid us all in keeping
abreast of operations, and hopefully weed out all unsafe pro-

cedures.

R. G. OWENS, .
Major General, U. S, Marine Corps

1
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n FOD "

Why is safety constantly being emphasized? For those who
might have asked this question and wondered why everyone has
continuously harped on safety slogans such as "Know Your Emer-
gency Procedures" or "Preflight To Be Sure", this article am-
plifies one essential and vital reason for this infinite striv-
ing for a 100% efiective policy towards safety.

Today's most essential form of transportation is flying.
Because of this, it is a necessity to maintain all aircraft
engines in perfect running condition. Unlike cars or trains,
or other forms of ground transportation, which never leave the
earth's surface except under certain conditions, aircraft with
capabilities of flying many thousand's of feet above the ground,
would result in a vital loss of lives should the aircraft mal-
function to the point where it can no longer maintain its aero-
dynamic stability. The aircraft would plummet earthward under
the effect of gravity, destroying everything and everyone on
board upon impact. Should such an occurrence happen with a
ground vehicle, its inability to function creates an inconve-
nience and not a disaster.

Many aircraft are lost each year from such occurrences while
in flight. However, a good portion of them could have been pre-
vented had its preflight been completely thorough. Any loose
tools or other paraphernalia left in the engine area that doesn't
belong there becomes FOD, the most troublesome menace in air-
craft maintenance today. Many aircraft are destroyed as a result
of this menace which can be totally eliminated. That screw-
driver placed on an engine just might silently fall inside the
engine and be forgotten, and once airborne, begins its fatal pro-
cess. Almost spontaneously, the engine, for no apparent reason,
becomes inoperable with an obvious result.

A less crucial, yet still an important issue in the criteria
of FOD is its expense. An affected engine which has been damaged
by FOD before the aircraft becomes airborne is practically unre-
pairable for it is usually so extensive that costly procedures
must be followed to completely replace the affected engine, and
in some cases, the structure of the aircraft in its vicinity.
This requires extra man-=hours as well as the cost of the parts,
which is a totally preventable expense.

FOD can only be prevented by those who continually strive to
locate the source of any FOD before it can process its destruction.
If tools were required to be checked in and out prior to and upon
completion of any maintenance action so that all of them had to
be accounted for, there would be a far less possibility of FOD,
thus increasing the effectiveness of the safety program.
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Upon completion of the maintenance action, everyone should
assume that FOD possibilities are always present and search the
aircraft for all such possibilities. No one looks forward to an
inflight emergency due to FOD, therefore these sources must be
discovered and removed, Many lives depend on a complete obser-
vation of FOD sources. FOD KILLS only if it is neglected and
its sources are not searched for, both on the aircraft and all
aircraft lines where aircraft taxi. Everone should obtain a
built-in radar for FOD sources for the detection of them is
possible only through an effective thoroughness in its search.

R. E. NEITZEY
ILCPL H&MS-17

"BE A MATURE TIGER"

The hardest thing to do these days is to convince our young
tigers that being a hot pilot does not give them license to
practice their skill everywhere, The local flying area does
not offer many challenging areas for bombing or ACM work. But
that doesn't mean there aren't areas where we can practice our
skills. There is no excuse for flat hatting or aerobatics in
unauthorized areas.

Why should a F4 pilot have to prove he can do an immelmann
from take off? It can be done but one young pilot barely missed
a school when he crashed.

An A4 doing a dirty roll after takeoff is quite impressive
but the fire ball from one got a lot more attention.

An 8 point roll down a crowded beach may make the pilot
think he is hot stuff, but his widow wasn't that impressed
with the last view of her husband.

Low levels are fun and good training but have to be well
planned and heads up all the time, When a jet can break a light
plane into two pieces without the pilot knowing he hit something,
it gives you cause for thought.

It is tragic having to see the widow of some hot pilot when
there was no reason for her to be a widow except for stupidity
on her husbands part. It is even more tragic to see the parents
of children who happened to be in school when an airplane crashed
in the school yard. It is something you won't forget for a long
time.

3
Vst
DECLASSIFIED




DECLASSIFIED

7 !
(BE A MATURE TIGER, CONT..)

In our business we have to be aggressive and know how to
handle the aircraft. We have many missions which give us the
opportunity to bend the bird around and prove to the world
how good we are. But when we have to keep proving it in vio-
lation of flight rules and safety regulations it just shows
how immature we are. By all means be a Tiger but be a Mature
Tiger.

Bob MCGINN
Capt MAG-12

" ADF NAVIGATION OR WHAT AM I DOING ANYWAY™"

Approach, Paperweight 5-1, FL200 on the _ _ Approach, Say
status channel 35.

" paperweight 5-1, Approach. Be advised channels 35 and 50
are down. Cleared to the _Radio Beacon, FL190. Hold North-
West. Expect approach clearance at 2350%. Base reporting
2000 over, 2 miles in light rain. Altimeter —29.88.

"This is 5-1, understand cleared to the Radio Beacon!"

"5-1, Approach, that is affirm. Expect ADF approach at
2350z2. "

Oh boy, an ADF approach under actual conditions with no
diverts. How did I get here anyway? The last time I used ADF
was to join up with lead at night two weeks ago, and I haven't
flown an ADF approach since Kingsville. Oh boy, Oh boy, what
were those things called, bearings or courses? And how can I
£ind when to turn without DME? DEALTBURGER.!

While the above is fictitious, it is entirely possible that
sometime in the near future you will find that ADF is the only
NavAid left to you and thereby the only means for returning to
Terra Firma. The reliability of and reliance on TACAN for air
navigation has become a matter of course for most pilots in this
day and age. Because TACAN is easier to use and more accurate
than ADF, to lose one's TACAN is considered courtlng disaster,
which indeed it probably is if one's expertise in ADF procedures
is at best rusty. A short poll taken at the club showed that
in high performance aircraft pilots had shot one ADF approach
for approximately every 150 hours of flying.
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(ADF NAVIGATION OR WHAT AM I DOING ANYWAY, CONT...)

Consequently, with the approach of the Siberian Polar Front
(real bad weather) it behooves us all to take a close look at
this generally little used piece of equipment and examine its
potential and uses.

Most aircraft utilize an auxiliary receiver for processing
the UHF, ADF signals. These receivers are crystal controlled
and divided into 20 channels. To determine what channel to
utilize, subtract 264 from the station frequency, disregarding
the number after the decimal, and the result is the channel.
(Note: Only valid for beacons operating in a range of 265.0
to 284.9 MHZ). Additionally, most UHF transceivers are equipped
to display ADF bearings from any signal source operating on the
UHF range of 225.0 to 399.9 MHZ. Such use requires switching
the transceiver from its transmit mode to ADF in order to route
the signal through the homing equipment. Each aircraft should
be studied to determine its individual capability.

The ADF homer will automatically display the relative bear-
ing to the desired station (if the compass card is operating
properly this will also be magnetic bearing). For simple homing
to a station, place the needle on the nose and fly to the station.
Corrections may be necessary to adjust for wind drift and so a
crab may be utilized.

ADF course interception utilizes the same principles as TACAN
radial interception. To intercept a desired course inbound to
the station, turn so as to have the needle's head between the air-
craft's heading and the desired inbound course (general usage
dictates a 30 degree cut, but such is subject to change depending
on airspeed, proximity to the station and desired rapidity of in-
tercept). The head of the needle will fall toward the selected
course; all that remains is to rollout on course. For outbound
course interception, turn so as to place the desired bearing be-
tween the tail of the needle and the aircraft's heading. In this
case, the tail will rise toward the selected bearing. Obviously,
both these methods reflect the old adage "the head will fall and
the tail will rise."

There are three methods to compute time/distance factors .
The first of these, the 90 degree method, recommends that you turn
to place the head of the needle at 3 or 9 o'clock on the card.
Punch the clock and fly this heading. When the head has fallen
5 or 10 degrees, punch the clock again and apply this formula:

min to

station = 60 times minutes between bearings

bearing change

=St
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Hence, if the time hack is 3 minutes for a 10 degree bearing
change, the aircraft is 60 X 3 =18 minutes from the station.

10
Distance can be calculated by taking your TAS and computing how
far you could fly in the time to the station (or, quick and dirty,
multiply the time by your mach). Another method that is more
direct if you're heading to the beacon is to turn to put the
needle 30 degrees either side (plus or minus any crab). Fly this
heading until the needle falls off to 60 degrees (an additional
30). The time required to fly from the first turn until the
needle fell to 60 degrees is equal to the time to the station
from that point. Or another, turn 30 degrees again from the in-
bound heading. This time when the needle falls 10 degrees, mark
the time and turn back to the station. The time and distance to
the station will be three times that reguired to have the needle
drop 10 degrees. Not as simple (nor quite as accurate) as TACAN,
but it will get you there. Now, for the approach.

As you approach the station, the neecdle will become more
erratic. Do not chase it but maintain heading. As the needle
passes the wingtip, that is station passage. Turn then to hold
as published. ADF holding patterns are modeled on one minute
legs at or below 14,000 feet, and a minute and one half above.

The approach itself must rely on time/distance check points,
which are best computed prior to starting the approach. Normally,
the approach is commenced by crossing the beacon and establishing
yourself on the outbound bearing. Since you have no DME, you
must note the time, both needed and elapsed, outbound in order
to conform to the published turns and altitude restrictions.

Once commencing the tear drop or penetration turn, stop the clock.
This gives an estimate of mileage/time remaining upon rollout in-
bound to the beacon. From this information, and activation of
timing on rollout, you can determine a "Dirty-Up" point and dis-
tance to go. At some airfields the beacon is at the field so

the landing configuration must be attained prior to reaching the
beacon (which consequently requires a new calculation based on
landing speeds vice penetration speeds for distance/time to field).
Other fields have the beacon situated prior to the field on the
inbound course, which makes for a simpler computation based on
beacon passage. However, it must be reiterated that the whole
basis of your distance calculations comes from precise airspeed
control, careful clock manipulation, and just basic good air-
manship.

One other ADF approach that may be encountered in a really
last ditch situation (and a favorite for all training command
instructors) is the UHF, ADF approach, or the infamous "limited
comm" approach. In actuality, this approach is the usual ADF
approach. The only difference is that you are now using your
UHF transceiver as a NavAid (probably the only one left), and as
such, you have no communications; on the other hand, when you
desire to communicate, you have no NavAid. An interesting
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paradox, but one that is surmountable by deciding just when
the reverse is true. Approach control should be informed of
your plight and from then on, it's your show. Obviously,
most approach controls can come up with voice communications
over their ADF beacon frequencies, so you can at least listen
and navigate.

While TACAN is by far a more suitable navigation aid, the
uses of ADF are more than for making night joinups. Most air-
craft have two sets of ADF receivers and while ADF reguires a
pilot to think a little more, it is none the less a reliable
backup for TACAN. So the next time approach says the TACAN is
down, it won't be necessary to squirm around in your seat and
break out in profuse sweat. A simple "Roger, estimating the
beacon at 2345Z" will do.

VMFA-115

"SCREEE, SCREEE, SCREEE, SCREEE"

The other day I noticed one of the squadron pilots in the
ready room sharpening his survival knife. My thoughts drifted
back to the days when I was a flight student at Pensacola.

The sound of steel scraping stone was common on days when the
weather was marginal and the ready rooms were filled with stu-
dents "standing by". The act of sharpening the knife relieved
tension, fought off sleep, and gave each of us a sense of confi-
dence. We knew our trusty survival knife would serve us well

if some day we had to depend on it. I still have that knife.
Although, T seldom check its edge I'm confident that it will
remain sharp, ready for use.

Most pilots feel similarly about their flying skills. Once
we have learned how to fly our confidence remains high. The
more flight hours accumulated, the more confident we become.
There are some things we once learned well but seldom use con-
tinually while flying. NATOPS emergency procedures are in this
category. All too often the pilot's knowledge deteriorates,
without his awareness, while his confidence remains high. We
are all subject to this type of situation; it is part of our
human nature. It is also known as complacency.

All squadrons have one or more programs to combat compla-
cency. These programs attempt to motivate the individual pilot
to review and refresh his memory. It is not easy though, to
motivate a confident man who does not realize his storehouse of
knowledge has deteriorated through lack of use. Probably the
most effectively motivated pilot is one who has experienced a
situation or emergency and has found his response not as spontane-
ous as it once was. This man will review his procedures. He

A Ty
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(SCREEE, SCREEE, SCREEE, SCREEE, CON'T)

can be valuable to the squadron NATOPS/Safety Program because his
experience will also motivate others. The words of the NATOPS
Manual become more vivid and meaningful when a pilot describes a
system failure. The pilot can describe what the first indication
of the failure +as, how the aircraft reacted, how the NATOPS pro-
cedure effected the failure, how much time was available, and

how much stress the pilot is under. That kind of information
motivates people.

Each of us has accumulated a history of undesirable situations
we have encountered in flight. When these situations are presented
properly they may cause other pilots to ask themselves "What would
I have done?". If the pilot does not have a satisfactory answer
to that guestion he must admit his mental edge has dulled. Most
pilots will then take steps to sharpen up before the next flight.
You may know of a situation others consider simple or routine but
can be critical when it occurs. You may be the only man in the
squadron to have experienced a particular type of system failure.
You should allow your fellow pilots to benefit from your experi-
ence. Why not arrange to brief them at the next All Pilots Meet-
ing.

H. L. MAY, JR.
Capt UsMC
HMH-462 ASO
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"A FEW LITTLE THINGS"

As you're all acutely aware, the time of hot weather is upon
us. Aside from the physical discomfort and general feeling of
malaise that accompanies a rise in temperature and humidity,
there are a few other things to consider in the day-to-day oper-
ation of aircraft. 1I'm sure your mind is already setting itself
up for a lengthy discourse on performance or pilot fatigue, but,
instead, I'm going to mention some little annoyances.

One of the primary problems associated with temperature and
humidity is the condensation of moisture in various parts of the
aircraft. Such things as fogged windshields and instruments are
minor annoyances, particularly to those of you in the air-condi-
tioned, high-performance world, but can be extremely disturbing
if the timing is right. For example, the time you decide to put
your visor down during takeoff, discover that the change from
office space to cockpit has fogged it over, and find you can't
see at this critical phase. A little thing.

Once you've mastered this, and have settled down a bit, sud-
denly your pilot-static instruments flutter because moisture has
collected in the system and wasn't drained. That's no sweat, a
little pilot heat will probably take care of that and you can
drive on. A little thing.

How about that fuel sample you looked at? Was that little
bit of trash just that, or was it a portion of the fungi flour-
ishing in the boundary between condensation and fuel? Another
little thing.

About this time, you take a look at your fuel gauge, or gauges
as the case may be, and find that you don't have as much fuel as
you thought you did. Your keen mind immediately thrusts out an
answer, as temperature goes up, fuel density decreases, resulting
in less fuel per allotted space. A quick computer spin reveals
that you still have adequate propellant to get you to your desti-
nation, so you relax and have a nice trip. A little thing.

This may seem a bit far-fetched to most of you, but may be
food for thought to some. Other problems are corrosion of vital
areas, electrical malfunctions and general contamination of lub-
ricants and fluids. Just a few little things to consider next
time you leap into a hot summer's sky.

J. L. HURLBURT
Capt HMH-462

=Tl
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"HEAT RELATED ILLNESSES AND. ACCLIMATIZATION"

Man, being a warm-blooded creature, has a sensitive thermo-
stat in his brain to keep a fairly constant temperature for most
efficient body functioning. Of the two temperature extremes,
heat is the mor = common cause of temperature related diseases.
And environmental heat illnesses are usually preventable.

The following are illnesses of high temperature. Their
common point is salt and water loss which disrupts the delicate
functioning of the thermostat. They occur most often in unac-
climatized persons. : '

1. Heat Stroke (Sun Stroke). This is the most serious of the
heat environmental diseases. It is sometimes caused from in-
attention to heat exhaustion symptoms. Symptoms may be nothing
until collapse, however, there is a rise in temperature to 107 -
110 degrees of the body and, if the temperature is not brought
down rapidly, irrepairable brain damage can result. The fatality
rate is 40% if the temp does not exceed 110 and 80% if it does.
The skin is noted to be Hot and Dry. Sometimes (but not always)
sweating stops just before the attack. 1In any case of collapse
in the sun BRING THE MAN TO THE DISPENSARY IMMEDIATELY AND COOL
HIM ON THE WAY. )

2. Heat Exhaustien. This is usually not serious, and all of us
have at one time or another felt one or more of the symptoms.
These symptoms include dizziness, unusual fatigue, headache and/
or unconciousness. The skin is HOT OR COLD AND MOIST. If you
feel the above symptoms coming on, lie in the shade and get cool.
Drink plenty of water and take one or two salt tablets. If in
doubt, call the dispensary or come in.

3. Heat Cramps. Symptoms may not show up until after work and
they are sometimes sudden. The major muscles used in a man's
work (back, legs, arms) will cramp and ache. The skin is usually
HOT AND MOIST. The temperature is normal. It is cured by rest
and taking salt and water. The following are added for complete-
ness.

a. Prickly Heat (Heat Rash), This is a reaction of sweat
glands to heat where they clog with secretions and itch and burn.
Treatment is frequent bathing and application of talcum powder,
and cooling the skin as frequently as possible.

10
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(HEAT RELATED ILLNESSES AND ACCLIMATIZATION, CON'T)

b. Sunburn. This may be the first degree (red and pain-
ful) or second degree (first degree plus blistering). It may be
serious if the blisters break and become infected. Treatment of
uncomplicated sunburn is Solarcaine and time. Your doctor, you
will find, is not too sympathetic to your pain and discomfort.
Sunburn that impairs working efficiency is a court martial offense.

What is ACCLIMATIZATION? Simply, it is what you have to do
to peacefully coexist with a hot environment. We all recognize
that ability to do heavy work in hot climates is impaired and
places a strain on the body. This is because the small blood
vessels of the skin are carrying more blood to conduct heat
through the surface rather than the energy-carrying blood through
muscle to give more strength. Also, the amount of water vapor in
the air impedes working capacity. You can do four times the work
at 100 degrees and 30% relative humidity than at 100 degrees and
100% humidity.

You must work in the heat to acclimatize, and in about a week
it is mostly accomplished. You must do the following:

a. Replace lost salt and water. Salt tablets are avail-
able in the mess hall. Be sure you drink plenty of water with
them.

b, Alternate work and rest periods (cool off at regular
intervals).

c. Wear loose airy clothing.

d. Increase work load gradually in amount and duration
over the first week.

A man's ability to acclimatize depends on GOOD PHYSICAL CON~-
DITION, duration of exposure and amount of work required, age,
(younger guys take it better), good intake of salt and water,
and proper clothing.

J. L. BLACKSHEAR
LT. FLT SURGEON
VMA-211

11
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" CALL SIGNS AND AIRCRAFT SIDE NUMBERS"
OR
“CAN WE GO TOOoO"

Two Navy jet fighters from an aircraft carrier crashed after
one experienced engine trouble and the other was abandoned by
crewmen who thought they had been told to bail out.

Both planes were launched within 15 seconds of each other.
Shortly after takeoff, the second plane began trailing flames.
The carrier ordered the two men to eject. But, the crewmen of
the first plane thought the order was directed at them and they
bailed out, too. Both aircraft crashed into the ocean. The
Navy said an investigation is under way, but said, the fliers,
®*3id the right thing. We can replace aircraft, but not pilots."

Reprinted from Pacific Stars
and Stripes July 19, 1971 Issue
" FIRST MARINE AIRCRAFT WING AIRCRAFT MISHAP BRIEFS"

1. A4E, Power Failure. Damage: None
Injury: None

While in level flight, pilot experienced a sudden power
failure. With RPM decreasing through 68 percent, pilot switched
to manual fuel system and the RPM immediately increased to 88
percent, Pilot made an uneventful landing.

Cause: Unknown, DIR Reqguested.

2. AAE, Unsafe Cear Indication. Damage: None
Injury: None

After approximately 1.2 flight hours, pilot experienced a
slight thump. After returning to base and completing a practice
GCA the gear and flaps were raised. Flaps retracted normally,
but landing gear indicated unsafe. Pilot noticed smoke and a
strong smell of 0il in cockpit. Pilot returned gear handle to
down position and got down and locked indication. Pilot made
uneventful landing.

Cause: Postflight inspection revealed failure of hooks, drive
and generator access door (P/N 2814268), letting door open in

flight, causing damage to three hydraulic lines and a loss of
utility hydraulic fluid.
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3. CH-53, Loss of Hydraulic Pressure. Damage: None
Injury: None

During ground turnup, first stage hydraulic pressure dropped
to 1900 psi, interlock check performed and pressure dropped to
zero. Ground crew trouble shot with external pressure and symp-
toms indicated faulty first stage pump. Further troubleshooting
revealed that the check valve between first stage pump and ex-
ternal quick disconnect had failed internally allowing poppet to
become lodged in first stage manifold causing total restriction
when load applied to system.

Cause: Design deficiency. Recommend one time inspection and re-
place all valves this manufacturer as available.

4. CH-46, Loss of No. 1 Engine. Damage: None
Injury: None

During the return flight following a VIP mission the pilot
attempted to demonstrate the emergency throttle system to the
co-pilot. (The electrical integrity of the system had been
checked during the pre-start checks). The system was armed and
the normal arming response was received. The #2 engine was reset,
the warning light went out and the PMS resumed control and reduced
power on the #2 engine. Beeping was commenced on the #1 engine,
and on the second beep the #1 engine (on emergency throttle) dropped
off the line and the #2 engine accelerated to topping A check
of the instruments noted the #1 engine at 78% Ng, 500° T5 and zero
torque. The throttle was then reset and the warning light went
out with no apparent engine response. PMS was turned off and the
beep was increased with no change in the engine performance. At
this time the pilot suspected a minimum beep failure of the engine
condition actuator. The pilot then elected to rearm the emergency
throttle to bring the engine up to normal operating power and to
bring the temperature down on the 42 engine which was operating in
the vicinity of 700°C. While attempting to beep the throttle up,
on the second beep, the engine quit. There was no noticable in-
crease on any gauges prior to complete failure.

An emergency was declared and the engine was secured. The
emergency throttle was reset and a restart was attempted. The
engine cranked and the igniters fired but the engine would not
restart. A single engine landing was made.

Cause: On post flight the stator vanes were found in the full

open position. A bypass line was removed from the fuel control
unit and no fuel was present. The engine was inducted into the
IMA power plants section for investigation.

13
s Ratd
DECLASSIFIED




DECLASSIFIED

5. CH-46D, Inadequate Landing Zone. Damage: None
Injury: Minor

The flight was a scheduled VIP mission with a Code 5 aboard.
Upon arrival in the intended landing area no communications were
available with the unit on the ground and no landing zone had
been marked. T~he pilot circled the zone twice to alert the unit
that a landing was intended. No response was received from the
ground unit and the VIP's aide requested that the landing be
made on a dirt road adjacent to the Eastern edge of the staging
area. The approach was made over a clear area. At 50 feet on
the radar altimeter, blowing dust caused the pilot to lose ref-
erence to the ground and a waveoff was made. A dusty but un-
eventful landing was made approximately 200 yards from the first
position.

The initial approach and waveoff blew over a tent and a
Marine enlisted man received a blow to the head by a tent pole
resulting in temporary unconsciousness. The man received a con-=
tusion to the back of the head and was released after 24 hours
observation.

Cause: Inadequate landing zone. The landing zone appeared ac-
ceptable from the air and the pilot had no way of determining that
the dust would make the zone IFR. The high power required for the
waveoff blew over the tent which was approximately 30 yards away.

6. OV-10A, Engine Flame Out. Damage: None
" Injury: None

Pilot was cleared into position on duty runway with instruc-
tions to hold. While awaiting clearance for takeoff, number one
engine flammed out.

Cause: Male end of rotary fuel pump shaft sheared,

7. F4B, Compressor Stall. Damage: None
Injury: None

During Air-to-Air gunnery mission, starboard variable area
inlet ramp began to cycle at random. Mission was aborted and
aircraft returned to base. While turning downwind at 190 KCAS,
19 units angle of attack, ramp extended and the starboard engine
experienced a complete compressor stall. Pilot reduced power
to idle on the affected engine and made a uneventful half flap
landing.

Cause: Failure of ramp control amplifier (P/N 6630-790-7003).
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8. RF4B, BLC Malfunction. Damage: None
Injury: None

After takeoff, BLC malfunction light illuminated immediately
after flaps were raised. Aircraft was slowed, gear and flaps
lowered and light went out. Pilot dumped fuel and made unevent-
ful landing.

Cause: Unknown at present. Aircraft was run up twice on the
deck and BLC malfunction light did not illuminate with flaps
raised. Wing panels were pulled and BLC valves were observed
to function properly.

9. A6A, NC-10A Power Unit Cover Blown Off. Damage: Echo
Injury: None

Entire engine and cable cover on NC-10A electric mobile
power unit was blown off by jet blast from near by A4. Cover
struck starboard engine bay door of A6 causing a quarter inch
puncture and a two inch dent in lower center of door. The
port engine bay door was struck causing it to swing up and
strike the forward main gear door up-lock, resulting in a two
inch dent on hydraulic combined system reservoir filler access
panel. The pilots boarding ladder was struck and twisted neces-
sitating replacement.

Cause: A4 was operating at 85 percent power in the confines of
the aircraft parking ramp with engine mechanic at the controls.
Recommend that all squadrons reemphasize the possible serious
consequence of high power turn-ups in confined or unauthorized
areas. A check of the two NC~10A units in this squadron re-
vealed that two of four friction catch locks were missing and
one would not lock on SerNo. 4044 and on SerNo. 3964, three of
four catch locks were missing and one would not lock.

10. KC-130F, Aft Swivel Points Cracked. Damage: None
Injury: None

Shortly after takeoff while passing 10,000 ft., a noise was
heard from the aft end of forward cargo door indicating escaping
air. Aircraft depressurized and returned to home base. In-
vestigation revealed four aft swivel points cracked.

Cause: Cracked hinge on forward cargo door.
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THE PRIVILEGED STATUS OF THE AAR

By

LCDR DAVID MUNNS, USN*

IEUTENANT JOHN GETSTREIM was
L feeling fit as he strapped himself into his
F9F-8—despite the fact that he had stayed
late at the officers club the night before. He
knew that he should have allowed himself a
few hours more sleep before setting out on this
cross-country flight. Yet he was pleased to
note that it apparently had no ill effects on his
physical condition, and he was anxious to get
started. It was his first opportunity to take a
cross-country navigational training flight in the
Cougar. He was curious to see how his pre-
liminary calculations on the “rest” computer
worked out. As he prepared for takeoff, he
was careful to diligently perform his check off
list. He was confident that he had accurately
calculated his navigation and that it was error
free. He had checked the NOTAMS. In
short, there-was nothing left undone.

He received tower clearance. The runup to
100% at the end of the runway showed the
engine operating properly. Releasing the
brakes, he commenced his takeoff roll and was
shortly airborne and on his way. The aerolo-
gist had predicted good weather to destination.
He found this prognostic accurate. In fact the
weather was so good that the flight seemed
singularly uneventful, but he continued to check
his navigation and his fuel flow to determine
whether or not his predictions were correct.
He was pleased to note that all of his preflight
calculations with regard to navigation and fuel
consumption proved well within tolerances.

His flight path would carry him over a wide
stretch of water on the route he had selected.
Destination airport was on the opposite shore.
As he crossed the coastline he noted the time
on his kneepad. Good! He was within one
minute of the predicted time of crossing. At
400 knots this was excellent. He had been air-

*Lieutenant Commander Munns is presently on duty in the Office
of Legislative Affairs. He received his BS from the U.S. Naval
Academy in 1945, his LLB from the Georgetown University in 1954
and was designated 8 Naval Aviator in 1949. During the Korean
conflict Lieutenant Commander Munns served in VA-65. In addi-
tion to a tour of duty in All Weather Attack Squadron 35, he has
perved as Assistant Staff Legal Officer, COMNAVAIRPAC, He is
a member of the District of Columbia and California Bars.

borne for about an Hour and a half now, flying
at a relatively low altitude so that more than
the usual amount of fuel had been burned. His
fuel counter showed 1,300 pounds. He pre-
ferred to be cver the field with at least 1,000
pounds but it appeared that he would use no
more than 300 pounds before reaching destina-
tion. He had been letting down and was ap-
proaching an altitude of 2,000 feet when
suddenly—a power loss was experienced!

Lieutenant Getstreim switched to emergency
fuel without result. He now had to make the
decision to abandon the aircraft. (Any further
diagnosing of the trouble would have cost him
dearly in much needed altitude for ejection.)
He followed normal ejection procedures and
was presently floating down toward the water
in his parachute. He soulfully watched his
crippled Cougar plunge into the water about
a mile away. ’

WHILE SITTING IN his life raft awaiting
rescue, the dejected eject contemplated the
trouble. The flight had been so completely un-
eventful ; everything had operated so smoothly;
the aircraft had shown no tendency to malfunc-
tion during the entire flight. The sudden flame-
out was unexpected and unexplainable. What
would he tell the Aircraft Accident Board? He
could honestly say that he did not know what
had caused the flameout, but he was unable to
escape a creeping doubt that came over him.
He was aware of his habit to. rely on the fuel
counter rather than the quantity gauge. He
knew that such a habit was not the safest pro-
cedure because it did not measure available fuel.
He had acquired the habit flying the TV in the
training command where the fuel quantity
gauge shows only fuselage tank fuel.

He had planned to start transferring fuel
from the wing tanks as he crossed the coastline
going seaward. With the exception of a small
amount of fuel transferred while testing the
transfer pumps, he carried full wing tanks until
late in the flight so that he could dump fuel if

necessary. Here was the source of that “creep-
ing doubt.” He remembered that there were
SEPTEMBER 1959
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other things which had distracted him at the
time of the coastal crossing. He could not spe-
cifically recall turning the transfer switches on!
He was almost sure that he had done so but he
still could not swear that he had. Not trans-
ferring would certainly account for the flameout
at the time it occurred. The fuel counter had
indicated fuel remaining equal approximately
to the capacity of the wing tanks. Yet he would
have seen the red fuel low level warning light
if the fuel had been below 1,250 pounds.” This
light had not come on during the flight and since
it is reliable, he was morally certain that fuel
starvation had not caused the accident.

These troublesome thoughts left LT Getstreim
when he observed the progress of a fishing boat
making its way in his direction. He was hoisted

~aboard the boat a few minutes later, none the

worse for his dunking. The fishermen were
pleased to be of assistance to a U.S. Navy pilot
even though they mentioned that his crippled
Cougar had damaged one of their nets in its
plunge into the water. LT Getstreim assured
them that any loss sustained by them would be
taken care of by the Navy. They put our pilot
ashore at his destination airport and his trip
was complete, albeit delayed.

LIEUTENANT GETSTREIM NEXT found
himself before the Aircraft Accident Board
which is the inevitable sequel, as every naval
aviator knows, to every reportable naval air-
craft accident. The president of the Board at
the outset made it clear that none of the infor-
mation which was revealed to them can be used
against the pilot and that, in accordance with
OPNAV Instruction 3750.6D, the Aireraft
Accident Report is a “privileged document.” It
cannot be used as the basis for disciplinary ac-
tion. The president, having explained the na-
ture of the AAR, then urged a complete disclo-
sure. Even “impressions” had of an accident
can be an important key to aviation safety
improvements.

Recognizing the lives and property that can
be saved through these safety procedures, our
pilot related the agonizing feeling he had while
in the life raft—he may not have turned on his
wing tank .transfer switches. The flameout
could have been caused by pilot-imposed fuel
starvation. But he was quick to point out that
this was only a flash impression, that he was
confident he did in fact turn on the switches.
The red light had not come on. The only reason
for his doubt was because there seemed to be no
other explanation he knew of for the sudden
flameout.

JAG JOURNAL

Other facts concerning the accident, inelud-
ing the minimum amount of sleep the nigh*
before, were duly reported by the Board in th
Aircraft Accident Report. Cause of the acci-
dent was listed as: “unknown but with a possi-
bility indicated of fuel starvation created by
failure of the pilot to transfer fuel from the
wing tanks”. The possible failure of the warn-
ing light was also noted.

Now let’s see what happened to the “privi-
leged document,” which is the report made by
the Aircraft Accident Board in the case of LT.
Getstreim. As required by OPNAV instrue-
tions, and in the interests of squadron perform-
ance, the AAR was reviewed by the Command-
ing Officer of the squadron. The skipper noted
the implication drawn by the board that the
accident was pilot-caused. Although the acci-
dent rate in his squadron had far exceeded the
average of other squadrons similarly situated
and notice had already been taken of this fact
by the type commander, he was fully aware of
the restricted use to which the AAR could be
put. He knew he could and must not take
corrective disciplinary action against anyone
based on the findings or record of an AAR.
The Commanding Officer therefore forwarded
the report to the Naval Aviation Safety Center
without further action.

SHORTLY AFTER THE submission of th'
AAR, a letter was received by the Commana
ing Officer from one of the rescuing fishermen.
It stated that certain of his fishing nets had
been damaged when the aircraft which LT
Getstreim had abandoned plunged into the
water. He was inquiring as to the procedures
regarding indemnification. In view of this de-
velopment, the Commanding Officer found it
necessary to convene a Naval Supplement In-
vestigation to evaluate the damage and the pos-
sible claim against the Government.

In the appointing order for the Investigation,
the Commanding Officer directed, following the
usual form, that the Board include in its findings
of fact, opinions and recommendations, the
cause of the accident, the damages resulting
therefrom, injuries to naval personnel and their
line of duty and misconduct status, the respon-
sibility for the accident, including recommended
disciplinary action. LT Getstreim was desig-
nated a party to the investigation as a matter
of course. The Board was made up of three
experienced naval aviators in the squadron.
Pursuant to Navy policy, none of these officers
had been involved in the proceedings of the Air-
craft Accident Board. :

The Board conducted a thorough investigation
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into the accident including an assessment of the
‘amage to the fishing nets. They interrogated

T Getstreim who related all the circumstances
+f the accident, after being warned in accord-
ance with Article 31, UCMJ, that anything he
said could be used against him. He gave all the
facts. He refrained from speculating however.
The “creeping doubt” he had in the life raft,
that he may not have tr ned on the transfer
switches, did not appear in thisrecord. Nor did
he volunteer that it was his habit to use the fuel
counter to determine fuel remaining rather than
the fuel quantity gauge. There were two rea-
sons for his restraint. He was interested in a
career in the Navy and, more important, he did
not honestly feel that he had forgotten to turn
on the switches. There was only a remote pos-
gibility he had forgotten.

In writing up the investigative report, the
Board found itself faced with the problem of
rendering an opinion regarding the cause of
the accident. Like all aircraft accidents, this
mishap had been widely discussed in the squad-
ron and there was much speculation as to what
had caused it. Many in the squadron had
formed the independent though uninformed
opinion, based on the circumstances of the ac-
cident, that the pilot had failed to transfer fuel
from his wing tanks. The Board members
were influenced by previous discussion of the

:cident and therefore included in their opin-
ions that the probable cause of the flarmeout was
pilot-imposed fuel starvatien. It logically fol-
lowed, then, that disciplinary action should be
recommended because of the pilot’s negligence.
The Board therefore recommended that LT
Getstreim be issued a letter of caution.

THE COMMANDING OFFICER then re-
viewed the Investigative Report forwarded by
the Board of Investigation. Noting the recom-
mendations of the Board regarding the letter
of caution, the Commanding Officer at first con-
sidered that he was justified in taking the ac-
tion which he had not been able to consider
after reviewing the AAR. Unlike the AAR,
the Investigation provided the proper basis for
disciplinary action, for LT Getstreim was made
a party and accorded his rights as such.

Yet, a review of the evidence as shown in the
findings of fact and in the record disclosed that
there was no proper basis for the recommen-
dation. It was apparent that the Board mem-
bers, in formulating their opinion and making
the recommendations, were speculating and
relying on unreliable information outside the
record. If the Commanding Officer were to
impose punishment, he would be taking privi-

18

|
®

leged information which came to him through
the vehicle of the Aircraft Accident Report
into consideration. True, LT Getstreim had
insufficient sleep the night prior to the flight
and this could provide a seemingly adequate
basis for disciplinary action. The minimum
amount of sleep which LT Getstreim had ob-
tained the night before his ill-fated flight could
be considered an exercise of poor judgment.
It could have impaired his operation of the air-
craft in such a way that the flameout could have
been ‘“pilot-caused.” Did not this poor judg-
ment impose unnecessary hazards upon valu-
able government equipment? Yet, there was
nothing to connect the accident with the fact
of insufficient sleep! There was nothing to
show that more sleep would have made the pilot
more alert.

The Commanding Officer then came to the
conclusion that any disciplinary action which
he might take would, in effect, be based upon
information contained in the AAR. Recog-
nizing the necessity for preserving the objec-
tivity of the AAR and for protecting the rights
of the individuals within his command, the
Commanding Officer decided against any ad-
verse action against the pilot, LT Getstreim.

THE FOREGOING IS a not-too-improbable fie-
titious situation. It illustrates the privileged
status of the AAR. Does the “privileged” na-
ture of the AAR protect the candid witness from
later adverse action against him? The protec-
tion afforded by decreeing this report a privi-
leged document could be illusory if a Com-
manding Officer is not alert to the dangers of
permitting his knowledge of the facts gained
through review of the AAR to influence his
judgment concerning possible subsequent disci-
plinary action.

It is essential that each Commanding Officer
(or senior in the chain of command) contem-
plating disciplinary action as a result of an air-
craft accident, confine his consideration exclu-
sively to the facts available to him outside of
the Aircraft Accident Report. In this manner
he will avoid using privileged matter in his
decision-making process. Nor should he con-
sider information which he may have received
orally from members of the Board which was
otbained during the course of the Aircraft Acci-
dent Board’s investigation of the accident.
Whenever there is doubt in the mind of the
Commanding Officer whether the contemplated
disciplinary action could be based on facts avail-
able outside the Aircraft Accident Board’s in-
quiry, disciplinary action should not be imposed.
The Commanding Officer should ask himself
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whether or not disciplinary action is appropriate
based exclusively on the Naval Supplement In-
vestigation or the Impartial Hearing, whichever
is employed.

It is only human to be unable to erase from
one’s mind facts which have already been placed
there—even when these facts come from find-
ings which are privileged. The skipper cannot
blank out the knowledge he carries concerning
the causes of the accident as brought out by a
previously conducted inquiry by the aircraft ac-
cident board. He can, however, consciously
separate this information from the facts upon
which he must base his disciplinary judgment.
He must consciously avoid the error of even
placing an undue emphasis upon some aspects
of the case which, were it not for privileged facts
of the AAR, would be considered as too remote
or unconnected with the case.

BY ACCORDING THE AAR the privileged
status demanded by regulation and law, both

19

the aviation safety program and discipline will
be better served. A cavalier attitude towar”
the privileged status of the AAR can cause ser
ous injury to the service. Years of experienc.
have demonstrated that a Commanding Officer
must review the privileged AAR and act upon
it and at the same time review the aircraft acci-
dent investigation and act upon it. He plays a
dual role. Like a jury which is instructed to
disregard certain testimony in reaching a just
verdict, he is instructed to disregard the AAR.

A Commanding Officer who has a clear under-
standing of the problems presented in this ar-
ticle should have no difficulty in the role required
of him. When a Commanding Officer reviews
the AAR and later reviews a Naval Supplement
Investigation, there is a barrier which exists
between these two functions. He must avoid
crossing the barrier or do serious damage to the
overall safety effort of naval aviation and to
prompt and appropriate discipline within his
command.

Reprinted from the September

1959 Issue of JAG JOURNAL
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1st
Name
Major W. J. NEVINS
Capt. S. J. NICKELF
Capt. P. K. DAVIS
Capt. C. A. PINNEY
Capt. S. P. PORCARI
Capt. J. L. LUCAS
Major R. H. GLASS
WO-3 W. A. FYLES
1STLT W. O. STEINBURG
Major E. R. ALLEN
Major D. W. HENDERSON
Major K. K. KERR
Major C. R. UPSHAW
Capt. W. P. WOIDYLA
Capt. R. E. SWETE
Capt. H. L. MAY
1STLT. G. E. BRUDZINSKI
1STLT J. W. ROACH

Unit

lst MAW

MAG-12/H&MS-12

VMA-211
VMA-311

VMA (AW)-~533

MAG-15/Hs§MS-15

VMFA-232
VMFA-115
VMCJ-1

H&MS-17

MAG-36/H&MS-36

VMGR-152
HMM-165
VMO-6
HMM-164
HMH-462
HML-367
H&MS-36
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{Sub-~Unit)

Marine Aircraft Wing Aviation Safety Officers July 1971

Phone No.
3484/4476

3630
4820
4830
4422

4008
4869
4042
8757

4065

23-4598
23-4460
23-4578
23-4290
23-4578
23-4537
23-4881
23-4832




DECLASSIFIED

lst Marine Aircraft Wing Ground Safety Officers July 1971

Name Rank Unit Phone No.
E. L. MACHADO CWO-3 1SsT MAW 4600/4841
SUDZINA 1STLT MWHS-1 4648
BERNEY 1STLT MWFS-1 8684
MCGUIRE 1sTLT MWCS-1 3329
BAKER MAJOR MAG-12 3582
HICKS WO H&MS~12 4689
NESTER WO MABS-12 3621
SMITH CAPT - VMA~211 9135
PULLIUM 1STLT VMA-311 3443
ALLAN 1STLT VMA (AW) =533 4579
BROWN CAPT MAG-15 8857/4666
POLLING CWO H&MS-15 4504
CARACINO 1STLT MABS+15 8758
IVIE CAPT VMFA-115 4298
KILDUFF 1STLT VMFA-232 8866
CHRISTENSON 1sTLT VMCJ-1 8863
OSTEN 1sTLT MWSG-17 3725
BERKEY CAPT H&MS 17 4673
DEVORE 1STLT WERS-17 4276
GRAIGLOW CAPT MACG=18 4340
L.AMB 1STLT H&HS-18 4340
NELSON 1sTLT MASS-2 3297
HOESCHELE 1STLT MWCS-18 8505
KOSTIN 1sTLT MAG-36 23-4622/4624
MAXIK CAPT H&MS~-36 23-4242
DOUGLAS WO MABS-36
VOLL 1STLT VMGR-152 23-4379
BENGSTON 1STLT HMM-164 23-4379
GREEN 1sTLT HMM~165 23-4208
ANTON 1sTLT HMH-462 23-4568
WILKINSON 1STLT VMO-6 23-4519
RICHARD 1sTLT MACS~4 23-4425/4058
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CYCLING DANGEROUS? DEPENDS ON DRIVER

Still with me? Then let's recapitulate the danger percent-
ages: 50% of the total for recklessness, another 40% for "not
being able to stop"; that leaves 10%.

This 10% are~ is harder to cope with. 1In this diminishing
area of hazard you'll find the less predictable type of accidents
that are too diversified to isolate readily, and too numerous to
categorize. Most of them also apply to automobiles.

A summed-up look at the extra dangers facing the motorcyclist,
by my analysis, goes something like this:

1. Cutting up, taking chances, behaving recklessly, breaking
the law in general.

2. Not being able to stop.

The solution for these dangers can be summed-up in short order.
1. Solution for problem number one: Just don't do it.

2. Solution for problem number two: (In eight parts)

a. Assume that other drivers WILL pull out, and be guided
accordingly,

b. Always keep your distance.

c. Do not "drive out of" your lights at night.

d. Keep your machine in flawless mechanical condition.

e. Paint or otherwise mark your motorcycle and your apparel
to make it as visible and as attention-compelling as possible.
(Jet black from top to bottom and from frcnt to rear may somehow

appeal to your aesthetic sense, but it's hard to see, day OR night).

f. Stay out of heavy traffic until you have adequate ex-
perience.

g. Never, but NEVER take your eyes off the road.

h. Keep your mind on the business of riding that motorcycle
safely.

Now you may have thought I'd never come to this, but there
are some factors that ADD to the safety of motorcycles.
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Those high performance machines with rapid acceleration
can get a rider OUT of many situations that cannot be avoided
by a driver of an automobile. While I will not defend the cow-
boy that you regularly "cuss out" for "cutting in and out of
traffic", you would be surprised how simple and actually safe
it is to pass a car when your own driving standards, spawned by
a big and cumbersome car, would keep you in line for miles, wait-
ing for the right "opening".

These same characteristics of a motorcycle also mean that in
many emergencies, the small, quick, and maneuverable cycle can
get out of trouble where a massive, relatively unmaneuverable
car is in it to stay.

A final point: Ride all the way over on the side of your
driving lane. To sum up this long disseration; all things con=-
sidered, motorcycles probably ARE more dangerous than automobiles.
But, that is not necessarily the case. I believe it is possible,
with grown-up, mature-type, prudent individuals, to compensate
sufficiently to more than balance the scales. In fact, I would
prefer to ride with, and feel much safer in the company of, many
motorcycle riders of my acquaintance than with hundreds of "Av-
erage" motorist using our streets today.

It follows, then, that the person who becomes a good motor-
cycle rider automatically becomes a better, safer, automobile
driver.

And finally, Mom, should junior (or Dad) get that new motor-
cycle that he's been hounding you about? Personally, I'd give it
a long look; and before I said, "Yes", I'd be SURE that he pos-
sesses the maturity and the common sense, that motorcycling de-
mands.

It's a wonderful sport. But it's not for immature people - -
of any age.

Reprinted from 3 June 1971
Torii Riders Newsletter

"YOU AND YOUR MOTORCYCLE"
COURTESY

‘For his own protection, the motorcyclist should DRIVE DE-
FENSIVELY, this means keeping your eyes on the road, on the
traffic around you, on the traffic ahead of you, so that you
may anticipate what actions other drivers are likely to take
and gauge your own driving accordingly for maximum safety.

Another basic part of defensive riding is COURTESY on the
road at all times. Remember that crowding in ahead of a car,
cutting him off or weaving in and out of lines of traffic up-
sets and irritates other drivers, causing them to resent you and
your motorcycle. Probably the most discourtious and irritating
act that the unthinking motorcyclist can perform, is to suddenly
overtake a car, making a great blast of noise as he passes. This
startles the driver and all other occupants of the car, and
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surely does not help the car driver to offer courtesy to

motorcycles.
Keep your motorcycle quiet, ride with courtesy, be polite

and considerate of other drivers, if you expect the same in
return. Practice the same courtesy you would if you were
walking, and ® >u met the other driver as a pedestrian on the
sidewalk. COURTEOUS DRIVING IS SAFER DRIVING...

Courtesy of SHIMBUM
MCAS Iwakuni

24
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REPORTABLE GROUND ACCIDENTS, JULY 1971

1 JUL 71 - GOVERNMENT VEHICLE: One PFC lost control of the M51
Dump Truck he was driving. The truck wound up in a
ditch with approximately $1600.00 worth of damage.

4 JUuL 71 - MOTORCYCLE: One CPL attempted to make a right turn,
at an intersection, in front of an automobile, He
didn't make it. The attempt resulted in multiple
fractured ribs and a collapsed lung for the CPL.

6 JUL 71 -~ RECREATION: One SGT lost his left index finger. He
was holding a line attached to a boat when the line
was pulled tight.

6 JUL 71 - DUTY: One LCPL shot himself in the lower left leg
while on guard duty. The .45 Cal bullet broke both
bones above the ankle.

9 JUL 71 =~ DUTY: One LCPL received first degree burns to his
head, neck and chest. He was burning gasoline in a
can.

10 JUL 71 - OFF=-DUTY: One SGT received first degree burns on his
legs, and second degree burns on his arm, when the
cigarette he was smoking ignited leaking gas from a
faulty appliance in a dwelling in town.

17 JUL 71 - MOTORCYCLE: Two Marines collided headeon with each
other, Result: A broken right arm, compound frac-
ture to a left leg, and a damaged knee.

23 JUL 71 - MOTORCYCLE: One SSGT received a broken arm and a bro-
ken collar bone when he struck a parked truck.

25 JUL 71 - BARRACKS: One LCPL broke his left elbow when he lost
his footing coming down the stairs.

30 JUL 71 - LIBERTY: One LCPL drowned in the Nishiki River at the
bridge at Kintai.

25
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1ST MAW CUMULATIVE ACCIDENT RATE/10,000 HOURS

Fy 70

PP > s At o o = — FY 71
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224,585

81,411
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JUL AUG SEP OCT NOV DEC JAN FERBR MAR APR MAY JUN
1ST MAW ACCIDENT/HOURS STATISTICS
CUMULATIVE
FY~-70 2.741 2,1541.951.80 |1,80 f1.81 |1.84|1.91 2.19011,96{1.98 | 1.95
CUMULATIVE
FY-71 1.3712.2002.97 2,19 }2.04 .89 }1.81]1.76 {1.57 1.7111.72 | 1.72
NUMBER OF
ACDTS FY-70 7 4 3 2 4 3 4 6 1 4 3 3
NUMBER OF
ACDTS FY-71 1 2 3 4] 1 1 1 1 0 2 1 1
HOURS FLOWN
FY-70 25216P5606 |20773[L7322 |16563)6895}1831916639 150691 6729]18385{18169
HOURS FLOWN
FYy-71 7264 | 6400} 6604]7026 | 6908|792317441 | 7008 6988 | 662515269 |5955
JUL AUG SEP OoCT NOV DEC JAN FEB MAR APR MAY JUNE

*FIGURES RECOMPUTED FOR FY-71 FOR PRESENT SQDNS/GROUPS ATTACHED TO 1ST MAW
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Marine Unit Gets

Beefed-Up Huey (o

AN AH1J COBRA WINGS ITS WAY OVER OKINAWA.

Pacific Stars & Stripes
Friday, July 9, 1971

CAMP BUTLER, Okinawa (Special)~The accustomed ears of
a Marine Aircraft Group (MAG) 36 ‘““winger” enables him to easily
identify different types of aircraft droning overhead without so
much as casting a glance skyward.

Recently the trained ears of the flight line personnel caught
the whine of a new “bird” at its engines fired into life at the
old Station flight line hangar at Marine Corps Air Station (Heli-
copter) Futema. Marines looked up from their work to get a
glimpse of the first Marine Corps Huey Cobra to be stationed on
Okinawa.

The Cobras, numbering four in strength, belong to Sub-Unit
One of Hq. and Maintenance Sq. 36 at Futema. These four gunships,
under the command of Maj. F.W. Crone, are the newest version
Cobra, the AH1J, which were designed to be superior to the
recent model AH1G used widely in the Vietnam War.

Marine Corps AS, New River, N.C., was the site where these
Cobras were first tried by their Leatherneck pilots in September
1970. At this time a detachment of the aircraft and personnel was
formed to train in and test the AH1J’s in the first step of evaluating
them for Marine Corps use.

There was further training later at Patuxent River, NAS Md.,
before the detachment was to get its ultimate test, the rugged com-
bat environment of Vietnam, in February 1971.

In Vietnam, the Cobras joined Marine Light Helicopter Sq.
367 for evaluation of their combat abilities. Part of the testing in-
volved side-by-side comparison with the older AH1Gs.

The difference in the choppers is that the newer Cobra is a twin
engine aircraft that incorporates an entirely new armament system,
including a devastating 20mm cannon.

Tests of the two Cobras proved that the top speed was almost
identical. 'The big difference was in the AH1J’s available power
which allows it to operate with higher gross weights at higher
altitudes and allowing for the new armament system’s heavier
weight. :

Another outstanding feature of the new twin engine Cobra is ..

its single engine capability.- Because of this the aircraft can
sustain combat damage which causes the loss of an engine and still
make it back to a friendly base.

For three months the aircraft were involved in combat missions
to assist in their evaluation. This period of combat action included
missions in the northern part of South Vietham and support of the
U.S. Army and Vietnamese operations in Laos.

According to men of the detachment at H&MS36, the AHLJ has
proven to be an outstanding aircraft and the 20mm cannon has
proven to be a weapon far superior to any previously in the in-
ventory used on helicopters.

While at Futema, the Cobras are engaged in a lighter schecjule
because of the training environment on Okinawa. Most of the time
is spent checking out new pilots who were previously qualified in
the AH1G and are reporting aboard for duty. Future hopes for
Sub-Unit One personnel is an all-Cobra squadron to be formed

later.
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3M Initiates NAMP School

The 1st MAW 3M Department is
now in the process of setting up a
Naval Aviation Maintenance Program
(NAMP) School scheduled to begin
operation around July 19.

The mission of the school will be
to provide continuous training and
instruction to maintenance and supply
personnel in the operation, function
and use of the NAMP.

Operating under the control and

DECLASSIFIED

supervision of the Wing Analysis
Officer the school will be under the

command of the Wing NAMP Train-
ing Officer, Capt. Donald L. Dugan.

Staffed by eight instructors, the
school will be divided into four
different classes and run on a con-
tinuing basis.

Assignment to the school will be
on a quota system with a total of 24

DECLASSIFIED
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personnel assigned to one class at a
time. Every three months the entire

school will move to MCAS Futema,
Okinawa, to give instruction to
MAG-36 personnel.

In addition to giving classes, the
NAMP School will also make staff
visits to various organizations upon
request to inspect and make recommen-
dations concerning the NAMP.

12
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They I.eTYou Down-Gently

By CPL. DON STREETMAN
CAMP BUTLER, Okinawa
(Special) — What’s a MATCU?
With an unofficial motto of
“Depend-on us to let you down,”*

arine Air Traffc Control Units -
. 66 and 68 offer their services in

. a compaet,.yet -effective, fully

s Located on a small grassy -

mobile package, playing the role
of .the pilot’s best friend if the
situation demands. )

-area next to Marine Corps Air

52

Station (Helicopter), Futema’s
busy airstrip, the two MATCU’s
are there to back up the air
station in air traffic control. But

it doesn’t matter who does it,*the -

- job is to get that pilot on or

off his mission safely.

Capt. K. R. Clark, officer in
charge of MATCU 66, explained.
“We are operational for deploy-
ment purposes only. We main-
tain our readiness by having our
controllers sent over to the air
station to use their radars. Our
technicians naturally have
equipment here to maintain and
repair.”’

Actually, what MATCU is de-
signed for primarily is to go into
just about any area and set up a
complete air traffic control
service. They recently proved
their effectiveness in the Re-
public of Vietnam. While in
Vietnam however, it was dis-
covered that a good thing could

be stretched too far. So today
there are two MATCUs per air-
craft group as is the case of
Marine Aircraft Group 36, in-
stead of one per group as in

-Vietnam.

First Lt. R. A, Anderson,

‘MATCU 66 watch officer said,
- “MATCU: is ready to be sent to

a forward air strip by them-
'selves and be self-sustaining for
a period of 90 days. We. also
have 100 per cent back-up for
every part we own.”

" *Both units are 'completely
capable of rapid mobilization,”

. stressed WO D. R. Reed, train-

ing and assistant operations of-
ficer of “‘66. “All of our spare
parts are catalogued and located
in special vans for storage.”

Capt. W. S. Rogers, assistant
officer in charge of “‘66’ stated,
“At no given time should we
take longer than two or three
days to pack up and move out.
All our gear comes with mobil-
izers. We just jack up the
buildings and put them on
trailers. But we would then be
dependent on our parent or-
ganization (MAG-36) for trans.
portation.”

While MATCU is a strange
sounding name, the services
these highly trained technicians
and controllers provide are no
laughing matter. These de-
dicated professionals who main-

tain their sharp degree of pro-
ficiency through rigorous class-
room work and on-the-job ex-
perience are more than willing
to show that if it flies, they can

Futema AS Calm

Atter Racial Violence

S&S Okinawa Bureau

CAMP BUTLER, Okinawa —
The situation at the Marine
Corps Air Station in Futema was
calm and all facilities there
were operating normally three
days after violence flared up at
the station, a Marine spokesman
said Thursday.

The incident occurred early
Monday when blacks and whites

clashed in the mess hall and
barracks area of the air station

following the knifing of a white
Marine.

Twenty-four men were earlier
reported injured during the dis-
turbance.

Thursday morning Marine of-
ficials were still not able to give
details about the injured Ma-
rines and possible causes of the
incident.

The Marine spokesman said
that all three clubs, the theater
and other facilities at the air
station were operating normally
Wednesday and Thursday.

DECLASSIFIED

get it down....safely.

Helos Play
Angel
To Save 2

FUTEMA MCAS, Okinawa
(Special) — Pilots from Marine
Medium Helicopter Sq. 164, cur-
rently afloat with the 7th Fleet,
and from Marine Medium Heli-
copter Sq. 165 here, recently
took part in separate lifesaving
emergency medical evacuations
of two persons suffering from
acute appendicitis.

The medical evacuation in
which HMM-164 played the mer-
cy role involved a 6-year old
Ryukyuan girl, Mako Terukina,
of Aguni Shima. The helicopter
from HMM-164 was on its way
here on a training mission,
scheduled to land at Futema,
when alerted for the evacuation
mission, The stricken child was
taken to an awaiting ambulance
at Naha Air Base. First Lts.
Carl Cleland and Bob Banta
were piloting the CH46 Sea
Knight helicopter.

First Lt. Tom Dewitt of HMM-
165 was returning from a night
training mission and, while
monitoring his radios, picked up
a distress call requesting an
emergency pick-up from the
northern training area. This
time it was Marine Sgt. Albert
J. Gangloff with acute appendi-
citis. He was immediately air-
lifted to medical facilities where
his condition was listed as good.

Pacific Stars & Stripes
Friday, July 9, 1971
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Pacific Stars & Str
Sunday, July 25, 1971

Marine Copters Battle Ex

S&S Okinawa Bureau

URASOE, Okinawa — Marine
Corps helicopters and a score of
fire trucks battled an exploding
fire, fueled by piles of used tires
and drums of chemicals and oil,
that roared through a woodwork
fdactory and a junkyard here Fri-

ay.

The fire began around 3 a.m.
and raged for more than 10

Helo Gets the Drop on Oki Blaze

A Marine Corps CH46 Sea Knight helicopter
assists local U.S. and Okinawan fireﬂghtprs in
putting out an exploding fire in Urasoe, Okinawa,
by dumping huge buckets of sea water on the blazg
which burned for more than 10 hours Friday,

hours. It burned down two
homes in addition to the factory.

Flames and debris shot 30 to
40 feet in the air as chemical
and oil drums in the junkyard
exploded and dense black smoke
from burning truck tires forced
many nearby residents to flee
their homes.

Marine CH46 Sea Knight heli-
copters were called in Monday

destroying two homes, a woodwork factory and a
junkyard fiiled with U.S. miiitary salvage items.
The fire was extinguished with the aid of the tons
of water poured on it by the helicopter and no

injuries were reported.

(S&S Photo Eikeh Goya)

afternoon to aid the more than
20 U.S. military and Okinawan
fire trucks battling the blaze.

Tons of water were dumped on
the fire from 450 gallon buckets
suspended beneath the helicop-
ters. The copters scoop the wa-
ter up from nearby ponds or the
ocean,

Debris was still smoldering
late Friday afternoon.

DECLASSIFIED

ploding Blaze

Police believe the fire began
in the woodwork™ factory and
quickly spread to the the jun-

kyard, filled with U.S. military
salvage items.

The fire was successfully con-
tained and damage minimized
because the area is circled by
roads and there are only a few
houses in the adjoining areas.
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The Professionsl is a monthly Aviation Safety and Standardization mags-
zine published by the lst Marine Aircraft Wing Safety and Standardization
staff. It is dedicated to saving lives and preventing injuries, to reducing
operating coet and contributing to the First Wing's ability to accomplish
its mission., Contents are informational in nature and should not be construed
as regulatory or directive unless so stated, The editor reserves the right
to modify the content of manuseripts received without altering intended msan~
ing. This publication is FOR OFFICIAL USE ONLY, Address all correspondence
to: Editor, THE PROFESSIONAL, Wing Aviation Sefety Office, lst Marimne Adir-
eraft Wing, FPO San Francisco, California 96602,
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COMMAND MESSAGE

WSAFETY THROUGH NATOPS PAYS OFF®

Naval Afr Treining anmd Operating Procedures Stendardization (NATOPS)
is often misurderstood by our young aviators, The ofter heard statement,
"NATOPS is a club," appears to be the actual belief of some people that
should krnow better.

NATOPS originsted in the Naval Air Basic Treining Command where it was
found to be highly effective. Instead of heving instructors teaching vari-
ous and sundry procedures, the syllabus was standardized to cause all instruc=
tors to teach the same things the same wey., This enabled a student to fly
with an "off wing" instructor with only minimel edjustment. Not only did
this improve the training syllabus by reducing the number of hops required,
but it also lowered the accident rate, It lowered the rate in the training
commard so drastically that they had a much lower rate than the fleet,

This lower accident rate caused people in high places to start thinking.
If a traditionally high accident rate area like the training command can
reduce their accidents by concentrated standardization, "Why can't the fleet
do the game thing?" Thus NATOPS became a reality,

Since NATOPS has been incorporated in the fleet the accident rate has
steadily declined, last year we had the lowest all Navy accident rate in
higtory. NATOPS is not a club, It is a tool to be used by professionals.
let's use NATOPS and make 1972 the safest year in Marine Corps History.

'
|
'

E. J. RUTTY
Golomel, U. S. Marine Corps
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"VERDICT - FLICKER VERTIGO"

As aviators we are all familiar with the dangerous ever present problem
of vertigo. Fortunately, the equilibrium imbalsnce and its agsociated dis-
orisntation is rare. Even rarer still is a form of vertigo that few aviators
recognize and some are not even aware of, Its name is flicker vertigo and
can be just as deadly as the more common types of vertigo. By definition
flicker vertigo is the rhythmic interruption of a light source having seri-
ous sffsct on an aviators performance. This condition ordinarily results
from viewing the sun through propellers or rotor blades or the reflaction
of the sun off the blades. Even without looking outside the cockpit flicker
vertigo can be experienced by flickering shadows on the interior of the air-
craft caused by the blades. The most dangerous light interruptions are
usually of a frequency from 4 to 12 flickers per secornd,

Physiologically, the disturbing effects of flicker vertigo arise from
the continuous visual stimuli that tend to overwhelm the pilot. The effects
have been reported as annoyance, reduction of alertmess, drowsiress, and
various forms of disorientation. Isolated cases have produced such danger-
ous reactions, in normal subjects, as convulsions, nausea, unconsciousmess
and epileptic type seizures. Susceptibility however, is increased when the
pilot is fatigued, frustrated, or in a state of mild hypoxia.

The following is a dramatic report of the manner in which flicker vertigo
can occurs

nAfter flylng for some time at an altitude of 16,400 feet, a pilot in a
single seated propeller aircraft made a perfect landing. However, he did
pot taxi the plare to the hangar, Instead, the plane remsined motionless,
its propeller revolving slowly. The pilot was found bent over the controls,
unconsclous.

At first it looked as though the pilot had not used his oxygen maske
However, in this case, the pilot had lapsed into unconsciousnsss after
making a good lamding.

The rays of the low-lying sun were shining on the slowly turning propel-
ler blades. Reflected flashes of light were being thrown on the pilot's
face at a rhythmic rate of about 12 per secord.™

In 1963 a study of 102 Navy helicopter pilots, attempted to determine
the incidence of flicker vertigo or flicker problems during actuel flight
operations. One fourth of the pilots reported flicker during flight as
annoying or distracting and in ome instance a mear-accident was attributed
to flicker. In addition, 22 pilots became drowsy and showed lowered alert~
ness during the period of stimulation, :
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DECLASSIFIED

Corrective measures call for avoiding direct viewing of the flicker amd
changes in aircraft position to reduce the intensity of the flickering.
Changes in RPM might also alleviate the condition when aircraft are on the
ground and helicopters when airborne,

Flicker vertigo is not a problem that is peculiar to aviators alons.
When driving in your own car it can be experienced as a result of the sun
flickering between trees or telephome poles at regular intervals, Cases
of this type have been recorded by drivers on the road with the same type
of symptoms that plague the aviator in the sky, :

The pext time you are annoyed by a reguler flickering of the sun, con-
sider it a warning that should be dealt with before an aggravated conmdition
results in an accident. '

Richard J., MEBRRING
1stlt HMM-.165

"HARSH WORDS"

Regardless of which author is consulted the definitiom of the word acci-
dent remeins very similar: "An unfortunate event resulting from careless-
ness, unavareness, ignorance, or unavoidable causes".

With our recent relocation from a combat area, these words deserve addi-
tional emphasis -

*The loss of an aircraft and possibly its crew may no longer be considered
unavoidable due to the precedence of the mission,

*The loss of a helicopter due to the upawaremess of the pilot that power
required was greater than power available ig unacceptable,

*The garelessmegs of maintenance supervisors in scheduling aircraft not
mission equipped or properly serviced can no longer be tolerated.,

*The jgnorance of flight scheduling psrsonnel in assigning pilots not
qualified for the mission is unsatisfactory,

It can be argusd that these are very harsh words but what ecanrot be
argued is the fact that they occured. If in FY-72 we can eliminate gare~
losgmess, unawaremess and ignorance from our vocabulary we will find that
there will be no unavoidable accidents.

Major W. J, NBVINS, JR,
1st MAW ASO

A-#L
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"COMMANDERS, WHAT IS YOUR ANSWER?"

A man will be safe only when he has learned how. What are you doing to
help your men learn the safe way?

"HIDDEN CAUSES OF TEENAGE CRASHES®

A series of studies conducted at two Michigan universities reveal these
striking patterns:

GOOD OR BAD DRIVING RUNS IN FAMILIES., Young men in particulsr adopt the
family's general attitude toward authority, aggression, and conformity.
Fathers with numerous traffic convictions tend to have sons with similar
records, SONS OF BROKEN MARRIAGES are frequent traffic violaters.

A FIST FIGHT BEFORE DRIVING is often followed by &n accident,
THE TRAFFIC OFFEMNDER uses his vehicle to achieve status.

Since these factors can't be easily affected by traffic laws or training
schools, experts offer no easy solution, However, several High Schools have
started a driver workshop which, instead of lecturing on driver skills, offer
"rap sessions" in which students trade driving experiences. A brief "trigger
gituation" is presented that does not lend it's self to obvious right or
wrong answers, The discussions that follow have been frank revealing, and
emazingly helpful in chgnging dangerous driving behaviour through self-anal-
ysis, hnssty, and humor,

E, L. MACHADO
CWo-3 Gso

"FLAT SPIN®

While thumbing through several old copies of the TAC ATTACK I was sud-
denly aware that something was missing from the back cover, mainly our intre-
~id bird FIEAGIE. My curiousity aroused, I charged through the magazine, and

» my dismay, FIEAGIE was not to be fourd! Realizing the grest accomplish-
ments that were made in eviation safety with his addition I then saw an article
with a subject close to our hearts in the F-/ community; The Flat Spin, by
ItCdr E. W. CIEXTON,Jr,, concerning his experiences with the Flat Spin., A
portion of his article follows.

"All right, there is such a thing as a flat spin mode, but no ore knows
how many there have been, We hed or early in test and then had to sbandon
the test bird after the special emergency spin chute system didn't operste
properly in our second flat spin., The guys in the safety business can show
you plctures of alrplares panceked on the ground, but they don't know if they
went flat while the guys were still in them, or after they laft.
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The one I had the displeasure of riding through was intended to be a
steep oscillatory spin to the right begimnning with the application of full
pro-spin controls from a level stall above 40,000 feet, Nearly 15 seconds
went by with the airplane stalled emd feinting to the left but not really
doing anything specific except falling like a rock, Not getting the desired
results from the inputs, I neutralized controls about the same time a yaw
rate was beginning to the left, The nose went 90 degrees down in the first
half turn, back up to the horizon, and then with very little oscillation in
pitch and roll after that, took off in a very rapid spin to the left. I had
not been in & flat spin previously, but within 2 turns I knew I was there.
Not being too anxious to investigate flat spins at the moment I popped out
the drag chute at about 30,000 feet, After a couple more turns and verifi-
cation from the chass pilot that the drag chute was just streaming, I deployed
the large 30 foot antispin chute. We had used it once before from a fully
developed spin and it had worked in 24 turns, so I waited 3 turns with all
the confidence in the world awaiting the opening shock, but it never came.
The chase plame agein confirmed suspicions - it was floating in the breeze
bmﬁemeﬂmhm,wtthuwMQITMOﬂyWMghﬁonme%um
was to try to set up some oscillation which would perhaps break the flat spin
into a steep ome or maybe move some slipstream to the right places so the
chute would blossom. I was methodical for a few cross control eyeles, but
all that happened was an increase in tle yaw rate when I had the stick for-
ward (up to 120 degrees per second). Finally, after a few concrete mixing
cyceles, I arrived et 10,000 feet on the way down and stepped over the gide
using the seat pan ejection handle, I received a few broken vertebrse (which
I never felt) for the days vork, and the airpleme paneceked into the marshes
on the Eastern shore of Maryland, Inckily, a search party for the canopy
turmed up the films intact a week later, All in all, the airplame took 34
turns to hit the ground but it was "sans" pilot for the last ten.

The difference between the flat spin and the normal steep oscillatory
spin are easily related, The steep spin is very oscillatory in piteh, roll,
and yaw rate. In normel steep spins the wings will be rocking plus or minus
30 degrees, the nose will be oscilleting between 20 degrees nose down to 80
degrees nose down, and the yaw rate oscillates between 30 degrees and 60 de-
grees per second. These values are relctively constant after three or four
turns, The first few turns (when recovery with neutral controls and drag
chute out is easiest) are noticeably more oscillatory, especially in pitch,
Once the sirplare has decided to spin out, nothing is obvious except the
yaw, The nose doesn't move much, the wings don't move much, and the airplame
Just goes round and round in a hurry.

The reasons for the flat spin are vague and nothing specific can be pointed
out as the culprit. Where a normal steep spin oscillates between 40 degrees
and 60 degrees AOA, the ore just described resulted from a very deep stalled
condition, Stall occurs around 27 units or 30 degrees AOA and the airplane
started spinning with the AOA alreedy climbing through 60 degrees. It's
beyond comprehension to think that someone could inadvertently get up to
those regions of AOA, but I do believe (conjecture) that a jock who is using
the wrong controls in trying to recover from a spin could aggravate the spin
conditions, and drive the airplame through the steep mode into the flat spin
mode , ®

Bird Food for FIBAGIE?

5
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"CH-53 COMPASS SYSTEM®

The CH-53A Helicopter is equipped with an MA-1 compass system which
utilizes BOTH a magnetic compass (flux valve) and a directional gyro to
provide a continuous magnetic heading for navigation, and a heading signal
to the yaw chanmel of the AFCS, Although the system can operate in either
of two modes, Slaved amd Free, slaved is the ons usually used as it offers
automatic correction for inherrent gyro errors. In this mode, the flux valve
or remote compass transmitter, furnishes helicopter heading and counteracts
long time gyro drift, while the directional gyro stabilizes this indication
and eliminates the short-time instability of the compass., To compensate for
deviation caused by helicopter structure, a Deviation Compengating Adapter is
incorporated in the system. Iocated in the nose electronics compartment, it
repeats and strengthens the heading signals and offers twenty-four, fifteen
degree, compensating adjustments, It is these adjustments, along with the
correction and positioning of the flux valve, which must be accomplished
during a compass swing,

A compags swing is performed by placing the left main landing gear in the
center of the turn=tabls of the compass rose and then rotating the helicopter
to the required heading where readings and adjusiments are made.

ALL eloctrical and elsctronic systems which are part of the aircraft in-
stallation requirements must be emergized and operating during the compass
swing. The initial part of the swing is for adjustment and positioning of the
flux valve, It requires the helicoptsr to be rotated to a SOUTH heading, the
indicated heading recorded and a South Deviation calculated, The helicopter
is then rotated to a NORTH heading, similar readings and calculations made,
followsd by the first adjustment, This adjustment is accomplished by rotating
the compass card, using the "PULL TO SET® knob, until it indicates a calculated
ADJUST HEADING, The compensator on the flux valve is then adjusted to make the
"Sync" peedle on the Compass Controller indicate NULL, This complete procedure
is again repeated using the WEST and EAST headings. Now a new ADJUST HEADING,
calculated to correct for flux valve index error, is set into the compass card
and again the "Sync" meedle nullsed, but this time by physically rotating the
flux valve,

The adjustment of the Deviation Compensating Adapter is accomplished in
much the same mamnsr, While the helicopter is positiomed on each of the degree
headings of the compass rose, the ecompass card is rotated to indicate that par-
ticular heading and the Devistion Compensating Adapter is adjusted to NULL the
"Syne" needls,

A well informed pilot can be a real asset when performing a compass swing,
as he can set and keep the compass card at the required ADJUST HEADING and in-
form the technician when the "Sync" meedle is nulled,

A GOOD COMPASS SWING TAKES TIMBE = = = DON'T BECOME IMPATIENT!!!

Bill KALBRETIER
NAESU Engineer
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"AVOIDING TAFDS EXCITEMENT®
*Hey, Merime! You forgot something, How about grounding that aircraftin®

If you are part of a plame crew, how many times have you heard that shout
from people who are refusling your aircraft? Well, there is a good reason
for it. It is not designed just to harrass you, although it does that too.

Static elsctricity may seem easy for you to understand, or it may be just
a big, dark mystery, and you don't really care, But accept the fact that it
does exist. What you might not know is that the aircraft that you are handl-
ing right now may have a big charge of static electricity on it just waitinmg
for you to approach it with something., This charge can build up simply from
the plane's passage through the air or from other more complsx reasons. It
will not drain off as long as the plams is insulated by its tires.

So, before you hook up the pressure nozzle or put that hand service nozzle
into the drop tank, how about attaching that ground wire to some part of the
aircraft's surface. This allows any charge to drain off harmlessly into the
ground.

Hey! Wait a minute, The static elesctricity problem isn't solved yet. The
danger doesn't lie entirely with the aircraft, The passage of fusl through
the hoses and connections, like the passage of the aircraft through the air,
can bulld up a static charge., This is why all pieces of refueling gear are
grounded. It would be hard to ground a portable nozzle, so on each ome (both
hand service and pressure type) there is a "bonding" cable, This conmection
should be made BEFORE the nozzle is connected/inserted,

All TAFDS refueling pergonnel are treimed to make refueling as safe as
possible for you. So don't get "up-tight" if you hear someone yell, "Hey,
Marine! How sbout grounding that aircraft!® Just remember that it's you
who is holding onto the nozzle,

E. S. PAYNE
LtCol MAG-12

"PRESSURIZING EQUIFMENT FOR AIRCRAFT PNEUMATIC
SYSTEMSn

Serious, even fatal, accidents have occured in aircraft manufacturing,
maintenance, and flight operations because of failure of aircraft preumatie
systems, Somstimes there is a serious exposure to fire in fueled aircraft
from mechanical and electrical damage that may be caused by such failure,

Present engimeering design of aircraft uses preumatic systems with pres-
sures ranging from 50 psi to sbout 2,500 psi. Pressures as great as 3,000
to 5,000 psi are used occasionally.

The problem is limited regarding commerciel aircraft, and may involve
only inflation of tires and pressurization of landing gear struts and hydrau-
lic systems accumulators, The difficulty in military alrcraft becomes more

-+
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complex and involves such items as emergency system accumulators, ejection
devices, bomb door and release equipment, anc other accessories essential to
military flying.

Resgolution of the pressurizing problem involvee two mejor factorss:
a8, Providing end mainteining suitable portable pressurizing equipment,
b, Propsr training and supervigion of personnel engaged in this work,

Portable gasecus pressure sources normally consist of orme to six or more
stendard high-pressure gas cylinders secured to a suitable cart or dolly,
mard folded, and having a single delivery control parel.

These units are desigrned to be moved manuslly or towed where needed. They
should be conspicuously marked with placerds (visable from all gides) to show
pressure rengee of the unit, Because of the tremendous potentlal erergy in
its load, the dolly or cart should be designed for maximum safety and stabil-
ity, particularly to prevent it fram overturning when moving.

The dolly or cart should be desigmed so gassous lime conmections to the
aircraft are made from one side, with controls for edmitting, regulating,
end bleeding mounted on the opposite side. The dolly acts as a shield between
the operators and equipment under pressure,

Gas used in these pressurizing applications is normally dry air or dry
pitrogen., Cylinders filled with these gases can be readily procured,

It is recommended that authorized personnel check the contents of each
cylinder to insure thet it conteins the ges indicated by label or color scheme,

Pressure cylinders should never be charged more than the maximum pressure
stamped on their necks. If these cylinders must be exposed to heat or direct
sunlight, their pressure should be reduced to prevent them from becoming ex-
cessive through expansion. Such storage and exposure should be avoided.

Transfer lines making up the receiving system and charging and delivery
lines, valves, and other parts should have pressure capacity suiteble for
their application, Flexible hoses avileble will provide proof-pressure
capacity at least four times the maximum working pressure of the equipment,

Pressurization hoses should be rated for service at the greatest pres-
sure used at the locatiom, if persomnmel should trade or interchange hosss.

Pressurizetion hoses and attached fittings should be tested with water
or other fire-resistant hydreulic liquid before initial use and at intervals
of six months, The date of the test should be banded or tagged to the hose
to facilitete regular mairtenance,

Mechanical damage, ebrasion, kinking, other visual defects, and manufac-
turer!s recomwendations should be cause for rejection of flexible hoses.
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Regulators used on portable equipment should bear the Underwriters labora-
tories approval. They should be of single control, two stege, spring-loaded
diaphram type.

Greater eccurecy during longer periods is assured when the working pres-
sure range of a gauge lies in the middle of the scale. It is important that
gauges be provided with adequately vented cases, blowout backs, and shatter-
proof faces to prevent the gauges fram exploding and ceusing serious injury,
if the Bourden tube should rupture,

Wherever possible, portsble gaseous pressure sources should be limited
by proper regulation., Over-pressure protective devices should be set as close
as possible to the specific pressure required, In daily practice, perscmnel
will tend to use any pressure source conveniently available, without regard
for its designed purpose.

Except for an unusual requirement, such as tire inflation and oxygen
gystem charging three rangss of equipment suffice for 211 military aircraft
(0-1,000 psi, 1,000-2,000 psi, and 2,000-5,000 psi). A source from 1,000 psi
upwards can be assigned for the pressurizing of hydrauliec accumulators, emer=
gency systems, and various ejection devices con militery aircraft,

Mobile pressure sources nceded to deliver O to 500 psi will require over-
pressure protecticn consisting of a spring loaded relief valve and & rupture
disk., The relief valve should have a sealed, adjusteble setting, opening
at & pressure of 10 per cent (and not to exceed 15 per cent) above the required
delivery pressure., The rupture disk should be desigred to fail at & pressure
of 10 per cent (and not to exceed 15 per cent) above the relief valve setting.
These overpressure protective devices should be lead-sealed to discourage any
unreccessary tampering,

Mobile pressure sources of 500 to 1,000 psi should be equipped with similar
relief valves and rupture disks, designed to the same formula,

When aircraft systems require pressurization to valves approaching the
maximum of the pressure source (2,000 to 5,000 psi), no overpressure protece
tion 1s meeded., The design of the systems for which these sources are used
normally calls for functional proof test pressures exceeding the pressure
capacity of the source.

These types of equipment should incorporate a manual vent valve or valves,
g0 pressure csn be bled down manually when the system is conmected to a defec-
tive inlet or deadend. Personrel must be instructed NEVER to loossn a lire
or fitting to vent off pressure.

Several hydreulic systems have a pressure of 500 to 1,500 psi, acting on
the fluid. When this fluid must be bled off under pressure, an adecuately
vented receiving container should be used, Recommended is a vent opening
(with screen cover) twice the size of the inlet opening,

Tire inflation is possibly the most critical of these preumatic operations.

a7
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NOTE::

a. Alrcraft tives are normelly designed with a safety factor of 4 (i.e.,
a tire with an inflation pressure of 100 psi should eccept 400 psi without
failure), Manufactures tests have shown the bursting pressure of a tire ard
wheel assembly is usuelly considerably above this ratio. The safety factor 4
is greatly reduced, when tire and wheel assemblies are damaged, worn, or defec-
tive,

b, Before inflation begins the assembled tire and wheel should be placed
in a protective barrier or cage to ensure against injuries if a tire blows
out or a wheel fails,

¢. Pressure for tire infletion should be limited to a delivery valve as
close to the required inflation pressure as possible, If maximum delivery is
set too close to the required tire pressure, the time for inflation becomes
excessive., It is recommended that the available delivery pressure not be
greater than 50 per cent more than the workirg pressure of the tire.

d., It is essertial that some mechanical means be provided at the end of
delivery hose for positive depressing of the tire valve amnd equipped with a
thumb screw to bresk the valve core loose from its seat.

6. An accurate dial-type pressure gauge should be installed in the deliv-
ery hose downstream from the meedle valve used to control the operation, This
gauge is the delivery lirs, plus a regulator permanently limited to a predster-
mined maximum delivery pressure, should effectively control the hazard of blow-
out,

Though training of personnel is essential in the use of preumatic pres-
surizing equipment, Respect for the tremendous potential erergy of highly
compressed gases should be developed, Since the equipment used is not stande
ardized, familisrity with its functions and controls can be assured only
through special instructions.

It is recommended that personnel so instructed amd qualified be given
certification carde and that mo other persons be permitted to use this equip-
ment. Retraining and recertificetion at least every 12 months are degirable
because of changes in equipment and possibly in aircraft systems.

It ig essential that a program of monthly inspection, testing and certi-
fication of regulstors, gauges, valves, and other parts be established to
ensure proper functioning of mobile pressure sources., Equipment not bearing
current certification stemps or other indications of approval should not be
used until recertification, Certification should be made by & special group,
familiar with pressure conditions.

10
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Porteble gaseous high-pressure sources or units should be c¢learly merked
by signs indicating their uses, Pressure dollies or carts intemded for tire
inflation should be clearly marked in large letters "FOR TIRE INFLATION ONLY!"
Other ecuipment should bear the precaution "NOT TO BE USED FOR TIRE INFLATIONIM
Pregsure ranges and their application to specific systems should also be clearly
marked,

Use of color code will be he'lpful in identifying porteble pressure sources
with the operations the source perform, and will facilitate supervision of
these critical activities,

Reprinted from
NATIONAL SAFETY COUNCIL
DATA SHEET 447

"MORE THAN THRER?"

The Manson Evaluation Test for alcoholism is a controversial scrsening
test to detect actual or potential alcoholics by evaluating personality char-
acteristics without any mention of the word alcohol, The following twenty
question test may demonstrate that you pogsess the propensity of becoming an
honorery member of the A. A,

1. Do you loss time from work due to drinking?

2, Is drinking making your home life unhappy?

3. Do you drink because you are shy with other people?

4. Is drinking affecting your reputation?

Have you ever felt remorse after drinking?

6. Has your drinking ceaused financial difficulties?

7. When drirking do you turn to lower comparions and inferior places?

8, Does your drinking affect your family's welfere?

LW TR T

9. Has your embition decreased since drinking?
/‘”/ 10, Do you crave a drink at a definite time daily?
/l}/} 11. Do you want a drink the next morning?

ﬁ/ 12, Does drinking cause you difficulty in sleeping?

/t/ 13. Hes your efficiency decreased since drinking?

1
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N 14. Is drinking jeopardizing your job?

ﬂJ 15, Do you drink to escape from worries or trouble?

) 1) 16, Do you drirk alome?

F i IR e

17, Have you had any memory losses due to drinking?
18, Has your physician ever treated you for drinking?
19, Do you drink to build up you self-confidence?

20. Have you ever been to a hospital or imstitution because of drinking?

Reprinted from
BICENVIROMMENTAL SAFETY

MEWSIBITER 3-71

Attention is invited to OPNAVINST 3590,5J, parsgraph 4, which states in
part "Professional reporting is essential to the success of Naval Aviation's
Safety Program; consequently, squadrons shall receive credits toward wiming
a Safety Award for comprehensive and reputable reporting., Conversely, pen-
alties for reporting, in perticuler, minor accidents or incidents are prohibe
ited,"

let's all do our bit to advance safety by using the correct reportirg
procedure in "getting the word™ to the appropriate agencies by the fastest
possible method - the Safety UR mesgsage report,

Quote From
WEBKLY SUMMARY

(8-14 August 1971)
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KNOW YOUR COCKPIT?
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1ST MARINE AIRCRAFT WING MISHAP BRIEBFS

1. KC-130, Engine Fluctuation. Damage: None
Injury: None

During normal cruise at 22,000 feet the no. 2 prop sterted to fluctuate.
Synchrophaser disengaged and prop governor switch pleced in mechanical posi-
tion. Problem persisted and engine was secured IAW NATOPS procedures.

2. UH-1E, Ground Accident. Damage: Echo
Injury: None

Maintenance personnel were trouble shooting mein fuel shut-off valve.
Starter relay circuit breaker wes pulled for a stert fuel systems check.
When trigger switch on pilots collective stick was pulled, engine starter
engaged and engine started as advertised. Maintenance personnel attempted
to shut engine down but could not. Engine reached sufficient RPM to cause
main rotor to turn, breaking main rotor tie down. Tail rotor hit main rotor
tie down during engagement.,

Cauge: Lack of meintenance supervision. Avionics personrel performing
fuel systems check pulled wrong circuit breaker.

3., UH-1E, Ioss of Hydraulic Preggure. Demege: None

Injury: Nore

During landing approach at 200 feet and 80 knots, pilot observed no. 1
hydreulic system caution light come on and experienced stiffmess in rudder
pedals, :

Cauge: Failure of hydreulic line ceused by chaffing against oil cooler
line PN 204-060-061-1, Chaffing occured due to improper positiocning of hy-
draulic line during instellation.

4. UH=1E, Precigion Approach. Demgge: Nome
Injury: Nome

During a demonstration of a precision approach to a CAL site, pilot ob-
served RPM to droop and decay to 6000 RPM at time of touchdown.

Caugs: Pilot. Approach was made downwind with low power setting an
excessive rate of descent,

5. CH=46, Aircraft Landed Short of Zome, Damage: Charlie

Injury: Bravo
On a routine Admin/Training mission the HAC gave the H2P a simulated
single engine emergency by moving the No. 1 ECL to the stert position. A

normal approach to a landing site was commenced. However the aircraft started
getting low and slow on final &t which time the HAC moved the No., 1 ECL back

1
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to the Fly position. Full power was applied but aircraft continued to setile,
landed short and slid backwerds down & 30 degree slope for approximately 23
yards. Aircraft came to rest in an upright position against trees.

Cauge: AAR not complete.

6. CH-46, Blade Strike. ‘ Damage: Limited
: Injury: Nons

While meking practice Confined Area Landing two aft blades struck a small
tree,

Cause: Insdequate attention of crewmembers by not insuring aircraft was
clear of obstacles in the zone,

7. CH-46, Blade Strike. Damege: Linited

Injury: Nore

Blade demage mscessitating blade change. Suspect contacted tree during
practice Confined Area landings.

Cauge: Inadequate attention given to clearing aircraft entering confinsd
landing zone,

8, Ei-64, Aborted Take-Off, Damage: Limited
Injury: None

Tgke-of f was aborted because of no airspeed indication, Hook was dropped,
but B-28 arresting gear was not rigged since pilot had requested down-wind
take-off, Aircraft took overrun gear snd continued 1000 feet onto runway
overrun. Right brake was welded and left brake damaged by beat, tail hook
excessively worn and fuse pluge on both main tires blown.

Cauge: Pitot and static lires were reversed during installation of air-
speed indicator. Indicator had been removed to fecilitate other maintenance
and was not a replacement item, It was not therefore given an operational
test., Although the pitot lime and pitot port on the airspeed indicator are
labled as such, the possibility of a Murphy exists. The AN fitting (no part
pumber) attached to B/N AN 815-40 was not replaced. This allowed static hose,
P/N AN 6270-/~9~% to be conrected to the pitot port of the airspeed indicator.

9. A-4B, Aircraft logt at Sea. Damgge: Alpha

Injury: Bravo
Flemes observed coming from tailpipe., Fire continued and pilot ejected.

Caugse: AAR not completed.

15
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NEVINS Jr

UNDBERWOOD
STAFFORD
PINNEY
PORCARI

MAINES
CEROVAG
GLASS

FYIES

ALIEN

HENDERSON
KERR
UPSHAW
SWETE
WOIDYLA
MAY
BRUDZINSKI

H, EISEL

RANK
Major

Major

Captain
Captain
Captain

Major
Captain
Ma jor
CWO-3

Ma jor

Major
Major
Major
Captain
Captain
Captain
1stIt
1stLt

UNIT
1stMAW

MAG=-12/H&MS-12
VMA-211
MA-311
VMA(AW)=-533

MAG-15/H&MS=15
VMCJ-1
VMFA-232
VMFA-115

H&MS-17

MAG=36/H&MS-36
VMGR~152
HMM-165
HMM-164

YMO-6

HMH-4,62
HMI~367

SUB Unit 1
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15T MARINS AIRCRAFT WING GROUND SAFETY OFFICERS AUGUST 1971

s
MACHADO
FITTS

BAKER
HICKS
NESTER
PULLIUM
HUBBARD
ALIEN

BROWN
WEBB
CARROCINO
WRIGHT
KILLDUFF
EVANS

OSTEN
BERKEY
DEVORE

CRAIGLOW
LAMB
NELSON
HOESCHEIE
HEILIG

KOSTIN
BROUGHTON
IRONS

FOTHERINGHAM

GREEN
DEHOUST
DEAL
BRUDZINSKI
FREEBURG

*HMM-164 NOT REPORTED

RANK
CWO=3
1stlt

Major
CWO-
CWO-
1stIt
1stlt
1stlt

Capt
CWo
1stIt

1lstlt
1stlt

1stLt
Capt
1stlt

Capt

1stlt
1stit
1stlt
1stlt

lstlt
CWo

CWO

1stlt
1stLt
1stlt
1stlt
lstlt
1stLt

rd

UNIT
1stMAW
MWHS-1

MAG=12
H&MS-12
MABS-12
VMA-311
VMA~211
VMA(AW)=-533

MAG-15
H&MS-15
MABS-15
VMPFA-115
VMFA-232
VMCJ-1

MWSG-17
H&MS-17
WERS-17

MACG-18
H&HS~18
MASS-2
MWCS-18
MACS-4

MAG-36
H&Ms-36
MABS-36
VMGR=152
HMM-165
HME-4 62
HML~367
HMA-369
VMO-6
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PHONE
348474476
8545

3582
44,69
3621
3445
9135
4579

4666
4504
4677
4644
8866
8848

4355/8685
4673
4276

4340
3198
3297
8505
23-4873

23-4622
23-4256
23-4276
23=4379
23-4208
23-4568
23~-4808
23-4832
23-4843
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COMPLETE

and Ready for Occupancy
3 feet x 6 feet Underground Bedroom (No Bath)

Featuring
Select Dirt Floors, Walls and Ceilings
NATURAL HEAT
Adjoining Landscaped Lots
And the Quietest Neighbors — EVER
All These Features for Only
A Few Unsafe Driving Practices
Closing Costs Will Be Discussed When Appropriate
To reach Marble Country, drive in any direction at any time on any street, road or highway at an unsafe speed.
Weave in and out of traffic. Play “Bumpsiec Bumper” at 40 with the vehicle ahcad of you. Disregard all traffic

control signs. Turn left at any busy intersection with the red light in your face or go through on yellow when
convenient.

NOTE: Should this offer seem unattractive, final transactions may be postponed indefinitely by driving safely at all
times.

MAG-56 Safety NATOPS Bltn

V.5, GOYERNMENT PRINTING OFFICE: 1970
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"IT HASN'T HAPFEMNED - YET®

"It hasn't happened - yet" is surely the most meaningful phrase in driving!

The driver who can go on year after year collecting awards and honors,
but avoiding accidents, has soms special right to be proud that it hasn't
happensd yet,

A really good driver is ore who manages to keep driving without aceident
long after he is mathematically overdus,

An accident-free record is more than pure history. It means that the
extra effort has resulted in extra success. And it takes more than Inck to
be able to say "It hasn't happened - yet!®

Ome of the best ways to keep an accident from happening is to expect that
it will try to happen.

Become a pessimist in your driving and expect the worst from all other
drivers.

You've heard of the poor driver who followed a car driven by a lady into
an intersection. Her left arm stuck out the window straight amd true, in
the proper signal for a left turn, Our driver swung over to go by her on
the right when she suddenly turmed right and piled him up in a collision.

She sweetly explesimed thst she hadn't signalled left at all, She was merely
knocking the ash off her cigarette!

Now our driver figures every shapely arm for anything but what it appears
to mean. He reasons that milady may be pointing to a window display of dresses,
or she may be adjusting her slip, or she may be knocking more ash off her cig-
arette, or she may be stretching, or she MAY mean to turn,

So long as he remains skeptical, he won't be caught again!

The driver determined to keep on saying "It hasn't happened - yet!" had
better adopt the attitude of ome successful driver who figures every other
driver to be a moron or asleep or a beginner or a total stranger or & drunk.
He said, "You'd be surprised how often I was rightin®

The chap who is prepared for it will likely not have to suffer it. The

pessimigt who checks his brakes before he starts down that long grade, is
unlikely to find himself on that grade with no brakes.

The cargo truck driver cen say that a load shift hasn't happened because
he avoids hard braking and tight cormering, actions which cause load shifts.

19
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When several drivers get together they'll start griping about their bad
luck with those little backing accidents, The one who can say "It hasn't
happened ~ yet," is condensing into that short phrase the inmmersble times
when he sought someore to guide him back to the dock,

The guy who gets into trouble is often heard to explain that he'd "Been
doirg that same thing for umpteen years and it never happened, before." This
is not the attitude of the "it-hasn't-happensd-yet-driver!® He looks ahead,
not back. He doesn't ride on his record. Hs knows that his record rides on
his driving, present and future.

When you reflect why "It hasn't happened - yet!™ you'll realize that safety
i1s the result of doing a bit more than the average guy would do under these
seme circumstences.

Be proud to say "It hasn't happered - yet!" but be sure to add "And what's
more, it's not going to happen if I have any chance to prevent it!"

NATIONAL SAFETY COUNCIL

WCOFFEE, TEA OR MIIK
BUT NOT MUCH SYMPATHY"

4n open lstter to motorcyclists from a Hospital Corpsman

Can you imagine yourself riding in a car doing 30 to 35 miles per hour
(or faster) and then falling out onto the pavement? Of course you would not
do this purposely, but in effect, that is just what you are doing when you
spill off of a motorcycle, )

Motorcycle accidents take their toll - officers and enlisted alike. The
abragion, scrape, strawberry or whatever you want to call it is the same as
a second or third degree burn. It takes a long time for the skin to regener-
ate and the injured area to become inoffensive looking. Abrasions are not
the only injuries which result from motorcycle accidents. Fractures are common~
place. And then are fatalities.

At ore naval hospital where I was stationed there was a separate ward for
motorcycle accident cases, It was full continuously! Imagire how many man-
hours are lost throughout the entire Marine Corps from motorcycle accidents
slone,

I am pot advoceting that everone give up motorcycling. It is a good
sport and has certain advantages. For instence, you can operate a cycle more
economically than you can an automobile, However, as a cyclist you are lack-
ing the protection which an automobils offers you,

A particuler danger to the motoreyclist (and, of course, to the automo-
bile driver also) is alcohol. A4s you know, your reaction time slows in rela-
tion to the emount of alcohol ingested. Quick reflexes and good judgment are

20
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a recessity in the pormel operation of a motorcycle., You can imagire how
dangerous it is to drive or ride whils drinking or intoxicated. Yet many
persons do it,

The pain and suffering caused by motorcycle accidents are much too real.
The satisfaction I obtein in my work is that of being able to alleviate, treat
and heal some of the suffering., However, the majority of the motorcycle acci-
dent pstients whom I have treated were due to alcohol intoxication or horse-
play. You can expect the best treatment which I am able to give but don't
expect very much sympethy!

Do yourself & favor -~ ride that bike safely and keep yourself fit for the
folks back home,

HM1 Richard A. HARGRAVE
VP=/7 USN

"WHO IS RESPONSIBIE?"

In a military structure, everyome has responsibility so no single person
is responsible. True? Perhaps so in practice,

Each of us has used this crutch to delay or remove ourselves from en un-
pleasant task, Why not let SOMEONE else take care of the job? Unfortunately,
this mythical SOMEONE never seems to do his work, .

Accidents do not happen: they are caused. If we accept this, then SOMB-
ORE could have removed the cause or prevented the accident, (There is that
SOMEONE guy again: he always shows up when things go wrong).

How many times have we walked by a frayed elsctrical cord, and ungrounded
aircraft in a hangar, a noticeable unsafe work habit, or a speeding tow trac-
tor without attempting to correct the individual or hezard?

Safety is more than the Safety Officer's task. He alome cannot do your
wvork, As Officers and NCO's WE have the suthority, indeed the duty, to cor-
rect any unsafe practice or hazards that we notice.

Regardless if SOMEONE else has the responsibility, the Aceident Statistics
are the same,

So when we get down to the nitty-gritty, that SOMEONE is reslly YOU anmd I,

MAG-15 GSO
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U"DOES YOUR BATTERY OR WELDING SHOP MEET
THESE STANDARDS?"

BATTERY SHOP

1. An enclosed, vented to outside of building, vapor/explosion proof lighting
erea placed so that no open flames from outside source could ignite released

oxygen,

2., Area flushable, racks and duck boards must be painted with acid resistant
paint (rubber matting may be used in lieu of duck boards, provided NAVEX0S
Manual is followed).

3e Exit area free of any obstructions and asccess to a deluge shower. Dis-
tance not more than 10 feet. '

4e Floor free of any obstructions, level and even taper to drain and constructed
of non-glip materiel,

5« Fire door between charging room and arca where flammebles are hamiled or
stored,

6, Elsctrical installation will conform to N.F.C. codes for battery charging.
7. An adequate supply of soda available,
8. BEntire area designated and placard "NO SMOKING",

9. Safety protective clothing which conforms to electrical operation codes.
A maintained log of clothing test, Non-sparking tools used,

10, 100% accepteble housekeeping at all times,
WEIDING SHOP

l. A designated fire safe area with metal, flame resistant tarpaulin, or
asbestos curtains to shield other personnel from arc/ges lighting.

2. An exhaust system of 200 feet per minute with fumes exhausted to outside
aI‘ea« .

3. TFloors constructed of non-slip metal or concrete,
4. TFire protection in place during welding operation.

5. Persomnel safety equipment and clothing that conforms to curremt regula-
tions,

6. Oxygen and acetyleme are not stored in same area,

22
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7. S.0.,P, posted at a conspicuous place in the work area.
8. All valves in the "OFF" position when not in use.

9. Ore hour after close of welding an inspection made to ingure no fire
has started.

WEIDING AND BATTERY COMPIEXES WILL NOT EE LOCATED IN ANY ADJACENT AREA,

Ref: Accident Prevention Manual
6th Edition
NAVEXOS M-203 Vol, 1
R. L. TBGTMEYER
Station Safety Director

" "BIECTRICAL WIRING®

Electrical wiring is serious business, According to recent published
figures 29 military personnel died as a result of accidental electrocution
in the first five months of 1971, Half of the accidents can be classified
as "household" with persons being killed while erscting radio and TV anten=
nas pear power limes, Military authorities are asking commenders to warn
personnel of such hazards, On-post facilities will likely be surveyed by
safety personrel before an authorization is given to erect antennas in housing
arsags,

Reprinted from Armed Forces
Journel, 5 July 1971

GSO COMMENT s

At MCAS Iwekunl the problem with radio and TV antennas is minimal, Our
greatest danger with electrical wiring is the so called "jury rigging" in owr
quarters. The use of extension cords that are not approved by Underwriters
Laboratory (UL), the over loading of recepticals with extra fans, TVs, and
stereo equipment is extremely dangerous. These conditions present hazards
to the user and the equipment,

Everyone has there own well being at mind; so THIMK before you plug it in.

23
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1st MAW &portable_ Accidents

- 1Aug7] - LIBERTY: One Cpl twisted his knee while playing football st Ono
Falls, Two days lost time.

1Aug7l ~ MOTORCYCIE: Ome Cpl hit gravel on the road causing him to lose
control and overturn, He has lost the little finger of his right hand,
Ten days lost time.

Cause: Driving too fast on unfamilier road at night.

28ug71 - MOTORCYCIE: One GySgt ran over a softball that had rolled into the
street in front of him. He lost control and overturned spraining his shoulder.
Two days lost time.

84ug7] - MOTORCYCIE:: Ore Cpl rounded a curve on the wrong side of the road
and collided with &n automobile, He received a leg injury. Four days lost
time, His passenger was lucky; no injuries. :

Caugn: Careless driving,

84ug7] - MOTORCYCIE: Ome Cpl was struck and driven off the road by a JN
autcmobile. This resulted in two broken arms for the Cpl, arnd four days lost
time, His passenger was lucky also.

84ug7] - MISCELLANEQUS: One LCpl was cleaning a window in town, The glass
broke and dropped on his foot, Four days lost time.

QAug7] - MOTORCYCIR: One LCpl attempted to pass an M-35 on the right, at an
intersection, The M-35 mede a right turn, and the LCpl was unable to avoid
a collision., One broken left leg, Eight days lost time,

10Aug7] - LIBERTY: One LCpl fell when he stepped off a curb in town. Two
days lost time becauge of a torn ligament in his left knee,

Cauge: Inattention to footing.

124ug71 — OFF-DUTY: One LCpl suffered a broken jaw while participating in
a touch football game, Five days lost time.

154ug7] ~ MOTORCYCLE: One Cpl struck a Japamese boy on a bieycle when the
boy veered into his path. The boy was not injured but the Cpl suffered a
ligament strain to his right kmee, Three days lost time.

Cauge: Fallure of boy to stay in bicycle lane.

194ug?1 -~ LIBERTY (Sports): Ome Cpl was struck in the back by an opposing
player while engaged in a game of football, Three days lost tims.

21Aug7] - GOVERNMENT VEEICIE: One Pvt while driving an M-35 failed to mego-
tiate a ninety degree turn. The resultant demage is approximatly 1,200 dol-
lars. ‘
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Cauge: Reckless driving,

21Aug7l - BARRACKS: Ome Opl, "I put my hand through a glass window." Sev-
eral tendons and ligaments were lacerated in his right srm, Eight days lost
time,

Cauge: Reckless individual act.

24Aug71 - GOVERMMENT VEHICLE: One Cpl driving a M-52 with trailer struck

the center island in front of the railway station in RTO, Approximately $300
damage .

Coauge: Inattentive driving.

24Aug?7] - LIBERTY: One Cpl was found by the MP's with lacerations end a
contusion over the left eye. Two days lost time,

Cguge: Fell down stelirs in bar.

24Aug7) - OFF-DUTY: One LCpl fell on the sidewalk in fromt of the "E® Club
and cut his hand on some glass. lLost time in excess of five days.

Cauge: Unknown.

24Aug7] - OCCUPATIONAL: One GySgt received flash burns to his hands when
the electrical equipment he was working with "arced®, Six days lost time,

Cauge: Under investigstion.

These 17 accidents all resulted in injurlies that required hospitalization
and/or property damage in excess of $100 that is paid by the govermment,

The other 77 "minor" accidents that occurred during August resulted in
"minor" injuries such as cuts, bruises end broken bones, Although these
injuries were of the "treasted and released" category, they have resulted in
Marimes being off the job for many howrs,
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1st MAW CUMULATIVE ACCID:iNT RATE/10,000 HOUKRS

4 FY-71
—_—— - — — .+ FY-72
//‘\
2 A~ R
// y - '\—-\///w—“ﬁ%
/] / .
/
/
JUL AUG SEP OCT NOV LEC JAN FEB MAR  AFR MAY JUNE
l1st MaW ACCIDENT/HOURS STATISTICS
« | CUMULATIVE
H—’?l 1037 2.20 2097 2.19 2.04 1089 1081 1076 1057 1071 1.72 1072 1-72
CUMULATIVE
FY-72 0 |1.67 i 1.67
« | NUMBER OF
ACUTS FY-T1 1 2 3 0 1 1 1 1 0 2 1 1 14
NUMBLR OF | ——§)-
ACLUTS FY-T72 0 2 P
% | HOURS FLOWN T
FY-71 7264 6400 6604 | 7026 | 6908 7923 | 7441 | 7008 | 6988 6625 | 5269 | 5955 81,411
HOURS FLOWN
FY-T72 5947 |6023 11,970

JUL AUG  SkP OCT NOV  bkC JAN  FiB MAR APR MAY JUNz

% - Figures recomputed for FY-71 for present Squedrons/Groups attached to lst Maw

IIAISSVYIONA
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HEAD@UARTERS

lst Marine Aircraft Wing
Fleet Marine Force,Pacific
FPO San Francisco 96602

7/IDT/gln
1301
10 Aug 1971

COMMAND DIRECTORY

Prepared as a matter of intrest for commands within, and associated with,
the 1st Marine Aircraft Wing, Fleet Marine Fcrce, Pacific. All addressees
. are requested to notify the Wing Adjutant of any errors or ommissions noted

and changes as they occur.

Attention is invited to Wing Order 2305.3 for

Staff information due in to the Adjutant by the fifth of each month.

DISTRIBUTION "AM & uB®

Copy to:

.CMC (Code AC)

CG FMFPAC

CG 1ST MARDIV

CG 3RD MARDIV

CG FORIOG COMD

CG 2ND MAW (Attn:.G=1)
CG 3RD MAW (Attn; G-1)
COMSEVENTHFLT

CG 7TH AIR FORCE

CG 1ST MARBDE

D M. Feben

L. D. TAKER

Captain, U. S. Marine Corps

Wing Adjutant

CTF 70

CG IITI MAF

CG MCB CAMP BUTIER

CG FMFPAC (Fwd)
NAVAIRSYSCOMREPAC (Code 232)
CO MCAS (H) Futema

CO MCAS Iwakuni

FMFPAC LnO Bks Yokosuka

MB lckosuka '

PN NN SN SN ST
N VLW W o\
Nt el e eV N Mo e o o
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DIVISION/BRANCH/GRADE/NAME

WING CCMMANDER DIVISICN

MGEN R. G. ONENS JR.
CAPT S. N. MELGAARD

CAPT G. P. KREHER JR.

BGEN W. R. QUINN
1STLT B. A. SMITH
SGTMAJ E. L. CASSELL

CHIEF OF STAFF DIVISION

COL G. W. MORRISON
CAPT R. G. GULLEY
GISGT J. L. HUGHES
S5GT L. E. GREEN

ADJUTANT BRANCH

CAPT L, D. TAKER .
CAPT K. C. HOUSTON
CWO-L P. E. CLAUSEN
MSGT E. A. NELSON
GYSGT D. A. VIG
SSGT G. L. MCCLEARY

G-1. DIVISION

COL M. B. PORTER
LTCOL M. J. WILLIAMS

LTCOL W. K. STRATFCRD

MAJ P. L. HARRINGTON

MAJ R. L. BAINBRIDGE

CAPT J. W. JACKSON
CAPT R. W. LIST
CAPT G, L, KIRLAND
1STLT G. JENNINGS
1STLT P. M. MISSOR
1STLT J. E. HOWARD
CWO-2 K. R. DIANA
MSGT H, K. CLEVELANT
GYSGT W. J. MCBRIDE
GYSGT P. H. BRIDGES
SSGT D. E. COLLINS
GYSGT J. L. HEDRICK

DECLASSIFIED

ASSTGNMENT

WING CQMMANDER
Aide-De-Camp
Aide-De-Camp

Asst WING COMMANDER
Aide-De~Camp

Wing SgtMaj

Chief of Staff
Staff Secretary
Admin Chief

Asst Admin Chief

Adjutant
Asst Adj/AwardsO
Q1ICC/RPS/Postal0

@MCC NCOIC
NCOIC Wing Adj
Chief Clerk

Asst CofS, G-=1
Asst, G-1

Wg Spec ServicesO
Wg Pers Officer
WgCarPlan Officer
Admin Officer
CarRet Officer
Yokotaln Officer
Rpts Cntl Officer
FATLO

Asst Pers Officer
Asst Pers Officer
Admin Chief

ACU Contact NCO
Human Relations NCO
Orders Chief -

Wg Pers Chief

DECLASSIFIED

TELEPHONE

RTD QTS
Apr72  L097/L085

Jan72 L097/L2L3 3359
Feb72 L097/L2L3 None
AugTl Lobl L4 88
Dec7l: . LO97/L2L3 None
Dec7l 4378 3h91
Jun72 L4085/L225 3322
Sep7l L225/L2L3 3149
Jul72 L225/h243 None
Jun72 . L225/4213 None
May72  Lé29/L20L 310
Feb72 L629/3275 3763
Nov72 351111 3648
Aug7l 3544 None
Feb72  L629/L20L None
Nov7l ' U4629/L20L None
Jul72 4326 3567
Feb72 L4326/L3L49 3192
May72  L009 .32L0
Jul72 3746 3265
May72  L697 3194
Nov7l L326/L3L% 339L
Jan72 4697/8763 3321
Dec7l” 225-9517 None
Mar7?2 378L 3355
Jan7?2 L4370 3185
Feb72 3746 3219
Sep7l  37L6 332l
Jan72 L5h7 3L05
Apr72°  L5h7 None
Mar72 8589 None
Jan72 L3L9 8568
Jul7?2 37L6 None
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DIVISION/BRANCH/GRADE/NAME

G-2 DIVISION

LTCOL W. C. SERVICE
MAJ J. D. WAY

CAPT W. D. AMBERSON
CAPT W. A, BROWN
CAPT J. F. ELLIS
CAPT W, B. MESTON
CAPT G. G. MEYERS
CW0-2 J. G. LYLE
WO J. C. SEIG

WO A. R. MORRIS

"WO C. J. BRUCE

MGYSGT T. V. BARNES
SSGT L. E. ROADS
MSGT C. W. CLRMONS
SSGT A. P. DRAKE
GYSGT T. MEADOWS

G~3 DIVISION

COL H. HART

LTCOL R. G. HAGGARD
LTCOL T. J. AYERS
LTICOL P. M. JACOBS
MAJ J. MACCAFFREY
MAJ H. MNTEAU
MAJ DODSON- -
MAJ MILLER
MAJ MACKEY
MAJ . NEVINS
MAJ MCADAMS
MAJ . AMMONS
CAPT K. W. TURCK
CAPT J. H. UPDYKE
CAPT T. R. HOOK
CAPT M. R. MGHR
CAPT K. W, BEST
CW0O-2 R, L. BERNARD
SGT R. C. TAYLOR

SRR
F s E

G~h DIVISION

COL D. L. DAVIS
LTCOL W. G. VIERS
LTCOL F. P. WILLIAMS
MAJ J. W. BUTLER

IT1

ASSIGNMENT

ACofS, G-2

Asst G-2

ACIO

Wg CI Officer
MO,

Asst ACIO

SSCT 0IC

S50 0IC

PIIU 0IC

G-2 SERE Officer
G-2 AdminO

G=2 Chief

G=2 Admin Chief
ACI Chief -

Wg CI Chief
PITU NCOIC

ACof3, G-3
Asst, G-3

OPS Officer
NATQOPS Officer
SIOFP Officer
PLANS Officer
ATC Officer

- NAHA-Liaison

ASST, Ops (FTR)
AVN S4F Officer
Asst OPS (HELO)
Trng Officer
Asst: OPS (ATK)
Drug Abuse Officer
Hist Officer
Asst OPS (TGTS)
E W Officer

N. S. Officer
NCOIC, G-3

ACofS, G=L
EngroO
Ass't G=L
AMO

DECLASSIFIED
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RTD TELEPHONE QTS
Jan72: 1485 3029
Jul72 1,85 3613
Nov7l 3328 3279
Jan72 4310 3365
DecT7l 3328 3273
NovTl 3328 3279
Mar72 Lok7 3035
DecTl Lokt 3204
FebT2 8669 3279
Mar72 3328 3279
Jan7?2 3392 3261
g7l 1,85 None
Jun72 1,85 None
Jun7?2 3328 None
FebT72 L4310 None
Nov7l 8669 None
Oct7l L592/3282 4553
Jan72 L503/3052 3293
Jan72 1503/3052 3524
Jun72 L476/3L8L 3293
May72 8029/4592 3122
Jun72 4029/L592  21-7929
Jun72 L668/L678 3265
Dec7l 624=4137 (NAHA AFB)
May72 U592/3282 3194
fpr72  LL76/348L 3265
Mar72 1,592/3282 3265
Jan72 4307/8766 3136
Sep7l L4592/3282 3382
Jan72 8881/4375 3056
Sep7l L029/1,592 3219
Jan72 L4503/3052 3238
AugTL h2kho 3323
pr72 4029/L592 3056
Oct7l 3282/,503 8568
Feb72 LoL1/1600 L212
fpr72 L4259 3121
May72 Lola/L600 3029
Jul72 L861/L6T1 3633
FOR OFFICIAL USE ONLY
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DIVISICN/BRANCH/GRADE/NAME ASSIGNMENT RTD TELEPHONE QTS
(G-l Con't) |
|
MAJ W. K. HUTCHINGS Ass't G-l Mar72 Lol1/L600 3335
MAJ L. W, HYATT MTO Mar72 L4087 3121
MAJ J. P. JOINER AysinalO Mar72  LL7L 3192
MAJ J. D, MOODY FacO Jan72 4259 3060
CAPT W. J. CAMP Rotary WingO Jan7? 3372 - 3482
CAPT G, H. CONNER ordo Jan72 U391 3378
CAPT R. M. DALBEY Ass't AMO Feb72 L671/LB6L 3L82
CAPT D. L. DUGAN OIC NAMP (3M) School Novyl  LLB81 3308
CAPT T. D, HOPPER Maint. AdminO Jul72 - LB61/L6T1 31h5
CAPT J. T. LYTLE TAFDS Officer Jun72  L259 3261
CAPT D. RATCLIFFE Ass't AVO Jul72 Lh23 3279
CAPT R. XK. RIGGS AVO Mar72 © LL23 Lh51
CAPT C. D. SMITH Ass't MTO Nov7l 1,087 331l
CAPT R. R. SMITH EmbO JanT72 4602 3459
CWO-4 B. J. FIFER Fixed WingO Dec7l LéT71 3218
CWO-3 E. L. MACHADO - GSO Mar72 LOL1/L600 3778
CW0-3 M. G. SATTERFIELD Ass't 3M Officer NovT7l Lh7h 3119
CWO-2 4. N. GRAHAM GSEO/IMRLO Jan72 1073 3234
CWO-2 L. MORGAN Food Service O Aug71 862L/8783 3093
CWO-2 J. E. UPAH, JR. SATS 0 JanT72 163 3778
WOo-1 C. A. FITZGERALD Flight EquipO Ipr72 Lo73 3459
MGYSGT A. AGUILAR Maint -Chief Mar72 LB61/L6T1 None
MGYSGT R. GEARY Log Chief May72 LOL1/L600 3569
MGYSGT J. M. MCBRYDE Ord Chief Jun72 4391 None
MGYSGT M. R. SKINNER Engr Chief Dec71 L259 3569
MGYSGT O. W. STARR MT Chief Feb72 Lo87 None
MGYSGT A. E. WATSON Avonics Chief Feb72 Lh23 3383
MSGT F. G. BISNER Embark Chief Mar72 1602 None
MSGT G. A. HIATT 3M Chief Jan72 Lh7h/8702 3405
MSGT C. R. THOMPSON SATS Chief Lpr72 LL63 3256
HEADQUARTERS CCMMANDANT
COL W. C. KELLY HQ, Commandant Jun72 L82k 3046
WING INSPECTOR
COL W, C. WATSON Wing Inspector hig72 L3y 3362
MAJ O. E. JAMES JR. Ass't Wg Inspector NovTl L3k 3060
ARFEA AUDITOR DIVISION
CAPT A, H. RAINES Area muditor May72 3L58/LL8L 3195
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DIVISION/BRANCH/GRADE/NAME
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ASSTGMNMENT

COMPTROLLER DIVISICN

COL J. W. KIRKLAND
CAPT J. H. GUELICH
CWO-2 J, E. CARTER
GYSGT L. O. JCHNSON--
GYSGT M. D. DEAN
SSGT R. C. BOULINEAU

STAFF JUDGE ADVOCATE

LTCOL C., W. COLLIER
MAJ L. J. MINER
CAPT J. L. HOWARD

CAPT P, F.
CAPT 3. Jd.
CAPT R. J.
CAPT D. G.
CAPT P. R,
CAPT D. T.
WO-1 R. L.
MSGT R. C.

GEITNER
LEVIS
KINKLE
FISKE
DAY
METZGER
FHILLIPS
YULE

ACofS, Comptroller
Deputy Comptroller
Budget Officer
Compt: Chief

Gnd Compt Chief
Fiscal Chief

Staff Judge Advocate
Deptuy SJA
MilJudge/AdminO
Trial Counsel
Defense Counsel/LAO
Defense Counsel/LAO
Trial Counsel
Review Officer

OIC Futema Law Center
Legal AdminO

Legal Chief

COMMUNICATION-ELECTRONIC DIVISION

COL J. A. BLAKELY
LTCOL R. H. HARTER
MAJ R. E. HUEBNER
CW0-3 J. E. WRIGHT
MGYSGT E. L. HARMON
MGYSGT R. G. BENEDETTO

WING MEDICAL
CDR F. C, LEISSE

LT I. D. HOWARD
HMOM R. A. 14U

CEO

Asst CEQ

Asst CEO

Maint Officer
Communication Chief
Maint Splcst

Wing Medical Officer
AdminO :
Leading Chief

DECLASSIFIED

RTD TELEPHONE QTS
Jul72 LLo8/322Y4 3721
Oct71 LLO8/322) 33L5
Nov7l LLO8/322L 3378
bpr72 L1,08 None
Mar7?2 1,08 None
Apr72 hl08 None
Jun7?2 4,398 3194
Jun72 14398 3633
Nov7l LL09/863L 3308
Dec7l LLO09/863L 3149
Dec7l 8730 331
JanT7? 8730 3108
Apr72  L409/863L 3171
Dec71l L4L09/863L 33l
Mar72 L4339 (Futema, Okinawa)
JunT2 1,398 3219
Nov7l L4398/LLO9 None
Aug72  1)129/3001 3123
Sep7l  LL29/3001 1652
Jan72 L429/3001 3514
Aug72  Ll29/3788 3219
Jan72 L4429/3001 3383
Mar72 LL29/3001 3383
Feb72 L595/L42L49 3217
Nov7l L595/L2L9 3361
apr72 b595/h2L9 3083
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DIVISION/BRANCH/GRADE/NAME

ASSTGNMENT

WING NAVY PERSONNEL-MEDICAL SUPPLY

LT I. D. HOWARD

HMCM R. A. LAU

HMC E. E. HOLLIE

HMC E. FLOOD

WING DENTAL

CAPT J. J. LYONS
LT E. C. HANSON

DTC E. D. MUMA

WING CHAPLAIN

CDR D. F. ZELLER
LCDR T, W. KUHN
LT J. R. VON MEYSENBUG

LT F. W. RYDER

LT T. A. SCHULTZ

7TH COUNTERINTELLIGENCE TEAM

CWo=2 J. A, CONCNICO
CWO-2 W. C, LANTZ
Cwo-2 T. . F. KING
WO M. L. SHANKLIN

WO B. E. MARSH

MGYSGT J. M. WOCDWARD

MANAGEMENT DIVISION

MAJ J. M. TUTTLE

CAPT P. CRAWFORD

1STLT 5. R. MAGYAR
1STLT D. C. CANFIELD
1SILT P, M, LIITELL
CWO-2 P, C. KENDALL TI1I
MSGT C. R. ROBERTSCN
MSGT J. H. SIDORAN

PersO

Asst NAVPERSO
Admin- Chief
Supply Chief

Wing DentalO
AdminO
Admin Chief

Wing Chaplain
MAG-12

MAG=15 Chaplain
MWSC-17/MACG=18

MAG-15

Tm Cmdr
Asst Tm Cmdr

Unit Spt Tm Cmdr
Unit Spt Tm Cmdr
Unit Spt Tm Cmdr

Team Chief

ACofS, MGMT
MGMT ENGR

Ass't MGMT ENGR
Ass't MGMT ENGR
Reports Coord O
Readiness Reports O

NCOIC MARES
Projects NCOIC

MARINE WING HEADQUARTERS SQUADRON-1

COL W, C. KELLY
MAJ J. SHERLOCK JR.

Commanding Officer
Executive Officer

DECLASSIFIED

~

re "

RTD TELEPHONE QTS
|

Nov7l L595/L2L9 3361
Apr72  U595/L42L9 3083
Nov7l L595/L2L9 4519
Jun72 L4372/8513 None
Apr72 1420 3051
Mar72 1420 None
Nov7l 1628 None
FebT72 Lhol 113L
Jul72 LsLo 1128
Jul72 Lol 112h
Jan72 L6lo Wone
Jul72 L,oo8 1179
Mar72 L2L6/3768 4858
Apr72 L2UL6/3768 3229
Feb72 L2L6/3768 3314
Mar72 L2L6/3768 3355
Feb72 L2L6/3768 3345
Jan72 L2L6/3768 L363
Junf7?2 4306 3740
Aug72 L306 None
FebT72 1,306 3317
FebT7?2 L,306 323
FebT72 4306 323)
Nov7l 1,306 3140
Mar72 L306 None
JanT72 L306 None
Junt72 L52l 3046
NovT7l 8528 3293
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DIVISION/BRANCH/GRADE/NAME

(MWHS-1 Con't)

CW0-2 R, J. NEYT

MAJ T. P. KIRLAND

MAJ H. L. LONG

1STLT E. V. WASKIEWICZ
SGTMAJ J. F. PARKER
CWo-4 W. R. M. TUCKER
GYSGT T. R. CAIN
GYSGT P. J. RIVERA
1STLT ™" J. AKRE
CWO-3 F. E. BARTHOLD - -
1STLT T. E. MCNAMARA
1STLT W, E. FITTS
1STLT D. E. GQRDON

PUBLIC AFFAIRS OFFICE

CAPT H. S. GAZAWAY
MGYSGT L. E. WITCONIS

MARINE ATRCRAFT GROUP-12

COL E. J. RUTTY

LTCOL C. A. LINDELL
LTCOL W. C. SINGLETARY
LTCOL E. S. PAINE
LTCOL F. G. DAWSON --- -
LTCOL J. L. DRIEFER
LTCOL W. E. WILSON JR.
LTCOL K. L. BATT
LTCOL R. P. SPREIER
LTCOL K. D. CURRY
CAPT J. T. SALEWSKI
CAPT A. E. PETERS
CWO-2 W. D. MCCALL JR.
SGIMAJ P, V. BAILEY

MARINE ATRCRAFT GROUP-15

COL R. R. MILLER
LTCOL D. A. MICKLE
LTCOL C. J. EVERSOLE
LTCOL R. R. POWELL
LTCOL J. L. GREGORCIK

ASSIGNMENT

S=1 Officer

Opns--Of ficer
Services Officer
Intelligence Officer
Sergeant Major
Supply/Fiscal0 MT O
Admin Chief -

Career Planner

Legal Officer

Band Officer
Security Officer
Fmb/Asst Serv Officer
Utilities Officer

Public Affairs Officer
Public Affairs Chief

Commanding Officer
Executive Officer
S=1 Officer

S5-3 Officer

S-l; Officer -

CO, MABS=12 -

Co, VMA 211

COo, VMA 311 -

CO, VMA(AW) 533
CO, H&MS 12
Adjutant

0IC, MATCU 62

S5=-2 Officer

Group SgtMaj

O, MAG-15
X0, MAG-15
s-1, Officer -
CO, WMFA-115
CO, VMFA-232

DECLASSIFIED

RTD TELEPHONE QTS
Nov7l 8742 3667
Feb72 8629 3633
Jul72 8545 3633
Feb72 8629 331
Jan7?2 8528 3491
Nov7l 1681 B&81
Apr72 8823 None
‘FebT72 8785 None
Feb72 1,268 331
Jan72 L660 None
Feb72 8567 None
Feb72 8719 None
Nov7l 3329 None
Mar7?2 L1260 33L3
Nov7l LLo7 3491
May72  L570 3658
DecTl 3557 3217
Jun72 Lok 3192
Mar72 3630 3217
Jun72 L601 4638/3417
Jan72 L39L 3459
Jun72 921106 (OKI) None
Mar72 11200 3631
Mar72 L382 3121
Jul72  LLkL9 3112
Mar72 3557 3133
Mar72 3116 3185
Jan72 Lshl 34h3
Dec7l 4362 3491
Oct7l Lool 3658
Mar72- Lhy77 3516
Jan7?2 L1666 3516
Jan72 8802 3459
Feb72 L662 3250

FOR' OFFICIAL USE ONLY
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DIVISIQN/BRANCH/GRADE/NAME

(MAG-15 Con't)

MAJ J. T. RADICH

MAJ R. C. ANDREAS
MAJ R. L., BECKWITH
MAJ J. E. HERLOCKER
CAPT J. L. LUCAS
CAPT D. L., HENDRIX
WO-1 M, B. KENNEDY
SGTMAJ W. F, MORTIMER

MARINE WING SUPPORT GROUP-17

COL W. G. MCCOOL
LTCOL R, W. COONEY.
1STLT W. A. AKAHOSHT
1STLT W. C. FHMSEN JR.
MSGT C. N. CHILDERS
MAJ W. B. ROURKE

MAJ R. L. REDEILMAN
SGTMAJ T. T. ZABELSKI
LTCOL W. R. LIMBACH
MAJ A. L. FRUCCI

CAPT W, O, PARR

MAJ E, R. ALLEN

CAPT J. E. JUNEAU
CAPT G. R. OCONNER
1STLT E. J. YOCHUM
CWO-3 W. H. WELCH JR.
LT F. W. RYDER

MARINE AIR CONTROL GROUP-18

COL E, M. JONES
LTCOL L. "B" MYERS
MAJ R. V. WALKER
LTCCOL L. H. HOLMES
LTCOL R, D. MILLER
LTICOL T. G, DAVIS
MAJ R. A. HAGEMAN
MAJ R. S. HOLDMAN
CAPT J. L. JUDY
1STLT F. J. SWANGO
LT F. W. RYDER
SGTMAJ R. M. CHMAN

ASSIGNMENT

S=1 Officer
S=3 Officer
CO, MABS-15
CO, H&MS-15
NATOPS Officer
0IC, MATCU-60
Adjutant
SgtMaj

Commanding Officer
Executive Officer
S=1 Officer
Adjutant

S5=2 Officer

S-3 Officer

S=l Officer
Group SgMaj

CO, H&MS=17

CO, WERS=17

Group Sup O

Avn Safety O
Aircraft Maint O
Mtr Transport O
CQM Officer
0IC,- MCC=1-

Group Chaplain

CO, MACG-18
CO, H&HS-18
CO, MWCS-18/Group CEO
X0, MACG-18
CO, MACS-L
CO, MASS-2
5-3 Officer
S=L Officer
S=-1 Officer
Adjutant
Chaplain
Group SgtMaj

DECLASSIFIED

RID  TELEPHQNE QTS
!
|

Nov7l L562 3437
Jul72 L4680 3122
May72  L622 37ho
May72 ~ L548 3740
May72  Loo8 3136
Jul72 4783 3477
Oct7l  Lh77 3145
Mar72 1696 3491
Jun72 LL71 3326
Feb72 Lol3 9=41-1652
Dec7l 3722/L395  3L43
Nov7l 3531 3667
Dec7l L4355/3725 3552
Mar72 3751 3192
Nov7l L4355/3725 3631
Mar72 3L65 3083
Dec7l  LL60 3051
Jun7?2 4278 31L7
Oct7l 4089 3272
Mar72 L065/3123 3147
Jan72 4308/3695 3361
g7l - LoB6 3314
Mar72 Lok 3081
Jan72 Lhi67 3140
JanT7?2 L1640 9-31-802}
Jul72 L8L7/4091 3046
Jul72 4396 371
Jul7?2 L573 3112
Sep7l L091/L8L7 3741
May72 23-4106 (OKI)23-6L7
Oct71 4228 3194
Jul72 4003 3759
Jun??2 L3L4o 3265
Oct7l L091/L8L7 3667
May72 L091/L8L7 3361
JanT2 L6L0 None
Mar72 L4347 3083

FOR OFFICTIAL USE ONLY
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DIVISION/BRANCH/GRADE/NAME ASSTGNMENT
{(MACG-18 Con't)
GYSGT B. R. CLEMENTS Admin Chief

MARINE AIRCRAFT GROUP-36

COL A. F. GARROTTO

LICOL J. R. PLUMMER -
LICOL L. W. JARMAN
LTCOL A. J. KETTERING
LTCOL J. L. NORTON
LTCOL R. W. DUPHINEY
LTCOL D. A. SPURLOCK
LTCOL V. J. GUINEE
LTCOL T. S. REAP
LTICOL P, L. MOREAIL
LTCOL R, D. MILLER

MAJ D. M. BABITZ
MAJ J. W. ROBERTS
MAJ J. A, BARRY
MAJ R. SANCO

MAJ R. W. CRONE

CAPT K. R. CLARK
CAPT D. A. MCPHERON
CWO-2 L. R. COXE
CWO-2 E. .Q. HICKS
SGTMAJ A. JURADO
SSGT M. S. CHIPPS

Commanding Officer Jul7?2

X0, MAG-36
S=3 Officer
CO, HMM-16)
co, VMO-6
CO, VMGR-152
CO, H&MS-36
CO, MABS-36
S-=l; Officer
CO, HMM-165 -
CO, MACS-4

Adjutant

CO, HMH-L62
S-1 Officer
C0, HML-367

0IC SUB-UNIT #1

H&MS-36

OIC MATCU=-66
S=2 Officer
OIC MATCU-68

.0IC .SU#L WERS-=17

SGTMAJ MAG-36

Group Admin Chief

DECLASSIFIED

RTD  TELEPHONE QTS

Jun7?2 L8L7 8828
23-4508/L509  23-L200
May72  23-L508/LE09  23-4308
Dec7l  23-451L/L55L 23-1229

NovT71l None None
Mar72  23-1592/L266 23=1),03
Sep7l  23- Lj252/4236  23-420)
Mar72  23-4576/h212 23-4290
Apr72 2324453 23-L66L
Jan72  23-1,622/1,62] 23-4219
Jun72  23=L456L 23-4390
May72  23-4106/11148 23-431L
Jan72  23-1}22 23-16%0
Apr72  23-4515/U516 23-Lh2)
Jan72  23-4281/L181 23-L672
Mar72  23-01l1 23-L703
Feb72 234832 23-L21Y
Nov7l  23-L2Lh 23-L37L
Dec7l  23-L406 23-L713
May72  23-L8LL 23-L662
May72  23-L5L5 23-4715
Dec7l  23-4402 23=1,665
Jan72  23-L422 23-1366

FOR OFFICIAL USE ONLY
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PHONE LISTING FOR 1ST MAW OFFICERS OF THE DAY

UNTT
MWHS-1

MAG-12
H&MS~12
- MABS-12
- VMA-211
VMA-311
VMAW-533

MAG-15

H&MS-15
MABS-15
VMFA-232
MATCU-60
VMFA-115
VMCJ -1

MWSG-17
H&MS-17/WERS=17

MACG-18

MAG=36

10
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PHONE

8823

3557/L860
3656/3595
3294/3320
927103 (OKI)
3445

L579

LL77
8609

8703

8662

L783
8583
4226

3531/3722
3531/3722

86828
Lh22/1508

FOR OFFICIAL USE ONLY
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DIVISION/BRANCH/GRADE/NAME

LTCOL L. L. DEMENT
MAJ D. MUFFI

CAPT G. T. IEMAY
CWO=2 We J. RAY
CAPT F. M. STICHER
1Sgt L. C. LONG

DECLASSIFIED

ADDENDUM TO COMMAND DIRECTORY FOR MONTH OF AUGUST 71

ASSIGNMENT

WSO

AWSO

AWSO (AVN)
AWSO (MCP)
0IC WMT
WsC

RTD TEIE PHONE
Nov7l L1669
Nov7l L4669
Sep7l L4392
Sep7l  L665
Dec7l L4392
Feb72 U669

D p e
L. D. TAKER

Captain, U. S. Marine Corps
Wing Adjutant

FOR OFFICIAL USE ONLY
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3121
3613
3382
L4839
3382
21-7980
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Ist MAW
Slates

Seminars
The 1st MAW Human Relations

Office is hosting a series of human
relations seminars through September
30.

Featuring discussion and learning
techniques, representatives of the
Human Relations Office will monitor
open discussions dealing with racial
problems and communication gaps
between rank groups.

“These are going to be analysis
type seminars,” according to Staff
Sergeant Walter J. McCreary of the
Human Relations Office. “We will
attempt to explain reasons why people
think differently, what their problems
are, and what solutions; can e
reached.”

Audiences for the seminars will be
racially mixed to help promote more
meaninglul discussions.

Seminars Set

At Iwakuni

IWAKUNI MCAS, Japan (Spe-
cial) — The 1st Marine Aircraft
Wing Human Relations Office
began a series of human rela-
tions seminars Tuesday. The
seminars will Jast through Sept.
30.

Representatives of the Human
Relations Office will monitor
open discussions dealing with
racial problems and commu-
nication gaps between rank
groups.

“These are going to be
analysis type seminars,” S. Sgt.
R. D. Mcrae of the Human Rela-
tions Office said. “We will at-
tempt to explain reasons why
people think differently, what
their problems are, and what so-
lutions can be reached.”

Audiences for the seminars
will be racially mixed to help
promote more meaningful dis-
cussions.

DECLASSIFIED

Navy Aide
Completes
Base Visits

YOKOSUKA, Japan (Special)
— James E, Johnson, assistant
secretary of the Navy for man-
power and reserve affairs, com-
pleted a six-day indoctrination
tour of U.S. Navy and Marine
facilities in Japan Friday.

Johnson assumed his present
office two months ago. During
his visit to Japan he was briefed
on Navy and Marine activities
by the commander of the U.S.
7th Fleet, Vice Adm. William P,
Mack, commander U.S. Naval
Forces Japan, Rear Adm. J, T.
Burke Jr., the commanding gen-
eral of the First Marine Air
Wing, Maj. Gen. R. G. Owens
Jr., and commander Fleet Air
Western Pacific, Rear Adm.
Robert Riera. He also conferred
with the commanding officers of
Iwakuni MCAS, Atsugi NAF,
Fleet Activities Yokosuka, and
various tenant commands at the
Yokosuka naval base.

As a member of the national
board of directors of the Boy
Scouts of America, Johnson also
attended opening ceremonies of
the Boy Scouts Thirteenth World
Jamboree held at the base of
Mt. Fuji August 1. He will spend
the next four days with the
scouts, leaving Japan Aug. 10 to
continue his tour of military
bases.

The assistant secretary of the
Navy, who holds a bachelors de-
gree in business administration
from George Washington Uni-
versity, served in the Marine
Corps from 1944 to 1965, retiring
with the rank of warrant officer.
From 1967 to 1969, he was direc-
tor of veterans affairs for Cali-
fornia. Ile was vice chairman of
the Civil Service Commission at
the time of appointment to his
present position.

Pacific Stars & Stripes
Wednesd=v, August 25, 1971
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Talks OF Toughe.C orps

CMC Tours MCAS

Commandant of the Marine Corps,
General Leonard F. Chapman, Jr.,
praised his Marines for their Vietnam
fighting and outlined the Corps’ plans
for the future during a talk with
officers and Staff NCOs here

S

General Leonard F. Chapman, Jr.,
inspects the rifle of an honor guard member shortly after his arrival at MCAS

Iwakuni. The

Commandant

and officers at the Sakura Theater.

4

Commandant

personally
outstanding performance of the honor guard before

Wednesday.

The Commandant was visiting
Iwakuni as part of his current Far
East tour of Marine installations. He
personally thanked the mixed audience
of officers and enlisted Marines for

oF the Marine Corps,

praised the appearance and

hundreds of SNCOs

performance in Vietnam “of a very
high order.”

Citing a recent message on the
Marines’ last combat unit departing
the Republic of Vietnam July 1, the
Commandant praised Marines for
their combat and civic action in “the
toughest kind of war.” Stressing the
Marines traditional role as a force
in readiness he outlined future goals
of the Marine Corps.

“Combat readiness means training
and attitude both,” stated Gen.
Chapman, “each Staff NCO and officer
should be prépared to operate in one
or two higher ranks. Be prepared
for greater individual responsibility,”
he said.

The Commandant said that consid-
erably tougher physical standards
were being considered, including a 50
mile hike in full combat gear during
a 24-hour period for combat troops.

In the near future, he cautioned,
physical fitness testing scores may be
inc'uded on fitness reports and be a
prerequisite for promotion.

“We want our Marines prepared
to go anywhere in the world at any
time,” Gen. Chapman said, “Marines
must be ready for amphibious opera-
tions, guerilla warfare and the most
sophisticated warfare by any enemy.”

General Chapman pointed out some
of the new weapons being added to
the Marine Corps arsenal, including
the Harrier vertical take-off aircraft,
twin-engined UH-1E and Cobra heli-
copters and a newer version of the
Skyhawk attack jet, the A-4M. He
also mentioned newer communications
and electronics equipment and landing
craft, stressing the need for Marines
to perfect tactics and techniques with
new equipment as soon as possible.
“We must learn to exploit the full
potential of all our new equipment,”
he stated.

The Commandant spoke of the
Marine Corps’ new recruiting program,
stressing quality and toughness. “We
want to tell it like it is,” he said,
“young people today demand complete
honesty, and that’s what we’ll give
them. I want them to know that we
are a tough club to join.”

Be expected, Gen. Chapman said,
to find a tougher Marine Corps in
all respects. Standards of performance
will be higher, physically and
mentally, he concluded.

)]
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Gen. McC utcheon's‘/iew

CGs O P

General Keith B. McCulcheon’s last field command was the 111
Marine Amphibious Force in Vietnam. While serving in that capacity,
he wrote this article which appeared in the Oct. 16, 1970 Sea Tiger.
Its message is clear to Marines of every color because the social
malignancy of which he speaks is still evident in the Marine Corps.
Gen. McCutcheon was claimed by cancer early in the morning of July
13. Our efforts to solve our racial problems will serve as a meaning -
ful, living memorial to this great Marine.

Just a year ago I got out of Bethesda Naval Hospital. The docs had
discovered a possible tumor during my annual physical and they advised me
to turn in. Said I might have cancer.

Well, it came as quite a shock. I tried to make it go away. I thought I
was having a bad dream. I wanted to escape. But I didn’'t try pot, speed,
horse or any . of those other trippers because 32 years in the Corps had taught
me that I had to face facts. So instead of taking a trip I did a lot of
thinking and a whale of a lot of praying. And I tried to figure out what I°d
do if I came out it with a clean bill and what I'd do if I didn't.

On 13 October ’69 the sawbones cut me open and sure enough there was
a tumor. They removed 18 inches of my large intestine and sewed me up.
The lab report came back positive. It was cancer. But the docs had gotten to
it soon enough and removed all the diseased area so that I was proclaimed
fit for duty and here I am in Vietnam.

While I was recouping I had plenty of time to think about a lot of things.
One of them was this business of racism. It occurred to me that this was a
social cancer and how nice it would be if we could just operate and remove
it like the docs did to me. Naturally it isn’t that simple.

Then I came to the conclusion that maybe those who are yakking about
the establishment have a point at least as far as organization is concerned.
We’ve corhe a long way in technical, scientific, economic and other lines of
endeavor but our social development hasn’t kept pace. We are still living in the
era of few large cities but many small farms and villes like here in Vietnam.
But the real world in CONUS is one of fewer but larger farms and many
large urban areas.

Basically man organizes because he has “herd” instincts like any
animal and he doesn’t want to be a loner. If for no other reason, because
there is another sex and that he finds attractive. Beyond that though he does
need food, clothing, shelter and security.

I then came to realize that the Marine Corps (or any of the other services
for that matter) was an exception to this organizatioh bit. We had in fact
kept pace. Not just in size but in other ways. The services long ago did
away with segregation and moved to integrate in every area of human
endeavor. Barracks, messhalls, schools and everything else were available to
any Marine. Today we have blacks who have advanced as high as lieutenant
colonel and members of other races are well up the promotion ladder too.
Many are senior NCOs. The number one man on the list of sergeants major
is a Negro. Off base, as well as on, the services have pioneered in sreaking

the barrier on housing restrictions due to race.
!

DECLASSIFIED

We have the mechanisms and or-
ganization within the Corps to solve
our racial problems. We have request
mast and leadership councils and
every commanding officer is ready,
willing and able to face any problem.

The real minority problem we have
are the bigots (and they come in all
colors) who seek to promote anarchy
and hatred rather than a harmonious
entity that can work together for the
good of all Marines. These are the
men that we intend to weed out.
Unfortunately there will still be
bigots in the larger social mass
outside the Corps. And they’ll be
personally worse off because they
will not belong to an organization
that is oriented first and foremost to
taking care of its own. In this respect
the Marine Corps family has no
equal.

As General “Chappie” James said
at El Toro recently, it’s time to think
and act like Americans and not
Africans (or Irishmen or Germans
or anything else).

Like human cancer, this problem
of racial minorities can have two
outcomes. It can kill us if we don’t
operate soon enough. It can make us
even stronger as a Corps and as a
nation if we face facts now and
solve it. The Marine Corps has
always been ready and able to fight
external threats to protect our nation.
It is also ready and able to cope
with internal threats. Let’s continue
to move out toward this end but do
so as mature, reasonable men in a
sane, peaceful, nonviolent manner.

There are some, however, who are
still disenchanted and they are the
vocal ones who are continually crying
out for change. And sometimes they
resort to violence in order to gain
attention, which in most cases sets
back progress in these areas since it
only serves to harden and justify the
opposition.
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COMMANDING GENERAL
Major Gemral R. G‘. omNS JR.

ASSISTANT WING COMMANDER
Brigadier General A, W. O'DONNELL

CHIEF OF STAFF
Colonel G. W. MORRISON

DIRECTOR, WING SAFETY CENTER
Major William J. MEVINS JR,

STAFF
Pirst Iieutenant XK. R. SLUIS
CWO-3 E, L. MACHADO
CW0~-2 R, L. BERNARD
Staff Sergeant J, R, FRICK
Sergeant R. B, SHOWALTER
Sergeant R, E. GRIGG
Sergeent S. K. JEFFORDS
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The Profegsional is a monthly Aviation Safety and Standardization maga-
zine published by the lst Marine Aircraft Wing Safety and Standardization
staff, It is dedicated to saving lives and preventing injuriss, to rsducing
operating cost and contributing to the First Wing's ability to accomplish
its migsion. Contents are informational in nature and should not be construed
as regulatory or dirsctive unless so stated. The editor reserves the right
to modify the content of manuscripts received without altering intendsd mean-
ing. This publication is FOR OFFICIAL USE ONLY. Address all correspondence
to: Editor, TH& PROFESSIONAL, Wing Aviation Safety Office, 1lst Marine Air-
craft Wing, FPO San Francisco, California 96602.
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COMMAND MESSAGE

. AALILLT S

"TWO DIFFERENT WORLDS OF FLYING"

You probably didn't realize it but about 99% of those Gooney Bird pilots
were once the "kick the tirs and 1ight the fire" types. Where or how they
got where they are is subject to conjecture (and much harassment) however
it takes all kinds to make up the team, Taken as a group you could say
that they have been around a littls longer than most, and even if they don't
have all the glamour, you can't say that they don't have ths experience,
When you have bzen around as long as some of them, you're eithsr darn lucky
or know what it's 211 about, and it's mostly the latter,

With this in mind a comparison of these two worlds of flying partially
explains how the Goonsy Drivers have lasted as long as they have. It's
true, as with the Airlines, that transport flying is generally safer. First,
you have two people sitting side by sids with two minds checking and four
eyes looking, Second, pilot requirements and exparience level are consid-
erably higher, and rightfully so, since you may have 50 other Marines on
board, Third, there are fewer take-offs and landings involved which is
whers the largar percentage of accidents happen. Fourth, they throw them-
selves in screaming dives at thz ground less often and they do fly slower,
so things happen slower, On the other hand, if thsy get in trouble there
are those 50 Marines to worry about plus the crew; there are no parachutes
or ejection seats aboard and so they have to stay with the bird all the way
down, Maneuverability is quite restricted due to passengers and low stress
factors, and about ths most important factor is lack of visibility--if you
don't believe this, just check thz pulss ratz of an old transport pilot as
he comes into a control zone. Those little windows permit only a very small
view of ths world.

e would like you jet types to remember some of these factors as you are
zipping along in burner or making your climb-outs and penetrations. You
really do have the edge in the visibility and maneuverability departments and
we hope that you use them to advantage. DBz on the alert for us just as we
are constantly looking for and worrying about you. One day one of those big
lumbering birds may even start you on your way back to the land of the big
PX Think about it.

W. G. MCCOOL
Col MWSG-17
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THRIp!®

The title of this article is not only used as an attention getter, but
accurately describes just what we need, and that's HELF!

We at the Weather Service are attempting to provide ths pilots at Iwakuni
the latest, accurate, up-to-date weather information available., But we can't
do it without your help.

Let me give you some idea of ths problem by describing an incident that
occurred recently. An angry pilot called the Duty Forescaster and commenced
to give the forecaster a "what for". It seems we were calling the ceiling
over the station at one altitude and the pilot making the eall swzars that
it was 500 feet lower. After questioning the pilot further the forscaster
found out that the PIREP was about one mile off the approach end of the run-
way. The forecaster tried to explain to the pilot that our observations are
taken directly over the field and that the ceiling and/or visibility was probe
ably lower gver the water at the approach end of the runway, but we have abso-
lutely no way to determine this sxcept via PIREP., The pilot on ths phone was
not the first flight off thes deck that day, there wers many before him, but
we never received a PIREP from a pilot that took off or landsd previous
to his report. If we had, we could have told towsr and GCA to pass it to the
aircraft in the pattern. We can't tell a pilot what is off the end of the
runway if the pilots don't tell us.

Let's face it. As "land-lubbers" we are limited in our observational
capabilities, We can sit here in ths Weather Office, put out a forscast and
go outside and take an obssrvation, but ramember, we're looking UP, Its not
the same visw a pilot gets at altitude and we need your view desperately.

When I first assumed responsibility for the Station Weather Service, I
personally called every Squadron Ops Officer that had aircraft and asked them
to push PIREPS. We even stamped our DD 175-1's with a red stamp giving our
METRO frequency of 344.6. For a few days we had an abundance of PIREFS and
everyone in the Weather Office was tickled pink, We were finally getting some
good scoop to pass on to the pilots already in the air, and to those who were
filing., Alas, it lasted a few days, petered out, and now we're back where we
started. We need your help. Remember--the information passed to us by a pi-
lot directly benefits other pilots and lsads dirsctly to safer flying condi-
tions. A thought: When was ths last time the Squadron Operations Officer or
Safety Officer checked to see if his pilots knew our METRO frequency or had
given the Weather Office a debrief? How many pilots aboard the station have
ever had a tour through our office just to see what kind of gear we have and
just what services are available?

SUMMATION: HELP!

CW0-3 R. E. KATZ
Station Weather Service
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"ATC FOR YOU"

"Say altitude passing,"
"Altitude passing."

"Say altitude passing, plsase,"”
"Altitude pessing please,”

"Say cancelling instruments,”
"Passing nineteen thousand,”

The above is a verslon of actual recent ATC/pilot transmissions, and
serves as one view of the unique relationship between pilots and the en-
listed specialists who separate, vector, and advise their flights,

One reason this relationship is unique is ths obvious: That enlisted
personnel at times have a degree of literal control of ths commissioned
officer in ths cockpit., Few pilots have failed to consider that this con-
trol is awarded only after extensive training and experisnce, and that there
is almost always a logical sxplanation behind each unexpscted controller
instruetion,

Another aspzet of ths relationship is that the only normal contact be-
tween pilot and controller is via radio., Air Traffic Control is a matter
of voice working with voice, and rarely do the personalitiess meet, The re-
sulting aura of detachment has likely been the cause of several pilot/con-
troller misunderstandings.

Most pilots have vague ideas of the contents of FAA 7110 series hand-
books; most controllers have only vague notions of actual flying conditions
and aircraft NATOFS data, Unfamiliarity with your counterpart's specialized
knowledge has undoubtedly resulted in needless confusion.

The simple recognition of these few causes and effects will hopefully
allow & more relaxed atmosphere in our local troposphere.

Notes of Interest

1. A RAPCON is coming to Iwakuni! The AN/MPN-1/ is aboard station and
presently is undergoing extensive field maintenance. This interim RAFCON
facility will increase radar coversge to 60 miles, and will feature IFF/SIF.
Projected operational status date is 1 January 1972.

2. When the weather gets bad Fukuoka Center assigns many altitudes,
and Round Robin flights bescome difficult to process. Flease anticipate
delays in receiving clearance.

3. If a call is not made five minutes prior to EFC time, traffic will
be backed up., If an EFC call is missed, the fi=ld will be closed to IFR
traffic for 30 minutes and others airborne will get very upset.
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4o The following airfield operations briefings ars available singly or
in combination and may be tailored to fit any available time frame: course
rules, arresting gear, weather, ICAO filing, and individual briefs., Sched-
uling will normally be at the convenience of the requester, MCiS Iwakuni,

ATC exists for the benmefit of pilots. Expanded knowledge of your facility
can only aid safety's cause,

D. B. DORN
Capt ATCO

"I DID MY ANNUAL SWIMMING REQUAL, WITHOUT AN INSTRUCTORM

Being propelled from the warmth and comfort of an aircraft cockpit into
the cold mists and terrifying environment of night sea survival is a chilling,
but very real prospect here in WestPac. I know it can hapren because it hap-
pened to me,

Dangling from the riser straps in the midst of a cloud sometime after sun-
set, I noticed my shredded knee board still strapped to my leg; visor up, chin
strap not too tight., Reviewed your ejection procedures lately?

Out of the clouds now the Sea of Japan loomed formidably below. Wet gloves
have hampered carrier pilot's attempts to operate survival gear, Who needs
them in that case right? Wrong., As the gloves drifted out of my reach it sud-
denly struck me that they could be useful on the land or in cold water. Save
the gloves and save your hends,

I inflated my 1life vest next. Do you know the proper method of inflating
your own life vest? Does it fit? If it doesn't inflate properly do you know
how long it will take to inflate orally? Should you wait until you're in the
water or attempt it on the way down?

Next it was time to deploy the seat pan, Mine worked normally. But two
out of three did not. What if yours didn't work? Have you ever taken the
time to really study the construction of your sest pan and your options in
the event of a malfunction? Have you ever looked at a chill chart and con-
sidered what your chances are in a life raft as opposed to being in the water
yourself on a cold day with the water temperaturs at around 50 degrees? It
is really very alarming. Know how to get your raft out in case it doesn't
deploy automatically!

In the water now, chute away and clear. It might be a 1littls confusing to
be wrapped up in shroud linss desperately searching for your shroud cutter. Do
you have one? Just because you had one last time is no guarantee it is still
there. M"Well," you say, "I can always look around for it." It's night time
remember. You can't see anything. All that salt water you'lve besn swallowing
because your mouth is open and because you're scared stiff and bregthing hard
is making you sick., Know where your shroud cutter is and check and see if you
indeed still have one befors every flight.

DECLASSIFIED




DECLASSIFIED

In the raft now, Time to gather my thoughts and break out all that great
survival gear I've been hzaring lectures on for 3 years. And what's the best
piece of survival gear you own guys? Without a doubt it's the strobe light
as far as night survival is concerned. I checked mine before takeoff. Do
you? How old is your battery? How long do you think that light is going to
last? But perhaps from my own experience most importantly, what ars you going
to do with that light while you're opsrating the radio and your flarss? I
strongly recommend a piece of velcro tape on the top of your helmet to get it
out of the way. Retention lines are a must to prevent the loss of essential
pieces of equipment overboard but have you ever tried to find something in a
big wad of spaghetti at night while suffering from "life raft vertigo", being
further confused by the pulsing of the strobe light, shaking from the cold
and shock and waiting for the next wall of water to come crashing down on your
head. You've got to know where your gear is guys, When your hands start to
swell and lose their sensitivity it's pretty hard to identify any piece of gear
by feel alone,

When's the last time you talked to a helo pilot about the night end of a
MK 13 MOD O day/night flare? That piece of equipment can cause vertigo to
helo drivers hovering low over ths watar,

If I have raised a few questions I have accomplished my mission, Know
your survival gear and escape system, In an instant you may be faced with a
situation in which your knowledge of survival techniques and your prepared-
ness to implement them effectively could save your life, It happened to me,

G. L. KALLIO
lstlLt VMO-6

The First Step Towards Safety is Yours - MAKE IT COUNT!

"COULD YOU REALLY GET QUT FAST IN AN EMERGENCY?"

When was the last time you put a stop-watch to your unstrapping proce-
dures? You might be surprised at the amount of time you spend fumbling,
Unless your hands instinctively know exactly where each of your fittings are
when thz time comes to get out fast your koch fittings may seem hopelessly
buried in survival gear,

In a recent squadron safety stand-down an emergency egress drill was held.
Among 30 pilots, the time to unstrap and sxit the aircraft varied from 10 to
27 seconds, Once unstrapped the actual jump out times varied from 2 to 6 sec-
onds, thus leaving a 10 second difference among vilots in tims to unstrap.
Are you sure which end of ths scale you would fit on? Consider what 10 szconds
could mean to you in an emergency egress situation., Sprinting with full flight
gear, 10 seconds could get you from 40 to 60 yards of distance, How many feet
would your aireraft sink at its terminal water sink rate? Remember, your posi-
tion in the 10 second variable will be added on to the time of the fastest pi-
lot,

5 /2
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after running a few such thoughts through your mind, the value of rapid
egress should be apparent. How often should you practicet Bvary time you
unstrap! Give yourself a go signal and see how rapidly you can be ready to
jump out, Even without the stop-watch, if you have to fumble vou will reglize
this and learn from it. Fractice until vou no longer fumblz,

T. COX
1stLt VMO-6

"FUEL CONTAMINATION"

Most of us have our routine down pretty pat by now when it comes to this
business of accepting the bird for flight. After yellow sheets, some of us
will meander over to ths fuel sample rack, pick up our aircraft bottle and
give it a swirl. Hum, looks straw in color, not very many particles or much
sediment; I guess its OK. Well, what about this businsss of fuel contamina-
tion? What are the engine indications; what types of contaminztion ars we
likely to run across, and how do they affect the fuel contrel, fuel nozzles
and, ultimately, our six o'clock?

The engine indications that we will discuss are gemeral in naturs, If
you do have fuel contemination, you will experience some of these problems
to some degree, depending upon the naturs and quantity of the contaminant,
It is equally possible that these indications could rzsult from some other
source, Some of the more common indications of fuel contamination are:

1. Engine surges and fuel pressure fluctuations will usually result when
the fuel control, fuel filters and fuel pumps are subject to contamination.

2. Erratic or fluctuating fuel quantity gsuges will occur when th2 con-
taminant originates in the fuel cells of the aireraft.

3. A decresse in engine RPM, and no response to throttle movement when
attempting to increase engins speed,

4+ Flame out, which is usually the rassult of fuel starvation or insuf-
fieient fusl being suprlied to the engine combustion system.

5. Adr starts unsuccessful - this again is usually the result of inad-
equate fuel supply to the engine combustion system,

6. Sluggish engine operation and/or fusl control hysteresis, which is
due to a build up of contaminants on the sliding valves and pistons inside
the fuel control causing increased friction from raduced clearances.

There are several different sourcess of contamination; chemical, water,
rust, sand and dirt, material, and smulsions ars the usual culprits,
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Chemical contamination is the result of introducing substancss into the
fuel system that materially affect the physical and chemical properties of
the fuel, or that dirsctly attack the fuel system components so that by-pro-
duets are produced, Some alcohols will attack materials used in gasket and
"0" rings, These materials will soften, break up, and float off, resulting
in clogged fuel filters; or they may by-pass the filters and enter the fuel
control or fuel nozzles distorting the spray pattern or completely clogging
the nozzlss,

It has been detsrmined that rust comprises approximately 20% of the to-
tal sediment formed in jet fuels. The size of rust particles will vary from.
rather large flakes to particles too small to be seen with the naked ey=s,

Most of this sediment can be removed by settling or micronic filtration. Far-
ticles small enough to pass tarough micron filters will coat the valves and
pistons in the fuel control causing sluggish engine opsration and hysteresis
in the fuel control. Rust will impart either a slight red or black tint to

a fuel sample, and is generally picked up through improper fuel handling and
the use of fuel transfer and storage equipment that is not propsrly maintained
and cl=aned,

The affect of sand and dirt on engine operation is very similar to that
of rust accumulation, except that resultant malfunction will occur much quicker
with less contamination. WNearly all this meterial is introduczd into the
fuel system externally, during rafu=ling. Clean equipment and proper refuel-
ing techniques eliminate a good deal of this contamination.

Material contamination; i.e., mstallic particlss, cotter keys, paint,
lint, safety wirs and numerous others, prasent their gresatest hazard by intsr-
fering with ths design tolerance of the fuel pumps. Larger objects can very
easily causs shearing of pump shafts or gear elements inside a fuel pump.
Carelessness in maintenance or fuel transfer operations obviously are at
fault here.

An emulsion is composad of finely divided droplets of a ligquid suspended
in another liquid. (The hot tar and fuel mixture undsr ths mat area at MCAS
Iwakuni is emulsion.) If water is emulsified in fuel it will tend to give
the fuel a cloudy or hazy appearance. This form of contamination will affesct
the fuel system much the same as free water, by causing fuel gauge probes to
bscome erratic, and precipitate the watzr out, exposing it to conditions of
ice formation, An inverse type of emulsion will ariss when finely divided
droplets of fuel ars suspended in water., These droplets will adhers to rust
particles and ths fuel will appear red, gray, or black in color depending
upon the sediment content in the fuel, This contaminant will adhere to any
surface it contacts and will accumulate in fuel filters very rapidly. "Great,
but what can be done by the Aviation and Ground folks?"

1. Check fuel drains for water, espscially when there has been a drop in
temperature,

2, Use clean fu2l sample jars, and learn to recognize the dangsr signs.

Discoloration, cloudiness, globs of fusl in water, particles and sediment all
will tell us something.
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3. Recognize the danger signals while airborne or on run up., An air-
craft with a reputation as the squadron "Hog" might not be responding becauss
of a gummy fuel control.

Remember: Next to a bright fire, the most terrorizing prospect a jet has to
offer is absolute silence - it does happen to the other guy every so often.

Cs A, LINDELL
Capt VMA(AW)-533

"GANOPY SEFARATIONS"

On an instrument low approach after the gear was raised, the front canopy
separated from a USAF F-4 aircraft, An unsventful landing was then made.

Subsequent to the loss of the canopy no malfunction could be found in the
normal canopy actuating mechanism. The canopy jettison system had not been
fired. The aircraft commander had the canopy actuating lever in the full for-
ward position and the canopy locked befors takeoff. Yet the actuating lever
was in the aft (open) position when the aircraft was checked after landing,

It is suspected that some part of the aircraft commander's flight suit sleeve
caught arnd actuated the levsr,

The following sequence of events is believed to have taken place, As the
lead aircraft on an instrument low approach, the aircraft commander turned to
the right to observe his wingmen and gave a gear up signal. He then straight-
ened in the cockpit and raised the gear. Next the aircraft commander moved
his arm aft to raise the flaps and at that point the canopy separated, He did
not recall any pressure to indicate that his sleeve had caught the actuating
lever. There were two mechanical pencils in the slzeve pocket, but no marks
could be identified on the actuating lever that could be matched with the pen-
cils. Re-creating the movements show that it is likely the pencils caught the
lever and moved it to the open position as the aircraft commander reached for
the flap switch.

There is no guard to prevent inadvertent actuation of ths canopy lever,
Several other F-/ front canopies have been lost in both Navy and Air Force
squadrons due to the same suspected cause, In the March 1971 NFO Cockpit
CROSSFZED this same problem was addressed as the result of a Navy F-/ canopy
loss under identical circumstances., To prevent recurrence of this mishap,
the C.0. of the Havy squadron commented that his squadron was incorporating
the "Pencil Pocket Protsctor" which should prevent inadvertent movement of
the canopy actuator by items in the flight suit pocket., The "Pencil Pocket
Protector" was pictured in the issue of Cockpit CROSSFEED referred to above,

Since this seemingly insignificant hazard has caused several known can-
opy lossss and several suspected losses it would appear that it would be well
worth the effort to modify the flight suits of pilots flying the F-4 before
losing a canopy.

Could this happen in other type aircraft?

Reprinted from
NAVSAFCEN
WEEKLY SUMMARY
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"THE PROFESSIONALSY

It seems appropriats at this time that an Article concarning the
activities of spectators immediately following an accident be expounded
upon so as to avoid situations which have regrettably occurred in the
past. Any Aircrew member who has found himself in an uncomfortable or
emergency situation requiring the assistance of a crash crew will, I am
confident, emphatically endorse the following point,

"Self Control (on the part of spectators) in the form of
refraining from hurrying to the scene of an unusual incident

or emergency, particularly on or near a runway, is often

the first important step in the ordeal; resolution of the problem."

One such incident instantly brought to mind is about an aircraft which
had a cold cat shot while taking off "Carrier Styls" at an outlying field
for an air show, The aircraft involved, an A-6, abortsd, missed the abort
gear and went off the end of the runway,

The crash crew on their way to the ill-fated aircraft and aircrew, nsarly
had two or three accidents of their own. Their near-accidents were due to
the rush of onlookers to the accident scene causing the crash trucks to slow
to a snail's pace in order not to injure anyone,

Luckily, the situation did not merit the immediate aid of the crash
trucks, Nevertheless an unfortunate and possibly disastrous situation did
present itself -- probably not for the first time nor ths last time.

Unfortunately, many people believe that that if they get to the accident
scene first they will be in the best position to help the aircrew. ILittle
do they realize that the r=zal help which the aircrew is in dire need of is
being held by themselves,

With these thoughts in mind, it is requested that, when in the area of
such an incident as the aforementioned, the reader stay clear of the area
and let "The Professionals" do the job they are trained to do.

L. A. CEROVAC
Capt  VMGJ-1

10
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iditors Note: MURPHY'S CORMER has been
incorporated to cover potential mishap areas

that do not specifically qualify for reporting

as Aircraft Incidents (no intent for flight) or
Ground Accidents (no damage)., Its singular pur-
pose is the promotion of Safety Awaresness and the
prevention of similar "Murphys" by other units of
the Aviation Community.

l. "A-, Teeter — Toter!

During scheduled maintenance the power plant was removed from an A-(E,
As maintenance progressed it became n=cessary to defuel the left drop tank,.
Yep, you guessed it, the A~/ promptly fell over on the right drop tank.

solution: NAVAIR 01-40AVC-2-1, paragraph 2-188.1 under General Fueling
and Defueling Safety Precautions states: "Do not singly fuel or defuel ex-
ternal fuel tank installed on wing ejector rack when aft fuselage and/or
engine is removed from the aircraft,"

2. "Unauthorized Fuel Jettisoning"

An F-/ with engines removed was parked in the hangar awaiting mainte-
nance, At some time during this period the fuel dump switch was placed in
the dump position. Later in the maintenance period electrical power was
applied to the aircraft. Immediately the dump valves opened, dumping the
fuel on the hangar deck., In panic the power unit was secured and removed
eliminating any hope of closing the dump valves,

Solution: NAVAIR 01-2,5FDB-2-1,1, section 5-14, External Electrical
Power Application states: "See figure 5-3, Ground Check list prior to
applying external electrical power. Item #2, Internal Wing Dump, lists
normal position required prior to application of electrical power.

11
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3 « "Quote From Wing AMOM

"No matter how sophisticated an aircraft may be, or how proficient it's
crew, without proper maintenance the aircraft will not perform it's mission.
The success of missions and the safety of crews and equipment rest in the
hands of the Maintenance Supsrvisors."

"It may not fit but it works"

12
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"LAX OF RUCK"

MORE "POWER" TO YUH!!
(TOO BAD IT ISN!'T GROUNDED)

13
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15T MAW ATRCRAFT MISHAP BRIEFS

1. A6A, Wheel Assembly Broke. Damage: None

Injury: None

Aircraft was being towed when a 24 inch segment of the out-board rim
of the starboard wheel assembly broke off, Tire did not lose air pressure.,

Cause: Two stress concentration points 3/4" apart caused a fatigue
zone with stop marks radiating out four and one half inches prior to where
the instantaneous failure occurred,

2. AE, Aircraft Lost in Mountainous Terrain. Damage: Alpha

Injury: Alpha

Aircraft transitioning from Tacan 1 approach to GCA final., Communica-
tions lost. Aircraft impacted on ridge of mountain at approximately 1750
MSL. Aircraft started disintegrating, bounced in the air and impacted approx-
imetely 700' along flight path on the revsrse slope of a parsllel ridge at
1630' MSL,

Cause: AAR not complete.

3. A4E, Smergency Generator Door Plate Cracked. Damage: None

Injury: None

Check crew has discovered emergency generator lower door hings attach
plate (P/N 2559001) cracksd through rivets and parallel to the hinge on four
out of last five aireraft in check cycle, Cracks allow emergency generator
aft end to float in the wind stream when deploysd and increases the proba-
bility of fatigue failure rendering emergency generator inoperative,

Cause: Suspect blast wave from gun firing causing cyclic stresses on
hinge to produce cracks,

Lo RELB, IAU-17A Adapter Fjected. Damage: None
Injury: None

While performing functional test of forward radar (FIR) system, right
LAU-17A adapter was ejected from aircraft,

Cause: OSwitch erronously actuated to "eject" position between clectri-
cal power applications. Upon second application of elsctrical power LAU-17A
was ejected,

15
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50 EiJ, MK~/ Gun Pod, External Wing Tank Pylons and Wing Tenks lost at Sea.

Demage: None
Injury: None

During last pass in asrial gummery flight, MK-4 gun pod broke loose from
centerline mount and hung nose down from rear lug. Pilot had pulled a max
of "&" positive "G's" between 15,000/20,000 feet, Filot did not selectively
jettison centerline, All external stores were jettisoned by use of the ex-
ternal stores emergency relegse. A subsequent uneventful landing was made,

Cause: Suspect (1) Forward lug on centerline adapter was cracksd or
weakened from metal fatigue, (R) Forward mounting bolts on centerline adap=-
ter were cracked or weakened from metal fatigue, or (3) Forward lug on gun
pod was cracked or weakened from metal fatigue., Pilot had multiple weapons
jettison selected vice centerline section, Recommend thorough revisw of
selective and emergency jettison procedures.

6. FLB, Right Engine Compressor Stalls. Damage: None

Injury: None

After deselection of afterburner and while on join up after take off,
the pilot heard loud compressor stalls and noticed the right engine RPM at
85% and EGT at 650 degrees. The engine was brought to idle where it oper-
ated normally., The engine was advanced past 85% where again compressor
stalls occurred. The right engine was then brought back to idle for ths re-
mainder of the flight., The pilot then started dumping fuel for an emergency
landing. Approximately 40 minutes later the pilot noticed the "check hydrau~
lics" light flicker and noticed the utility hydraulic pressure at 1500 B3I,
The pilot then lowered ths gear and flaps pneumatically and utilizing stan-
dard NATOFS procedures made a single engine Morest Landing.

Cause: The probable cause factor of the failure of the J=79 turbo engine
was "FOD" or internal failure, therefore a DIR will be requested. Ths utility
hydraulic failure was caused by the failure of the hydraulic pump.

7. UH-1E, Hot Start. Damage: Nons
Injury: None

Filot had engaged starter for 5-10 seconds when he saw 2 CH-46 located
at his 9 o'clock, 1lift into a hover., He discontinued the start, positioned
mein and start fuel switches off and placed the battery switch off. filot
was watching the CH-46 when he observed his aircraft rotor blades moving.
Immediately checking the instruments, he noted NG gauge moving and EGT rising
rapidly, passing through 500 degrees centigrade. Pilot had to place battery
in the on position hefors he could depress the flight idle solenocid button
and roll the throttle to the cut off position. EGT climed to 800 dsgrees
centigrade before corrective action could be taken.

16
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Caugse: TPilot procedures. When the pilot attempted to abort his start,
he fajled to place the throttle in the cut off position, thus allowing fuel
to continue to flow to the engine, The combination of excessive fuel and
low turbine speed produced an uncontrolled flame pattern and high tempera-
ture.

8. CH-46, Wheel Struck Concrete C ng. Damage: None
Injury: None

Pilot was taxiing from spot #5 to the #1 refueling point., While making
the left turn into the refueling point, the port wheel struck the concrete
curbing bordering the fuel pits,

Cause: Pilot did not obtain adequate clearance while turning to refuel-
ing point.

9, CH-, Vertical Bz in Af or Head, Damage: None
Injury: None

In flight vertical beat developed in the aft rotor head area. At post
flight inspection the aft red blades shock absorber had its piston rod frac-
tured, A complete fracture of the piston rod occurred at a point 3/.4 inch
from the inboard end of the piston.

Cause: Over stress of the piston at it's weakest point.

10. CH~53D Ground Accjident. Damage: Minor
Injury: None

Maintenance crew removed A/C tiedown chains and began to tow 4/C. After
15 feet of forward movement a loud noise was heard and towing was stopped.
Investigation revealed one rotary wing blade bent 90 degrees, One blade was
tied to the deck vice A/C.

Cauge: Maintenance crew overlooked one tiesdowm prior to towing A/C,

11, TA-4F, loss Canmopy. Damage: Limited

Injury: None

Due to extreme heat, the pilot taxied the A/C approximately 200 feet
with the Canopy on the stops (in the mouse-trap position). Prior to posi-
tioning on the duty runway the canopy was lowered and locked, the canopy
light was out, the four locking lugs were visibly checked, the canopy locked
indicator pin was extended approximately 1/8 inch and the rear seat was in
the full down position., Shortly after takeoff the canopy raised slightly
to about the "mouse-trap" position - stopped for a fraction of a second and
then separated from the A/C, The pilot immedietely reduced power, lowered
the gear and flaps and commenced dumping fuel as he turned downwind for an
emergency landing,

17
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Cause: Probable inferior canopy design.

Statement By Rear Seat Occupant: The canopy left the aircraft while
climbing thru 1000 feet AGL at about 220 KIAS. Effects of windblast were
immediate - the first being an abrupt difficulty in breathing. This was
caused by the onrushing airstream which created a vacuum around the oxygen
mask, drawing out the oxygen as it passed, To counter this, deep, slow
breathing, opening the mouth occasionally to break the vacuum was initiated,
The cockpit was rapidly swept clean of its loose items - even the kneeboard
was stripped clean, Note, DON'T attempt to save anything. At 160-200 KIAS
the airstream is strong enough to pull an arm out of the cockpit and a flail-
ing 1imb against the seat could trigger an inadvertant ejection,

The protection provided by the visor cannot be over emphasized. Since
there was no protection from the airstream, the brunt of the air was directed
to the face, Even with the visor down the eyelids were peeled back by the
wind - although shutting the eyes tightly helped to lessen the effect, At~
tempts to avoid the airstream by tilting the head down only resulted in stiff
neck muscles the next day.

The airstream also 1ifted the body slightly off the seat, but good tigh£
lap belts, adjusted beforehand minimized this.

Communication was futile. The noise of the wind and engine interfered
and attempts to contact the pilot were largely ineffective.

In summary the loss of & canopy in the TA~4F totally incapacitated the
rear seat occupant., Provided the seat is fully down, lap belts tight, and
mask and visor are firmly secured, a successful ride to a final landing is
probable, The possibility of inadvertant ejection exists however making
proper body position throughout the incident imperative; therefore avoid
any unneccessary movements,

One final note, Should the oxygen mask be blown off by the airstream
breathing will be difficult if not impossible and egress via the alternate
ejection handle should be considered.
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CEROVAC
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VMA-311

VMA (AW)-533

MAG-15/H&MS=15
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VMCJ-1
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FREEBURG

CWO-3
CW0-2

lstit

Majer
CWO-2
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Capt
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Capt
CWO
letLt
Capt
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1stLt
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CWo-2
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Capt

1stlt
lstlt
latlt
1stlt

1stlt
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CWO--2
lstLt
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1stlt

* HME-16/ NOT REPORTED

UNIX

VMA-211

MA(aW)-533

MAG=15
H&¥S-15
MABS-15
VMFA=115
WIrA-232
™CI-1

MWSG-17

HE&MS-17
WEES.17
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3484/4476
3484/4476

8719

3582
4469
3150
3445
4579
4579

4666
4504
4677
4644,
8866
8848

4355/8685
4673
4276

4340
3198
3297
8505
23-4873

23-4622
23-4256
23=4276
23=4379
234208
23-/568
23-4808
23-4832
23-4843
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1st MAW Ground Mishap Briefs

25ep7l - MOTORCYCIE: One ILCpl in an attempt to miss a wvehicle that had
turned in front of him, struck the rear of that vehicle and was hurled into
the path of another vehicle.

Result: He died.

Cause: Too fast for conditions.

4Sep7]l — LIBERTY: One Lt while swinging in a hammock, fell out, rolled sev-
eral féet in tall grass and then over a 40 ft cliff,
Regult: Abrasions to his knee, a strained back and é days lost time,
Cause: Unsafz positioning of hammock.

65ep7l - MOTORCYCIE: One Cpl attempted to make a right turn at an inter-
section, he was struck by a vehicls in the opposite lane, thrown off of
his motorcycle and struck again by a following motorcycle.

Regult: Killed,

Cauge: Inattentive driving and too fast for conditions,

9Sep71 — MOTORCYCIE: One Sgt lost coptrol whils turning a corner.
Result: OSevere sprain of right knee and 7 days lost time,
Cause: Loose gravel on the road and inattention to road conditions.

135ep71 = SPORTS: One SSgt was playing volleyball and ran into a ditch
trying to keep the ball in play.

Result: A sprained back and 5 days lost time.

Cause: Inadequately guarded trench and inattention to conditions,

155ep7]1 = MISCELLANEQUS: One LCpl whils running across a street with gro-
ceries, tripped over the curb and fell,

Result: Torn ligaments in his knse and 4 days lost time.

Cause: Inattention to footing,

30Sep71 - MOTORCYCLE: One Sgt ran into a ditch.
Result: Multiple fracturss, multiple lacerations,

Cause: Possible DUI, inattentive driving.,

These 7 reportable accidents all resulted in injuries that required
hospitalization and/or that resulted in property damage in excess of $100
paid by the government. The total combined dollar cost is approximately
$100,000,00, In addition to the 7 raportable accidents there were 80
minor accidents,
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When you are driving, use your eyes, your ears and your Knows,

"NOISE HAZARDS AND HEARING CONSERVATION"

One of the first things a person notices when he comes in contact with
a Marine Air Control Squadron, or any squadron for that matter, is the ever
present noise, Today noise pollution is just beginning to be rescognized as
a serious problem affecting the hsalth of Americans in general and Marines
in particular, It has been proven that certain levels of noise, if sustained
over reasonably short periods of time, can cause temporary and eventually per-
manent partial loss of hearing. The seriousness of the noisz problem can be
s2en in the fact that of 29 Officers in Marine Air Control Squadron Four, 11
show evidence of high frequency hearing loss. In zddition, 8 of 33 Staff also
have high frequency hearing losses., The amount of hearing loss varies in each
individual case, but the incidence is great enough among those Marines who
have spent many years working in the air control field to cause concern, It
is significant to compare this with the fact that the numbsr of enlisted Ma-
rines (E-5 and below) showing high frequency hzaring losses is no more than
the expected norm.

There are several areas of special concern in Marine Air Control Squadron
Four which I have been able to isolate, One arca that is especially noticable
as being a noise hazard area is the squadron communications section, The
worst area in the Comm Section is the TYA-11 hut. The squadron corpsman
measured the noise level recently and found it to be a constant 95 db with
the level exceeding 106 db during the channeling of the radios. (Any level
above 90 db is currently considered a noise hazard,) More significant is the
fact that both the current TYA-11 technicians evidence high frequency hearing
losses, even though thsy are both Cpls and have a minimsl amount of time in
the Corps. Another arsa that presents problems, as far as being considered a
noise hazard, is the Motor Transport section. Thes noise lesvel in the cab of
an M35 truck measures 92 db+, Constant noise levels this high make it imper-
ative that some typs of precautions be taken to avoid damaging the hearing of
the drivers.

Thers are several othzr arsas that could be mentioned as presenting a
noise hazard but for ths sake of brevity it will suffice to say that sach
squadron is going to be faced with its own set of noiss hazard problems and
each of ths problems must be handled on an individual basis. No one solu-
tion is going to solve sach noiss hazard problem.

As was statzd before, a noisz level of 90 db or greater over an extended
period of time is currently considered to be a noise hazard., The point that
should be made about setting a level such as 90 db is that it is a very ten-
tative and rather arbitrary criteria. The relationship between noise exposure
and hzaring damage has besn established, but the gxact level of noise exposure
that will cause hearing loss has not been establishezd.
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THE CLUES ARE HERE!
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® ®
"HAVE YOU EVER?"

Have you ever run in the rain to keep from getting wet? Have you ever
hurried to get back inside when it's cold? Have you ever rum in front of a
car in the rain trying to keep from getting wet? Have you ever short-changed
a job or duty hurrying to get back inside when it's cold?

Let's say that everyone has done the first two sxamples. ILet's hope that
no ong commits one of the last mistakes!

But what about that Marine I saw on a motorcycle the other evening? 4
slight drizzle, and there he went, hsad down, barsly able to see through the
rain, anxious to gzt to a destination without getting too wet. I probably
wouldn't have noticed him, except he almost ran me down, while I was running
to get ingide. Or what about last winter? The F-4 was turned up for a flight,
the plane captain was cold and hurrying (again). A large access door was left
unlatched, and the aircraft lost the pansl in flight. Maybe we gre committing
soms of those MISTAKES.

Now, have you ever not had to run blindly in the rain, because you had
the proper rain gear on? Have you ever not hurrisd to get inside out of the
cold, because you had on the proper, warm, cold weather gear?

Food for thought. Have you as squadrons ordered the proper seasonal
¢lothing? Do you, as a Marine, own the proper gear for motorcyeling in the
rain or cold? Here comes a new change, a new season, winter, We have the
time NOW, to prepare, think, and avoid mistakes., USE ITI

J. E. HURLOCKER
Major  H&MS5-15

Never permit a man to work in a manner which will endanger others -
Even though he, himself, may not be endangered.
"QUT OF CONTROL"

Sometimes in a newspaper account of en accident you will read that vehicle
"went out of control,"

This can leave an impression that the vehicle, being a cantankerous sort,
suddenly took things into its own hot-tempered hands and hsaded straight for
trouble., And there was nothing the poor driver could do sbout it.

The National Safety Couneil, in their SAFE DRIVER Magazine, asks if it
was the vehicle or the driver that was "out of control?"

Suppose a vehicle can't make a curve and skids off on the berm headed for
a ditche. Was it the vehicle's fault? Or was the driver simply driving too
fast to negotiate the curve safely?
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What about the "out of control" vezhicls that smashes into the rear of a
stalled car at night? Could the man at the wheel have been overdriving his
hzadlights?

Then there's the wshicle that can't stop at the stop sign bscauss of the
slippery pavement, It slides past thes sign and right into the intersection
in the path of another vehicle, Could the driver have besen pushing it just
a littls too fast for conditions?

When you read or hear of an accident that happened becausz a vehicle
"went out of control" look behind the words and you will usuzlly find a driver
who is out of touch with safe driving habits and attitudes,

Have you evaluated your driving habits and attitudes recently?

Reprinted from
SAFETY REVIEW

You're Wanted e o o ALIVE!!

"DON'T BY-FASS THAT GUARD!"

The idea of turning off powsr squipment before adjusting, oiling, or
repairing the unit seems too obvious to mention. Howevsr, the National Safsty
Council reports that this has been the source of several amputations in separ-
ate accidents recently,

*in engineer failed to turn off and lock out a compressor befors adjusting
a belt, This resulted in a tendon-damaged finger that will be permanently
disabled.

*A kitchen worksr decided that he could clsan the slicer blade more tho-
roughly if he held a cloth against it as it revolved. Multiple lacerations
have sidelined this smployes for several weeks, with possible limitation of
th2 use of the hand following recovery.

%*in electrician, while greasing an sxhaust fan, failed to turn off the
unit and lost two joints of a finger in ths resulting accident,

All of thessz accidents werz preventabls; but, how recently have you re-
minded maintenance, and clean-up psrsonnel to never clean any powsred equip-
ment until the moving parts wers at complste rest and the power "locked out"?
Remind them to never by-pass a guard and to never activate power equipment
until they are sure no one will bes in danger at the point of operation.

Hzprinted from
SAFETY REVIEW
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KNOW YOUR FIRE EXTINGUISHERS

TYPE OF
EXTINGUISHER

WATER

STORED
PRESSURE

CARTRIDGE
OPERATED

WATER
SODA
ACID

FOAM

CARBON
DIOXIDE

DRY CHEMICAL

SODIUM OR POTAS.

MULTI-PURPOSE

SIUM BICARBONATE ABC
STORED [CARTRIDGE| STORED |CARTRIDG
OPERATE

PRESSURE

OPERATED

PRESSURE

c |
A YES | YES | YES | YES | YES | NO | NO | NO | YES | YES
PLASTICS
S
oy
ol[F] 4 | NO | NO | NO | NO | YES | YES | YES | YES | YES | YES
BREASES
F
|
R @ i | NO | NO | NO | NO | NO | YES | YES | YES | YES | YES
E
PULLPIN | PULLPIN PULPN | PULPIN | FULLPIN | PULPIN | PULL PN
USUAL PUMP TURN TURN
SWEEZE | SOUEEE SEEZE | SWEEE | SWEEE | SWEEZE | squeE
OPERATION BANDLE HANDLE HANDLL | UPSIE BOWM | UPSIOE DOWN | yawoi BANDLE HANDLE HANDLE DLt
RANGE wew | N | wew | owew | wew 3-8 §-20 g 520 =20
DISCHARGE TIME | TMINTE | IMINUIE | UNNUE | TMNUTE | INNOTE | 8-30SEC | 8-25SiC. | B-5SEC | G-SSEC | 8-25 SEC.
SIZES BB | 4B | 24-SEAL | 246AL | ZEEM. | 2SS | 1-301BS. | 2430085 | 2430085 | 8430 LS
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... for motorcycle
riders and car drivers

continued
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continued

THOUGHT FOOD

The Department of Transportation
condugts some revealing matorcycle
crash tests

he spectacular, hitherto unpublish-
ed photo sequence on the previous
two pages should, indeed, cause bike
riders and car drivers to do much
thinking. But before we get further in-
to this article, we want all of you
motorcycle enthusiasts to know that
we are not running these photos to
discourage you from riding. We at
DRIVER still ride our bikes practic-
ally every day of the year . . . but you
can bet your sweet bippies we started
operating them even more defensively
after viewing these crash phatos.
That's what we’d like you to do.

As for you car drivers, you can
now see very graphically just how dis-
astrous (for the motorcyclist) the
results can be when car meets bike

. even when the closing speed is
a mere 30 mph.* Why do we make
a special point of tclling you this?
Because the automobile driver is at
fault in the majority of all motorcycle-
car collisions, that’s why.

Enough lecturing. Let’s move to
the dynamics of this particular col-
lision. Angle of impact was 22°—
about the impact angle of a typical
intersection accident. Note in photo
2 that the forks are beginning to bend
backward, and in photo 3 that the
rider is starting to move up onto the
gas tank. In photo 4, he continues
along the tank and picks up severe
injuries (from the protruding gas tank
cap) in the you-know-where area. In
photo 5, his upper torso smacks the
high-rise handlebar, and in photo 6 he
begins the very characteristic somer-
sault as fuel from the rupturcd gas
tank sprays onto him. Photo 7 shows

*Actually, the car was stationary and the
motorcycle was going 30 mph.,

DECLASSIFIED

his knees contacting the handlebar
and his legs beginning to bend the
wrong way. In photo 10 the rider’s
left hand penetrates the windshield
... his helmeted head follows suit as
shown in the next several pictures.
(Really makes you wonder why any-
one would ride without wearing a
helmet, doesn’t it?) With the helmet
now temporarily lodged in the wind-
shield, the rider (an anthropomorphic
dummy, by the way) flops over back-
ward and comes to rest on top of the
car. Note the absurdly negligible dam-
age to the automobile.

Would a real rider have survived?
Probably not in this particular case,
although thc hclmet would at least
have given him a chance.

This crash test was just one of
many conducted by the eminent Dr.
Peter W. Bothwell of the Birmingham
Small Arms Co Ltd (BSA), under
terms of a Department of Transpor-
tation (DOT) contract awarded to
the University of Denver. DOT is
very interested in determining what
causes the typically severe motorcyc-
ling crash injuries. Here’s what their
testing and other research have re-
vealed ito date:

® The problem of fuel system in-
tegrity in a crash is serious. Gas tank
caps (particularly the snap-down type
that do not lock in place) frequently
come open, and fuel tanks often rup-
ture. As the photos indicate, fuel flies
onto the rider and the hot engine.
Tests show that fiber-glass tanks are
particularly susceptible to rupture
during crashes.

® Protrusions between the seat and
the handlebar, and on the handlebar,
often produce serious lacerations.
Among the most dangerous objects
are the storage . racks sometimes
placed on top of fuel tanks. In the
interest of maintaining your man.
hood, such racks should be removed.

® The length and angle of motor-
cycle forks are extremely important
to stability and high-speed handling
characteristics. Manufacturers take
great care to provide the correct fork
angle and length 1o achieve the best
handling characteristics for the par-
ticular motorcycle, be it a street ma-
chine, a trail bike, or a dirt racer.
Alterations rarely improve things.

® High handlebars (“ape hangers”)
degrade control, promote arm fatigue,
partially block the motorcyclist’s field
of vision, and can inflict serious crash
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injuries. It doesn’t take a great
amount of imagination to realize what
can happen during an angle impact
when one end of that high-rise handle-
bar is forced against your chest. Pre-
liminary research indicates that han-
dlebars 6 to 9 inches high and about
25 inches wide are least likely to
cause serious injuries in a collision.

® The “Chopper” builder often re-
moves the front-wheel brake. This
may be the deadliest modification of
all, since more than 60 percent of a
motorcycle’s stopping ability is pro.
vided by that brake. Nearly two-thirds
of motorcycle crashes involve auto-
mobiles or trucks. The absence of a
good front-wheel brake can double
stopping distance and make it impos-
sible to stop in time to avoid another
vehicle which turns in front of the
cycle or pulls out from a side street.

® Sissy bars which have pointed
ends or sharp emblems (stars, iron
crosses, etc) can inflict serious injury
to riders and pedestrians. In a high
percentage of motorcycle accidents,
the cycle impacts the rider heavily.
If the machine has a sharp, pointed
sivsy bar, the results can be most
unpleasant.

And although enough testing hasn’t
been conducted to result in well-sup-
ported conclusions, research to date
seems to indicate that:

® Crash bars may not always bene-
fit the rider. In the two crashes staged
with crash-bar-equipped  machines,
the bars were (1) of no value, and
(2) pinned the rider's leg between
the bar and a wall. It would appear
that their Value may be limited to
those mishaps where the bike falls
over and slides.

® Sear belts for motorcyclists (a
subject resurrected now and then)
are not the answer. If the rider were
strapped (o his bike, he would prob-
ably pull the thing over onto himself
in a crash.

® Trajectory of body is nearly
identical, regardless of whether rider
is standing on pegs or sitting just
prior to impact.

So there you have it. The contin.
uing research conducted by DOT is
providing some real eye-openers.
Now, if all motorists and truck driv-
ers will just keep their eyes open,
street motorcycling should become a
safer sport and mcans of transporta-
tion for all of us. ®

J.G.

THE AIR FORCE DRIVER
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"HOG CALLING=z"

Several thousand Yen ago,

I went off on a spree;
Wind-blown hair and trusty mare:
My fine two-wheeler and me!

Across the bridge, a little fast,
But onward did we flee;

Up the hill, no thought of spill:
My fine two-wheeler and me!

Into the town, a little town,

We gunned her in to see

The Josans there, so neat, so fair:
My fine two-wheeler and me!

She liked my rig, indeed,

And very much liksd me;

It was surely ruv, my turtle dove:
For my fine two-wheeler and me!

10,000 Yen went ever so fast:

Two for her and one for me...

But we got enough of that lovely stuff:
My fine two-wheeler and me!

My helmet hurt my. vision,

So I left it off, you see,

And now the wind was truely friend:
My fine two-whseler and me!

Unknown to me, of course,

Poor old Papasan didn't see,

The streak of green that picked him cleen:
My fine two-wheeler and me!

We were very extra carsful,

Just doin' what comes naturally,..

But we messed his clothes and broke his nose:
My fine two-wheeler and me!

They picked us up quick
But Oh! so gingerly...

Me with a load, them from the road:
My broke two-wheeler and we!
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They patched him up first

And then they fixed me,..l

My wheels thesy junked; me they bunked:
Inside where I couldn't see!

But I'm out once more
and...Yeah!,..running free;
But tocsan Yen I seek again:
For a new two-wheeler and me!

You say "T.S." or "GOMEN"?

It couldn't happen to thee?

Famous last words? Just for the birds?
Push your own little piggy and see!

L. "B" MYERS
CO  H&HS-18

Hazards do not csass to exist because they ars ignored.

"MOTORCYCLES ARE HERE TO STAY?"

The above title may have application in CONUS where motorcycles have
suddenly become a normal part of the American traffic stream, (over 2,309,000
bikes registersd in 1969) but it may not necessarily be the case here in Iwa-
kuni where motorcycle accidents, injuries, and even deaths are on the increase.
No one wants to see motorcycles restricted, or banned from operation at Iwa-
kuni, but this just possibly could be the very next step in stopping the injur-
ies and deaths.

What causes these accidents? Is it lack of training or knowledge of the
bike, immaturity, overconfidence, speeding, drinking, or unfamiliarity with the
driving environment? Not one of these alone causes a motorcycle accident; its
e mmbination of several, if not all in some cases. Immaturity certainly enters
the picture in many cases where drinking, speeding, or overconfidence is in-
volved. Inexperience and lack of knowledge of the motorcycle's limitations
s2em to be synonymous with overconfidence. The poor driving environment, com~
bined with unfamiliar Japanese driving habits and techniques, certainly are
contributive to high accident rates, but is it not lack of training and over-
confidence that makes it hazardous?

As a test of your motorcycle knowledge, answer these questions:

1. The stop light is usually operated by:

A, the front brake C. a spscial switch
B, both brakes D, the rear brake
33
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Which brake develops the greater braking force?

A, front brake
B, rear brake

C. both brakes ars equal
D, depends on ths weight of the rider

How should the brake be applied?

A, front first
B. front only in a real
emergency

C. much greater force on the front
brake
D, rear first

You are riding down the highway at 40 m.p.h. and suddenly come upon

a series of deep chuckholes
A, increase speed to pass

« You should:
over the holes as quickly as possible.

B, reduce speed as quickly as possible to permit the shocks

recovery time,

Cs place all your weight on the footpegs, brace yourself, allow
the cycle to lose speed graduslly,

When going around a curve to the left you should:

oOm>E

When two motorcyclists are
A. one should ride to the

they should ride single

B. they should ride side by side.
C.

+ flatten the curve by moving over to the center line,

. maintain the same position in your traffic lane,

. 8low down when reaching the sharpest part of the curve,
. accelerate in the middle of ths curve,

traveling together
left and behind the other,

file,

When going through an uncontrolled intersection, speed should be

lowest
. at the far crosswalk.,

in the middle of ths intersection,
. fifty feet befors reaching the crosswalk.,

A
B, at ths nzar crosswalk.
C
D

In heavy traffic, your atte
A, on the car ghead
B. on oncoming traffic

ntion should be focused
C. dimmediately in front of the motorcycle
D. on the second or third car ahead

When a large number of motorcycles are traveling on the highway they

should:

A, ride in singls file on
B. ride in groups of four.
C. ride three abreast,

D, allow 200 feet between

the left side of the traffic lane.

each motorcycle,

How does the death rate (based on miles travsled) of a motoreycle

compare with that of a car?
A, the same
B, eight times as great

C. Dbetter than a car
D, four times as great
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If your knowledge of the above questions is uncertain, then perhaps a
point is made. Combine this lack of knowledge and experience with the "killer"
factors of immaturity and overconfidence and the end product will be a Serious
accident, All accidents are serious, regardless of severity. I discount
drinking and speeding, for they fall under the guise of immaturity.

You may now conclude that all this is fine and dandy, but so what? What
can be done to reduce the injury and death rate? Admittedly, the poor roads
and driving conditions that we are confronted with will remain, but something
can be done about education, The answer is training and testing. In the im-
mediate future a completely new program of comprehensive training and testing
will be introduced at the motorcycle test track for license applicants as well
as licensed drivers. It will not only be an interesting program of training,
practice, demonstrations, and testing, but from a safety standpoint I'm cer=
tain that it will be extremely beneficial. Ride out to the track when you
get an opportunity, watch the changes, learn and practice,

Robert D. BAKER
Ma jor MAG~12

By the way, the answers to the questions are: 1-D, 2-A, 3-D, 4~C, 5-B, 6-A,
7-B, 8-D, 9-B, 10-D,

Luck can stay with you for years......and disappear in a flash.
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1st MAW CUMULATIVE ACCILENT RATE/10,000 HOURS

v

Va
/,-____
'4
/7
/
/
L4
,

JUL AUG SEP  OCT NOV DEC JAN FkS MR APR MaY JUN
1st MaW ACCIDENT/HOURS STATISTICS

CUMULATIVE -
g 1,37 | 2420 | 2,97 | 2,19 | 2.04 | 1.89] 1.81 [1.76 |1.57 |2.71 | 1.72 | 1.72 1,72
CUMULATIVE
FY-72 O | 1.67 | 1,58 1,58
NUMBER OF
ACDTS Fr-m1 | L < 3 0 1 1 1 1 0 2 1 1 14
NUMBER OF 3
ACLTS FYI-72 0 2 1 q
%‘_”7“; FLOWN 17264 | 6400 [6604 [7026 | 6908 | 7923 | 7441 |7008 |e9ss 6625 | 5269 | 5955 81,411
HOUKS FLOWN
FL-72 5948 | 6375 | 6646 18,969

JUL  AUG SEP  OCT  NOV DEC JaN  FiE8 MsR  APR  MAY  JUNE

* - Figures recomputed for FY-71 for present Squadrons/Groups attached to lst Maw
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Anticipates Fleet visits here
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7th Fleet Cmdr. visits Air Station

Vice Admiral William P. Ma

7th Fleet
commander, is inlerviewed by Japanese newsmen
during a press conference September 15.

Admiral Mack told newsmen wmore ships would

visit Iwakuni as operations in the Republic of
Vietnam reduce. The 7th Fleet commander visited the
ist Marine Aircraft Wing and Fleet Air Wing-6.

Vice Admiral William P. Mack, 7th Fleet commander,
paid a visit Sept. 15th to :what he called two most
important parts of the 7th Fleet — the 1st Marine
Aircraft Wing and Fleet Air Wing-6. )

The admiral arrived at 9 am. and spent the day in
briefings and motor tours of the two commands. The
Marine Air Wing and Fleet Air Wing make their
permanent homes here.

During an 11:15 press conference with Japanese news-
men, Admiral Mack said the position of the fleet was to
“Support U, S. policy in Southeast Asia, in particular
the Nixon doctrine which provides that the 7th Fleet
should act as an umbrella under which free countries in
this part of the world could provide their own protection.

“In all,” he continued, “we patrol about thirty million
square miles.”

He added that there were no recent changes to the mis-
sion of Navy patrol aircraft assigned to MCAS Iwakuni.

“The mission here is very important,” he explained.
“The long range of patrol aircraft here permits them to
cover many miles of ocean - in surveillance, loocking for
submarines and troubled ships of all nations.”

Admiral Mack also said that he anticipates a resumption
of visits to Iwakuni by ships of the U. S, Seventh Fleet,

“As operations in the Republic of Vietnam reduce,” he
said, “more ships will visit here, including the fleet
command ship, the USS Oklahoma City.”

Admiral Mack departed from Iwakuni at 3 p.m. for
Yokosuka where his command ship is home-ported.
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MABS-15

Party held for kids

Summer is almost gone, but the fun lingers on at the Garden of Light
Orphanage near Hiroshima. And it will for some time to come if its Marine
sponsors have anything to do with it.

Members of MABS-15, 1st MAW, have been treating 65 children of the

orphanage to outings and parties while repairing buildings there. Recent

occasions have included a weekend camping trip to
Miyajima Island and a party at the orphanage featuring
the 1stMAW Band.

“The kids love it. So do the troops,” says 1stLt. Frank
L. Miller, who coordinates activities between MABS-15
and the Garden of Light, “We've developed a really fine
rapport with the orphanage.

“We love these kids, and I think the feeling is mutual.
We’'ll do anything we can to keep them happy,” he added.

MABS-15 Marines began with weekly visits to the
orphanage more than a year ago. They re-tiled the roofs,
laid new floors, painted rooms and erected three new
patios. As they became more familiar with the children,
they began having parties and outings. The squadron
took up a collection and bought the orphans camping
tents.

“We visit the kids every weekend now,” says Maj.
R. L. Beckwith, commanding officer of MABS-15, “and it’s

hard to tell who has the most fun.”

Photos and story hy
GySgt. Dan Wisniewski

A 1st MAW bandsman (above)
gives a youngster an tmpromptu
wmusic lesson on his baritone
saxophone while (op) a pretty
kimono - clad girl digs in to
Marine chow, during a party at
the Garden of Light Orphanage
wnear Hiroshima.

Happy faces belong to Maj. R.
L. Beckwith(left), MABS-15 com-
manding of ficer, and a Japanese
girl from the orphanage. -~
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= now? hear this

American Red Cross holds class

The American Red Cross will be conducting a training
class for new volunteers in the near future.

Anyone desiring to become a Red Cross Volunteer
may call the Field Director’s office to place their name
on the training list.

Those wishing to give a few hours of time each week
as a Red Cross Volunteer are asked to contact the TField
Director’s office Monday through Friday between the
hours of 8 am. and 4:30 p,m. or call 3252 or 4525.

Bake sale
The Mar-Nav Wives’ Club will hold a bake sale from
10 a.m. to 5 p.m. Thursday, September 30 at the Wing-
side Exchange. On sale will be homemade cakes, cookies,
banana bread and other goodies.
Proceeds from the sale will go to raise funds for the
treasury to be used in future station-wide projects.

More home cooked food

The Protestant Women of the Chapel will host a pot
luck dinner at the Slipway Club Sunday, September 26.

The festivities get under way at 4 p.m. with games,
films and fun. For further information call 4613.

U of M classes offered

Two courses will be offered by the University of
Maryland through the Joint Education Office here.

A list of prospective students is being compiled for
introduction to sociology and for introduction to psychol-
ogy. If enough interested persons apply, the courses
will be taught between January 24 and March 17. For
further information, call 4691. Also ask about the graduate
record €xaminations to be administered October 23.

- Sumie classes held
Sumie, or Indian-ink picture, classes will be held at the
JACFA office, Bidg. 552 from 9-11 a.m. either Monday or
Thursday, once a week. Those interested please call ext.
4701 for further information.

JACFA party

Everyone is invited October 1 to a Japanese - American
Cultural Friendship Association party to be held at the
Slipway Club from 6-11 p.m.

The price of 500 yen will enable participants to enjoy
a buffet of fried chicken, potato salad, baked beans and a
large variety of beverages.

Tickets are on sale at the JACFA office located at the
Main Gate. Attendance will be limited to 200 persons.

New hours for tape room

The Special Services Tape Room will accept orders for
prerecorded tapes only during their new hours from 5-12
p.m. after September 27. Finished tapes may be picked
up anytime from 9 am. to 12 p.m. Patrons are reminded
that the facility’s nightly quota is usually reached about
one-half hour after opening, so visit early.

FRA ladies meet

The Ladies Auxiliary of the Fleet Reserve Association
will hold its general assembly September 29 at the
FRA club.

Women who have a husband, father or brother belonging
to the club are welcome to join.

Additional Catholic Mass added

A Sunday Evening Mass at 7 pm. will be celebrated
beginning this Sunday at the Wing Chapel. This Mass
is in addition to the Saturday Mass at 5 p.m. and the
Sunday Mass at 10:30 a.m. Confessions are heard one-half
hour before each Sunday Mass.

LDS time change

The group leader of the Latter Day Saints at Iwakuni

announced the following time changes in their services:
Sunday School/Sacrament Service-Sunday 24 p.m.
Priesthood Meeting-Tuesday 7-8 p.m.

Waitresses needed

The Enlisted Club is now hiring cocktail waitresses.
Applicants must be at least 21 years old. Previous
experience is desired but not mandatory. Applications are
now being accepted at the Mainside Enlisted Club during
normal working hours, Monday through Friday.

New show on FEN

Every Thursday evening at 7:30, FEN Iwakuni joins
with the entire Far East Network throughout Japan to
present “Iwakuni Tonight.”

Hosted by Air Force Sgt. Hank Carr, “Iwakuni Tonight”
is a 30-minute program of easy listening music gently
punctuated by interesting facts and folklore about this
area.
contl NN . . e
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Iwakuni tour over

R5-D bids goodby to MCAS

The R5-D is
l counting its davs
here at Twakuni.
- Cpl. R. F. Sanders
(above) an assis-
tant crew chief,
and SSgt. T. E.
. Hughes, (left)
° crew chief, check
one of the aircraft
thoroughly in
preparation  for
the last flight
home.

S e R

Another chapter in Marine Corps aviation will soon
draw to a close here when the last three Douglas
“Skymasters,” or R5D’s, point their noses skyward, orbit
the field once, then turn east toward the United States
and the oblivion of retirement.

The service rendered to the Marine Corps and the
entire free world by the “Skymaster” has been nothing
short of monumental. The plane was born at a time
when the counter-offensive, fitfully begun by the Allies
in 1942, began to gel in early 1943 into a world-wide
coordinated effort to defeat the Axis powers in detail.

From the drawing boards of the Douglas Aircraft Corp.,
came the C-54 “Skymaster,” known in the Navy and
Marine Corps as the R5-D.

In service throughout the latter part of World War

II as a cargo and medical evacuation aircraft, the R5-D

made nearly 80,000 transoceanic flights with a loss of
only two aireraft.

After the war, the R5-D was used by the 1st Marine
Aircraft Wing transport squadrons in China on a
shuttle run between the cities of Tsingtao, Peping and
Shanghai.

Through war, threats of war and uneasy peace -the
Douglas R5-D has not been found wanting. In 1948, when
the Russians clamped an iron ring around the city of
Berlin, the R5-D’s with their Marine crews became an
important element in the Allies blockade-busting Berlin
Airlift,

Two years later, at dawn on the 25th of June, the
North Korean People’s Army launched a surprise attack
against the Republic of Korea, precipitating the three-
year Korean War.

The “Skymaster” was utilized to ferry troop reinforce-
ments and material to Korea to holster the crumbling
US-Korean defense line. Throughout the Korean War the
“Skymaster” repeated its World War II function as a
troop, cargo and medical evacuation transport.

Here at Iwakuni the “Skymaster” is being phased
out of the aircraft inventory. An inventory phase-out
is one thing: a memory phase-out is quite another, It
will be many years before the “Skymaster” will fade
from the memories of those who have flown in her.

Pilots, air crews and ground technicians loudly
describe her as “the most reliable thing on wings,” “a true
Model “T” of the sky,” and often with a touch of nostalgia
“a good old bird.”

None the less, when Headquarters and Maintenance
Squadron (H&MS)-17 releases the last three R5-D
*Skymasters” in the Marine Corps’ Far Eastern
inventory into the hands of the ferry pilots for the

flight back to the United States, each aireraft will be
A-

carrying nearly thirty years of enviable history.
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guest comment

The American military . . . theirs to reason why

(EDITOR’S NOTE: The following is a serializa-
tion of an article reprinted with permission from
Air Force Magazine, published by the Air Force
Association, 1750  Pemnmsylvania Ave., N.W.,
Washington D.C., 20006)

On the social level, Tolley maintains further that “In
a free society we seek order and justice as well as
freedom, and these goals inevitably put a brake on
personal {reedom.”

Tolley’s views support the general proposition that the
achievement of worthwhile goals is enhanced, not hindered,
by discipline. The external disciplinary structure imposed

|

| W. Cooney

2

Okay, I. W., the gig is up. Just because youw're
getting short (300 days), you plan to stock up on
all those goodies you want, right? That’s find cajun,
but arenw’t you forgetting that little wmatter of
adequate funds to cover your purchases? Either put
some money tn  your checking account, use the
Eichange lay-away plan, or start using cash. You
should know that you cannot enjoy your wmisgotten
loot in the brig. Oh yes, perhaps you should send
that unused checkbook to the Harlem Globetrotters,

o SIMGGRatledQuC0S SO wWeEll.

by the military should not be motivated by the goal of
limiting personal freedom but rather by the need te
coordinate, order, and organize the efforts of large groups
of men zs they tackle the diverse tasks coincident to the
defense of our way of life. The “brake” that military
discipline applies to personal freedom is apparent, but it
is at least analogous to the brake each individual applies
to his appetites and emotions in order to accomplish any
worthwhile task. Both forms of discipline are justifiable
in terms of the order required to accomplish our goals.
In this sense Tolley seems to have hit it just right; with
respect to goal accomplishment, “the undisciplined is not
free.”

But, one must still ask, what of personal fesponsibility
and intellectual creativity in the restrictive context of the
military structure? How shall we strike an appropriate
balance? The answer lies in our willingness to nurture

Creative abilities and to encourage critical analysis within

the system.

Striking a Balance

It is easy to encourage intellec-
tual curiosity, analysis, and
creativity in classrooms.

In John Locke’s phrase, citizens
of a free society have consented
to “be concluded by the majority”
when decisions are reached.
Socrates argued that when a man
fails to persuade his government
to change its policies, then he
must either abide by them or
leave the state. The military as
an institution cannot escape an
analogous position if it is to
function well or even function at )
all. In a world where the men
who wear uniforms are highly
educated and where creativity is indeed nourished, there
is room for discussion and contributions from those who
are concerned enough and able enough. But when the
contributions are all evaluated and the decisions are made,
then military men are obliged to obey the orders of
their superiors, just as ordinary citizens are obliged to
abide by the laws of the state. In either case,
alternatives seem to lead inevitably to chaos.

The question of unlawful or orders also is
analogous to the question of illegitimate or unjust laws.
Citizens are not obliged to obey laws that are clearly
against the common good, or immoral in some other way.
Similarly, soldiers are not obliged to cbey orders that are
clearly unlawful. Difficulties arise in those cases when either
the legitimacy or the morality of the law or order is not
clear, often because all of the relevant facts are not known.

(nnandinaniand coat oL TN

other

immoral
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The Professional is a monthly Aviation Safety and Standardization mags-
zine published by the 1lst Marins Aircraft Wing Safsty and Standardization
staff. 1t is dedicated to saving lives and preventing injuries, to rsducing
operating cost and contributing to the First Wing's ability to accomplish
its mission. Contents are informational in nature and should not bs con-
strued as rsgulatory of dirsctive unless so stated. Th= sditor rzserves the
right to modify thes content of manuscripts rzceived without altering in-
tendzsd meaning, This publication is FOX OFFICIAL USE ONLY, Address all
correspondence to: Editor, THE FROFESSIONAL, Wing Aviation Safety Office,
l1st Marine Aircraft Wing, FFO San Francisco, California 96602,
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Professional Notes

Wgl 3750,12 directs that each Group submit a Command Message for
publication in the Professional on a rotating basis. The Command Mes=~
sage Schedule is modified as follows:

- DECEMBER MAG-15
JANUARY MAG-12
FEBRUARY MWSG-17

fARCH MAG-36
APRIL MACG-18
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. COMMAND MBSSAGE ’

&3

"EIEMENT OF HEALISM"

It is frequently difficult to pinpoint ths precise factors involved in
accidents attributed to pilot error. This is espscilally true in those in-
stances in which ths pilot involved has sxtensive aviation expsrience, There
may be no logical rsason why an experiencad aviator would deviate from estab-
lished Safety and NATOPS procsdures, yet, too often, such is thes case! Uhy?
Many such accidents are msde of ingredients which would normally only be asso=-

ciatzd with an abundancs of experisnce.

Consider ths following factors: Ovzsrconfidence in self or machine, or
both beyond the limits of 2ither; Knowledge of procsdures, known or forgotten;
Ability, which makes the difficult only second nature; Zzalousn=ss, to the
point of disrzgarding sound judgement in an environment racuiring the maximum;
Aggregsiveness to the point of allowing the circumstances to get to ths point
of no return. Thesse actiens, individually or collsctively, have caused many
accidents and become those that are most frequently lumped under the looss
terminology "Pilot Error'.

The tendency of many expsrisnced pilots to let youngsr inexperienced pi-
lots continue into nsar emergsncy conditions to svaluate their abilitiss and
to provide sn elsment of rzalism into training is an outgrowth of all of these
factors. The element of realism is desirable and in fact essential, but not
to thz extent that Safety is sacrificsd. Only through evaluation of our indi-
vidual experisnces can we achieve that fine balance which injects the maximum
realism but maintains that "Margin of Safety" that is necessary not only to
complete the mission but also to accomplish ths desirzsd results.

A. F. GARROTTO
Colonsl, U. 5. Marine Corps
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"WHAT WOULD YOU DO - - - 20

What would you do if you wers flying into MCAS Iwakuni on a dark and
stormy night and you lost your TACAN and your radio? What would you do if
you lost these valuable aids after not breaking out at minimums on a GCA?
These are just two small questions which raise a world of important discus-
sion for all aviators, not just the tactical jet commnity. But especially
in a single-piloted aircraft, this line of questioning becomes ths most im-
portant consideration~yea, an smergency, for how many pilots before have
ever considered the situation?

You might consider as long as the aircraft has an ADF and an emergency
squawking IFF, that another approach may reasonably be attempted. But how
many of you readsrs have checked out the ADF in the aircraft, or flown the
ADF approach to be familiar with it? Furthermore, the weather criteria for
ADF minimums is way above GCA minimums and probably wouldn't allow you a
safe approach anyway in bad weather, A faw enterprising souls might reach
way into thz bag and pull out a survival vest radio and attempt a radar ap-
proach on guard., Has anyone ever tried it? Well, you probably couldn't
get the earplug set up and under your helmet before you ran out of gas,
What would you do next?

That brings us to ths subject of alternates, where they are, how we get
there, and what to do 'to land safely. UWhat alternate can you get to without
a radio and a TACAN in adverses weather? If you have an ADF, you can shoot
an approach to most Japanese fields, but who knows what the frequencies are?
Or who has the ADF approach plate? What would you do next?

If you are following the trend of thought at this point, you can easily
see that the loss of two or more navaids or a largz electrical problem can
ruin your whole day in weather, That's not the point; the point is for you
to haves already considered what you would do in these instances and to ex-
ecute your plan whan they arise.

In order to achieve a broad base of consideration for almost every pos-
sible situation, the readsr is asked to consider playing an old game with
his squadron mates. The game has been played for a long time but it never
really gets old; costs very little of your precious time, and never fails to
bring out some points you haven't considered., It is called, "What would you
do = - =?", It is played with two or more pilots/NFOs and involves nothing
more than asking an imaginative question about what the other fellow would
do under a given set of circumstances., "What would you do if ~ - - the field
was IFR and GCA lost you on radar and you didn't break out at TACAN minimums?"
The conditions and situations can be as realistic as your imagination. At
any rate, the other guy is going to stop and think a minute and give you his
ideas, plus a couple SWAGS (scientifically wild - - - guessas) thrown in so he
won't look tco bad. The discussion that follows wouldn't last mors than
five minutes, and you would both come away with a couple of new idaas on
procedures, systems, facilities, equipment, etc,

4
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If this game is played regularly within a squadron, the pilots as
a group are mors knowledgeable about aircraft systems, have formed wall
thought out emergency procedures, and are safer pilots. The bensfits are
unlimited, Try it in your squadron and see if it isn't one of the favorite
games pilots play.

C. A, PINNEY
Capt VMA-311

"IETS ALL BE EFFICIENCY EXPLRTS"

When a pilot today goss out on a training flight, he realizes that he
must get all that he can out of each hour of flight. Things have changed
greatly due to the world situation, No longer is he learning just so he
will be able to tsach the next generation what he has learnsd. In most
cases after training he will put his talents to the maximum output in an
environment completely alien to the "good 0ld" training days,

This preparation and eagerness to learn should not be limited to fly-
ing alone. It should be just as important on the ground. Knowing good
safety procedures can be utilized in almost amy flight or ground situation.
Lesrning NATOPS, the Flight Manual and aircraft systems plays a large part
in being a top notch pilot.

A "Good Stick Man" can get into a heap of trouble if something goes
wrong with his aircraft and he's not positive about how to handle it. Train-
ing and knowing what to do will prevent this.

One hzars a lot of grumbling about aircraft availability and not enough
aircraft to fly. If, or when, the availability is low or the flight sche-
dule is cancelled because of bad weather conditions, don't let the grumbling
start. Use that period for ground training, go over the procedures, aircraft
systems, discuss the maneuvers that would have been ussd had the flight got-
ten off the deck, and what should have besn done in thz event things hadn't
gonz as briesfed,

By doing this, interest can be crsated and a more professional atmosphere
will prevail in the squadron. It will make the next flight a lot easier when
you are in the air. It will instill a greater degree of confidence in those
relatively new to this particular aircraft and it's an excsllent review for
those who are not new, At some later date you may be thankful for one of
these sessions.

R. W, SWETE
Capt HMM-164
3
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"WINTER WEATHER"

November Thru February Weather Facts
For MCAS Iwakuni

During the month of November the Polar front, after having moved South
during late September, stations itself just to the North of the Philippine
Islands. The daily temperatures continue to decrease rapidly and the average
date of the first frost is the 15th., Snow is a rare occurrence during Nov-
ember., Waves on the Polar front are forming in the vieinity of Shang Hai,
These waves deepen into closed circulations and move Northeastward along the
Polar front causing widespread pracipitation which affects the local area,
During the month of Novembsr the possibilities of a typhoon affecting Iwakuni
are negligible., VFR conditions przvail, on the average, 93% of the time.

The average temperature is 54 degrees Fahrenheit and ths average minimm
temperature is 46 degrees Fahrenheit, In 1959 we obtained 79 degrees Fah-
renheit for a maximum and in 1970 the extreme minimum temperature was set at
32 degrees Fahrenheit. During the month of November, Iwakuni averages 3.39
inches of rain. '

Winter conditions bescome prevalent during the month of December, Polar
outbrzaks begin occurring every four to seven days. December is historically
(climatologically) the driest month of the ysar with precipitation averaging
only 1.53 inches per month., VFR conditions exist 96% of the time and typhoons
although possible, become a summertime memory. It snows on the average about
3 days out of the month while the average temperature dips to 46 degrees Fah-
renheit. The highsst temperature ever recordsd at Iwakuni during the month
of December is 69 degrees Fahrenheit in 1968, and the lowest temperature oc-
curred in 1960 and was 25 degrees Fahrenheit,

The Siberian High pressure cell over the Asian continent becomes well sit-
uated over the Asian mainland during January. Folar outbreaks continue, occa-
sionally supplemented with cold Arctic Air., Lows which form in the East China
Sea and the Yellow Sea and which pass to the South of the station produce pro-
longed periods of overcast sky conditions and contimious light precipitation.
The majority of these lows move East-Southeastward across Honshu and Kyushu.
The average temperature dips to 41 degrees Fahrenheit with 64 degrees the
maximum ever recorded in 1959 and the lowest temperature ever recorded was
20 degrees Fahrenheit in 1967, Snow falls on the average of 8 days during
January. The total amount of snow in a 24 hour period is rarely more than
a trace and this usually melts upon contact with the ground. The most snow
that has been observed in a 2/ hour period was an accumulation of 2 inches
which remained for four days before melting. Typhoons rarely occur North of
15°N latitude during January. VFR conditions exist 95% of the time and in
1955 the peask wind gust was recorded at 45 knots.

Ths winter season usually reaches its psak during the first two weseks of
February. Frontal outbreaks continue and become more intense and snow falls
on the average of 5 days during the month. In 1956, 11 inches of snow fell
but remained on the ground only 2 days. Mot snowfalls ares only a trace and
usually melts as it falls. VFR conditions exist 93% of the time and the aver-
age temperature rises slightly to 42 degrees Fahrenheit. The extreme maximm

/?,#14
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was recorded in 1962 and was 70 degress Fahrenheit, while the extreme minimum
temperature was 24 degrees, recorded in 1959. Typhoons rarely affect this
area during February. The November through February averags relative humidity
is 69.5%.

CWO R. E. KATZ
Station Weathsr Ssrvice

“MURPNY'S
LORNER

Editors Note: MURPHY'S CORNER has been
incorporated to cover potential mishap areas
that do not specifically qualify for reporting
as Aircraft Incidents (no intent for flight)
Ground Accidents (no damage). Its singular p
pose is the promotion of Safety Awarzness and
prevention of similar "Murphys" by other units
the Aviation Community.

Dear Reader,

Due to the tremendous impact last month's MURFHY's Cornsr had on the
lst MAW we are happry to inform you there weres no MURPHIES reported to the
Wing Safety Center for this issue! HOYEVER, . ,

. . . We know ole' MURPH is lurking somewher2; in the cornzr of the hangars,
on the flight lines or hanging around ths fire lanes, 2tc, If you happen to
sse MURPHY around somstimes, take his picture and send it to the Wing Safety
Center with a description of what hs was doing. Ev2n though he's got his
own column - He triss to avoid publicity!

A1l units, and even the people in them, are invited to peel your eyess
and break out the flick taker to catch MURPHY in ths act. Just think, you
might prevent him from doing it again . . . REG
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FOR COFILOTS ONLY

~"AND THE COPILOT WiaS JUST SITTIKG THERE"-~

How many times have words similar to thzse found thzir way into accident
reports? They have a familiar and saddening ring for anyone who has spent
mueh time studying accident t=stimony. On many accidzsnts where there are no
survivors around to testify, you can't help wondering what the copilot was
busy doing when the pilot lost control of the aircraft or flsw back into the
ground after take off on a dark night. Time after time, accident boards havs
concludad that a contributing cause factor was thz failurz of the copilot to
rroperly monitor the aircraft's instruments.

The copilot on a modsrn multiengine helicopter has his hands full keeping
up with his requirsd duties, but his primsry responsibility is thz safe oper-
ation of ths aircraft and should be monitoring altitude, attitude and speed
during all psriods of mansuvering flight. It would appear that many copilots
trust thsir pilot implicitly to the point of bzlisving he is incapable of
making a mistake or misintsrpreting the instruments. The frequsnt rsoccur-
rence in accident resports of words similar to thoss at ths bsginning of this
article indicats that many copilots have allowed themgselves to bscome so
involved in other dutiss that they have forgotten their primary responsibility
for the safe opesration of the aircraft.

NOTEZ: The primary responsibility for brizfing thz crazw rests with the pilot.
This brisfing should be conductzd bzafore thz flight commences and should be
in such detail as to ensurs a complast2 understanding of ths mission, The pi-
lot should give spscific instructions, when nsc2ssary to cover any special
situztions that may occur,

R. W. SVETE
Capt HMM-164

A
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15T MAW AIRCRAFT MISHAP BRIEFS

1. F4B, Aircraft Ground Accident., Damage: Undetermined

Injury: None

Four maintenance personnel were lowering an FAB on jacks, when approx-:
imetely half way down the extension screw on the left wing failed., The wing
settled on the jack putting an eight inch hole in: the lower left wing skin
adjacent to B.L. 160,00; aft of ths main spar reference lins and forward of
the rear spar reference line. There was no apparent damage incurred to the
major spars or beams and no visible damage to the upper surface wing.

Cange: Ground Support Equipment without required safety features incorpor-
ated was ths primary cause factor,

2. FiB, Utility Hydrsulic Pressure loss. Damage: None
Injury:s None

Upon initial touchdowm and roll out thz pilot applied ths brak=s notic-
ing the left brake to bs weak with the utility hydraulic pressure dropping,
The brakes were again applisd and the utility pressure droppzd belew 2000
PSI, The pilot stopped on the runway utilizing the emergency air brakes,

Causg: TFallure of the thrsaded insert screw, P/N AP/13592 which came out
of ths braks assembly because of stripped threads.

3. A Loose and Cracksd Engine Adir Intake. Damage: None
Injury: Nons

During preflight inspection pilot discovered a two inch crack on ths
port, lzading edge intake in approximately the 11 o'clock position. The
intake was also found to bs loose bztween the top mounting flange and the
fusslage. An inspection of sleven other aircraft revealed two intskes
cracked, in approximately ths same location and size, and four loose intakes
both left and right,

Causz: Undetermin=d.

Lo UH=1E, Minor Aircraft Accident. Damage: Minor
Injury: Nons

Aircraft was the wingman on a two plane tactics flight, Pilot commenced
a spiral approach from 1200 AGL for 2 simulated medevac pickup. The landing
zone was a small, level area in mountainous terrain surrounded by 15 ft high
brush and small trees. Diameter of thz LZ was approximatzly 60 meters; ele-
vation 660 ft MSL. As thz pilot transitioned from autorotative to powered
flight, at 400-500 ft AGL and 60 knots, ths rotor EFM began to decay and
dropped below 6000 RPM, Pilot entered an autorotation and hsaded towards
the zone,

DECLASSIFIED




DECLASSIFIED

The collsctivz was raissd in order to reach the zons. The RFM dscayzad
to bzlow 5500 Rril when the zone was rsachsd, and the pilot flared in an at-
tempt to clear ths embankment. The aircraft landed level in a right skid,
bounced once and came to rest four fest from the original point of impact.

Cause: Undztermined,

5. CE=53D, Main Hotor Blade Damage. Damzgs: None
Injury: DNone

Following night flight operations, the blades were foldad on the air-
craft. In doing so the crew chisf secursd one blade with a cargo strap tie
down to thz flight deck. As flight dsck personnzl attempted to move the air-
craft, the tie down was not noted until the aircraft had bsen towed a few
feet, Tension was taken up as the aircraft was towsd, damaging ths blads.

Cause: Ground Crzw c-razlessness.

6. CH-53D

AFCS Pitch SERVO Broken. Damagz: Limited
Injury: ©HNone

Prior to engaging APF to troubls shoot a stick drive problem, the cyclic
stick was notieced to have complete fresdom of fore and aft movement. OSus=-
pecting control rod protlems, avionies trouble shooting was suspended and
thz control rods were inspected. The rod assembly to the AFGS pitch szrvo
was found broken. The specific cause of the break is unknown., The follow-
ing factors ars discussed as possibly contributory: On 31Aug7l the aircraft
suffsred a broken blade in a ground accidsnt. During thz course of ths ac-
cident, the blade in the 9 o'clock position was twist2zd and pulled aft be-
fore breaking. It is thought that ths twisting action grsatly increassd the
angle of attack on the blade with corresponding movemeznts of the flight con-
trols. This movament would apply a compression force on thes subject rod as-
sembly, possibly causing it to bend, Following the accident, =211 flight con-
trols were inspected for possible damage. No damage was discovered. However,
congsidering the location of the brezk, it is possible that a slight bend may
have sscaped detection when inspected with a straight edge. The aircraft was
flown 32,2 hours aftsr the ground accident. Due to impending arrival of a
typhocn, on 21Sep71 all blades on thz aircraft wers folded to permit hangar-
ing. In order to fold the bledes, five pitch change rods wers disconnscted,
On 23Sep7] the blades wers sprzad and the pitch change rods reconnected. It
is condidered possible that the subject rod asssmbly may have been damaged
during the fold and/or spread operations. If forces were applied to the
cyclic stick while the pitch locks were in, the flight controls would have
bzsen subjzcted to stress.

Causs: Withhzld pending results of investigation.

7. CH-46D, Fuptured Hydraulie Lins. Damage: Limited
Injury: None

DECLASSIFIED




DECLASSIFIED

During an engine start the starter hydraulic line ruptured, subsequently,
hydraulic fluid was ingestzd by the accelsrating =ngine. The =2ngine csught
on fire; ths pilot secursd the sngine and actuatzd the engine fire bottles,
but ths fire persistsd. The crew chief applied C02, and th= firs psrsisted.
Crash Cr2w arrivad and aprliesd water to the engines and the fire was sxtin-
guished, Thers was no airframe damage. Howsver, the engine was damaged inter-
nally by firs and FOD (hydraulic fluid and fire fighting agents).

Cause: High prazssura starter hydraulic lins failure.

8. LA-6h, Cabls Slap from Arresting Gear. Damage: Limited
Injury: None

Filot was conducting normal aerodynamic braking as the aircraft passead
over the cable lifters utilized at Naha AB, Thess cable liftsrs are larger
than normal, allowing thz cable to slap upward as ths main gear crossss the
arresting pendant. The tail low attituds of thzs aircraft psrmittzd contact
of the cable and airframe.

9. UH-1E, Aircraft Accident. . Damage: Alpha
Injury: None

Aircraft located on spot number one of an LFA was preparing for take off.
Upon removal of the tisdown chains the ship 2xperienced a severe starboard
roll causing the aircraft to slide., The pilot attempted an immediate take
off to racover from the slide; however, during the slide ths aircraft's right
skid locked with a deck edge speaker, inducing a right roll. Aircraft plunged
into the sza off the starboard bow.

Cause: Under investigation.

10
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1ST MARINE AIRCRAFT WING AVIATION SAFETY OFFICERS OCTORER 1971

NAME RANK UNIT FHONE

R. P. SFREIER LtCol 1stMAW 3L8L/LLT6

W. J. NEVINS Jr. Ma jor 1stMAW 348L/LLT6

L. S. UNDERHILL Major MAG-12/H&}S -12 3630

P. W. STAFFORD Captain VMa-211 4422

C. A, PINNEY Captain VMA-311 » 92-1226 (Deployed)

S. P. PORCARI Captain VMA(AW) =533 4020

H. D. MAINES Ma jor MaG-15/H&HMS-15 4680

R. A. GURLEY Major VMFA-232 4869

L. J. OSWALT Captain VMFA-115 - 8530

L. A. CEROVAC Captain MCJT-1 8754

D. E. HANSEN 1stLt HAMS-17 4065

D. W. HENDERSON Major MAG-36/H&MS-36 234598

K. K. KERR Major VMGR-152 23-4370

T. P. MCBRIEN Ma jor Hi4-165 SLF

R. W. SWETE Captain HMM-164 23-4578

C. H. YUNG Captain VM0-6 23-4290

H. L. MAY Captain HMH-462 R3-4537

H. D. FaGGERSKOG Ma jor HML-367 23-4881

G. E. BRUDZINSKI 1stLt SUB UNIT #1 23-4832

E. R. BROCK 1stLt SUB UNIT #2 509/ NAS ATSUGI
11
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1ST MARINE ATRCRAFT WING GROUND SAFETY OFFICERS OCTOBER 1971

NAME

MACHADO
BERNARD

FITTS

BAKER
HICKS
MOHLIN
FULLIUM
NICKELE
ALLEN

PRESTA
WEBB
CARROCINO
WRIGHT
HARVEY
EVANS

OSTEN
DREW
FITMAN

CRAIGLOW
LAMB
NELSON
TAYLOR
HEILIG

KOSTIN
BROUGHTON
IRONS
FOTHERINGHAM
GREEN
DEHOUST

DEAL
BRUDZINSKI
FREEBURG

RANK

CW0-3
GCW0=-2

IlstLt

Ma jor
CWo-2
1stLt
1stLt

Captain

1stLt

Captain
WO-1
1stLt
Captain
1stlt
1stlt

1stLt
CWo-2
1stLt

Captain
1stLt
1stlt
Captain
1stLt

1stLt
CWo=2
G002
letLlt
1stLt
1stLt
1stLt
1stLt
1stlt

¥HMM-16/ NOT REPORTED

UNIT

1stMAW
1stMAW

MWHS-1

MAG-12
HEMS-12
MABS~12
VMA-311
VMi-211
VMA (AW) =533

MAG-15
H&HS-15
MABS-15
VMFA-115
VMFA-232
VMCJ-1

MWSG-17
H&EMS .17
WERS-17

MiCG-18
H&HS-18
MASS—2
MWCS-18
MACS—/

MAG-36
HEMS =36
MABS-36
VMGR-152
HMM-165
HMH-/62
HML-367
HMA-369
VMO~6

12
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PHONE

348414476
3484/1476

8719

3582
44,69
3150
3445
4579
4579

4666/8857
4504
4677
4644,
8866
8848

4355/8685
4673
4086

4340
3198
3297
8505
23-4873

23=4622
23-4256
23-4276
R3-4379

. R3~4208

23=4568
23-4808
23-4832
R3-4843

A
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RIFHS
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1st MAW Ground Mishap Briefs

60ct71 ~ AIRCRAFT GROUND ACCIDENT: When an F4 was being lowered, a jack
penetrated the wing of the aircraft,

Result: $10,000 damage.

Cause: Lack of proper supervision, training, and the use of faulty
equipment.

70ct71 - OFF DUIY: Onz Sgt was jogging. It was dark, and he inadvertently
stepped into a rut in the read,

Result: Torn ligaments in his right leg; 4 days lost time,

Causz: Inattention to footing.

ct7] ~ BARRACKS: A LCpl was removing a door from a wall locker. The door
came off suddenly, hitting him in the head.

Result: Concussion and 2 days lost time,

Cause: Hazardous method of procedure,

100ct7] -~ MOTORCYCI&: A PFC was sideswiped by an automobils on a curve in
the road.

Result: Broken toss on right foot. Three days lost time.

Cause: Auto passing on curve, had crossed dividing line,

100ct71 — BARRACKS: While engaged in a pretended game of football inside
the barracks, a Sgt fell against a wall.
Result: Lacerated tendon in the right hand and 7 days lost time.
Cause: OSkylarking in the barracks and lack of supervision.

120ct71 -~ INDUSTRIAL: A ICpl fell off a crane when his coverall trousers
caught on a lifting hook., He landed on ths prongs of a scoop loader bucket,
Regult: Three days lost time,
Cause: Inattention. Wearing improper attire, and lack of proper super-
vision,

1/0ct71 ~ BARRACKS: One Cpl slipped on metal sheeting in the shower.
Regult: Broken nose and three days lost time,
Cause: Existing hazardous condition in the shower., Inattention to
footing,

160ct71 -~ MOTORCYCLE: A MSgt fell when he was riding across the infield
at the motorcycle race track.

Result: Dislocatsd left shoulder and 4 days lost tinme,.

Cause: Inattentive driving,

190ct71 -~ SPORTS: A SSgt was knocksad to the ground while jumping for a
pass during a football game.

14
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Result: Concussion and 19 days lost time.

270ct7l —~ OCCUPATIONAL: During maintenance on an A4 th2 external fuel tanks
were accidsntally jettisoned,

Result: $1,900 damage.
Cause: Personal error.

300ct7) - LIBERTY: A PFC was struck by an automobile as he was crossing

a streset,

Result: Multiple fracturss. Lost time undeterminsd.
Cause: Under investigation,

15
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"YOU THE SUPERVISOR - KEY TO SAFETY"

A unit's safety program cannot be successful without the active partici-
pation of the "Supervisor". You are in the key position to carry out the
unit's safety policy and to prevent injuries to your men., There is no prin-
ciple more thoroughly proven than the "Supervisor is the Key Man" in the
safety of any operation. A dedicated and conscientious supervisor is always
aware of his duty to k=ep the men under his direction from harm and injury.

How may you be most effective in maintaining safe conditions and promoting
safe operations? First, you must know a few details of your unit's safety
program, You must know what your responsibilities are and how you expect to
integrate them with safety. You must know your men and thsir qualifications.
You must know the safe work methods for each operation and where you can obe
tain additional information concerning them, Second, you must supervise for
safety. Through planning you must anticipate potential hazards and take cor-
rective action. You must encourage suggestions and request hazard reports
from the men. It is imperative that you, as a supervisor, plan for safety
just as you would for any other part of the operation. Third, you must en-
sure that a strong OJT program is in effect, Foint by point demonstrations
of the operations are required, You must tell them, show them and then show
them again. Fourth, you must instill the proper safety attitude in ‘your men,
so that they will work safely even when you are not present, Briefings, coun-
selings, and bulletin boards will help to keep safety awareness active in the
men's thoughts. You should encourage:group discussions of safety problems
allowing your men to actively participate in the saf=ty program. Professional
supervisors should l2arn all the angles of creating safety attitudes and use
them continually. HRemember, safety begins with the right frame of mind.,

The unit safety officer's job is to plan the safety program and assist
you as the supsrvisor in maintaining safe conditions and promoting safe oper=
ations., He can give you a great deal of information about accident preven-
tion and explain the importance of the supsrvisor's role in the unit's safety
program. The ons thing the safety officer cammot do is take the safety in-
struction and safety supervision responsibilities from you. You must accept
the full responsibility for safzty as you are the key figure in your section's
safety program,

Listed here ars 16 ways that you, as a supervisor, can put safety to work:

1. Take the initiative in recommending ideas for safer -equipment, tools an
operations. '

2. Be professional when it comes to taking cars of equipment and keeping it
safe,

3. Take charge of operations that are not routine to make certain that safety
precautions are determined and observed, :
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4. Know what matsrials ars hazardous and how to handle them safely.

5. Know what personal protective equipment is necessary end ensurs that such
equipment is used.

6. Become an expert on waste disposal for good housekeeping and fire protec-
tion,

7. ZEnforce good housekseping.

g, Be alert for the man who may be an unsafe worker.

9, Continue to "talk safety" and impress safety on the men,
10. Establish good relations with the unit's safety committees.,
11, Szt the example for safety.

12, Use judgement in criticizing or praising, and know the value of public
praise,

13. Not only explain how to do a job, but show how, and gbssrve to ensure jt
continues to be done safely.

14, Study the seemingly unimportant accidents and take corrsctive measures.,
15, Keep the men informed of the safety policy.

16. Through counseling, keep abreast of personal problems your men may be having,
and showing concern, work effectively toward a solution.

Following these guide lines will promote greater understanding and promote
a higher degrze of safety within your unit.

M. C. MONIEL
SSgt HML-367

"JHAT ABOUT FIRE FREVENTION?"

Fire prevention is usually thought of as separate from routine accident
pravention efforts, Let's keep in mind, however, that property damage caused
by fire and personal injury are very closely related. It is for this rzason,
and others, that fire prevention is necessarily a major part of any safety

program,

In private industry, fire prsvention is a spscialized field in which many
volumes of information have been compiled dealing with its many detailed as-
pects. These large companiss must comply with rigid, established standards in

17
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ordsr to stay in a fully insured status, Firs inspectors, both thosz of the
company involvad and ths insurancs company, continually ensure that safe con-
ditions ar=z in effact. We in Morine Aviation must treat fire prevention much
as the large industrisl concerns do. Our monstary worth puts us high on the
roster of large corporations. Here in the lst Marine Aircraft Wing, Ground
Safety Officers ars responsibls for seeking 2very possible way to protect air-
craft, buildings, aquipment and lives against the damaging affects of fire.

We differ from privats industry, howsver, in that we are not coversd by insur-
ance, Ws also differ in that damaging fires causs drastic slow downs in oper-
ations, hences causing us to bs less =ffective as part of our nation's fighting
forces. True, damagzd buildings, aircraft and equipment can bz rsplaced by
generous taxpsysrs (including you and me). Lives lost, though, are just plain
wasted., In our billets as Ground Safsty Officers, we are truly responsible
for the lives and property that may be lost due to negligence =and lack of in-
sight. He are our orly insurancs,

R. L. BERNARD
CW0=2 Wing Safety Center

18
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WARE ALL ACCIDENTS PREVENTABLE?!

If you answered the question no, then it is necesssary to continue in
defense of my belief that all accidents ara praventabls. By all accidents,
I mean all accidents including ground, aviation, and wvehicular are preventable
and that our goal in all aresas should be zero. Realistically speaking the
goal of gzero is, admittedly, difficult to attain. If you wish to contest this
theory by mentioning material and equipment failure, then there ars severzal
approaches to this answer, '

Material and equipment failurss are caused by someons, whether it bs the
operator in his preventive measures or -the manufacturer in utilizing a faulty
part or weak design -- someone is always to blams for causing an accident,

One axample that comes to mind is the statement, "It was unavoidable dus to a
blown tire." When I hszar this many thoughts coms to mind, Was the tire in
good condition? Was the tire of good quality? Was the air pressurs correct?
Was the driver in complete control of his vehiclz prior to the blowout? Could
the accident have beesn prevented, even though a blowout occurrsd, if the oper-
ator had been prepared or if the vehicle had bsen going slower? The last
question can generally be answered yes -- if a slower speed were chosen the
accident would not have occurred. In many cases the blowout is actually a
direct result of speed.

To move away from accident theory, we should concentrats on prevention.
Prevention in regard to vehicles is called defensive driving, a sometimes over-
used and misunderstood description, but a very valid and effective mesans of
precluding accident involvement, In rescalling several motorcycle accident re-
ports and board investigations, one statement frequently heard is, "The acci-
dent was unavoidable", Statements that come to mind ars: "She stepped off
the curb in front of me; he went through the stop sign; he crossed ths lins
entering my lene head-on". The 1list is endless, but if carsful thought is
given to the matter it will be determined that the accident was preventable
if good defensive driving practices wers utilized. What exactly doss "defen-
sive driving" mean? It means seeing a psrson that may step off a curb; seeing
the car, or cars, that may go through the stop sign; seeing or anticipating
that a car may pass into your lane, ete. Besides seeing and anticipating the
worst, corrective action is required in nearly all cases. Slowing down and
maintaining good vehicle control whils assuring that you have an option or
"out" to prevent a collision can bs added insurance in nsarly all situations,

The examples of accidents ares endless, but all ares prsventable with propesr
attitude, alertness, and most important, foresight in assuming that the pedes-
trian or other vehicle will do the worst, Are all aceidents preventabls?

Draw your own conclusions, but for me a zero accident rate is entirely within
the rzalm of possibility.

R. D. BAKER
MAJ MAG-12
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"CYCLISTS' FROTEZCTIVE HEADGEAR COVERED BY REGULATIONS!

4 change to paragraph 4101.8a of thez Marine Corps Uniform Regulations con-
cerning the protsctive headgear worn while riding motorcycles and similar two
wheel2d vzhicles has been authorizad, The new rsgulations state that, "An
unornamentsd protzctive h2lmet made of a high night visibility metal flake de-
sign in any color without insignia, similar in appearance and construction to
thosc worn by civilian motorcycle police, may be worn with the service uniform
while operating or riding as a passenger on a privately owned motorcycle or
similar two whesled wvehicle. If not of a metal flake design, the helmet will
be of any color without insignia or other decoration and may utilize white or
silver color reflzctive materials in ons inch bands sxtending horizontally
around the base and vertically over the top of the helmet from front to back,

Reprinted from
Hotline HQMC
Volume II, Numbsr 5

WBELIEVE IT OR NOT!®
Fedestrians Do Have Rights In Traffic . . .

The law says that a crosswalk does not have to be painted or marked in
order to bs a crosswalk., The crosswalk is the continuation of ths sidewalk
across ths roadway to thz sidewalk on the other side,

£lso, the law provides that a driver shall always be extremely careful
to avoid striking a pedestrian on the strest, regardless of right-of-way.

District of Columbia
Department of Motor Vehicles

WLEARN FROM THE ANIMALS"

Sefety is a funny thing. Dumb animals take to it naturally; it is born
and bred right into them. But men, who is supposed to b2 way on top in the
social order, often thinks that only "sissies" practice safety,

It is said that beavers always detail ons of their number to watch out
and warn the rest of the animal tree choppsrs when thes tres is about to fall,
Yet, how mzny times do expariencsd drivers fail to take similar przcautions
and ask for assistance whan backing into a tight spot?

Ducks fly in a "V" formation for safety, and it is said that if any source
of dangsr is spotted, a scout flies out to investigate., Yat, how blindly we
human beings often walk or drives into dangar.

20
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If you have sver gons crow hunting, you know that it is almost impossibls
to get a good, close rangs shot at the flock. Why? Bzcause thzy have senti-
nels placed at advantagsous spots and thesz warn of man's approach,

A woodchuck always digs two, three, or morz holss to his burrow, so that
if an znemy dozs comsz aftezr him through one hole, hs has a choice of backdoor
exits,

A wren won't build its nest in that nicz little birdhous® you hang up in
the backyard, unlzss th2 2antrance is so smsll that i1t will ke=p out largsr
birds.

Meny of us remembsr back in ths horse and buggy days whsn you couldn't
whip "0ld Dobbin" into crossing a ricksty bridge that looked unsafe to him.,

Now, i1t never occurs to us to call an animsl a coward or "sissy" just
because it takes all thess precautions. In fact, we give it cradit for bzing
pretty smart, Yet, many of us scoff at the safety precautions taksn by man,

It makes ons wonder somstimss if wes aren't really the onss to be placsd
in the "qumb animal" class,

NSC Elsctronic/flsctrical
Equipmznt Newslstter

WTINY SPARK -~ BIG BOOM"

"What's so dangerous about gasoline? I always use it to wash up after
painting, and there's no troublz if I don't light a match around it. Evsry
idiot knows snough not to do that!"

Several weeks later, this spokesman on gasolina's hazards was dead, burnsd
in a flash fire that happszned while hsz was cleaning paint brushes with gasolins
in thez basement. His wife, who was helping him, dropped a glass jar full of
the gasolinz on the cement floor. It shattered, spreading gasoline vapor through-
out the basement. The vapor was ignited by thz pilot light of a nsarby water
heatsr and sxploded, engulfing the man and his wife in flamss,

Said ths fire chief of the large city who investigated this accident:
"Three out of the last four fatal firzs welve had wsre causzd by gasoline. And
the reason is always the same - People think they are smert enough to handle
gasoline, but they hava no idea of tha real hazsrd involved."

An increaéing number of people are keeping gasolins around th2 house as
fuel for power mowers and boats. Unfortunately, some also use gasoline as a

solvant for cleaning clothes, floors, automobils parts, and for lighting piles
of lzaves, trash, and for barbscus fires,
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Most persons have a vagus notion of gasolins's dangar. Few psople pull
the old exploding trick of lighting a match n2ar a car gas tank, although a
fellow in California did just that last month while looking for a lsak in the
gas line. Luckily, hes blaw up ths car instead of himself.

But when it comes to having a rzal knowledge of ths gasoline hazmard, most
people flunk. They bzlisve they are safs as long as they don't bring a flame
near thz gasoline, but this is far fron being true! 4isk any of the 50,000
pzopls who, svery year, start home fires by mishandling flammable liquids.

The resl menacs of gasolins - the on2 you must constantly guard against
when using it - is the vapor - vapor you can't sse, but which is always pre-
sznt and which can explode liks dynamite,

Bvery time you expose gasoline to the air, it svaporates rapidly. A4s the
experts say: "It gives off about 130 times its bulk in vapor, which, in turn,
convarts more than 1,500 times its volume of air into an sxplosive mixture,"

The gasolins-air mixture is "ripe" or sxplosive, whan thers are 1.4 to 6
parts of gas vapor psr 100 parts of air. In these proportions, any ignition
source causes ths mixturs to "expand in a flash to 4,000 times its volume;"
in othsr words - it =xplodes!

This means that if you let 3 quarts of gasoline (no more than enough for
an sxtensive dry cleaning job) evaporate in an averags sized room, evsry cubic
foot in that room would be =xplosive, If touchzd off by an ignition source,
the mixture would blow up with a force of 1% pounds of dynamite, enough to
taks the roof off ths houss.

But don't think you can get away with using little amounts of gasoline;
it is not the amount of liguid you us2, but the volume of the vapor that is
dangerous. Only 2 ouncas of gasoline can vaporizs, creating a cubic yard of
sxplosive air,., Two ouncezs sounds liks a small amount; indeed, it is only a
quarter of a cup. But remembzsr, this little bit of gasoline in the controllsd
eXplosions of your car enginz is =nough to move a two ton car 500 feet down
a level road, Imagine that same force sxploding in your face all at once!

DEADLY SMuLL IGNITION SOURCES

Many gasoline ussrs ars fooled becausz they do not realize that a small
ignition source can szt off a gasoline explosion, The ignition sources can be,
and often is, a flame, a lighted cigarstte, or, as in your car sngine, a tiny
spark.

Fire authority Faul Kearnesy, in his book, "I Smell Smoke", reports tha
case of a woman who was dry cleaning clothing with gasoline in a tightly closed
kitchen when her daughter came in and switched on the fan. It arcsd, produc-
ing a small spark that set off an zxplosion so violent it blew ths two women
through the side of the house, Their bodies landed 30 f22t away in a vacant
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lot. The daughter regainzd consciousness long snough to tell what had hap-
penad.

Another surprising explosion starter is static electricity, which can be
produced simply by rubbing cloth vigorously. That is ons reason so many per-
sons are burned by using gasolins as a dry cl=aning agent, For a rscent sx-
ample - a woman touch2d off an explosion while cleaning drapsries in the liv-
ing room with gasoline. Thes rubbing friction caused a spark and a boom!

Befors static electricity can create a spark, the humidity conditions must
bz just right. But since home gasoline usars have no way of knowing when the
air is "just right", it is foolish to take a chance, zspecially when there are
so many nonflammable clzansrs on the markest.

But what if you take elaborate precautions to keep any ignition source
out of ths room in which you are using gasoline? This would be difficult,
but even if you succesded, you still would be in peril because of gasoline's
deadliest, snsakiest trick - the vapor trail.

Many victims of gasoline are dons in becausz of their ignorance of the way
gasoline travels, The vapor doss not just form a cloud over an open gasoling
container. Being hsavier than air, the vapor overflows, rolls down thes sides
of the can and settles nezar the floor. An air current may sweep it along the
floor, taking it from room to room, lzaving an explosive trail. If the trail
contacts an ignition source, a blue ball of flams races all the way back along
the trail to the gas can, causing it to explods.

How about adding gasoline to a fire or glowing =mbars, or filling thes tank
of a hot power mower 2ngine? Don't - unless you want to be the victim of a
flashback of flame that can explode thz whols gas container in your hand.
Ramember that explosive vapor, even though you cannot see it, forms a bridge
between you and the hsat sourcs = and that is what you want to avoid at all
costs.

You don't have to strike a match near gasoline to blow yourself up. Vapor
trails have beesn known to go 150-200 feet before finding an accommodating flame.

¥Never use gasoline in ths house.

#Don't stors gasoline in the house.
*Don't put gasoline in glass containers,
¥Don't use gasoline to start a fire!

Adapted from "Family Safety"
and Bethlehem Steel "Safsty Bulletin'
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"MJD.RM

Do you know what M.D.R. stands for? You and I have made lists of atti-
tudes for safety which turn out to be attitudes for accidents.

Let's changas that., Let's see if we can make a list of attitudes for safaty
to help other people develop safe attitudes. If we want to desvelop thzm our-
selves, we need to get straight in our minds what the safe attitudes are.

Here we go on a partizl M.D.R. (Minimum Daily Requirement) list of Safety
Attitudes:

¥Frzventing them is more important than blaming the people who cause
them.

¥Accidents can bs prevented,

¥the . . « I work for is sincerely trying to prevent accidents,
#The safzty regulations are rsascnable and important.

*The supervisor is for safety.

*The people I work with will respect me for practicing safety.
*Safety is a mark of intelligsnece and skill.

#It's dumb to taks chances.

#I have a rasponsibility to do something toward correcting any hazard
I see,

And onsz or two sspecially for management, because managsment attitudes
are important, too.

#Safety is good business,

#3afety promotes efficiency.

#We can't afford to have accidents,

*Je have respect for the people we work with.

Simple M.D.R. and yet, if we could get thess attitudes universally ac-
cepted, we safety people could put ourselves out of business.

Hospital Safety Service
Newsletter
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* FIGURES RECOMPUTED FOR FY-T1 FOR PRESENT SQUADRONS/GROUPS ATTACHED TO 1ST MAW

CUMULATIVE ACCIDENT BA%E/]F,OOF HOURS
FY-T71
S > £ ¢-
/ )
/ ’,
R P
///
/
JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN
1ST MAW ACCIDENT/HOURS STATISTICS
CUMULATIVE
FY-T1 1.37|2.20 | 2.97{2.19}2.041.89 | 1.81|1.76|1.57|1.71 {L.72 .72 1.72
CUMULATIVE
FY-T2 0 1.67 | 1.58| 2,39 2,39
MUMBER OF
ACCDTS FY-T1l 1 2 3 0 1 1 1 1 0 2 1 1 )
. 1
NUMBER OF
ACCDTS FY-T2| 0 2 1 6 6
HOURS FLOWN
FY-T1 7264 [6400 §6oh 7026 |6908 | 7923| Thk1 |7008 988 | 6625|5269 (5955 81,411
HOURS FLOWN
FY-T2 48 (6375 H6LT {6119 25,089
JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUL
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Pacitic Stars & Stripes
Thursday, Oct. 14, 1971

U.S. Aids
Storm-Hit
Islands

URASQE, Okinawa (Special)
— High Commissioncr James B.
Lampert Friday declared the is-
lands of Yaeyama, hit by the
full fury of Typhoon Bess, a ma-
jor disaster area requiring ‘ex-
tensive relief measures.

The declaration was issued
following a report to the high
commissioner on the results of a
damage survey conducted
Thursday by Deputy Civil Ad-
ministrator M.D. Roush.

With the designation of Yacy-
ama Group (Island Group) as
a major disaster area, the U.S.
Civil Administration (USCAR)
and the government of the Ryu-
kyu Islands (GRI) will begin ac-
tive, full-scale relief operations.

As the first such operation,
U8, Marine Air Group 36, sta-
tioned at Marine Corps Air Sta-
tion, Futema, flew temporary
shelters and a supply of food to
Ishigaki Friday. The relief
goods will be distributed through
the Yaeyama Civil Affairs team,

- USCAR.

The American women’s clubs
on Okinawa have also donated
$328 to be used as necessary in
the U.S. disaster reliéf program.

The island of Yaeyama suf-
fered severe damage from one
of the worst storms to hit the
southern Ryukyu Islands in re-
cent years.

Incomplete reports from the
GRI police as of noon Friday put
casualties at two fisherman
missing and eight pcople in-
jured, two of them seriously.
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‘no green stamps

MABS-#2 gas station -

By SSgt Ron Pittman
Marine Air Base Squadron (MABS)-12’s fuel pit here could
probably place high in a gas station of the year contest if

volume were the criteria.

Although the Marines of the Tactical Airfield Fuel Dispensing
(TAFDS) do not go in for cleaning windshields or
checking oil, they do pump more than 10 million gallons of fuel a

System

year into jets of the 1st MAW.

TAFDS provides an around-the-clock rapid refueling system

that allows a pilot in a combat situation
to land his plane, taxi to the fuel pit and
take off again with a full tank within
15 minutes. The unit is completely mobile
and can be packed and ready to move
within 24 hours.

The dispensing system employs six
10,000 gallon collapsible bladders to store
fuel. One officer and 19 enlisted men
comprise the TAFDS crew. The staff is
divided into two 24-hour shifts. Every
crewman is a graduate of the four week
Bulk Fuel School at Camp Pendleton, Calif.

Fuel is trucked to TAFDS from storage
tanks located at MCAS. Auxiliary engines
supply pressure to pump the liquid from
the bladders to a waiting jet. The $62,000
system can maintain a steady pressure of
350 gallons per minute and fuel as many
as six aircraft at a time.

One unique part of the apparatus is an
extraordinary filtering system, according
to 1stLt. Robert A. Mohlin, officer
in charge. Fuel is recycled through
all lines daily and at least four samples
are tested before pumping begins. During
the dispensing stage, fuel is filtered three
times before reaching the aircraft.

Another area of paramount importance
is safety, Lt. Mohlin stressed. “Safety can
become an old subject, but when we are
working around jets, equipped with high
frequency radar equipment which packs
enough energy to ignite fuel vapors, safety
becomes a way of life”

West in fown

Private first
class AlvinA. Pate,
amember of MABS.
12 Tactical Airfield
Fuel  Dispensing
System (right)
monitors a fuel®
quantity gauge, as -
the liquid rushes
from 10,000 gallon ;
holding tanks into
one of VMA-211's
A-4 Skyhawks
LCpl. Malicciah
J. Bacon (below)
checksthefuel leve
in a 10,000 gallo
holding tank. Fue
tanks such as thi
are another step
in the Corps’ goai
of total mobility.
They may be

emptied and moved
at anytime, tc
anyplace.

: 3 -
Photos by GySgt. Ned Broussard
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Friday Oect. 15

4:30 Trve Adventure
5:00 Encore: Ironside
6:00 Burke’s Law

12:30

3:00
3:30

NCAA football:
Oregon vs Stanford
USN-NASC
Fraternity

% VWl Wiwd
on FEN-TV

Sunday Oct. 17

10:00 Look Up And Live

10:30 This Is The Life

11:00 As It Happened

11:30 Big Picture

12:00 Matinee Theater: Who
Killed Teddy Bear?

6:00 Daniel Bo
7:00 World Today
7:30 Fiip Wilson
8:30 Bill Cosby
9:00 Bonanza
10:00 The Bold Ones
11:00 Late Report
11:15 Tonight Show

5:00 Encore: Marc

Welby, M.D.
6:00 Barbara Mch‘air
7:00 World Today,
7:30 Andy Williams
8:30 Green Acres
9:00 High Chaparra

g 4:00 Grambling football 1:30 Michigan  State vs ) -
;gg :-lch,rlc.:i Today £:30 Bill Anderson Notre Dame Tuesday Oct. 19 :?gg ‘I:luwall 5.0
) oo v 3:30 Golf 4.30 Animal World : ate Report

5:00 Don Knotts
6:00 Weekend Report
6:15 Jim Nabors
7:00 The Detectives

7:30 Red Skelton 8:30 Ed Sullivan
8:00 Gunsmoke 9:30 Death VYolley Days

am.
12:40 Trivio Theater 9:00 Laugh-In 10:00 Best From Broadway:

10:00 Dean Martin
Saturday Oet. 16 11:00 Movier Who Killed
10:00 Cartoons

Teddy Bear?
11:00 Sesame Street a.m.
12:00 On Campus 12:30 Rawhide

8:30 Dragnet 11:15 Boxing

9:00 Carol Burnett

10:00 Mission Impossible

11:00 Late Report

11:15 Movie: Case of Mrs.
Loring

4:30 The Virginian

6:00 Weekend Report
6:15 Information Special
7:00 Name Of The Game

5:00 Encore: The Bold Ones
6:00 Perry Mason
7:00 World Today
- 7:30 Glen Campbell
8:30 My Three Sons
9:00 Marcus Welby, M.D.
10:00 Turned On Crisis
11:00 Late Report
11:15 Movie: Fair Wind To
Java

Wednesday Oct. 20
4:30 Mayberry R.F.D.

Thursday, Oct. 21

4:30 Gentle Ben
5:00 Encore: Hawaoii 5-0
6:00 The Untouchables

7:00 World Today
7:30 Johnny Cash |
8:30 Room 222 ]
9:00 Ironside }
10:00 Adventure |
11:00 Late Report
11:15 Dick Cavett

Picnic
Monday Oct. 18
4:30 Doris Day

5:00 Encore: Mission
Impossible

at the mess halls

com (closed)
Friday

Dinner — Barbecued pork, French fried potatoes, beets.

Supper — Fried liver, O’Brien potatoes, white beans.
Saturday

Dinner — Beef Stroganoff, buttered noodles, broccoli.

Supper — Lamb chops, mashed potatoes, cauliflower.

The TORIl TELLER uses the Motion Picture Association of America (MPAA)
rating system. G-all ages admitted; GP-parental guidence suggested; R-undet

sunday 17 requires accompanying parent or guardion; X-no one under 17 admitted.

Supper — Prime rib of beef, baked potatoes, onion rings. The TORIl TELLER uses the obbreviation NIA where no information is
Monday availabie.

The Sckura movie schedule is supplied by Special Services and is subject

Dinner — Stuffed peppers, oven browned potatoes.

Supper — Filet Mignon, baked potatoes, peas and carrots.
Tuesday

Dinner — New England boiled dinner.

Supper — Pepper steak, mashed potatoes, green beans.

to change withaut notice. Movies are shown ot 6 ond 8:45 p.m. dolly, with
matinees on Saturdays, Sundays and halidays at 1 p.m. :)
Sakura :

Friday — Man’s Favorite Sport - NIA - Camedy - 120 mm -
Rock Hudson and Paula Prentiss.

. Wednesday Saturday matinee and evening — The Wrecking Crew -
Dinner — Mexican lunch. GP - Comedy - 105 min. - Dean Martin and Elke Sommer. I
Supper — Sauerbraten, rissole potatoes, scalloped corn. Sunday matinec and evening — Song of Norway T G -

Thursday Drama - 148 min. - Florence Henderson and Toralay Maurstad. j
Monday — B. S. I Love You - R - Comedy - 99 min. - Pe'er

Dinner — Poor Boy sandwiches, potato salad, baked beans.

Supper -— Oven fried chicken, mashed potatoes, asparagus. Castner and Joanna Barns.

Tuesday — Castle Keep - R - War Drama - 107 min. Burf

enlisted Lancaster.
Frida Wednesday — For Love or Money - NiA - Comedy ! 108
4 min. - Kirk Douglas and Mitzi Gaynor.

Dinner — Chili macaroni, pizza, succotash.

Supper — Spareribs, lyonnaise potatoes, sauerkraut.
Saturday

Dinner — Corned beef, cabbage, potatoes, carrots.

Supper — Stuffed pork chops, mashed potatoes, greens,

Thursday — A Gunfight - GP - Western - 90 min. - |Kirk
Douglas and Johnny Cash. :\
Subaruza :

October 15-19 — Pornography In Denmark & Germany -
NIA - West German film with Japanese narration. 11:00, 4:00 and 9:00{p.m.

Sunday The Daisy Chain - NIA - Actors unknown - 2:45 and 7:45.|All
Supper — Oven fried chicken, mashed potatoes, corn. Together Now - NIA - Cileste Eslar and Thomas Baker - 1:05 | and
Monday 6:05 p.m.

October 20-21 — How The West Was Won - G - Uohn
Wayne, Jomes Stewart - 11:00, 3:40 and 8:20 pm. The Bridge at
Remagen - GP - George Segal and Robert Vaughn - 1:15, and 6:15.

Kokusai
October 15-19 — Goldflnger - NIA - Sean Connery - 10:30,

T/61 'GI 4290320 € ON LT ‘loA

101

Dinner — Fried fish, baked potatoes, mixed vegetables.
Supper — Grilled steak, baked potatoes, green beans,

Tuesday
Dinner — Roast fresh ham, buttered potatoes, carrots.
Supper — Beef liver, potato salad, baked beans.

a’ﬁer ‘!unﬁiem| SYDW

19((9L

Dinner — Chicken fried
Supper — Salisbury steak,

Dinner — Ginger pot roast]
Supper — Hamburgers, Frd
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Construction booming at lwakuni

MABS-12 tries new method

A new concept in construction is being tried here by
Marines of MABS-12 carpenter shop.

Known as rigid frame structure, the new building
being erected will house the offices and billeting space
for the crew of the Tactical Airfield Fuel Dispensing
System (TATDS).

The 60x24 foot building is constructed primarily of
plywood. Rafters and joists are firmed together by plywood
gussets, giving the structure a permanence and solidity
uncommon in other frame construction here,

As the frame is erected, rather than it being nailed
together, plywood sheets are nailed to it. The sheets not
only serve as braces, but also as the finished outside of
the building.

The construction, under the supervision of GySgt. John
Gaudet, MABS-12 utilities chief, and Corporal W, S, Loftis,
NCOIC of the Carpenter Shop, is expected to be completed
in two weeks.

The design, engineered by plywood manufacturers,
decreases the amount .of lumber needed to erect
commercial buildings, thus lowering construction costs,

If this type construction is found to be climatically
acceptable, carpenters of MABS-12 expect an upswing in
the building business, according to Sgt. Gaudet.

Monday.

Hospital. The

from this U. S.
ker was necessary.

hat an emergency
lled the same evening. The!

Sept. 25, after Iwakuni

Hospital doctors determined ¢
made the 174 kilometer trip in 48 minules.

Doctors and attendants from the Iwafeum Na_t_wnal
Hospital carry omeyear old Katsuhiko Fujimoto
eration to install a heart pacema

aboard a helicopler for evacuation

military base to Okayama University

emergency flight was made

The device was insta.

Marine helicopter, attached to the Search and Rescue
The boy was removed from the critical list

op
Section,

D
{
&
o
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HEADQUARTERS
1st Marine Aircraft Wing )
Fleet Marine Force, Pacific
FPO San Francisco 96602
WgO 54001
40:JJLsfb
21 Oct 1971

WING ORTER 5LO00S1

From: Commanding General
Tos Distribution Iist

Subj: Detachment of the 11th Dental Company; establishment of Q
Ref: (a) WgO P6600.1

(b) MCO 6600.14 A/\
(¢) FMFPACO PHA00.3F - S
(d) MAMMED, Article 6=L9(2) \

(e) WgO P5000.1D

(f) BUPERSINST 1611.12B

(2) WgO 1050.1B

(h) Wg0 1320.1C

1. Purpose. The purpose of this Order is to establish a detachment
of the 11th Dental Companys

2s Backgound e

a. The organization of the 11th Dental Company permits a consid=
erable degree of flexibility and mobility in its support of the 1st
Marine Aircraft Wing. Deplcyed as a unit, the dert al company is capable
of providing complete dental service. To meet situation requirements,
detachments are assigned to separated or independent units to provide
required dental support.

be Detachments are limited in their capabilities only to the extent
of technical supplies and equipment required for specialized procedures.

3. Action

a. Establishment. In accordance with reference (a), the following
detachment of the 171th Dental Company is established.

DETACHMENT IN SUPPORT OF
A MAG=36

b. Command Relationship.

(1) Detachments of the 11th Dental Company are subject to the
military command of the commander of the unit they support.

A -2
DECLASSIFIED ’
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Wg0 5400.1

® ®
21 Oct 1971

(2) The OfflcernmmCharge of a detachment will be appointed by
the Commanding Officer, 11th Dental Company, and will be responsible
to the Commander of the unit being supported. He will also serve as
a special staff officer on the staff of the command to which his
detachment is assigned.

— ¢« Duties of the Officer=-in=Charge of a Detachment: The Officers
in-Charge of a detachment shall be guided, where pertinent, by the
provisions set forth in references (b), (c), and (d).

ds Logistic and Administrative Support. A dental detachment is not

seli‘-susta::.n:.ng 1oglst:|.ca11y. The 1st Marine Aircraft Wing unit re-
ceiving dental service from a detachmant will provide logistic and
administrative support as follows:

(1) Billeting

(2) Messing Facilities

(3) Transportation

(L) Special Service facilities

(5) Persomnel for logistic support

(6) Disbursing

€. Administrative Instructions.

(1) Persomnel will be assigned to dental detachments upon recoms:

mendation of the Commanding Officer, 11th Dental Company. They will re-
main on the rolls of the 11th Dental Company.

(2) PFitness reparts on detached dental officers will be processed
in accordance with instructions contained in references (e) and (f).

(3) Such matters as requests for leave, TAD, and permissive type
travel orders will be submitted by the Officer-in-Charge of a detachment
to the Cormanding Officer; 11th Dental Ccmpany, for initial approval,
guidelines for final disposition are set forth in references (g) and (h).

1/65295%29552236%

G. W. MORRISON
Chief of Staff

Distributions "A" "B"
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"WING WORD"

Commanding ‘General Major General R. G. OWFNS ' JR.
Career Planning Officer Major R. L. BAINRBRIDGF
Officer Retention Officer Captain W. XK. WESTLING
Career Planning NCO Gunnery Sergeant C. BARRFTT

The Wina Word is an unofficial publication of the First
Marine Aircraft Wing. It complies with MCO P5600.31A and
the information contained herein is not to be considered
directive in nature. It is published by the Career Plan-
ning Section and the Assistant Chief of Staff G-1.
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-SAFETY-

One of the issues pertaining to the lst MAW that con-
cerns me greatly is that of Safety. We talk a lot about
Aviation Safety and pay continuous attention to this
endeavor, but a little more difficult to pursue, is the mat-
ter of a safety conscious mental attitude as it applies
to industrial safety and safety while in a liberty status.
Among the most tragic and wasteful statistics of our time
are those that contain fatalities on our nation's highways.
Certainly, the same hazard exists here in a foreign country
probably to a agreater extent because of the language barrier
and narrow shoulderless thoroughfares in the Far Fast. Com-
mon sense dictates a prudent approach to daylight motor ve-
hicle operation, but to mix alcohol and a motorcycle at night
on the streets of Japan is just plain asking for an accident.
To be sure, you might get by a few times mixing a dangerous
combination like that, but statistically odds are that a ser-
ious injury will catch the violator.

Remember, you want to walk out of that airplane when
it lands going in CONUS after your RTD rolls around, not be
carried out on a stretcher.

R. G. OWENS JR.
MAJOR GENERAL
U.S. MARINE CORPS

A-#/a:?
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LFEAN AND MEAN

In this era of general permissiveness and relaxation
of standards, the United States Marine Corps has taken a dif-
ficult but very necessary stand. We Marines are not going
to loosen up or soften up. Instead, it is our announced
intention to tighten up and to increase our hold on the claim
to being the United States' Most Effective Fighting Force.
As a result of this resolve, the Marine Corps stands to
reap many benefits beyond the obvious one of enhancement
of our public image as a Force in Readiness.

One important result should be an influx of well moti-
vated young Americans who want to be members of a spirited
Corps of professionals. Other side benefits include higher
morale among present Marines stemming from increased self
esteem and greater pride in the Corps.

Historically, the stereotype Marine has been a phy-
sically fit, self assured, courageous and efficient fighting
man. The present course should firmly cement that conception
during this generation.

This is all just fine for recruiting new Marines but
what relevance does it have for those of us already wear-
ing the Globe and Anchor? There is a great deal of rele-
vance. The Marine who is proud of himself, is proud of his
unit and proud of the Corps, will do a better job, and he
will probably become a career Marine.

One of the best ways for a commander to instill or en-
hance the o0ld Gung Ho spirit is throuagh an active, all hands,
physical conditioning program.

In many outfits, the idea of organized calisthenics is
treated with disdain and ranked just slightly below dental
surgery on the list of popular things to do. This attitude
seems especially prevalent in Aviation units where technical
skill has rightfully become the most essential trait. The
furthering of these technical skills has taken up nearly all
of the available time, leaving precious little for purely
physical training.

Now a word or two about the Physical Fitness Test. The
PFT was designed to measure the general physical condition
of the individual and to establish a minimum level of accep-
table fitness. That's right, you say, and your unit had a
90% passing rate the last time they ran the test so you
don't need any extra physical training. Not so! What that
90% means is that nine out of ten were able to meet
the minimum level of fitness when the last test was given.

-2~
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The younger Marines can usually pass the test with

very little preparation and those a little further along in
years can attain enough endurance to pass by exercising

for a few weeks before the test. Those of us in the older
bracket have a harder time but can usually get in good enough
shape to pass the test by werking at it for a month or so.
This means, essentially, that an outfit with a ninety per-
cent passing rate is probably peaked out for only a month
prior to each test for a total of two months per year. Also,
worthy of note is the fact that only nine out of ten managed
to pass and of those who did pass, most will have just barely
passed. That 90% may keep the wing inspector out of your
hair but, is a far cry from protraying the level of fitness
desired in the Corps.

The minimum acceptable level should be a combination
of a 100% passing rate and an average numerical score some-
where above the minimum. (An average of 171 would show
a unit in the "GOOD" category.) The main point here is
that every Marine should be able to exceed the minimum score
at any time, not just twice a year.

When left to their own devices, most people will do what
they enjoy doing and manage to avoid doing anvthing they do
not enjoy. It is a natural tendency. When applied to the
Marine Corps' program on physical fitness this tendency is
a major stumbling block. Fvery Marine knows he is sup-
posed to devote at least two and one half hours a week to
physical conditioning, but when the responsibility is left
with the individual, very few will comply.

The answer to this tendency is compulsory, daily,
strenuous physical conditioning conducted durina normal work-
ing hours. To head off the predictable wails of complaint
about personnel shortages, heavy workloads and not enouch
time in the day, let me make several observations. First
a physically fit Marine is a more productive Marine. Once
established in a continuing exercise program his output will
more than make up for the half-hour per day "work loss”.
Second, a fit Marine takes pride in more effort to look and
act like a Marine. He is mentally alert and walks with
a spring in his step. Thirdly, a fit Marine is healthier
which saves numerous man-days wasted in the aspirin line
at sick bay. Fourth, the program really is not an option-
it is an explicit order which a command can ill afford to
ignore.

Let's support this drive teward a lean Marine Corps.
Like preventive innoculations, it is only a little unplea-
sant and the results are all for the good.
Col. W. G. MCCOOL
Commanding Officer, MWSG-17
-3-
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-MILITARY PAY-

One of the certain thinos about recent military pay is
that it is certainly a flexible issue and one that is
subject to extensive legislative action. Amona the
guestionable specifics are not only how much pay is

to be granted in a raise, but when does the pay become
effective and what kind of pay is it. One of the factors
governing military pay is the current "cost of living"
yardstick commonly referred to as the Consumer Price Index
(CPI). In the past nine years, the military services have
received ten pay raises, most of which have been moti-
vated by an increase in the CPI. So, as you can see,

the CPI is one of the primary factors influencing military
income. 1In order to better understand how the CPI

index works, the followina article has been reprinted

from a national news magazine.

Inflation and a rising price level continue to pose a
worrisome problem despite the Government's freeze. Latest
official fiqures, for the month of August, show that

the prices people pay to meet their household expenses
were 4.5 percent higher than in August a year ago. The
rise from July was four tenths of 1 per cent-about the
same ds in earlier months this year. These increases

take acccunt of seasonal factors. For the first time
since January, food prices rose scarcely at all. But
higher costs for casoline-up a stiff 3.7 per cent, the
largest monthly increase in more than a year-and fcr prop-
erty taxes, mortagaage-interest rates, medical care and
utilities pushed up the Government's key barometer of
price trends, the consumer price index. Officials at the
U. S. Department of Lahor, where the index is ccmpiled

and anralyzed, noted that the August measurement was not

a fair assessment of the impact of the freeze. That is
because it was based on prices cecllected both before and
after the effective date of the freeze, August 15. Not
until the September figures are calculated, about mid-
October, will the real impact of the freeze on the price
index become clearer. The emphasis on price trends

lately has raised cuestions about how the Government
charts the prices of everyday things that people buy.

The guestions and answers that follow explain that process
and tell what the figures mean:

Just what does the consumer price index measure?

It is a monthly tally of the retail prices of goods
and services bought by families livinag in 56 cities
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across the country. Over the years, the index
reveals what has happened to price levels, and thus
reflects the impact of inflation on the average
household.

Is this the index that is often referred to as the
"cost-of-living index"?

Yes, the CPI frequently is called that, but the
description is not strictly accurate for several
reasons:

-Not everything that goes into the cost of liv-
ing is covered. For example, two important items
of family expense, income taxes and Social Security
taxes, are not ircluded-though sales and preoperty
taxes are reflected.

-The index measures only things bought by
families of wage earners and clerical workers in
key cities. It does not apply tc purchases made
by farm families or by well-to-do people with above-
average incomes. '

-The list of items checked each mcnth stays
the same for long periods, is not changed often
enouch to ke a true measure of buying hakits.

How many items make up the index?

About 400. Amcng the diverse commodities covered
are bread, meat, eqgs, dresses, shirts, new cars,
house paint and baby cribs. The range of services
priced each month includes haircuts, shoe repairs,
physicians' fees, dry-cleaning bills and the cost

of having a lawyer draw a will. The BLS calls these
400 items its "market basket" of household outlays.

Who collects the data?

About 250 "price agents" employed by the Pureau of
Labor Statistics fan out in the 56 cities where
prices are checked. Some are housewives who

work part time. Others are full-time data collectors
for the BLS. They shop in 18,000 retail stores and
service establishments of all sizes. 7An agent
takes prices directly from goods on the shelves in
a food store, and gets the current cost of phy-
sicians' and dentists' fees by visiting their
offices. To gather data on rents, the BLS agents
talk with some 40,000 tenants.

-5~
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What happens to all this price information?

It is sent to the Washinagton headguarters of the
ELS, where it is. preocessed by the division of prices
and living conditions. The product that emerges,
about the middle of each month, is a figure with

a cumbersome name: "Consumer Price Index for

Urban Woge Farners and Clerical Workers." For short,
it is called the consumer price index.

How reliable is this procedure?

Bccording to BLS officials, the sampling error is
less than one tenth of 1 per cent for the national
price average. One authcrity calls the CPI"the best
such irdex in the world." 2 congressional committee
once described it as the Government's "most im-
portant single statistic.”

What base period is used in figuring the index?

The present base is the price level in 1967. Thus,
with 1967 prices representing 100, the index for
August, 1971, stood at 122.2. That meant it

cest §12.22 in Aubust to kbuy the same goods and
services that could have been bcutht for $10 in 1967.
The base period has been changed from time to time.
Until a few years ago, the years 1957-59 were

the base. Officials say the base needs to be charged
occasionally to prevent "statistical bias" or dist-
ortion. Some critics contend that changes in the
base period tend to cloak the true extent ¢t price
rises or inflation over a long span of years.

Does the index try to take acccunt of the way the
typical family spends its money?

Yes. The various components are weilghted according
to the estimated importance of each item in the
family budget. For example, food is given a weight
of 22 per cent of the total "market basket,"

on the estimation that most families spend that

much of their income for food. FHousing agets about

34 per cent of the index, clothing 10 per cent,
transportation 14 per cent, and health and recreation
20 per cent.

Who decides relative importance, in settina these
budget percentages?

-6 -
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The "weights" are based on a survey of Pmericans'
spending patterns that BLS conducts about once every
10 years. The latest national survey covered
expenditures in 1960 and 1961, and there will be

a new survey in 1972 to update the index.

Is this intended to stay akreast of the way
spending habits keep changina?

That is the major reason for the periodic up-
dating. In the words of one labor Department
official: "Buying habits that were familiar

to our grandparents before World War 1 have pas-
sedinto oblivion with the o0il lamp and the gas
mantle. But just as the workers' families of
1913 could not buy a radio or a pair of nylons,
so the families of today are spendina their in-
comes for services and goods that didn't exist as
recently as 10 years age. Keepinog a yardstick like
like the consumer price index flexible and fresh
is an endless job"

When did the CPI get started?

It dates back to World War 1, when President Woodrow
Wilson - asked the Labor Department for some sort of
bench mark of people's spending, to help solve labor-
management disputes over wages in war industries.
Rapid changes in living costs, particularly in
shipbuilding centers in those wartime days, made

a new statistical tool essential for such negotia-
tions.

Is the index still important in wace settlements?

Yes, increasingly so. Collective-bar-againina agree-
ments coverinag more than 5 million workers are

tied to the consumer price index. Fmployes under
such contracts get automatic pay koosts as the

index rises. Now before Conaress is a bill that
would provide automatic pension increases, based

on the CPI, for 26 million people drawina Social
fecurity benefits. Private pension plans, to a arow-
ing degree, are tied to the price index. And more
than 800,000 Federal Government workers and re-
tired military personnel have their pension payments
linked to the CPI.

What does the index show about the trend of prices
in this country?

-7
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So far this year, consumer prices have risen 2.6 per
cent. Services have gone up far more rapidly than goods.
Compared with 10 years aco, prices, on average, are

up 36 percent. They are 110 per cent higher than 25
years ago, at the end of World War II.

Thus the Governments index cuts two ways. It reflects a
steady rise in the American standard of living over the years,
but it also provides a telltale gauge of the decline in the
value of the dollar.

-THE BUNNY KNOWS-

A very popular magazine noted for its voluptuous centerfold
recently had a question presented to one of the magazine
columns. The question concerned m111tary pay gquestion and
answer gquoted.

"A friend of mine is thlnklnq about reupping in the Army,
much against my advice, saying he can't afford not to, since
the reenlistment bonus is enough for a high priced sports car.
I warned him that the Army was probably handing him a line
and that this would turn out to be a lie once they got his
name on the dotted line. On second thought, considering the
increasing scarcity of civilian jpbs, I began to wonder just
how generous the Army is with its bread. Can you give me

the word?

The Services can be surprisingly generous when it comes to

pay and bonuses. The reqular reenlistment bonus, payable

in a lump sum, can run to a maximum of $2000, dependlnq on
length of service, rank, etc. In addition, there is a var-
iable Reenlistment Bonus that can amount to four times the
regular one; this is available for needed specialists who

are in short supply. 1In brief, the total reenlistment bonus
can run as high as-hold your hat-$10,000. The V.R.B. is
usually spread over the term of reenlistment, but under special
circumstances it, too, can be paid in a lump sum. Pay
inducements don't stop there, however. In addition to hostile-
fire pay, hazardous—-duty pay other than in combat zones and
diving pay (for frogmen), etc., there is also proficiency

pay for those who have a much-needed specialty and are good

at it. Whatever else it may be, a tour of duty in the Armed
Forces can be a well-paying job, a fact many career officers
noted long ago."

Does that surprise you?

-8-
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-Should your wife have a will?-

If a wife doesn't have such a document now, and decides
to make one after her husband's death, she may make it

under stress and with dubious advice. If she fails to

do it at all, the state's intestacy laws take over when
she passes away.

The same situation could happen in a common disaster--
that is, when husband and wife perish simultaneously in
an accident. Usually the husband's will specifies that
in such a case it is presumed that he died first (this
gives the estate a tax break via the marital deduction).
But if the wife--who inherited the estate ever so
mementarily--has no will, the property will be dis
tributed according to local state law.

It's even more important that a wife have a will when she
has some wealth of her own. She may want her husband to
have it all. If she dies intestate, he may cet less

than she desires. Conversely, if the husband has a substan-
tial estate, the wife may want to leave her property

to children and grandchildren. But if she dies without

a will, the husband could be allotted a substantial
share--which would be taxed a second time when he dies.

-FOR CAREFR MARINES ONLVY~

Did you know that after retirement you and your wife are
authorized one round trip per year via MATS air, any
where in the world? TFor those retired Marines who pre-
fer a leisurely trip by ship rather than flying--there

is no limit to the number of voyages you can take via MSTS
ships to anyplace in the world. Of course, this is on a
space available basis, Not a bad way to end one career,
and start another.

-NEW OFFICER CAREER PLANNING OFFICER-

Mid October brought Captain W.K. WESTLING to the First Marine
Aircraft Wing. His assignment in the Career Planning Branch
of the G-1 Secticn follows completicon of Amphibious Warfare
School at Quantico, Va. A CH-46 pilot, Capt Westling served
in Vietnam flying UH-34 helicopters in 1967-68.

-9-
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~Nine states and Guam authorize bonus for Vietnam era
Veterans-

By mid-1971, nine states had laws on their books which
authorized the payment of a bonus to Vietnam-era vet-
erans. .

Following is a brief summary of the various state konus
programs and the address to which eligible members of
the Armed Forces and Veterans can write for Further in-
formation and application forms.

CONNECTICUT: In addition to having been a resident of
this state before entering active duty, members of the
Armed Forces and veterans must have had at least 90 days
of active duty between Jan. 1, 1964, and the date which
is determined to be the end of the Vietnam conflict. The
bonus will be figured at the rate of $10 for each month
of active duty in the period specified above, up to a
maximum of $300. There is a prov1=ion in the Connecticut
law for payment of the bonus to survivors of a military
man. For information and forms, write: Vietnam Bonus
Division, State Treasurer's Office, 15 Lewis St., Hart-
ford, Conn. 06115.

DELAWARE: Citizens of this state who aprly for the state's
bonus -payment must have resided in the state for at least
12 months immediately prior to entry into military service.
Active duty to gualify must have been performed between
Aug. 5, 1964, and the date which is determined to ke the
end of the Vietnam conflict. Applicants must have had

90 days of active duty between the dates specified above.
Bonus payment will be figqured at the following rates:

$15 for each month of stateside service up to a maximum

of $225~ $20 for each month of foreion service, up to a
maximum of $300. Payment to a veteran or his beneficiary
may not exceed $300 except in the event a veteran dies
during service, in which case his beneficiary will be paid
the added sum of $300; or if a veteran has a 60 percent

or greater service-connected disability, he shall be en-
titled to a payment of $300 regardless of his lenagth of
service. Information and forms may be obtained from:

State of Delaware, Veterans Service Division, 618 N. Union
St., Wilmington, Del. 19805.

ILLINOIS: To qualify for the Illinois state bonus, indivi-
duals must have served on active duty on or after Jan.l, 1961,
and must have been awarded the Vietnam Service Medal.

Another requirement is residence in the state for at least

12 months 1mmed1ately prior to entering the military.

The bonus is set at $100. However, a beneficiary of an

-10-
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Illinois serviceman who was killed in Vietnam or who dies
from Vietnam service-connected causes may receive a bonus
payment of $1,000. For information and application forms,
write:: Illinois Veterans Commission, Vietnam Compen-

sation Fund, 221 W. Jefferson St., Sprinafield, Il. 62705.

LOUISI2ANA: A bonus law has been passed in Louisiana but

no payments will be made until after the end of hostilities
in Vietnam. Requirements are: Individual must have

served in the Vietnam combat area between July 1, 1958,

and the date which is determined to be the end of hostil-
ities and must have been a resident of the state at time

of entry into military service. The bonus payment will

be $250 regardless of the length of service. The state's
law includes two provisions for the payment to be made

to survivors of servicemen., In the event an eligible
serviceman or veteran dies after entitlement to the bonus
and prior to payment, his survivors may receive the pay-
ment. The law also authorizes the payment of $1,000 to
survivors of a serviceman whose death is the result of mili-
tary service in the Vietnam combat area.

MASSACHUSETTS: Applicants for the Massachusetts bonus

must have had six months active duty between July 1, 1958,
and prior to the date to be announced as the end of the Viet-
nam conflict and must have been a legal resident for at

least six months immediately prior to entering the

military service. Career military personnel must have had
six months residence in the state prior to July 1, 1958 to
qualify. The bonus payments will be $300 to those who

served in the Vietnam theater and $200 to all others.

NORTH DAKOTA: Service personnel applying for the North
Dakota bonus must have had at least 60 days of active
duty between Aug. 5, 1964, and the date determined to be
the end of hostilities in Vietnam and must have been a
leacal resident of the State for a least six months

prior to entering the service. Bonus payments will be
calculated at the rate of $12.50 for each month of state~
side service and $17.50 for each month of foreign duty.
The law provides that if a member of the Armed Forces dies
on active duty during the period specified, his benefi-
ciary will receive an amount of not less than $600,

For further information and details as well as applica-
tion forms, write: The Adjutant General, Bismark, N.D.
58501.

PENNSYLVANIA: Military men and women applying for the
Pennsylvania bonus must have served on active duty in
Vietnam, be eligible for the Vietnam Service Medal, and
have entered active duty from the state. The duty must

_11_
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have been between July 1, 1958, and the date determined
to be the end of hostilities in Vietnam. Payments will
be figured at the rate of $25 for each month of service
in Vietnam, to include time spent in a military hospital
as the result of wounds received in Vietnam. Maximum
payment will be $750 to living veterans and $1,000

to eligible beneficiaries of veterans who died of wounds
or a disease contracted in Vietnam as the result of ser-
vice. For further information and application forms,
write: Commonwealth of Pennsylvania, Vietnam Conflict
Compensation Bureau, Harrisburg, Pa. 17101.

SOUTH DAKOTA: The bonus law in South Dakota restricts pay-
ment to individuals who served in Vietnam between July

1, 1958, and Aug. 5, 1964, or who have had 90 days of
active service after Aug. 5, 1964, and a date to be
announced. Applicants must have been a resident of the
state for six months immediately preceding entry into

the Armed Forces. Bonus payment will be figured at the rate
of $20 for each month actually spent in Vietnam, and $10
for each month of service elsewhere in the world, with a
limit of $360 for individuals with no Vietnam service and
$500 for those with a combination of Vietnam service and
other service. For further information, contact: Direc-
tor of South Dakota Veterans Department, 0ld Post Office
Building, Pierre, South Dakota 57501.

VEBMONT: The Vermont bonus is restricted to those who
served on active duty in an enlisted grade. The service
must have been between Aug. 5, 1964, and a date to be
announced, and individuals must have resided in the
state prior to entering military service. Payment will
be made at the rate of $10 for each month of service,
not to exceed a total of 12 months.

~FMPLOYMENT -

A wealthy landowner in Fngland advertised for a chauffeur.
From the letters of application he selected the three most
promising men. When they arrived for the interview,
he took them to the top of a cliff near his home. He asked
each how close he could drive to the precipice.

The first man boasted that he could drive within a

few inches.

The second man more modestly estimated that he could

drive within a couple of feet.

The third man; unnerved by the whole idea, gulped and

said he wouldn't care to drive within a mile of the place.
He got the job.

-12~
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HOMC TIGHTENS BELT FOR CAREER MARINES
By: GYSGT Chuck BARRETT
Wing Career Planner

One time not long ago, a Career Marine, let's say a Staff
Sergeant with 12 yrs. in the Corps, could walk into his admin
office or Career Planner one or two weeks before his

FAS and say, "okav, get the paperwork ready, I'm going for

6 more years." As they say, "them were the good ole days."
On 16 September 1971 HOMC came out with MCBul 1040 (ALMAR
104) recuiring that Sgts and above get CMC authorization to
execute a Career length extension (2 yrs or more) or a re-
enlistment. In talking to HOMC on this subject I was
infcrmed that all requests for career extension/reenlistment
from Career Marines were beipg screened by 5 different
people at HOMC. This of course meant that your fitness
reports and/or correspondence in a mans jacket was given

a good review and a dectermination made based on documents

in a mans jacket. Because of this screening, some requests
for reenlistment were denied, some only authorized a

short temm ext;nsion along with a letter to the Career Marine
to improve his performance of duty. Again, this was based
soley on Fltness reports and correspondence in the in-
dividual jacket.

On 14 October 1971 HOMC published MCBul 1040 (ALMAR 113)
putting a further requirement on a Career Marine requesting
reenlistment cr a Career length extension. It is cuoted

as follows:

"FRPECTIVE IMMEDIATELY ALL REQUESTS FOR REFNL MADE IAW THIS
BUL. WILL BE ACCOMPANIED BY RECENT PHOTOGRAPHS IN UNIFORM
AND UNCOVERED. FULL-LENGTH, FRONT AND SIDE VIEW. 4X5 PRINTS
(WITH HEIGHT, WEIGHT, DATE OF PHOTO NOTED) UNLESS PRE-
VIOUSLY SUBMITTED WITHIN THFE PAST 12 MONTHS. ALL FIPRST-

TERM REENL/CAREER-LENGTE EXTENSION REQUESTS WILL BE ADDRESSED
TO CMC (CODE DFB). SECOND AND SUBSFQUFNT REENL/CARFEER-LENGTH
EXTENSION REQUESTS WILL BE ADDRESSED TO CMC (CODE DHB)"

Well what does this all mean? For one thing, it means

that Career Marines are no longer just automatically
reenlisted and assured of a 20 Year Career by virtue of

his coasting along and doing his time. It means that a
Marine Corps Career is like any other job with a large firm--
YOU CAN LOSE IT-- Unless you work hard to keep it. Todays
Career Marines are not only competing for promotion, but
competing for a job. We can no longer take reenlistment

for granted. Are you Career Marine material--It's a great
career--it's worth working hard to keep.

_13_
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~MOS IMBALANCES-

Just recently released is the summary of occupational
field imbalances pertaining to the lateral flow rules. The
below listing is good until 31 December and the idea is to
get men to shift from tight to open fields. To get more
information on this see your career planner and refer to the
Marine Corps directives in the 1200 series.

Here, by grades are the critical MOS's and on the fol-
lowing page is the occupational field summary:

Critical MOS

F-9 MOSs-- 0291, ,379, 1892, 2191, 2579, 2891, 2894, 3091,
3095, 3191, 3492, 5997, 6092, 6292, 6293, 6294,

E-8 MOSs-- 0251, 1379, 2861, 2874, 3091, 3093, 3441, 4036,
4391, 5821, 5949, 5979, 6019, 6067, 6092, 6251, 6261, 6281,

F-7 MOSs--~ 1381, 1811, 2131, 2171, 2538, 2549, 2574, 2576,
2811, 2829, 2861, 2862, 2872, 3441, 3461, 4022, 4057, 4069,
4391, 4421, 5534, 5541, 5821, 5924, 5949, 5961, 5979, 6013,
6014, 6015, 6042, 6052, 6055, 6076, 6078, 6082, 6217, 6218,
6222, 6223, 6233, 6251, 6262, 6722,

E-6 MOSs-- 0846, 1381, 1811, 2144, 2538, 2549, 2570, 2574,

2576, 2577, 2579, 2811, 2814, 2819, 2829, 2861, 2862, 2871,
2872, 2873, 2881, 3061, 3081, 3441, 3461,.3471, 4022, 4057,
4069, 4091, 4111, 4312, 4313, 4421, 4632, 4671, 5511, 5534,
5821, 5924, 5926, 5949, 5961, 5981, 6013, 6014, 6015, 6025,
6028, 6042, 6044, 6055, 6076, 6078, 6082, 6124, 6125, 6132,
6217, 6218, 6222, 6223, 6227, 6233, 6239, 6251, 6262, 6712,

E-5 and Below--0251, 0846, 0849, 1342, 1811, 2131, 2144, 2171,
2532, 2570, 2574, 2576, 2577, 2579, 2814, 2818, 2819, 2822,
2828, 2829, 2842, 2852, 2853, 2873, 2881, 3061, 3081, 3141,
3373, 3441, 3461, 3471, 4019, 4022, 4057, 4091, 4011, 4312,
4313, 4633, 4691, 5534, 5821, 5924, 5926, 5931, 5934, 5949,
5961, 5979, 6014, 6015, 6019, 6028, 6036, 6038, 6052, 6073,
6078, 6082, 6124, 6125, 6132, 6218, 6222, 6233, 6251, 6261,
6262, 6264, 6272, 6712, 6722.
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Occupational Field Summary
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-COMPANY GRADE QFFICER'S SYMPOSIUM-

On 19 October 1971, the Commandant of the Marine Corps
published ALMAR 117. This bulletin listed the action taken
and stated policy on recommendations from the Company Grade
Officer's Symposium held in San Francisco from 9 through 13
August 1971.

Highlights of this bulletin state that commencing 1 July
1971, Headguarters Marine Corps will attempt to provide officers
with information on post overseas assignment with all orders
for unaccompanied overseas tours. Additionally every effort
will be made to ensure that 90-120 days notice is received by
all officers with PCS orders. ‘

The Marine Corps Associate Degree Completion Program will
continue to be reserved for enlisted personnel. Those officers
who do not have two years of college must utilize other programs
to qualify for the college degree program. However, requests
for retention on station for completion of the last semester of
off duty education reguirements for a baccalaureate or masters
degree will be honored to the maximum extent possible.

The present hardline on professionalism will continue and
additional measures will be implemented to ensure that only top
guality Marines are retained. This policy is reflected in the
five percent below the zone selection on officer promotion boards.
Full utilization of promoting up to five percent can not be the
criteria when promotions are based on potential, meritorious
service, and professional gualities. The humber chosen below the
zone will depend on the quality of those below zone not on lineal
list standing.

=OFFICER CAREER ASSIGNMENT PATTERNS-

Headguarters Marine Corps has developed a series of officer
career assignment patterns in the unrestricted occupational
fields. These career assignment patterns have been approved by
the Commandant of theMarine Corps and will be incorporated in a
revision to MCO P1040.28.

The series of patterns shows types of duty to which an
unrestricted officer may logically expect to be assigned.
Included will be explanatory information relative to assignment
policies, duty assignments, and professional schools. The
professional development of an officer corps requires that
individual training and career development be fitted into an
overall career pattern which meets the regquirement of the Marine
Corps.

-16-~-
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—-NESEP SPECIAL NOTICE-

CMC Message 221829%Z October 1971 is a cguoted as follows:

1. Shortage Qualified Applicants FY72 NESFP. NESEP provides
excellent opportunity Enlisted Marines with Math ability

to obtain both College Education and Commission Fegular

USMC. Marines who could not afford College before, can have
USMC pay tuition and fees while receiving recular pay.

Too many highly gqualified, motivated marines not aware
tremendous benefits NESEP.

2. Deadline application for NESEP received HOMC extended
to 15Nov71 vice 1Nov7l. Reayest intensive publicity,
counseling, screening to reach every qualified and in-
terested potential NESEP student.

3. Request NESEP screening exam IAW Para 6A Ref A by
15Nov71. Alternate Exam date 6Dec7l only, in addition
to date of 8Nov7l. L. F. Chapman, General USMC.

See your Career.Planner and MCO 1560.15D for Details.

-17-~ A-#’f
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), “TAMPHETAMINES ARE AVATLABLE IN VARIOUS

e

STZES, SHAPES, AND COLORS, TABLETS AND CAPSULES.

R S
P E
ALL ARE KNOWN AS U P BUT THE STREET NAMES MAY COME
FROM THE COLOR OR SHAPE- (WHITES, ORANGES, PEACHES, HEARTS)-
OR THE MEDICAL NAME - BENNTES, DEXIES).

AMPHETAMINES ARE STIMULANTS WHICH AFFECTS THE NERVOUS SYS-
TEM. THE ABUSER WILL GENERALLY;

o )
BE QVER ACTIVE AND VERY TALKATIVE J

“w

‘ Q“’/

N ~—.
E{/*—ijﬁ ,,/7 HAVE NO DESIPE TO EAT

THERE IS A POQQIBILITV OF CONFUQION OR WANDERINC THOUGHT’
TRAIN IRPATIONAL UNPREDICTARLE, OR VIOLENT REHAVIOR”w;ﬁﬁn

PROLONGED ABUQF RESULTS IN MENTAL AND PHYSICAL DEPREQ?I N
~ DUE TO THE EXHAUSTION OF THE BODIES PEQERVES =

I N\ -
“//g/]w \"— =2
o

AMPHETAMINE ABUSE 1S NOT PHVSICALLV ADDICTING BUT A PSY-
CHOLOGICAL DEPENDENCE DEVELOPS AND APPEARS T0O BE VERY
STRONG. THESE CAN BE OBTAINED ON THE STREET MARKET, BUT

MAY ALSO BE OBTAINED FROM THE HOME MEDICINE CABINET IN THE
FORM OF PEP PILLS OR DIET PILLS. THOSE ON THE STREET MARKET
ARE OFTEN PRODUCED IN TLLEGAL LABORATORIES BY EXPERIMENTING
AMATEURS USING UNBALLANCED CHEMICALS TN UNSTERILE SURROUND-
INGS.

_18_
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HEADQUARTERS
1st Marine Aircraft Wing
Fleet Marine Force, Pacific ﬁp/
FPO San Francisco 96602
wWel 1710.2
3T P v
S Nov 1971

WING ORDER 1710.2

From: Commanding General //(

" To: Distribution Iist \‘g \ %‘\

Subj: Special-Servieés; Instructicns Portaining
CG 1st MAW 0500252 Aug. 71.

(a)
(b) MCO P1710.178
(¢} HCASO [1710,2

Ref:

1. Purpose. To promulgate information relative o the organization and
operation of Special Services Activities within the 1st Marine Aircraft
Wing, FMF.

<, Background. Reference (a) requested authority to disestablish the
Recreation Fund of the First Marine Aircraft Wing and to establish a
Consolidated Recreation Fund with MCAS, Iwakuni. The request was approved
by the Commandant of the Marine Corps and a Consolidated Recreation Fund
is now effective.

3. Action

a., All Wing Special Services functions have been éssumed by, and are
the responsibility of, the Commanding Officer, MCAS, Iwakuni, and shall
remain so while the 1st Marine Aircraft Wing is statiored at MCAS, Iwakuni,

b, Personnel will be augmented to station Special Services, in nurbers
agreed upon by the Commanding General, 1st Marire Aircraft Wing and Commanding
Cfficer, MCAS, Iwakuni, for mutual support of the composite program.

“C. In the event the 1st Marine Aircraft Wing should deploy from MNCAS,
Iwakuni, action will be initiated to re-establisk. & Recreation Fund in
accordance with reference (b).

d. Reference (c) and any other Station directives which concern Special
Services will be applicable for 1st Marine Aircraft Wing Recreational activities.

\

G. W. MORRISON
Chief of Staff

DISTRIBUTION: "An ngn

A /G
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iy D) QJI.\AL-WJDD
1st Ia rine Alrcraft Wing
Fleet Marine Force, Facific
FPU San Francisco 96602

Wg0 6710.6B
1/MJ&/rlb
~18 Nov 1971

WING ORDER 6710.68

From: Comnandirg General , ,
To: Distribution List » ]

Subj: rxemption Program for Disclosure of Drug Abuse

Ret':  (a) MCBul 6710 of 19 Jun 1971 (ALMAR 77)
(b) SECNAVINST 6710,2
~(c) MCBul 6710 of 18 Aug 1971 (ALMAR 70), w/Ch 1 (ALMAR 115)
(d) Admin FMFP-c 190457Z iug 1971
{e) MCO P1900.16(MARCORS:PHAN )
Encl: (1) Procedures for Drug ixemption Rerrezentatives
' (2) Suggested Rehabilitation Program
(3) Administrative Discharge Cuide
Réports Require&: 1. Designation of Ixemption Officers (Report Symbcl

1st KAW 6710.1) para 7.2(5)
II. Individual Statistical Drug Aibuse Report (Rencort
Symbol 1st MAW 6710.2) Encl (1) para 1.g
III. Drug Abuse Statistical Report (Report Symbol
IMFrac _11\432'—14.8) mncl (1) pera 8
IV. Semi-Annual Drug Abuse Report (Remort Smeol CiC
£710-4012) ncl (1) para §

1. Purpose. To provide 1st Marine Aircraft Wing units with the policies
and procadures necessary tc administer the Drug Abuse LxempthW Program
authorized by refereance (a).

2. Cancellation. Wuing Order 6710,éﬁ and Wing Bullet] &Z?O of & Sep 1971.

3. Definitions

a. dxemplicn - As used in references (a
h

ol disciplinary acvicn under the UOMJ and t

3

) and (4) means the hlt*:Odeng
¢ withholding of separation

from the United Stztes NMarine Corps with a dis L¢¢bc undar other than honor-

csuch

able conditions by all persens authorized bo instituts or accomplist
doss not preclude aodification of security cleanrances,

actions, HExemptic
duty assigrment, f1i
including investigation of criminal :

vity.

r—;u,*:vq it IR
RETERI T0 ‘

IR RENTIR
i" R M| { !
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b, Grant of Lixemption - As used in references (a), (b) and this Order,
a grant of exemption by the military commander does noi protect the military
“member from prosecution in other jurisdictions. Thzrefore, information
obtained incident to a grant of exemvtion shall not ne disclosed outside
the military jurisdiction without prior approval of the Judge AdVOCate
General of the Navy.

¢, Transfer of drugs As used in Pefe*ence fa) iz the passage of drugs
for monetary or porsconal gain or for the purpose of initiating others into
drug usage, E

d. Drug experimenter - One who has illegally, wrongfully or 1mnro“or¢y
used any narcotic substance, rarijuana or dangerous drug not more than a ;
few times for ressons of curiosity, peer pressure, or other similiar reason;:

e. Drug user - Cne wiio has illegally, wrongfully or improperly used
any narcotic substance, marijuana or dangerous drug generally several times,
and for reasons of a deeper and more continuing nature than those which
motivaté the drug experi mpnter, :

f. Drug addict - Cne who exhibits a behavioral pattern of compulsive
drug use, characterized by overwhsluming involvement withthe us¢ of a drug
and securing of its supply. This definition refers in a quantitative sense
to the degree to which drug use pervades the btotal life activity of the user, Y

L, Background, Reference (a) estabvlished a progras under which drug
abusers can seek dnd obtain evmmpﬁimn from punitive action or undersirable
discharge as a result of the oifenses which are voluntarily disclosed, The
primary purpose for such a program is to encourage voluntary disclosures

for the purpose of enabling drug abusers to obtain needed medical and
psychiatric treatment, counseling, spiritual and mcral guidance, and other
rehabilitation if such is f:asible., sSuch disclozures also alert comaands

to take ar~propriate nersonmnsl and rehabilitation measures decipned to ensure
that drug abuse does not adverzely affect the commind cperational carnabilities,
Investigation: conducted as a result of disclosures under the vrovisions of
referer {n} will be to detern 1ne the nature and scope of the drug involve-
ment, g2 investigations will be conducted as determined by this Head-
quarters based on prioriuty and ﬁva' bility of rescurces. The drug abuse

exemptlon program must nol be us of developing informants but -
as a means of sclving the drug
©5. Folicy , : .

a, +ligible versonuel of this command who voluntarily request eXemption

will be afforded the opportunity to reczive exemption without fesr of
punishment.or notoriety,

]
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- Rehabilitatic

“or drug users di
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o Wg0 6710.6B .
»18 .Nov 1971
b. The degree of druz dependence will determine the dwsroa1+10ﬂ and

administrative actions under which the person: énanqu -exenmption mist: underpo.
i-is rolosynduymous swiith . retenticn. wa CﬂucdbeidlAl be Jjudzec

on-its merits.

¢. long-term institutionalized rehsbilitabion prograns for drag addicts
hunosed with serious character disorders are heyvond tno

capabilities of this command, These individuals will not be prevented from

~entering the program if they are earnestly seeking assistance. They will
- normally be evacuated to a Navy Drug Rehabilitation Center or a Veterans
Admdnistration Hospital in conjunction with an administrative discharge
-upon voluntary disclosure, Uisposition of thess individuals should be

requested from this Headquarters, Alse, exenrtess who admit to heavy use
of 18D will normally bz processed for administrative discharge.

- d. A continuing drug abuse information and education pregram is essent-
ial. JDetailed information concerning the exemption and rehabilitation pro- -

gram will be ineluded in the drug abuse education and information programs.,

e. Additionally, policies necessary for implementation of the drug
abuse exemption program are contained in references (a), (b) and (c).

f. Rehabilitation as used within this Wing will not normally exceed

- eight weeks in length. Rehabilitation should therefore be resarved for

those individuals claiming exemption who can -complets their rehabilitation
within that time frame Limited assets available to the command for rehabili-
tation remiire an early dzeision on those individuals to be locally rehabili-
tated. Seven diys after an exesmntion has been granted, a review of all

information on the exewptee shall be made, This review should be made again

after four weeks, If et trese tinmes, or any time after rehabilitation has
started, it is determined that local reha0111LWULon is not practicable,
disposition instructions should be requested from this Hesdguarters, The
units may process the individual for an administrative dlSCﬂu-~° or reauest

[}

“one of the f0110w1n9'

(1)

(2) Transferto a
vith an Administrative Dis

fer Lo a U. 5. Havy Drug Rehabilitation Center

Administration Hespital in conjunction
under Honorable;conditionsa

Processing £
under paragra 1), ;
tion reguired when prOCﬂsszrc exemptees for admi
this Order. Once a decision has peen made and app:
every efforv muist be made to expedite the administrative rrocessing,

gason of unfitness
(3) OFO”ldew ]rfG:Pa-
3
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g. If individual claiming exemption is on Fleet nSSlStunce Prog
(FAP) he will be returned to rarent unit for processingz,

Lo

Ty T
4 s

h, All reports submitted to this Headquartsrs will be hand carried or
mailed. This will prevent undue noteriesty for the individual. Use unclass-

ified message traffic if no other method is readily available. Use phrase

"Official Uise COnly" at beginning and end of the text im all nessage traffic.

i, If the member detacts prior to completion of rehzbilitation the

case file will be forwarded .. tne joining command with 2 cover letter - : :

b=t

containing recommendations on further requirements of rehabilitation. Case
files will be mailed to the Commanding Gonnﬂa¢ or Comvianding Officer of the
Joining command via registered mail and marked "Officizl Use Only".

J» Case files on personnel in rehabilitation transferred for release
from active duty will te closed following the transfer. Personnel detached
for discharge will be counseled to contact local county.or state health
officials fellowing discharge for assistance if renalred '

k. In granting exemptions other persons may be named not in the lccal
unit, Immediately notify Wing Drug oxeimption Officer, G=1, The Winv‘ﬁrug'
ixemption Officer will coordinate the passing of information to othe

1, Unit Drug hxemption Representatives are authorized direct liaison - v A
with -all other Druz uxemption Representatives within the Wing. T e

6. Procedures

a. Exemption., ZErnclosure (1) conteins detailed 1nstructiohs to be
followed in the granting of exemption. The instructions contained therein
are extracted from references {a), (¢} and (d) and must be explicitly
followed., Assistance nay be obtained from the Wing Staff Judge aAdvocate,
the Wing Surgeon or ths Drug dbuse iducation Contact Team as appropriate.

b, Hehabilitation. Rehabilitation will be commensurate with the degree
of drug dependerce, Lnclosure ( ) contains recommended rehabilitation
guidelines to be followed by units in carrying out their rehabilitation
programs. Heorienting attitudes and iretilling human values are inherent
in basic leadership prineiples. The combined counseling and medical
resources available to the unit corm,hipr, limited though they be, must be
fully coordinated znd exploited to zssure a successful rehabilitation

program. Judgments as to rehdolnltauzve procedures to follow must be made
on each individual case, 3

¢, Administravive Actions. Indicated administrative actions {i.e.
termination of security access or clearance, removal from flight status or
reassignment) will be in consonance with appropriate directives., A case by

A TR
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case anproa0q in determining adﬁjnletratlve/ppruonnel dctlons is essential

. for the success of the program. If adverse pérsonnel actions are the usual
‘Consequence of dlsc~o<ures, the beneficial effect of the exempticn program
will be seriously undermined. The adninistrative actions available to the

comrand should net be aubomstically execubed. Zach case must be considered
on its own merils.

l

L ;
7: Action ‘

"a; Grour znd S:

iron Coumanders shall:

. |
P (1) Ensure that sll Marines of their command are thoroug:
- qualnted witk the exemption progran,

< A0 -~
nly ac

(2) Ensure the name and location of the exemption officer is readily
'avallable to all Marines,

. (3) Designate one or more exemption fepreséntatiVes for their
command. The following personnel shall not be designated.

a) Trial or Defense Counsel.
(b) egal issistance Offlcerg
o o  (c) kedical Officers,

i _ "'(d) Chaplains,

(e) Discipline or Military Folice Officers,

(4) when desig gnating exemption representatives consideration should
be given to t}e qualities essential for successful administretion of the
program (i.e,, maturity, resoonsibility, and verbal skills. Company grade
officers may be used in these billets.)

(5) Rerort to this Headquarters (Attn: O-1) the name, rank and RTD
! of ex enmtlon representatives and any change in assignmenit of exemption
) representatives,

: : ~ b, Staff Judge azdvocate shall:

(1) Provide lezal assistance as requested by Unit cxemption Repre-
sente LlVLu .. '

el e ——t

e as reque ted by units in the processing of
tive separation subseguent to a grant of exemption,

——t

A | | [-=a
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c, Medical Officers shall: , e A
(1) Estahlish and mzintain standardized medical ¢ examin
psychiatric evaluation procedures reguired by references (a),

(2) Provide medical and psychiatric support for rehabilitation pro—
gram within the 1limits of the resources of the ‘fing.

(3) Provide the unit Exemption Representatives with the follow1ng
P revorts

(a) Report of medical examinsbtion will be made to the Marine's
Commanding Cfficer within 24 hours following ccompletion of examinzticn,

SR (b) Result of psychiatic evaluation report to the Marine's
Cormnan dinc Officer within 48 heours following completion of examination.
Psychiatrlc evaluation for the purpose of this order may be performed by a
Flight Surgeon or doctor. A certified wsychiztrist does not have to perform
the psychiatric evaluation unless the Flight Surgeon or Doctor reccmmends

- such action,

| d. Wing Cheplain shall:
{

(1) Assist Commanding Officers in establishing the moral and
spiritual aspects of the rehabilitation program, : : .y

(2) Assist the Drug Abuse Zducation and Informetion Section in
establishing and maintaining recomnended rehabilitation programs.

& revort of
1 as 1o need:

(3) Provide the unit
: ¥arine's counseling,  Hepori
4 .- foryfurther counseling,

e. The ng sxempt’~n hepresentative shall review each statement of
disclosure and forwvard to the Criminal Investigation Department for investi-
gation of those cases: ' '

on drug involvemesnt by the member
ntLtled ription due to involve-

(1) khere a
granted an exemption wh
ment with transfer of drugs

Wierein the: written statement of disclosures rames of othe
8 idertified as a drug user and the other ~ersons, after be ng
ied, have not anplied for exempilon within 24 houre of notification,

I the zbove avply, bubt a cuestion exists or faucts
ent of another psrson,

(3) wherein none o
re developed indicating the possible drug involve

q~=F20
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I (1) In other
situation warrants inve

f. 0IC, Drug ibuse rducation and information Zection shall

(1) Coordinate the subject program for the ¥Wing.

fxemption tepresentatives as required,

the subject

course of instru >tien for
training Unit x teir duties and responsibilities

under this program,

and present, on request, a course of instructicrns for

unit rehabil erscrnel. l*ullllx' troop iezd2rs, superviscrs and others

| designated z rerscrnel ..
. I
(6) Morniter the prozress of the subject rrogram through rerieodic
conferences with Lnit hxemrdion ilerresentabive:,

£
AN
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Sample

Sample
Sample

Sampis
§ymbol

Sample

Definitions of Exemption Program
Grant of Exemption

'Sémple'

i Scope of Urug dxempticn Program

format for page eleven Service Record Book entry

format for Individual Statistieal Drug Abuse Report

(Report Symbol 1st MAW 6710,2)

format for Report of Medical Examination
format for Drug Rehabilitation Disposition Instructions

o~y

format for Monthly Druz Abuse Stati tlcal Report (Report
FiuFPac Zi 132-48)

case file content and exemption officers check list

ENCLOSURE (1)
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T L E VT
TR T N A P

i Scope of Drug fxempticn Frogr ram
;iﬁéfinitions of ixemption Program

’Grént of Exemption

iSémble format for page eleven Service Record Eook,enf;y

Sample format for Individual Statistical Drug Abuse Report
'~(Report Symbol 1st MAW 6710,2)

' Sample format for Report of Medical Examination

amplé format for Drug Rehabilitation Disposition Instructions

";Symbol FiFPac Zi 132-48)

'Sample case file content and exemption officers check list

ENCLOSURE (1)

DECLASSIFIED

ample format for Monthly Drugz Abuse Staiistical Report (EeportA
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PROCEDUAZS FCR DHUZ EKUQBLILH LiFZE5EWTATIVE

t. Designated exemption representatives shall take the following action;

a, When approached by an individual requesting exemption and prior to
any disclosure, fully advise the member seeking exemption of the scope and
limitations of the exemption program

b, Must explain to the exemption applicant that he is not required to
identify other drug abusers as a condition of his obtaining exemption, how-
ever, it should also be explained that if he has knowledze of drug abuse
activities of another person, he may be reguired to testify about such
activities before an ofiicial board of investigation, courts—ma‘tlal or

other =uch bcd" after being granted exemption.

el D

C. Complete the acknowledgement of the limitstion and scoype 01 drug

- iabuse exemption program utilizing Tab A to this epclosure,

d. Complete the explanation of definitions and provisions of exemption
program utilizing Tab B to this enclosure. :

e. Complete Grant of Exemption as contain in Tab C to this enclosure.

A {
f. ZEnsure an entry of exemption action iz made on page eleven of the !
service record book of each Harine seeking exemgtion as shown in Tab D to

this enclosure.

g. Ensure the following statistical infermation is reported by message
to this Headguarters within twenty-four hours (&tin: G-1) on each individual
case, See Tab E to this enclosure,

{1) uam&/urdae/berv1ue Number/Social Security mumber/“US
(2) Types of Drug Abuse,

(3) Approximate freauency of use of sach drug.

(4) Period of usage.,

(5) Places where used.

(6) Locaztion of individual. ' :

2, In accordance with references (a) and (b) those individuals granted
exemption will receive a medical examination, Tab F of this enclosure to

‘ be dSllvered to Hedical officer =zt time of examination. Direct liaison

DECLASSIFIED
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with Wing and Station Hedical Orficers is authorized. The following actions
are required upon completion of this examination:

a, If the medical officer deiermines that the 1nd1v1dual requires
medical treatment and/or detoxification he will be referred to the supporting
hospital to underzo such trsatment and/or detoxification prior to further
evaluation,

b, If the medical officer determines that an in.degth psychiatric evalua-

tion is reguired it wil:

L L,,>mr'1-had prior to rurther evaluation,:ir-

¢. If the medical offiser determines that the 1nd*v1dua1 is drug

dependent or addicted upon completion of the medical examination, and the
individual requires rehabilitation bsycnd the capability of the command,
disposition instructions will be requesied from this Headguarters (ittn: G-1).

(1) Iwakuni based 7nits will suhmit the information required by Tab
G of this enclosure to this Headguarters as soon as roesible and not later
than twenty-four hours after determination is made by medical officer, This
request will be hand deliversd by the Unit Lxemption Officer to the Assistant
G-1 at this Headquarters, :

(2) Okins W based units/deployed units will submit the information
required by Tab G to tnis encleosure by pr-orlty messages to CHC (Code ACIF)
info copy to C3 1st MAW within iwenty=-four hours after determination is made
by the medical officer, -

(3) 1¢ appropriate; Headgquarters, U, S, larine Corps will issue
instructions to progess the ind ividual through the U, S. Haval Drug Reha-
bilitation Certor Jecated at rwramer, Californis or Jacksonville, Fleorida
for trna+ment/eqalva+ lon and further disposition. The Commanding General,
“arine Corps Reecruit Depot, San Diego, Californ 1a %ill ‘administraztively
Jjoin individuals corderad to HORG &1rcnaz, Cal iz, The Commanding Officer,
Harine Barracks will administratively join in dlfi vals ordered to LDRC
Jacksonville, Florida. The period of treatment will not normally exceed

m of ireztment at the US
rarated ri

e ,:i

sixty days, Upon completio I514DaC the individusls

will be adm.. . serar from the Harine Corps or be returned

to duty.

3, While awaiting medical and psychiologiesl evaluation a review of the indi-

vidual's assignmen® and record wil l be made to establish possible modification
of duties, flight status and voiding of security clearance., This is not an’
automatic procedurs, each case mu.u ba reviewed on oWl merits.

L. Following psychological evaluation and providing the e
the individual should be retained on "ctnve duty, counselin
the individual.,

valuation indicates
g will be provided

ENCLOSURE (1)

AFV]

, A—*ﬂé

DECLASSIFIED
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5. In those czses where Lhe member has no potential for future usefulness
in the tarine Corps he will be processed for an admiristretive discharge for
reeson of unfitness under honorable conditions, Consideration will ke
given to past performances, tne degree of involvement with drugs and the
result of medical and psychiatric evaluation in making the determinatiocn of
retention,

6. Individual will bz scheduled for drug abuse counseling

.

7. The exemption officer will monitor crogress of the individual t'“oucn :
counseling and training, If ait any time tne 1nd1v1dunl show s
or reluctance to varticipate in the counseling or iraining
will be terminzted for the individual. A page eleven cntrj will be xade
in the individual's service rescord book, (T ao D to tnis enclosure refers, |
The unit will then commence action for dministirative discharge for reason
of un¢1tne°s under nozorable conditions,

8. " The implementation of the exemption program rrovides a data source not
previously available and the collection of data is designed to assess the
-'status of conduct, morale; and welfere of personnel in the Flest izrine Force,

Pacific, The Drug Abuse Statistical Report (RCS FMFPAC Zi132-48) shall be

submitied to the Commanding General, Fleet #arine rforce, racifie oy Lhe

fifth of each month as reguired by reference (d), In order to allow for

compilation time, this reporh will bs hand delivered to this Headquarters <“f
1‘ rs

(Atin: G-1) not later than the third of each mcnuu, for those units based -
at Japan and submitted by message for those units located at Okinewz or
derloyed (see Tab H to this enclosurs), feoports will be consolidated at
the Group level for submission to tﬂls Headgquarters, This is a one time
report and covering the previous month, negative reporte not required.
: semi-annual roporu of

Je‘ to thiec Headguarters (Attn: G-1)

! ug eix month period.

9. In accordance with re 5
drug abuse is required to be subm
no ldteL tndn 5 Jarnuwary i

e
<h)
=
£2,
U
[
£

L
Fey
O
L
ot
—
@

o]
]
@

&, lumber ter°g:“31 granted axens

ory of drugs (darijuana,

X

b, dumber | exemgtions granted by catss
drugs, narcoties),

dangerous

c. Lumber psrsommel havin

d, umber dischar

ou
y
[}

e, [Lumber versonne
grant of sxemption,

10, In addition the Uniit ¥

ERCLOsURE (1)

A=
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2., Prepare a file on each member applylng for exemption using Tab I
to this enclosure as a guide, :

b. Forward a copy to this Headquarters (Attn: G;l) of each report re-

quired by references (a), (c) and (d) and progress reports as outlined in
this enclosure,

ENCLOSURE (1)

Y St
DECLASSIFIED
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K From: ‘
To: Commanding Officer

Subj: Acknowledgement of Limitations and Scope of Drug Abuse Exemptions
“Program ' .

|

1}

i 1 have reguested exemption from disciplinary action or administrative

; processing that could result in discharge from the Naval Service with other

! . than honorable characterizaticn. I certify and acknowledge that I have

i -~ " had the opportunity to discuss the nature, scope, and limitations of the

' drug abuse exemption program, with the designated exemption representative

i ' whose signature appears at the end of this statement, and that I understand
: the drug abuse sxemption program and the uses to whlch any disclosures

‘ which I may make may be put. I sincerely seek help to eliminate my drug

use., I agree to fully cooperate in my own rehabilitation and I will par-
‘ ticipate in such rehabilitation progrems to which I may be assigned. I
| specifically understand:

: - a. The exemption representative is authorized to accept my staterent
"~ which may form the basis for a grant for exempt¢op SRS

! b, Fer my statement to gqualify for grant of exemption, it can only
: be made to the command-~designated exemption representative;

- "¢, The grant of exemption will extend only to a statement which
is voluntarily made -and which is made vrior to my qu1nv been apprehended
or cfficially warned (other than as a result of an approved drug testing
program, Or as a result of having been named in an exemption disclosure
of anothsr member), that I am suspected of drug abuse involvements;

d.. If, in fact, I have been avprehended for the drug offense for
wnich I seek exemption or offically warned that I was suspected of the
i drug offense in question (other than as 2 result of an approved drug testing
4 program, or as a result of having been named in an exemption disclosure of
another member), a grant of exemption based on disclosures of such offenses
i is void and I will be subjsct to possible disciplinary action and processing
3 for administrative separation from the Haval Service under conditiens other
than honcrable;

&., Any statement made by me to the exemption representative will

not be rrivileged

we

_':J EJ
L Incidentscof
rug abues, which ars either undisclosed =zt ths time of the grant of exenp-
tion or which occur after the grant of exemption has been ilssued will not
qualify me for a new grant of exemption; :

f., Exemption cen be granted only once, thet is, any I

TAB A to
. ENCLOSURE (1)

Q-0
DECLASSIFIED
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_ “g:% 1 my be subject to zcministrative action with regard to my
security clearance eligibility and duty assignment as ‘axplaired in the

description of the exempbion prozram which I have read,

Signature

Name

0

Date Place Time

“Signature of member sseking exemption

File/Service fumber/Social Security Account

Rate/Rank
Service

Signature Date Place Time

Signature of Designated exemption representative
Name ' )

File/Service Number/3Social Security Account Number
Rate/Rank

Service

TAE 4 to
XCLOSURE (1)

DECLASSIFIED
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EXPIAHATION OF DEFINITIONS AND PRCVISIONS OF EXEMPTION PROGRAM
Attachment to From #1 . -

SEy L )
7 NG Cring. definitions and proygﬁions of the exemption program
have been explained to N

,(3) Exemption, as the word is used in connection with the drug abuse
exemption program means a withholding of action: (1) Under iArticle 15 of
the Uniform Code of Military Justice, (2) Trial by Court-Martial, and (3)

s%theadministrative processing for an undeSirable discharge from the Naval

Service for the specified illegal use,

(b) Exemption extends only to voluntarilyé.iaM "*’“Eﬁjlegal use of
marijuana, narcotics, inhaled substances, or other comtrolled substances,
wh¥zirsfise occurred prior to the grant of exemption, and to theipossession
of such drugs only when that possession is incident to the occasions of
voluntarily disclosed illegal use,

(¢) Exemption will not be granted for illegal sale or transfer of
marijuana, narcotics, inhaled substances, or other controlled substances,
or for the possession of any of those prescribed drugs when such possession

.is for the purpose of sale or transfer, nor for drug-related or drug-
induced offenses; even though information indicating such offenses are
voluntarily disclosed to the individual designated asian exemption rep-
resentative; ! :

(d) Exemption extends only to those instances of illezal use and
incident possession of drugs which are voluntariiy disc d“prior to and
in connection with a grant of exemption, and do&s ndt extend to instances
of drug abuse which are undisclosed; X

(e} The illegal use, possession, transfer, or sale of marijuana,
narcotics, or other dangerous drugs constitutes 2n offense under the
Uniform Code of Military Justice for which offense a member maj receive
a trial by Court-Martial and, if convicted, a punitive discharge from the
Naval Service, punishment under Article 15 of the Uniform Code of Militery
Justice; and/or an administrative discharge from the Naval Service under
conditions other than honorable by reason of unfitness and/or misconduct

(f) A command may initiate investigation on those so named by the
exempted member who are obviously outside the scope of exemption; e.g.
pushers, dealers, traffickers, and peddlers. Also commands may initiate
administrative action with regard to any users who are identified through
exemption proceedings,

Signed (exemption representative)

. TAB B to
ENCLOSURE (1)

DECLASSIFIED
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From: Commanding Officer
To:

Subj: Grant of exemption
Ref: (a) SECNAVINST 6710.2 _

Encl: (1) Copy of acknowledgement dated
(2) Copy of statement to exemptlon representatlve dated

1. In accordance with the provisions contained in reference (a), and
based upon your acknowledgement of understanding the nature, scope and
limitations of the drug abuse exemption program, enclosure (1), and your
representation that you have neither been apprehended for any of the drug
offenses indicated in enclosure (2) nor officially warned that you were
suspected of any of those offenses (other than as a result of an approved
drug testing program, or as a result of having been mamed in an exemption
d;sclocure of another member), a grant of exemption is issued for those
instances of drug abuse contained in snclosure (2), which constitute
illegal use of drugs, and possession incident thereto? The limitations
and scope of the grant of exenmption are as indicated In enclosure (1).

2. If you have been apprehended for any of the drug offenses indicated
in your statement to the eAenptlon representative; enclosure (2), or
officially warned that you weére suspected of any of those offenses (other
than ds a result of an approved drug testing program, or as a result of
having been named in an exemption disclosure of another member), then
you do not qualify for exemption as to those offenses,

3. Your sincerity in seeking help to eliminate your drug use is acknow-
ledged; it 'is understood that you will fully cooperate in your own re-
habilitation and will participate in such rehabilitation programs as may
be prescribed, You will be notified of the date and time to mest with
medical officers, and other personnel whose assistance will enable you to
derive full benefit from all aspects of the drug abuse exemption program.

Exemption representative
By direction

T4B C to

ENCLGSURE (1)

DECLASSIFIED
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Sample PAGE 11 entry ‘
Exemption pursuant to MCBul 6710 of 19 Jul 71 (ALMAR 77) granted
(Date)
this date,
Exemption Rep,
By direction
Sample PAGE 11 entry for suspending rehabilitation
L Date: Due to demonstrated lack of sincerity the drug use rehabilitation
() )
-/ program has been terminated this date,
Exemption Rep, | V“x\w
By direction ;
3ample PAGE 11 entry for completion of rehabilitation
Date: OSuccessfully completed rehabilitation in accordance with MCBul
6710 of 19 Jul &¥ (ALILR 77). this date,
Exemption Rep.
By direction
TAB D to ,
‘ E4CLOSURE (1)
(7
- 1
{
'q -0

DECLASSIFIED
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. Marine Aircraft Group 12

i Fleet iarine Force, Pacific
FPO San Francisco 96602
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18 Nov 1971

01:ABC:dec

6710
From: Commanding Officer
To: Commanding General, 1st Marine Aircraft Wing (Attn G- 1) 1
Via: Commanding Offlcer, Harine Aircraft Group 12 {(Attn: Drug mxemptlon _
Officer) '
Subj: Individual Statistical Drug Abuse ueport, case of Cpl James S. Jones
! 111 22 33/111 .22 33. 33/6511 USIC .
' Ref: (a) ALMA% 77 of 19 Jul 1971

(b) Wg0 6710.6__
1. Corporal JOIES was

2. In accordance with
formation is submitted

references

concerning subject Marine:

TYFE OF DRUG  AFPROX FREQ OF PERIOD(s) OF USE

USE

Marijuana 5 cigarettes/day 6 mo Jen 71-Jun 71
2 cigarettes/day 1 mo Jul 71
; 15D 1 Time May 71
|
Signature
ONLY

Podd

SAMP L E

DECLASSIFIED

granted exemption by this Command on 1 Aug 1971,

(2) and (b), the following statistical in-

PLAGE(s)

Beaufort

- Bl Toro

Jwakuni

21 Toro

TAB E to
ENCLOSURE (1)

A —®20
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Sample PAGE 11 entry

Exemption pursuant to MCBul 6710 of 19 Jul 71 (ALMAR 77) granted

zDatej

this date,

Exemption Rep.
By direction

Sample PAGE 11 entry for. suépending rehabilitation

Date: Due to demonstrated lack of sincerity the drug use rehabilitation
program has been terminated this date.

Exemption Rep.
By direction

Sample PAGE 11 entry for completion of rehsbilitation

Date: OSuccessfully completed rehabilitation in accordance with KCBul

6710 of 19 Jul ZZF (ARRR77) this date.
¢ Exezﬁptibn Rep.
By direction

TAB D to
EJCLOSURE (1)

A -mao
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From:
To:s
Via:

Subj:

Ref:
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MARINE ATTACK SQUADRON 311
Marine Aircraft Group 12
Fleet iarine Force, Pacific
FPO San Francisco 96602

Commanding Officer

Wg0 6710;68

18 Nov 1971

01:ABC:dec
6710

Commanding General, !st Marine Aircraft Wing (Attn: G-1) .. .
Commanding Officer, iarine Aircraft Group 12 {(Attn: Drug Exemption

Officer)

Individual Statistical Drug Abuse Report; case of Cpl James S. Jones

111 22 33/111 22 33 33/6511 USUC

(2) ALMAZ 77 of 19 Jul 1971
(b) Wg0 6710.6__

1. Corporal JOHES was granted exemption by this Command on 1 Aug 1971,

2. In accordance with references

formation is submitted concerning subject Marine:

TYPE OF DRUG ~ APPROK FREQ OF USE.  PERIOD(s) OF USE

Marijuana 5 cigarettes/day = 6 mo Jan 71-Jun 71
o 2 cigarettes/day 1 mo Jul 71
15D 1 Time . HMay 71

Signature

SAMPLE ONLY

DECLASSIFIED

(a) and (b), the following statistical in-

PIACZ (s

Beaufort
. E1 Toro

Iwakuni

El Toro

TAB E to
ENCLOSURE (1)
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(Date)

From: Commanding Officer .
To: Medical Officer

Subj: Drug Exemption Medical Examination; request for

Ref: (a) WgO 6710.6
(b) SECNAVINST 6710,2__

1. In accordance with the provisions of references (a), it is requested

that ‘receive a
physical examination as required by reference (b).

By direction

mn S TS Of T tm om0 mh CEn mmo S G0 mc XU GOD @GN0 GmD S0 SR TR Owy Gem e e mmm 30 Gk e v WA s e e wow e o ey Gww

(Date)
_From:. Medical Officer
To: Commanding Officer
Subj:‘ Drug Exemption Medical Examination; results of
1, USHC was examined

this ‘date and it is determined that he:

( ) Is considered drug dependent or addicted and/or réquires medical
treatment outside capabilities of this command,

() Requires medical treatmnnt and/or detoxification w1th1n Capabllltlps
of this command,

( ) Is not considered drug dependent or addicted. -

2, Recommendations:

a, Exemption Representative (should/should not) schedule app01ntmant
with Medical Department for psychiatric evaluation,

(FEDICAL OFFICEKR)

TAB F to
ENCLOSURE (1)

A -™20
DECLASSIFIED
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(UNIT HEADING)
- Wg0 6710.6B
18 Nov 1972

From: Unit
To: Commanding General, 1st Marine Aircraft Wimg (Attn: G-1)

Info: Appropriate Group
subj: Drug Rehabilitation Disposition Instructions, request for

Ref: (a) CMC 181752Z Aug 71
(b) Wg0 6710.6 3.

1. Name/Grade/MSN/SSN/MOS/EAS
2. Orgaéﬁzation
3. Disc?ifélinary Status
. Marital Status/Location of Dependents

I

5. Medical Diagnosis/Prognosis

6, Type Rehabilitatién Recommended
7

Comments (usé}this paragraph to deteil information which would be of :.

value in determining appropriate disposition}

TAB G to
ENCLOSURE (

DECLASSIFIED

1)

A -Tmee
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From: Unit
Commanding General, 1st Marine Aircraft Wing (Attn: G-1)

To:

Info:

Subj:

Ref:

10,
1,
12,
13.
4.
15.

Appropriate Group

. (UNIT HEADING)

(a) ADMIN FMFPAC 190457Z AUG T

(b) Wg0 6710.6___

Name
Rank
SSAN
MOS

GCT

LAge

FEBD

Marital Status

Education .
Race
Roﬁation Tour Date

Record of Cffenses

Average PRO and CON Marks

Age when first used drugs

Place where first used drugs

DECLASSIFIED

WgO 6710.6B
18 Nov 1971

Monthly Drug Abuse Statistical Report (RCS FMFPAC ZN132-48)

TAB H to
ENCLOSURE (1)

-
A 20
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U "EXENPTION CHECK .

T

LIST

1. ‘Advise the individual applying for exemption
of the scope and limitations of the drug abuse
-exemption program, (2) using formats contained

in TAB A, B, and C of ‘EWCLOSURE (1) TO WgO 6710.6_.,

2, Warn individual of his rights under article

31, UCHJ,

(1), to Wg0 6710,6_ and sign it,

4, Complete TAB B & C of ENCLOSURE (1) to

Wg0 6710.6_ and sign,

5. Ensure page 11 entry is made in individual
SEB in accordance with TAB D of ENCLOSURE (1)

to Wg0 6710.6 .

6. Lppoint a "BUDDY" to the individual, to
:assist him in completing the steps required

3. If individual desires to pursue exemption
program, have him complete TAB A of ENCLOSURE

for the drug abuse exemption program., Brief

the "BUDDY" and the individual on the re-

‘quirements and use of the Check-List.

(Provide each a copy).

7. Schedule the individual for a Medieal

‘Bxamination, (The "BUDDY" will accompany

the. individual to sick Bay and record the

date and time he reported for Exam and

departed, )

-8, COMPLETE TAB E of ENCLOSURZ (1) of WgO

6710, 6 and del_: . %o 3-1 within 24, hours
after grantlng Ixemption,

9. Medical Officer indicates whether follow=
ing further treatment/examination is required.
Complete TAB F of ENCLOSURE (1) of Wg0 6710.6_
and send copy to G=1,

- .

-a, Medical Treatment (Yes) (ko)

"b, Detoxification (Yes) (lio)

DECLASSIFIED

Wg0 6710.68
18 Nov 1971

DATE TIME IN TIME ouT

"BENCLOSURE (1)

A

" (Where) (EST Duration)
(Where) (EST Duration)
TAB I to

- 0 L)
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evzluation, send cony to G-1,
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18 Nov 1971 ’

¢, Psychiatric evaluation (Yes) (iio)

10. If Fsychatric evaluztion is required and
done locally, cbiain copy of hedical Officar’s

(Where) VADICAL OFFICER'S SICIATURE

9B above, arug zpuse sxen 1
report in accordance with TAB G of N
to Wg0 6710.6_ and deliver to assistant G-1 at
Wing Headquarters,

DATE TOE I TL® OUT

12, .Psychiatric evaluation (if given) indi-
cates individuals retainability in service on
active duty,
(Yes) (No)

(EXEMPTION REPRESZNLATLIVS !

13. REVIEW of individualfs SRB and assign-
ment indicates following in regard to duties, |
flight status and security clearance (Notes

a change without cause will not be made):

a., Duties (1) NO CHANGE
: INIT
(2) CHANGE TO

SIG,./DATE

INIT

COMANDIN

b, Flizht Status
(NO CHANGE) (SUSEZHD) (RZVOKE)

G OFFICER'S SIGUATUHE/DATE

COMMANDING OFFICER'S SIGNATURE/DATE

€. Security Clearance (NO CHANGE) (TERMINATE)

COPﬁ»‘ANDII‘»Q GFFICER'S SIGNATURE/DATE

14, Commanding Officer's decision on retention
of individual (Retazin) (Process for Admin Dis—
charge) ‘"Send copy to G-1,

COMMANDING OFFICER'S SIGHATURE /DATE

"TAE I to

BNCLOSURE (1)

N

DECLASSIFIED

E-J
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_Send-copy to G-1, 1.

<]
i
i

?

‘15, Schedule individual for drug counseling

-through Wing G=1, Obtain report of counseling
_from Drug Abuse Education Officer. Send copy
“to-G-1. '

W20 6710.6B |
. 18 Now 15?71!.,’r

*16, Schedule individual for ‘appointment with
‘Squadron Chaplain., Obtain Chaplain's written
Report of Counseling and recommendations. .

DATE  TIME 1IN T1ME OUT

DATE TIME IN TIME OUT

ekt e i

i
e 4

As Required

"17, After seven days determine course of

‘action on exemptee i.e., process for discharge,
rehaollltatlon, request disposition for traaner
to a NDRC, or V. A. Hospital,

DECISION

T IN TIMg OUT

DATE
~18. Schedule individual for leadership
“training and counseling, Number of hours
~to be assigned will be mede on a case by
case basis, 1.
DATE
2,
3.
L.
i’x\' S ) ) 5'

19,  lonitor the individuals progress through

counseling and training. If he shows insincer-
ity or non-cooperation, or resumes drug abuse,

the program wlll be terminated. A page 11 entry
Yerminating the rehabilitation will be made in his

BB, &s per TAR D of EHCLuUSURL (1) to WgC 6710.6_.

He will b2 processed for a discharge by reason
of unfitness,

DATE

DECLASSIFIED

Thie

TAB I to
ENCLOSUERE (1)
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20, Rehabilitation complete. Page 11 entry
made in SRB as per TAB D of EWCLOSURE (1) to
WgO 6710._.

21, Security clearance re-established (as

- appropriate)..

22, Duty assignment re-established (as appro-
priate), v

23. Flight Status re-instated (as appropriate),

AB I to
NCLOSURE (1)

.
|
B

DECLASSIFIED
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DATE TDE
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SUGGESTED AZHABILITATION FRUGRANMS

Wg0 6710.6B
18 Nov 1971

1. PROGRiKS3. The 1st Marine Aircaft Wing is not equipped to run a
rehabilitation program in the clinical sense. However, with initia-
tive, imagination, sincerity and the rsalization that fellow iarines
will be assistead through these efforts, mezningful unit level programs
can be developed., The following programs and devices are provided for

poseible use in an organization's rehabilitation efforts.

a, BExperimenter, The experimenter must be told of the dangers
of drug sbuse by a medical officer in addition to spiritual and moral
guidance given on an individual basis. The pitfalls of drug abuse
should be the topic of a discussion invelving his troop leader and
responsible members of his organization., This is accomplished on a
one time bases. The entire program should not take more than 1 week;
however, he should be able to return for counselling or given assist-

ance whenever he feels the need,

b. User. The user must be made clearly aware of the dangers
of drug abuse.. A more extensive program than that of the experimenter
should be utilized. Individual counselling sessionz by the Chaplain,
Medical Ofrlicer, Exemption Hepresentative and his Commanding Officer,

along with discussicns between the user and voluntssr counselors from
his organization of his same approximate age and rank group should be
used. This progiam should be no more than 8 weeks in duration. The
user should be able to return to the program whenever he feels the

desire.

¢, Addict, The addict will be provided counselling as appro-

Center or Vetrans Hospitzl in COHUS.

d. Suggested Devices/Metnods

" priate while awaiting mediczl evacuation to a Drug Kehabilitation

(1) ZEnsure that lezders and counseler are knowledgeable of

facts concerning druzs and 2res aware of slang terms,

'(2) Be firm but fair in dealing with the person undergoing

rehabilitation,
(3) No attempt should be mad= to dasgrade the man,

(k) Help the men to identify his problem,

(5) Get the man's opinion of what will do the most good

for him,

DECLASSIFIED

ENCLCSURE (2)
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(6) Point out that he owes an obligation to h1m~elf to make
the most out of nis life, .

(7) Fach session or discussion should have a goal and reach a
concluQ1on on the dangers of drugs.,

(8) A1l sessions/discussions should be mandatory,

(9) Establish a buddy system, Select a Marine who doss not use
drugs or has completed the rehabilitation program, enjoys life and is a

*volunteer to be available to counsel the member,

(ﬁO) Members granted exemption should not be taken away from
his env1ronment except those evacuated,

(11) Require projects, i.e., Member could submit an article
to Starc and Stripes or any newspaper on the dangers of drugs; book
report on drub s or & like project.

; (12) Cbtain assistance from rersons who used drugs previously
but have stopped znd desire to help others. :

(13) Hake the man work to help himself. Iet the man learn Lo
become dependent upon himself,

. /\.\]
(Th) Avoid encounter groups or programs of a 51m111ar nature
as szen on TV or the movies,
(15) Involve officers and staff HCO's in the program, partic-~
ularly the umbDr's leaders and superv1cor51
(16) Have follow up interviews after the man completes the
program, Obtain the man's opinion of the program, Did it help him?
What can be done to improve it? ' '
(17) Xeep records of man's progress
(18) ~nzure that man is aware of how to contact tho.e per-
sonnel who are zssisting in his rehabilitation program.
(19) Stress participation inia new "life style" or replace-
ment of a drug oriented siyle.
ENCLOSURE (2)
2 .

)94;10
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ADMINISTRATIVE DISCHARGES

A. In accordance with references (a) and (b) Marines who aré discharged
subsequent to grant of exemption will receive not less than an Honorzable
Discharge,

B. As defined in reference (e), Administrative Discharges for unfitness
or unsuitability will be the most common types,

’ €. To assist Unit Exemption Representatives and Legal officers in preparing
an administrative discharge TABS A and B to this enclosure give both general

and specific reasons and required documents for each type discnarge.

D. TAB C to this enclosure is a sample request for administrative discharge

services,

9
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ADMINISTRATIVE DISCHARGE FOR UNSUITABILITY
General Reason - Unsultability | ‘ “
Specific Reasons
a. Inaptitude
b. Enuresis (Final Diagnosis by Hede
¢. Character and behavior disorders"(Determined by #edO)

d, Financial irrssponsibility

e. Apathy; Defractive Attitude; Inability to expend effcrt constructively

f. Alcoholism (Final Jisgnosis by ifedQ)

" gy Homosexual or other aberrant sexuzl tendencies
> e

Documents Required:

a, Request for Administrative Discharge services (TAB C)

b, SRB/Health Kecord |

c. Medical,officera report (Hequired only for 2b, ¢ and f above)

d., Statement of OIC and WCOIC

e. Counseling of Deficiencies on page 11 SkB (Hequired only for 2c above)

Discharge 3card Normally N-' Requirad

TAB A
ENCLOSURE (3)
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WgO 6710,6B

18 Now 1971

ADMINISTRATIVE DISCHARGE FCR UNFITNESS

1. ‘General Reason - Unfitness

2. Specific keasons

2.

- be

Ca

d.

e..

.

8-

Sexual Perversion
Frequent involvement with military authorities

Established pattern of shirking

Drug Addietion/Possession or use of marijuana or dangerous drugs

Failure to pay just debts
Failure to contribute adequate support of dependents

Unsanitary habits

3. ' Documents Required

a,
b.
C.

d.

Requést for administrative discharge services (T4B C)
SRB/Health Record
Notification of deficiencies entry on page 11 of SRB

Copies of Grant of Exemption

4. Discharge Board Normally Required

DECLASSIFIED

required

TAB B
ENCLOSURE (3)
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17/RL/twt
' 1910
From: Comranding Officer
Ta: First Marine Aircraft Wing law Center/IIAG=-36 Legal Office

Subj: Hequest for administrative discharge services

s 1. It is requested that administrative assistance be provided
; to initiate an administrative discharge as indicated below,

’ TYPE COF DISCHARGE

a, Unsuitability (para 6016.__ , indicate specific paragraph
and specific reason),

b. Unfitness (para 6017.___, indicate specific paragraph and
specific reason).

c. Convenience of the Government (para 6012, , indicate
specific paragraph and specific reason),

f ey d. Good of the Service (para 6021, , indicate specific
YA .paragraph.and specific reason).,

e, Misconduct (para 6018,__ , indicate specific paragraph
and specifec reason).

) SIGNATURE

TAB C
" ENCLOSURE (3)

4 —#20
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Pay increasea reality after Nevember 14

Basic pay table

PAY
GRADE UNDER 2 OVER2 OVER3 OVER 4 OVERS6 OVERS
0-2 New $ 570.30
PRESENT 524.40
INCREASE 45.90
0-1 New 495.00 515.40
PRESENT 450.60 499,20
INCREASE 4440 16.20
E-7 New 443.40
PRESENT 399,00
INCREASE 44.40
E-6 New 382.80
PRESENT 344,10
INCREASE 38.70
E-5 New 336.30
PRESENT 297.30
INCREASE 39.00
E-4 New 323.40 341.40 361.20 389.40 405.00 405.00
PRESENT 249,90 321.90 330.90 356.70 374.40 374.40
INCREASE 73.50 28.50 30.30 32.70 30.60 30.60
E-3 New 311.10 328.20 341.10 354.60 354.60
PRESENT 180.90 252.30 269.70 287.40 287.40
INCREASE 130.20 75.90 71.40 67.20 67.20
E-2 New 299.10 299.10 299.10
PRESENT 149.10 208.80 208.80
INCREASE 150.00 90.30 90.30

E-1 (OVER 4 MONTHS)
New 268.50 268.50
PRESENT 143.70 191.10
INCREASE 124.80 77.40

E-1 (UNDER 4 MONTHS)
New 268.50
PRESENT 134.40
INCREASE 134.10

November 14 was a red-letter day for servicemen
world-wide as the President’s freeze on wages came to
an end and the previously passed pay raises began to
come into effect.

Iwakuniites will feel the increase in their pocketbooks
beginning with their next payday, Nov. 30 for Section §1
and Dec. 6 for Section #2.

The $2.4 billion pay increase is sweeping and across
the board, hiking either basic pay or housing allowances
for all. Benefitting most from the raise will be the lower
grade enlisted men and junior officers.

Longevity increases earned during the wage freeze
became effective November 14. No aspect of the increase

will be retroactive.

2

New housing allowance table

PAY MARRIED SINGLE
GRADE OLD NEW OLD NEW
0-10 201.00 288.00 160.20 230.40
0-9 201.00 288.00 160.20 230.40
0-8 201.00 288.00 160.20 230.40
0-7 201.00 288.00 160.20 230.40
0-6 170.10 258.30 140.10 211.80
0-5 157.50 238.80 130.20 198.30
0-4 145.05 215.40 120.00 178.80
0-3 130.05 195.60 105.00 158.40
0-2 120.00 175.80 95.10 138.60
0-1 110.10 141.60 85.20 108.90
W-4 145.05 207.90 120.00 172.50
W-3 130.05 191.70 105.00 155.40
W-2 120.00 173.70 95.10 137.10
W-1 110.10 160.80 85.20 123.90
E-9 120.00 184.20 85.20 130.80
E-8 120.00 172.20 85.20 122,10
E-7 114.90 161.40 75.00 104.70
E-6 110.10 150.00 70.20 95.70
E-5 105.00 138.60 70.20 92.70
E-4 (Over 4 yrs) 105.00 121.50 70.20 81.60
WITH DEPENDENTS
3 or
1 dep 2deps more deps
E-4 (Less than 4 years) 90.60 90.60 105.00
E-3 60.00 90.60 105.00
E-2 60.00 90.60 105.00
E-1 60.00 90.60 105.00
WITHOUT DEPENDENTS

OLD NEW

E-4 (Less than 4 years) 60.00 81.60

E-3 60.00 72.30

E-2 60.00 63.90

E-1 60.00 60.00

fund ﬁaé&%&xg
Bee. TAEZ
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ST(ytrainé. .an agel

SSgt. Richard A. Thrasher, a member of HG)’EIS-Z?,

holds the wmorning “runup” pre-flight
IstMAW’s oldest type aircraft, the C-117D.

on the

Offically it’s been an R-4D and a C-117. Unofficially
it’s been the Gooney Bird, the Skytrain or — during the
last decade — the grand-daddy of them all.

Regardless of the descriptive accolades heaped upon it,

it is still considered to be the most reliable workhorse
in the Marine Corps air transport fleet over the past 30
years. .
Of the C-117s currently on active duty with the Marine
Corps, six are stationed at Iwakuni. Five belong to the
IstMAW based here, while one is assigned to the Air
Station.

“She was known as the workhorse air carrier for the
U.S. and her allies during World War II and she’s still
got guts,” says GySgt. John H.
Newman, NCOIC of the H&MS-17
flight line, which takes care of the
five Wing planes.

Newman was just three years old

when the Corps got its first C-117.

ess wor

records and settin!ew ones.
According to

orse

records held at Douglas Aircraft
Company, just prior to the Korean hostilities and because
of the great numbers of war surplus R-4Ds available, it
was decided to update the basic airframe rather than
purste an entirely new and more expensive design.

The major changes were higher-rated engines, a general
aerodynamic clean-up, larger tail to improve stability and
lengthening of the fuselage by 39 inches.
with the
U.S. naval services obtaining 100 of these. At that time

C-117D under the

One hundred and five aircraft were rebuilt,

the designation became R-4D-8 or
present system.

“Qur five C-117Ds tepresent part of the approximately
70 left in military service today,” said SSgt. Richard A.
Thrasher, a crewman on the aircraft.

“Each plane has its own little individualities — like
the crack of the starter on the engines, and the sound
of the props as they spin at over 600 rpms (revolutions
per minute), during the daily pre-flight inspections,” he
continued.

As the history of the aircraft is recalled, SSgt. Charles
J. Mitchell, also a crewman on the C-117Ds, remarked,
“These planes have not only taken an important place in
Marine Aviation, but they have taken a special place in
the hearts and minds of the men who {ly and service
them.”

From World War II to Vietnam,

continued their role

the C-117s have
in aviation history. And they

continue today, in squadrons such as H&MS-17.

GySgt. Don Schwartz, a crewman assigned to HEMS-17, gives the
signal to apply brakes as a C-117D rulls to a stop in the flight
parking area.

line

If performance rather than longevity
is the criteria for an aircraft to stay
on active duty, Newman will
probably retire before his planes do.

The basic design for the C-117
(transport type) was first laid down
in 1935 by the Douglas Aircraft
Company as the DC-3, and later
designated as the R-4D by the U.S.
Navy.

The planes flew troop and cargo
missions throughout the world during
World War 11, toppling old aviation

8
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' ﬁkuni tefim takes All-Asia%keet title

Sharpshooting shot-gunners of the Iwakuni Skeet Team
won high team and individual honors at the 7th Annual
Korea All-Asia Skeet Championships, held in Seoul
October 29 through 31.

Firing against top guns from Japan and Korea, the
five-man team placed first in every five-man team event,
They won high overall two-man team honors, and fired
some of the highest individual scores of the meet.

Iwakuni team and individual event shooters were Maj.
Joe P. Joiner, GySgt. Harold E.Crapps, CPO John R.
Calhoun (USN), LCpl. Johnny M. Barnett and LCpl.
Robert H. Tutton. Alternate shooters accompanying the
team were CWO Joe H. England, Sgt. Joseph R. Boyd
and Sgt. Richard E. Shuette.

The skeet shoot was held at the 8th Army Rod and
Gun Club in Seoul, whose members acted as hosts. In
three days, competitors fired 400 rounds of 410, 28, 20
and 12 gauges.

The meet began October 29 with the 410 gauge shotgun
shoot. Iwakuni won the fiveman |
team category with a score of
426x500, setting the pattern of team
wins for the entire meet. Mr.
England and Chief Calhoun teamed
to win the two - man event with a
score of 182x200 points.

Calhoun was also high gun champ
and high military shooter in 410 gauge.
GySgt. Crappsand LCpl. Tutton took
first and second places respectively in
the AA class shoot. England was top
gun in A class competition. Maj.

Joiner took second place.

Story and photos by:

The team went on to win both the two and five-man
team events in 28 gauge the following day. GySgt.
Crapps was high gun runner-up with a score of 95x100.
Chief Calhoun won first place in AA class and Maj.
Joiner was A class champion.

In the 20 gauge shoot, they again won the five-man
team event with a score of 466x500. LCpl.Tutton was
A class champion and GySgt. Crapps runner-up in A class,
LCpl. Barnett was B class champion.

The 12 gauge shoot, final phase meet, saw the

Iwakuni team shooting some of the highest individual
Tutton each
fired 99x100. Crapps and Calhoun fired 98 and LCpl.

Barnett shot 96, Their score of 490x500 beat the second

scores of the meet. Maj. Joiner and LCpl.

place )Japan team by nine points. GySgt. Crapps teamed
with Maj. Joiner to win the two-man team title with
197x200.

Chief Calhoun finished the meet as high military shooter
and GySgt. Crapps was high overall shooter in A class,

CWO Joe H. England fires in competition during .he 7th Amnual
Korea All-Asia Skeet Championship Meet. The meet was held in Seoul,
Korea October 29-31. England is maintenance of ficer of MATCU-62
7

GySgt. Dan Wisniewski
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COMMANDING GENERAL
Major General R. G. OWENS, Jr,

ASSISTANT WING COMMANDER
Brigadier General A. W. O'DONMNELL

CHIEF OF STAFF
Colonel G. W. MORRISON

DIRECTOR, WING SAFETY CENTER
Lisutenant Colonel R. P. SFRAEIER

WING AVIATION SAFETY OFFICER
Major William J. NEVINS, Jr,

STAFF
CWo-3 E. L. MACHADOQ
CWO0-2 R. L. BERNARD
Staff Sergeent J. H. FRICK
Sergeant D. R. DELL
Ssrgeant R. E. GRIGG

A=H2S
DECLASSIFIED




DECLASSIFIED

The Frofessional is a monthly Aviation Safsty and Standardization maga-
zine published by the lst Marine aircraft Wing Sefety and Standardization
staff. It is dedicatsd to saving lives and preventing injuries, to rsduc~
ing operating cost and contributing to the First Wing's sbility to accomplish
it's mission, Contents ars informational in naturs and should not bz con-
strued as regulatory or direciive unless so ststed. The 2ditor razszrves the
right to modify ths contant of mamuscripts rscsived without altering intended
meaning. This publication is FOR OFFICIAL USE ONLY. Address all correspon-
dencs to: Editor, THE PROFESSICNAL, Winy Aviation Safety Office, lst bMarine
Aircraft Wing, FFO San Frencisco, California 96602,
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' COMMAND MESSAGE ‘

"AIR CONTROL, A PEAGCETIME REQUIREMENT TOQO"

Each Marine Aircraft Wing includes a Marine Air Control Group which provides
agencies through which the Wing Commander ean insure the safe professional appli-
cation of airpower in support of our ground forces. These agencies ars (1) The
Tactical Air Command Center (TACC) which provides, at the Wing CP, an up to date
display of all the Wing's aircraft resources, (2) The Direct Air Support Center
(DASC) which receives requssts from the ground commanders and allocates appro-
priate aircraft, both fixed and rotary wing, to meet those requirements, (3) The
Air Support Radar Teams (ASRT) which provide the capability to drop ordnance on
the desired target during periods of darknsss or low visibility and (4) The Tac-
tical Air Operations Center (TAOC) which provides Ground Control intercept (GCI)
and radar vector service to airborne aircraft. During combat operations these
agenciss are vary papular places but past experience has indicated that interest
in these agencies declines during peacetime operation. For example, lst Marine
Aircraft Wing Order 3710.2 requires that all 1st Marine Aircraft Wing aircraft
operating from Iwakuni and not on a DD-175 or in the pattern under tower control
will RIO with TACC, Yot during the period 1Jul7l to 26Sep7l only 34% of such
flights reported to the TACC, In the interest of providing a greater degree of
safety through more positive control, a new procedure was sstablished on 21 Sep-
tember whereby these aircraft are now required to check in with Dixiecup Alphs
(a local radar detachment of our TACC) and receive radar flight following to and
from the operating areas. These RIO's are in turn passesd via landline to the
TACC. To date only 75% of the appropriats flights have utilized this service.

The same T&R Manual which sets forth airerew training requirements also es-
tablishes certain minimums for GCI and ASRT controllers, For the GCI Controller
the minimum is 30 intercepts per quarter and for the ASRT Controller the minimum
is 25 runs per quarter,

The purpose of all the above statistics is to show that we in the Air Control
business must be part of the team in peacetime as well as during combat in order
to be rsady and in order to do our part in promoting safe professional flight op-
erations,

’q-#a\%
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This message is not meant to be a one sidad plea for hslp but rather an in-
vitation to airecrews and sguadron training officsrs to lst us become mors involved
in the team effort. To that end we offer an open invitation to individual air-
créw members or groups of same to discuss or demonstratz our capabilities,

Currently our greatest concern, in addition to staying combat rzady, is to
minimize the chances for mid-air collision of lst MAW zircraft with =ach other
or with other aircraft transiting our arsa. Our proczdures for doing this are
not set in concrete and we are sagsr tc discuss any ways that the iir Control
Group can assist in this task., One idea we ars presently working on is a GCI
to an ASRT pick up point (let's say thz 110° TACAN RADIAL-1/miles). From
thers the TPQ 10 can targst you to thz 359° radial inbound and the ssveral re-
quired points down to the most important - the end of the rumway. T:=1k to us,
w2 want your ideas, don't wait for s next war to talk to a friendly Air Control-
ler!it!!

B, M. JON&ES
Colonel, U. S. Marine Corps
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"ANOTHER VIEW OF FOSITIVE CONTROLM

Fositive Control of any systsm presupposes ths sxistsnca of objects or per-
sons te be controlled, affirmative reason(s) to sxsrcise control, and som= capae
bility to effect control of ths objsct(s) or person(s).

A1l managerial tasks and lzadership roles revolve around the exsrcise of
rositive control, whether it bs to dirsct tactical aircraft, prevent accidants,
recover a spacecraft, or to influence ths actions/rzactions of individual Marines.

Every commander should strive to develop those positive contrels which, from
a management viswpoint, make the system functional today and which, frem a lesad-
ership viswpoint, insure that it can function tomorrow: effectively, safzly.

Cur assigned missions provide us with the affirmstive reasons to exercise
positive controls over safety, training, opsrations, logistics, welfare, morals,
and discipline of our Marines, Our capability to effect such controls is limitad
only by our imaginations, reasonably exercised within the confinss of law, custom,
rolicy, tradition, and common sznse,

I bslieve that ever challengs faced by a commandsr can be asszssed from this
systems view with the objective being to acquirs some sstisfactory lavs1l of posi-
tive control over the actions und actors concerned. Success in this regard pro=-
duces a combat ready force of Marines -~ - - a real force to be reckoned with.

L. "B" MYERS
LtCol H&HS-18

Fatigue damage is cumulative during cyclic stressing. You may g2t away with
overstressing at high gross weights, but eventually, ths damags will rssult in
structural failurs., This includes heavy landings.

"JUALITY ASSURANCE AND COMMaND RESPONSIBILITYM

It is very clearly stated in OFMAVINST 4790.2 whars the rzsponsibility for
quality in maintensnce liss. HNot resally surprising thut it's the Commanding
Officer, is ity Like everything elss, when you get right down to it (whan it
comes 1o that word razsponsibility) it's still the Commanding Officer, But it's
also rather pointedly statsd that the mere creation of a WYuality Assurance Dive
ision within ths Maintenance Department will not assure the desired objective,
When rollsd into one very simplifisd phrase’ the objzctive is to "prevent ths oc-
currsnce of defects." Thera's no nezd to harp on ths thsme that dsfacts czuse
accidents., OSome dafects 2xist in pilots, some in aireraft designsrs, others in
stress analysts, stc., but they don't readily lend themselves to that catchall,
Commznd desponsibility. However, individuzls who fall within the scope of the
Wuality Assurance vivision do - - no doubt about it.

So, what's the pitch? When was ths last tims you, as Commanding Cfficer, had
a personal chat with an individual zbout a grooming problem, ebssity, or an inci-
dent report from the Frovost Marshal? Yesterday? Recently, no doubt, because

A2
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DEENEIN————_——_—__—_

this is your clear cut responsibility and Command Attention is obviously appro-
priate. But what of thes last incidsnt involving the loss in flight of an improp-
erly secured oil filler cap? Or an improperly torqued oil lins commsction. Surs,
the Maintenance Officer probably rappsd a few knuckles. Department Heads certainly
have responsibilities too. Fut was that the end of it? Should it stop thers?

Are thase dsfects simply an inevitabls fact of life in Naval Aviation? Of course
not! Thers have bzen enough accident reports over ths years that have attributed
the causz to "Maintenance Error" whers prevention would have bszen tragically
simple. A ramp strike on a black night with a pitching deck is ons thing, but

an engins malfunction attributable to an individual failure to simply comply with
the instructions on a checklist or MRC, is anothzr story. The Naval Aviation
Meintenance Program, on paper, goes a long way toward the slimination of such
defects. But as long as it's a program involving psoplz, as it must b2, Quality
Assurancz will play a k2y roll in the slimination of defects and overall enhance-
ment of Aviation Mzintenance., Ths potential rewards are obvious. When it comes
to Quality Assurance, is your command attention equal to your responsibility?
It's something to think about,

Courtesy of

VMGR~152

A hasty preflight may not be a skimpy preflight; it may bs one mades with no
lost motion by a qualified aviator who has determined exactly what he is looking
for, whare it is located and how it should look,

"ON ICE"

The NATOPS Manual for each typs aircraft has a sesction on cold weather oper-
ation. In this section you will'find a discussion on the preflight, warm up and
ground checks, taxi, take off, s and landing. This articls is designed
to £ill in the blank, airborne aircraft icing.

This problem of aircraft icing increases during lste fall and sarly winter
as the freszing level begins to descend and in many areas rsaches ths surfacs,
Forecasting icing is the weatherman's problem, but ths job of understanding the
types and intensity of icing and what to do gabout them belongs to the aviator.

Iet us first considsr some of the effects that icing will have upon our air=
craft,

l. Loss of aerodynamic efficiency i.e., incrzased weight, drag and stall
speed .

2. Loss of thrust and power.

3. Loss of proper opsration of control surfaces, brakes, and landing gear.
Lo Loss of outside vision,

5. False flight instrument indication,

6. Loss of cummunications, broken or shizlded antsnnas.

4
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7. Pluggsd ram air ducts, etc. . . »

Two conditions must exist to have aircraft iecing. First the temperaturs of
the aireraft skin must be below 0° C, and secondly liquid water must come in con-
tact with the skin. Icing conditions ars at their worst when ths liquid watsr is
in the form of supercooled water droplets., These are droplsts that do not frzeze
at 0° C but at a lower temperature gensrally between =50 C and -400 C., The purer
and smaller the droplet the lower the frezzing temperature. Whsn one of these
supercooled droplats strikes your bird, ths impact destroys the internal stability
of the droplet and raises its freszing temperature - the result, aircraft ice.

This ice affects your aircraft both externally and internally. External or
structural icing consists of three basic typss, clear (glaze), rime, and frost.
Also, mixes of clear and rime ars common,

Clear ics is thes most sarious of the various forms because it adheres tena-
ciously and builds rapidly. It is formed by the relatively slow freezing of large
superceooled liquid water droplets which have a tendency to sprzad out and assume
the shape of the surface on which they frseze, Clear ice occurs generally in cum-
ulus clouds between 00 C and -10° C, It presents a greater hazard in the vertical
than in the horizontal plane, Clear ice encountersd from freezing rain is by far
the most dangsrous form bscause it is possible to have massive accumulation in a
matter of minutes. Freezing rain results from rain falling out of warm air into
cold air and is often associated with frontal systems,

Rime ice 1s formed by the instantaneous freezing of small supercoolsd water
droplsts upon contact with the aircraft skin. Fast frzezing can take place when
the temperature is between 0° C and =40° C but is most likely between -10° C and
-20° C. Instantaneous freezing causes air to be trapped within the ice., This
gives it an opaque appearance and makss it very brittle and relatively sasy to
break off, Rime ice doss not spresad along a surface but protrudes forward into
the airstream along leading edgzs. This form is found in stratiform clouds and
is seldom more than 2000-4000 feet thick but may be sncountered when cumlus
clouds ars encasad in a stratus laysr, Bscause icing will not occur below -40° C
thers is no icing above FL 300, Most icing occurs in the rangs of -39 C to =120 C,

Frost is a most deceptive form of icing. It affects ths lift-drag ratio of
an aircraft and is a definite hazard during take off, There is no such thing as
a little frost on aircraft surfacss, Thz only definitions that apply are none or
some and some is too much., Frost on wings may act as a sublimation muclei (water
vapor passing directly to a solid without first becoming a liquid) and during
climb out may grow to serious proportions.

Snow is not classified as icing and is not much of a hazard if it is dry; how-
aver, wet snow can caus2 problems through its ability to pack. Snow gets wet when
falling from cold to warm air and sticks best on an aircraft nsar freezing temper-
ature, Precipitation sncountered as wet snow aloft might reach the ground as rain.
Similarly, sleet at the surface indicatss severe icing aloft for it would be freeg-
ing rain a few thousand feet up.

A-*a3
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Internal ice (intake and carburetor), literally reduces the breathing of the
engine hence a marked loss in thrust and power available,

In axial flow engines a loss of thrust and a rapid rise in EGT are indications
of icing. As air flow decreases, the fuel air ratio increasss which in turn raisss
the temperature of the gassss going to the turbins, Ths fusl control attempts to
correct any loss in engine RFM by adding more fusl which aggravates the condition.

In conventional snginss, carburetor icing is treacherous and can result in
complete engine failurs. Carburetor ice forms during th: vaporization of fusl
combined with the expansion of air as it passes through the carburstor. There is
a large temperature drop (20° to 40°) in ths carburetor so if the relative humi-
dity is high be alsrt for icing.

What can we do about icing? Understand it, respsct it and recognize that an
aircraft will continue to function as an airecraft (depending upon type) with an
inch or more covering. Most jsts have snough thrust availabls to climb out of
icing conditions or to descend to known warmsr temperaturss at a lowsr altitude.
Although props have less climb ability they generally have mors deicing equipment.
It is also a good idea to gently exercise the flight controls if ice build up be-
comes rapid. It is doubtful that most ice related aceidents involved mors than
one inch of ice accumulation. What probably does play a part is pilot sxcitement
leading to poor judgement and deterioration in basic pilot techniqus.

Rule of thumb: Xeep cool in ice.

S. P. PORCARI
Capt VMA(AW)-533

The head-on closure rate of aircraft rsquires a sharp lookout and a sharp re-
action. If you waste seconds dsciding what to do, it will not be nscessary to take
corrsctive action and you can relax bacauss dying all tensed up is unnecessary,

"EEYOND NATOFS"

It's evident that ths Naval Air Training and Operating Procedures Standardi-
zation Program (NATOPS) has besn successful in improving combat rsadiness and
achleving a reduction in the aircraft accident rate, Speeifically, the program
has been the basis for significant advances in standardization, an element essen-
tial to combat readiness as well as aviation safety. Contrary to widespread opin-
lon in the formulative y2ars, ths program has proven to be stimilative rather than
suppressive. Simply stated, NATOPS is a success,

NATOPS, however, was nsver intended as the panacea for every operational con-
tingency or emergency situation. Beyond the obvious limits of NATOPS, ths need

for sound Judgemsnt, broad knowledge, and individual initiative and resourceful—
ness has always bzen acknowlsdged. For that mztter, in a tactical snviromment or
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emergency situations, justifiable deviations from published NATOPS instructions
ars authorized. The conditioned responsss that ars promoted by NATOPS instructions
go hand in hand with sound judgemsnt. WNeither is a substitute for the other.

With a thorough revisw of any one monthly issue of Cockpit Crossfesd, you can
find examples where deliberate and correct NATOPS responsss to an emergency situa-
tion turned a potential disaster into a routine incident report. You will also
find a numbzr of cases where failure to respond with correct NATOPS procedures
turned what should have resulted in a routine incident report into an accident
brief. They make a convincing argument for a dynamic NATOFS program, Then, oc-
casionally, you'll find an sxample where published NATOFS Flight Manual procedures
don't fully cover thes situation, It may be an "in extrsmis" condition never con-
ceived by NATOI'S, or ons of those snowballing set of events whan each correct ex-
scution is followed by a new development until ultimately you just run out of pro=-
cedures, All too often accident briefs reflect such a ssquence. Trus, in many
cases, this is through no fault of the pilot. His last corrsct execution of a
NATOFS procedure may very well have been pulling the ejection handle., But once
in a while one of those "wormy" situations will surface in thes incident briefs,

A multimillion dollar aircraft, and possibly ons or more lives, saved by a pilot.
It may have besn resourcefulness, thorough knowledge of aircraft systems, superb
asronautical skill and tachnique, or even a superior application of self diseci-
pline during a "moment of truth"., The traits of a "Professional" go on and on,

The point is that bsyond the limits of NiTOPS, there is a realm that distinctly
requires more than rote learning and conditioned responses, NATOFS is an exczllent
program of standardization, progressive and responsive to nsw ideas and techniques.
With the complexity of modern aircraft, it is clear that inflight situations will
be encountered by pilots that have never been anticipated or conceived, 4 rather
terrifying supposition? Preparation for thes known possibilitiss can best be gained
from NaTOFS, Beyond this, whether you are a nugget or seasoned professional, it's
a limitless chsllenge.

Courtesy of
VMGR~152

All accidents of all typss are caused by someons, somswhere, who didn't do
the job right.

Fast women and modern aircraft have many things in common., Both require quick
thinking, havs a high rats of consumption, and are expsnsive to operate, Also the
penaltiss for mistakes ars very, very severs,

A - o - {
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THE “PROFESSIONALS™...

Pigment 18, an RF-/B with 1lstLt Peter T. PITTERLE, pilot, and lst Benjamin
T. BLACKHAM as the RSO, called tower for = landing on a high Tac:n Approach to
runvay 36 at Nzha AB, Ths RF-4 recuested a stresight in landing with 2 roll in
angagament of the midfisld E-28 arresting gear beceuse of high cross winds.

The touch down was normal and ths hook was dropped 1000 fest nrior to the
arresting gear. What was then thought to be a hook skip was experienced by the
airerew., What had actually happened was after the hook had been lowered it
struck a metal plate in the deck, bounced up, and struck thes rear of ths air-
craft. Instesad of possibly experisncing anothsr hook skip at ths BAK-9 arrsst-
ing gear located 1000 fest from the end of th: runway, Pigment 18 slected to
take a wave off and go around. In the turn to downwind, the pilot observed a
check hydreulics g&®ge light, and noticsd the utility hydraulic pressurs fszlling
through 1500 psi, Xy the time the aircraft wes on ths downwind leg, utility
hydraulic pressure had droppesd to zero,

Figment 18 declarsd an emergency and requastsd a short fisld landing =n-
gagement of the E-28 arrssting gear., At the 900 position tha pilot had two
flickering fire varning lights, at th2 same time hes had an up indication on
leading and trailing edge flaps and nosz gsar, Ths gear was blown down and
received a safs indication.

The RSO was told to s2lzct command 2jzet and to standby, ths 250 confirmed
set and standing hy. At this time the pilot received two steady fire warning
lights with &GT rising. Ths tower was informed of ths firs warning lights, ths
transmission was acknowledged. As the aircraft crossad the approach and of the
runway the fire warning lights went out. A short fi2ld arrestment was success-
ful with normal crew egress.

I4/4

DECLASSIFIED




DECLASSIFIED

—_

On 12 October 1971, Major T. F. CONNELL and 1stLt C. 4. WHITE, aircrew members
of VMA(4W)-533, were conducting systems attacks on a target in W-174 area. The
Intruder was in 2 leval run at 1000' and 450 KIAS., After weapons releass, a port
climbing turn was commenced and ths throttlss retardsad to 0%, As wower was ad-
vanced, a loud rumble started at 85%. Major CONNELL immediately leveled his wings
and noted an abnormally high EGT of 6500 for thz 85% power setting on the starboard
engina. As a turn toward Naha AB was commencad, the Fire Warning Light and the
starboard engine Low 0il Lights illuminated simultaneously, Immsdiate action in
securing the engine resulted in the Fire Warning Light bzing sxtinguished within
7 to & seconds, Furthsr crew coordination caused this incident to terminste in
a safe single engine recovery, in marginal weather conditions. It was discoverad
that the number two turbine bscame disconnscted allowing it to rotate freely and
cut completaly through ths turbine casing. As a direct result of Major CONNELL's
accurate svaluation of the situation and immediaste appropriate action, the air-
craft was spared the conssquences of an sngins disintegration in flight, and a
potential major accident was relegatzd to an incident.

We'rs happy to extend to these "FROFESSIONALS" a hearty...Well Done!!

MAJ T CONNELL ILT C WHITE

JaY -#23
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“MURPNY'S
LORNER

Editors Note: MURPHY's Cornsr has been
incorporated to covar potential mishap arsas

that do not specifically qualify for reporting

as Aircraft Incidents (no intent for flight) or
Ground Accidents (no damags). Its singular pur-
pose 1is the promotion of Safety Awarsness and the
pravention of similar "Murrhys" by othsr units of
the Aviation Community.

"A/ Punctursd snd Flattensd External Fusl Toanks!

As part of a calsnder check, check craw personnel wers complying with IAFB
217 (Emergency Stores Release Switch chack). Their Tachnical Directive Compli-
ance (TDC) requirad a visual cockpit inspsction of ths smergency storss ralease
station selsct switch of all aircraft without AFC 191. The crew chzcked the
emergency stores releass handle, Subssquently, ejecting two 300 gallon drov tanks
from stations two and four on to ths dzck. You guessad it. . ,the tanks had besn
hung and fusled and the racks armed but not pinnad shortly bzsfore ths incident.

Solution: READ! Read the applicabls TDC's in their entirety. A complate
understanding of procedurss involved should be stizined prior to starting work,

"MK~/5 Flars Eisction"

During launcher unloading operations the unloading crew was ramovinc a MK-45
YMod O Flare from the aft end without utilizing the Flare Removal Tool. The lan-
yards of the first and second flares wers entangled, Subsequently, when the flare
was partially removed from the SUU-44/A launcher to safety taps the drogue tray;

10
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the flare was pulled far snough away from the second flars to prull the safety
clip from the 2jection time delay fuse, thus firing the fuse, When the flare
ejected the chute did not deploy and the flars did not ignite, but it did travel
approximately 20 feet after fuse ignition. Fortunatsly no one was seriously
injured during this incident.

Solution: THINK! It seems cormon sense should dictate the proper position-
ing of persomnzl so all procedures in removal of the flarss can bes monitored,
Likewiss, sincs a tool has bsen espescially designed and manufacturad for the safe
and expeditious removal of flarss, non-use of this tool indicates a lack of edu-
cation and training,

11
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"FLIGHT CLEARANCE, DID YQU XKNOW?®

Ever wonder what happens in ATC betwssn ths time you fils a flight plan and
the time you czll for your clearance? While this is usually of 1littlz concern
to ths pilot, that occasional delay in receiving a clearance can be quite irri-
tating, and changss from the flight planned routs by ATC rzquire the pilot to do
new planning in a lsss opportuns setting, usually a crowded cockpit.

At MCAS Iwakuni, the Air Operations Manual advises pilots to file 30 minutes
prior to the proposed departurs time. The Flight Planning clerk scans the flight
plan for completeness, and the Operations Duty Officer checks it for accuracy,
then approves it. The Flight Planning clerk then calls ths flight plan to the
Kasuga Flight Service Cznter, located near Fukuoka, vhich is the Japanese facility
which receives and coordinatess flight plans and esnroute position reports for the
Fukuoka Area Control Center. This data is then passed via teletyps to the flight
data desk at Fukuoka Center, no sarlier than 30 minutes prior to thes proposed de-
parture time. Ths Center controller will then rsceive tha proposal from the flight
data desk,

When the pilot calls the tower for clearance, the flight data controller in
the tower calls the Fukuoka controllsr dirsct and rsquasts ths clearance, The
Center controllsr will then issue a clearance as closs as possible to the flight
planned route as possibls, given his present traffic picture. The controllsr will
attenpt to issue an altitude assignment as close as possible to ths rsqussted one.

While this.system is unwizldy by U.S. Standards, it usually works without any
delays beyond those dictatzd by airborne traffic. . +Of note is the fact that be-
tween 1630 and 0730 the link between Kasuga and Fukuoka Center utilizes commercial
teletype, rather than their private circuit. This results in occasional dzlays
during this period. An unusual route or remark, or several changes into and out
of controllsd airspace can bz expsctad to require a littls mors times to work into
the system, sspscially between 0900 and 1900. Some delays have besn caused by
pilots utilizing a different call sign than that filed under, resulting in the
Center having no clearance on fils for that aircraft.

At ths present time, Tokyo Center will not accept round robin flight plans
through the Osaka and Kanto Plain (Tokyo) areas at all altitudes below 24,000 feet
due to traffic congestion, and soms delay has been sxperienced locally in flights
transiting these areas at higher altitudes.

Traffic congastion at Kagoshima due to the crossing of A-l and A-82 causesg
soma delay occasionally, and it is common of the Kuma One SID with a Kagoshima
transition to receive an altituds chanse while snrouts to Kagoshima,

When inbound from Kagoshima to Iwakuni, filing to the 38 DME fix on the NEU
179 radial via the HKC 051 radial direct the NEU 179 will expedite arrivals, as
this routing does not rsquire protecting ths enroute altitude ovarhzad Iwakuni,
thus lsaving the altitude open on G-4 and J-20, a heavily travelled route.

12
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ATC endeavors to accomodate the pilot's planned flight within ths IFR system,
on a first come first ssrved basis, as fezasibls, The ovsrall goal of ATC is the
safe, expaditious movemsnt of air traffic, which involves accomodating all the
various users of the airspace., The ATC Division at MCAS Iwakuni welcomes pilot

questions and comments, as we strive to support your needs to thes best of our cap-
abilities, .

D. B. DORN
Capt ATC

We often confuss a simple task with a routins task. Routine tasks are usually
far from simple and raquire the book to ensure proper execution.

"C-5A JET WASH"

A recent report of an aviation safety council meeting noted an incident in-

volving C-5A jet wash. The incident occurred at an agirfield used jointly by the
Air Force and Navy. '

A section of A-4s encounterad 90 degree jet wash just before 1liftoff., The jet
wash was caused by & C-54 on the cross taxiway between the runway and parallel taxi-
way. bLven though the C-5A was at idle power, the jet wash was sufficient to have
caused the A-/4s to collids had the No. 2 aircraft not bzen out of position,

The problsm has been resolved by not allowing C-5s to stop on the cross taxi-
ways. Tower psrsonnsl will net clsar aircraft for takeoff or landing whils a C-5
1is transiting the cross taxiways.

At airfields where C-5s operate it would be extremely prudent for pilots to
be particularly observant of C-5 ground opsrations and taxi routses. A summary of
jet wash hazards was presentad in the Octobsr 1970 APPROACH (page 18).

Naval Safsty Center
Weekly Summary No. 46-71
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15T MAW AIRCRAFT MISHAP BRIEFS

1. XC-130F, Aircraft Icing. Damage: None

Injury: Nons

The aircraft was level at 18,000 feet MSL, in a stratiform cloud layer with
the outside airtemperature at -460, encountering occasional light frost accumu-
lations that were insufficient to activate the automatic anti-ice systems. With
no observable changs in meteorological conditions.a very sudden accunmulation of
moderate mixed rime and clear ice was obssrved to form on the wing lsading edges
and the forward section of the prop spimmners. The wing and empennage anti-icing
systems were turned on and the ice was promptly dissipated. It was noted that
the ice detection panel, ice warning light had not illuminated and the prop and
engine anti-icing master switch was moved from auto to manual. Pieces of ice were
then observed to break away from the sngine air inlet sceeps. Simultaneously the
number three engine flamed out and was secursd in accordance with NATOPS proce -
dures. Aireralt descended to 14,000 MSL, continued to MCAS(H) Futema.

Cause: Investigation revesaled no defects in fuel system, fuel control, ice
detection system or anti and ds-ice systems, and no FOD damage was detected.

2. CH-L6D, Starboard Main Gear Damaged. Damage: Foxtrot

Injury: None

The pilot was on a Med-Evac mission when he executed a cross wind landing into
a soft, muddy Lz, touching down in a slight right drift. Thz starboard main gear
touched down first. The sideward drift on touchdown put an excessive side load
on the starboard strut causing the upper strut casing to crack. Thz aircraft re-
turnzd home without any further incident.

Cause: Extensive side loading on strut, amplified by terrain conditions at
touchdown point,

3. CH=46D, Cracks in Aircraft. Damaga: Foxtrot
Injury: None

During daily inspection a two inch crack was discovered on Bulo 153363 at
fuselage station 410, W/L /4 and 42 starboard side. Further inspsction of HMM-16/
and H&M5-36 aircraft revealed a three inch crack in BuNo 154789 at fuselage sta-
tion 410, W/L 37 starboard side and a two inch crack in BuNo 153330 at fuselage
station 410, W/L 41 and 42 starboard side.

Cause: The cause factor is yst to be determinad, however metal fatigue is sus-

4o EA-GA, Pneumatic/Hydraulic Linzs Ruptursd, Damage: Echo

Injury: None

Aircraft experizncad an unsafe gear indication during flight. Emergency gear
blow down procedures were smployed to effect a safe landing. The aircraft taxied
to the flight lins and parked. After several hours the combined hydraulic reser-
voir assembly ruptured causing extensive damage to pneumatic /hydraulic lines and
internal structure of the wing root area.
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Cause: Investigation rsvealed the hydraulic relief valve was installsd back-
wards, enabling the pressura to build up from blown system causing the ressrvoir
to rupture,

5. F-4B, Right Engine 0il Pressure loss. Damage: Echo
Injury: None

The aircraft was returning from Naha AB to Iwakuni when at approximatsly 60
miles South of Iwakuni the pilot noticed the oil pressure 88Ug® on the right engine
at 100 psi. The pilot then brought the throttls back to idle and experiencad a
definite sngins vibration with the oil prsssurs at 65 psi. The engine was then
shut down and a single engine approach and landing into the morest gzar was com-
pleted according to NATOPS with no difficulties.

Cause: FOD. The cause factor for the oil pressurs fluctuation is still under
investigation.

6. F-4J, M341C/M542 Initiator Cartridge Actuated. Damagz: None

M3A1C initiator locat2d on the aft, left hand bulkhesad of rsar cockpit was
actuatad when the canopy emergency jettison cable assembly was rotatsd down by
pressure from a technician's arm whils he was installing an indicator control
unit on the left bulkhead. The M3Al initiator was fired causing actuation of the
M5A2 initiator, actuating the aft cockpit stowage system and canopy Jjettison sys-
tem, However, the canopy was full open, preventing an actual jettison.

Caugse: Maintenance personnel failure on the proper installation of safety
pins.

7. A= Actuated Automatic Parachute-Actuator, "~ Damage: None
Injury: Nons

While checking a parachute and seat pan, the actuator arming cable was disen-
gaged from the harness release handle. When the parachute was moved forward this
cable caught on the ssat, actuating the parachute actuator.

Cause: Actuator arming cable was not tucksd szcuraly away.

8. A-/E, lost Utility Hydraulic System Pressurs. Damage: Nons
Injury: Nones

While retracting ths landing gear after a GCA missed approach, the utility
hydraulic system pressurs was lost. Post flight inspection revealed the noss
gear ratraction cylinder was cracked 23,75 inches along the right side of the
cylinder. The crack appearad to have originated at the hole for thes noss gear
downlock safety pin and traveled directly up the middle of the right side of the
cylinder,

Cause: Undetermined. Metal fatigus is a suspected cause factor,
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9. A-LE, Fuel Control Malfunction. Damage: None
Injury: Nonse

Alrcraft expsrienced a fluctuating RPM (56%) and fuel flow fluctuation at approx—
imstely 80C 1lbs. The pilot switched the fuel control to ths manual position and
the fluctuations csasad., Ths pilot madz a low precautionary approach to an arrestsd
landing,

Causs: Malfunction in primary fuel side of thes fusl control.

10. A=4E, Iost Pert Wing Tip Light Fansl. Damage: TFoxtrot
Injury: None

Ths aireraft was on a day, VFR local, spscisl weapons sortiz. Opsrating para-
meters were low altitude, high speed, repetitive acczlaration loading of up to four
"G's", Fanel wes discoversd missing by pilot upon post flight inspeetion,

Czusz: Undetsrminsd,

17
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NAME

R.
w.

Le
P.
G.
S.

H.
R.
N.
Lc

D.
K.

T. P

R.
C.
H.
H.
Ge
E.

P.
J.

Sl
T‘M.
:
T

We
K.
e
We
H.
L.
D.
E.
R.

1ST MARINE AIRCRAFT WING AVIATION SAFETY OFFICERS

SPRE IER
NEVINS, Jr.

UNDSRHILL
STAFFORD
FINNEY
FORCARI

MAINES

. GURLEY

HART
CLROVAG

HANSEN

HENDERSON
KEAR
MCBRIEN
SWETE

YUKG

MAY
FAGGERSKOG
BRUDZINSKI
BROCK

RANK

LtCol
Ma jor

Major

Captain
Captain
Captain

Ma jor
Major
Captain
Captain

1stlt

Major
Ma jor
Ma jor
Captain
Captain
Captain
Major
1stlt
1stLt
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UNIT

1stMAW

1stMAW

MiAG-12/H&d15-12
TMA-211
VMi-311

VMA (AW)-533

MAG-15/HaMS~15
VMFA-232
VMFA-115

VMCJ -1

HEMS-17

M4aG-36/HRIS-36

VMGR-152
MM-165
HMM-164
VMO-6
HMH-/,62
HML-367
SUB UNIT #1
SUB UNIT #2
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3484/1476
3484 /6476

3630
4422
02-1226 (Dzploysd)
4020

4680
4589
8530/4644,
8754

4065

234598

23-4370

SLF

23=4578

23-4290

23-4537

23-4881
23-4832
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NAME

MACHADO
BERNARD

FITTS

BsKER
HICKS
MOHLIN
PULLIUM
NESLY
ALLEN

WEBB
CARRACINO
WRIGHT
HERVEY
BVANS

OSTEN
DREW
PITMAN

TIMONY
LAMB

TAYLIOR
HEILIG

KOSTIN
MAURELIS
SCHELL
DAIlEY
CECIL
MAXFIELD
DEHOUST
BURROUGHS
RO4ACH
FREEBURG

15T MARINE AIRCRAFT WING GROUND SAFETY OFFICERS

RANK

CWO-3
CWO-2

1stLt

Ma jor
CWo-~2
1stLt
1stlt
Capt
1stLlt

WO=-1
1stlt
Capt
1stLlt
1stLlt

1stLt
CWOo-2
1stLt

Maj
1stLt
Capt
1stLt

lstlt
1stLt
1stLt
lstLt
lstLt
1stLt
1stlt
1stLt
1stLt
lstlt

UNIT

1stMAW
1stMAW

MWHS-1

MAG-12

H&MS-12
MABS-12
VMa-311
VMA-211

A (AW) =533

H&MS-15
MABS-15
WFA-115
VMFA-232
VMCJ-1

MWSG-17
H&M5-17
VERS-17

MACG-18
HeHS-18
MWCS-18
MACS—/,

MAG-36
H&lS-36
MABS-36
VMGR~152
HmM-16
HM-165
HMH-462
HML-367
HA-369
VMO-6
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FHONE

34844476
3484/44776

8719

3582
44,69
3150
3445
4579
4579

4504
LET7
4644,
8866
8848

4355
4673
4086

4069
3198
4686
23-4873

23-4622
23-4237
R23-42176
23-4379
R3-4416
23-4208
R3-4515
23-4880
23-4832
23-4843
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15T MAW GROUND MISHAF BRIEFS

1lNov7l - OFF DUTY: One ICpl was walking to the mess hall and stepped into an
open steam pit.

Result: ©Second degrze burns on his right foot and ankle. Seventzen days lost
time,

Cause: Inadsquately guarded hole and inattention to surroundings.

13Noy7) - MOTORCYCIE: One Opl was involved in a motorcycle accidsnt.
Result: Unconsciousn=zss.
Causs: Undstsrmin=d.

13Nov7l ~ GOVERNMENT VEHICIE: A Marine Corps wvehicle ran imto the back of a civ—
ilian car,

Result: Over $100.00 damare to govarmment vahicls.

Cause: Inattentive driving,

18Nov7l - INDUSTRIsL: One LCpl cut off 4 of his third finger while using a meat
cutter in the mess hall,

Result: Loss of ¢ of his finger and 10 dzys lost time.

Causz: Inattention to safe practicss.

2lliov7l - LIBERTY: Onz PFC allsgedly tripped and f2ll whils walking,
Rosult: Laceration to the nose rzguiring surgery and five days lost time.,
Cause: Undeterminad.

3Noy7l - MOTORCYCIE: On2 Lt was practicing on the motorcyele test course, hit
a rut a2nd spun out.
Hesult: Dislocated shoulder requiring surgery and 10 days lost time.

21
A -3

DECLASSIFIED




DECLASSIFIED

"S4FETY

Whet is safety? Webster's dictionary dsfines safely as, "The condition of
being safe from undergoing or causing hurt, injury or loss." I'm surs svaryons
has his own dsfinition as to what safeby is and means to him, but unfortunatzsly
it's somsthing that frequently is not precticed on a daily basis. Being in the
aviation branch of thz Marine Corps we must be 2spscially carsful, as the use of
unsafz practicss in our day to day activities can bs disastrous in the cost of
human lives and the potential damage to aircraft and squirment worth meny mil-
lions of dollars. Worldng around aircraft svery day ws tend to bacom= somswhat
complacent as to the real dangsrs involved with them. For example, thers ars num-
erous experiences in aviation of psople who have sustainsd serious hsaring lossss
from not wearing ths propsr sar protection on the flight lins. It's a relatively
sesy thing to do during a multiple plane launch, but out of haste and desire to
quickly accomplish thz task at hand one somztimes becomes carelsss., Often times
Marines just forget that they don't have their protective "2ars" on. Then the
answer to their gusstion as to why the several hundred dollars worth of stereo
gear they just bought dossn't sound right becomss very arparent. The Ground
Safasty Officer's job is to make pzople aware of potential hazards to thzir safsty,
but this in itself does not relieve the individual of his parsonal responsibility
to himself and others when potentislly dangerous situations arise. Work cannot
be done for you and thers won't always be somsons to remind you of proper proce-
dures. All that can bs done is to try to maks you think safe. Remembzr, safsty
is sveryona's businsss.

R. PRESTA
Capt MAG-15

From the moment we'rs born, our first protective garment is hald on
by safety pins. . .shouldn't that tell us somsthing?

ny FEW FACTS ABOUT CARBON MONOXIDE"

Carbon monoxide is colorlzss, tasteless, and is a practically odorless killsr,
We usually think of it in relation to automobile exhaust, but it can occur where-
sver there is an incomplaste burning of a carbon-containing substaence such as coal,
ksrosene or gas. It can 2asily bz caused by faulty flues in the burning process
of such fusls. However it occurs, it is extremely difficult to detesct.

inoxia is the fancy name for ths poisoning process that ecauses the robbing of
vital oxygen from body tissues. As tissuss receive corrzspondingly less oXxygen,
their functioning ceasss, In severe cases, brain cells may die within a few min-
utes, causing permanent mental or nsural (nervous system) damage. Other tissues
not as delicate can live for szveral hours without oxygen,
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Early symptoms of carbon monoxide poisoning are a tightness across the fore-
hzad, weakness, diziness and a heavy heart beat., Thz face may becoms flushed,
the victim may feel nauseous and begin vomiting, then unconsciousnzsss might eccur
in a very short time span. Death is 1iksly to follow unlzss competent first aid
is administered immediately.

If you detect symptoms of carbon monoxide poisoning in a victim, see that he
gets plenty of fresh air and call a doctor immediately. If breathing has stopped,
apply ertificial respiration. Keep him warm with blankets, and place his fez
higher than his hzad. HNever allow the victim to move about, as movement will in-
crease his nzed for oxygen and may rssult in dsath.

The Japanese are extremely conscious of the dangers in using ksrosene or oil
2aters in the home. Hesaters are doused during sleeping hours and when the house
is left unoccupied as a przcaution against both fire and the accumlation of dan-
gerous vapors, OSsrvicemsn who reside off base in Iwakuni would do well to be very
conscious of .these inherent dangsrs. A sleeping person who is expossd to carbon
monoxids more than liksly will dis without awaksning, becauss there is no irrita-
tion to his brsathing to arousz him,

R. L. BERNARD
CWO=2 WgSafCen

May the holidays bring you many happy memorizs. . .
May you be alive to remember them. . .THINK SAFETY!

"RESPONSIBILITY"

The topic of safety is much like thz old cliche, "everyone talks about it,
bu% no one does anything about it." Ever since we can remember, our s2nses have
been blitzed in one way or another with the never snding message of safety: spot
commercials on the television or radio featuring thes wailing sirens and ths final
epitaph which is intended to provoke our thoughts to new heights of safety con-
sciousn2ss. Then there ars always the obtrusive billbeards placed aleng the high-
ways, always ready to jog our minds into the proper train of thought. The Life
You Save May Be Your Own! Like the cliche, the subject has been sxposzd to us so
much that it all quite often has very littls meaning for us, The message is there
but is not heeded. This in no way bslies the fact, howsver, that being safety
conscious is an important personal duty., Safety is strictly an individual respon-
sibility. Generally we know when we are conducting ourselves in a manner that may
bz harmful to ourselves or others., Tasting our nerve in a situation that involvas
an unnecessary, unsafe act when we lmow we aren't being supsrvised dossn't exactly
display the responsibility that one would asseciate with a mature adult., So the
concept of safety, than, is basically =xistential., We must assume full responsi-
bility to others, Professionzlism demands that safety consciousness be integrally
incorporatad into our daily routine.

K. A. NELSON
1stLt MASS-2
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"JANGER: LOW VOLTAGEY

Working in an elsctronics maintenance shop, we ars constantly warned and made
awars of the dangers involved when working with high voltars. Uarnings are posted
averywhere: on the bulkhead, outsids, around antennas andi communications vans, and
on tha squipment itszlf which utilizes high voltags or has a high power output.

Onz will szldom find an individual who is working on a transmitter with onz thou-
sand watts powsr output, or a similar piece of gear, who is not ksenly awars of

the necessity of wsrning people of the pressnce of dangerous high voltages. How-
aver, this concern over high voltags dangers ssems to destract from the dangsrs of
the not so high voltzrzs which are much mors common, but which can cartainly be
just as lsthal. Ths measure of an electrical shock's intensity liss in the amount
of currsnt forcad through the body, currents above ten milliamps can producz pain-
ful shocks, Thos2 rarging from one hundrsd to two hundrsd milliamps are considersd
lethal, while current above two hundrsd milliamps, though causing ssvesrs burns and
unconsciousness, is usually not fatal if medical aid is quickly available. How much
voltage, then, is necessary to produce a lathal current? As 1littls as forty two
volts diresct currsnt has yroducsd snough current to kill! Ferhaps one of the dzad-
liest killers, familiar to us all, is 115 volts, 60 cyclss. The kesy word here is
"Familiar". It is present in 211 of our work arezs, in our barracks, and in our
homes. It perks our coffzz every morning, runs our fans all day long, anl powsrs
the floor buffer on field day nights. In our modern world, it is virtually every-
whare, So what's so dangerous about 115 volts, 60 cycles? Well it cun and will
rroduce snough current to kill you, just as dead as if that transmitter with the
thousand watts output had done it.

Wa all too often match our caution to the amount of voltage present. That is,
when repairing that 4.C. cord, we exsrcise very little caution, when working on
a radio receiver, we are a bit more careful, and vhen we move to the final stagss
of a radio transmitter, we are particularly cautious as to what we do. We must
constantly be aware of the fact that low voltages and high voltages are both cap-
able of producing fatal currents. That hot A.C. line can kill! That transmitter
P.A. can kill., Death being somewhat psrmansnt, give ths low voltage gear the re-
spsct it warrants.

T. L. WiMPLER
Sgt  MAC5-18

Don't let an accident spoil your holidays, . JTHINK SAFETY!

"PART OF THE PROBLEM"

You have rzad it bafore: "If you need an accidsnt to make you admit that
there's a problem, thsn you're part of the problem." Well, most of us can file
that nifty quotation away for at least ten years, bescause it arrlies only to
"haavies" who moks policy decisions, right? Wrong. The boss usually isn't the
first to sez ths problem; you are., He learns about it when you t21l him about it,
when he discovers it later on, or when hs investigates your accident.
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If you read an annual summary of hundrads of accidents, you probably will dis-
cover that at least a few were unigue. Their causzs ars listed as "other" or "mis-
cesllaneous", The "usual" accidents may be broken down into so many catagoriss that
there ars only a few of each kind, But some pesople had to be diffsrent. They
found new ways to break their posteriors - ways that the guy who drew up the acci-
dent summary format had nzver hzard of.

Some of these accidents ars the first of their kind in history, and that may
be why they happened. If you've never heard of anyons getting hurt doing "thatt,
you aren't likely to consider "that" dangerous. You might shrug off your hunch
that there is a hazard involved, because "This has bsen dons lots of times with—
out any problsms,® The folks who have been killed thinking that weren't all
stupid, but thsy weren't using their imaginations. (Most of them were in too much
of a hurry also,) Maybe there really has been an accident like that, and you just
don't know about it. Or maybs you or someons under your supervision is going te
prove that there really is a first time for everything that happens. Don't let it
happen bscause you wers part of the problem,

S. J. NICKELE, Jr,
Capt VMA-211

"WHO ARE 'THOSE GUYS'?"

They're everone but you, aren't they? Or just about everyons, but you. At
any rate, you are never included. In other words, all those safety educational
features applied to the "other guy" - not you. What you're reading now applies
to the "other guy" - not you.

It is a mighty strange thing. Therz are few among us who have any sarious
thought that we are perfect citizens, perfect bowlers, perfect golfers, because
we are well awars of our faults., Yet; our attitude toward safety messages indi-
cates that for some illogical resasons, we do have the notion that ws are perfect
drivers, perfect pedestrians, perfectly safe workers, So - there is a curtain
down between worthwhile ideas and our minds that could improve our attitudss and
action and skills,

Take a new slant, Realize, once and for all, that YOU ARE THE "OTHER GUY",
Rip away that dangerous curtain in your mind, Strive to be a better driver, a
better worker, and a safer all around citizen. Nothing more than a simple shift
in attitude, but it might save you a finger, your sight, or even your 2arning
power, It might save the lives of those you love,

NSC Fertiligzer

Section Newslstter

The holiday season is here. . .But not from SAFETY!
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BTHE MONSTERM

Merry Christmas and a "Happy?" New Year. For 1500 psople in the States and
300 in Japan, the holidays will be very sad. These people will either be decsased
or in the hospital bzcausz of the Traffic Accident Monster.

Bvery holiday season this monster takes to the road with nothing on his mind
but death and destruction. He is a professional at his job and knows sxactly how
to induce misery and pain to these who drive., If you don't belizve me, check the
statistics for last y2ar's deaths and injuries durine the holidays. You will
quickly becomz a belisver,

411 is not lost though, because there is a way to stop the monster from ruin-
ing the holidays. It's called defensive driving, Below is = list on how to start
to becoms a defensive driver.

(1) Make sure your vehicle is safz for driving. Check the brakes, lights,
horn and blinkers.,

(2) Take a look in a mirror before you drive and ask ths following ques-
tions. Have I been drinking? Am I tired? Am I under medication that
could slow down my reactions? If any of the answers wsre yzs, don't
drive.

(3) If you're driving a car, use your scsatbelt,

(4) If you're driving a motorcycle, wear warm clothing. Cold musclss slow
down rzaction times.

(5) Every road has a safe speed limit - don't excead it,

(6) Alvays be alert, The other guy might be the monster.

(7) When driving at night or in bad weather, slow down.

(8) Keep your cool. Den't gt frustrated bacause anothsr driver isn't
as good as you are,

The above suggestions ars only the beginning to becoming a good defensive
driver. The only sure way you can stop the momnster is by thinking and practicing
safzty when you drive.

If everyone makes an honest effort, maybe it will be a Happy New Year,

E. 4. ALIAN
1stLt VMA(AW)-533

MAVIATION GROUND SAFETY"

A, COMLATWING ONE 281701Z OCT71

1., REF A PARAPHRASED FOR INFO:

2, RECENT NiAR MISHAPS INDICATE THAT SOME COMMANDS ARE NOT LIGHTING TOWED AIR-
CRAFT AT NIGHT. A STANDARD ACCEFTABLE LIGHTING SYSTEM FOR AIRCRAFT TOWED AT NIGHT
IS NOT AVAILABLE FOR NON-BATTERY TYPE AIRCRAFT.

3, SUCCESSFUL TESTS WERE CONDUCTED WITH GSi ITEM: LANTERN, ELECTRIC BAND PORTABLS
FSN 6230-577-3/52 WHICH C:N BE OBT4INED AT LOCsL SERVMARTS, ALTHOUGH THIS LIGHT IS
NOT SPECIFICALLY DESIGNED TO B USED WITH TOWSD AIRCRAFT, IT DOES PROVIDE A WARNING
TO APPROACHING ATRCRAFT OR VEHICLES.

L. THE LIGHTING SYST=M MENTIONED ABOVE IS RECOMMENDED.

COMIAVAIRLANT msg 0220552 Nov7l
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"FIRE DANGER RISES AS MERCURY FALLS™
As outsice temperaturss drop, indoor fire dangsrs rise!

This is the timely reminder from the National Fire Protection Association
which warns houssholders that cold weather always brings an increase in the num-~
ber of dsstructivs firzs,

wWhen home-heating systzms ars pushsd hard in cold w2ather, any w2aknsss in
the squipment or installation may show up, according to the NFPA. To avoid POS~
sible disaster, have your home hzating equipment chacked and rspaired now, before
the first cold snap of ths sezason,

A clean, tight chimney means fusl saving - and thus money saving - as well as
fire safety.

If you uss portable room hesaters, make sure that they are in first-class op-
srating condition and place them so that they are not in ths path of emsrgency
routss, so thay cannot accidantally be bumped or overturned, and so they are well
away from walls, clothass racks, curtains, furniturs, bedding and other housshold
items which burn sasily.

Children and elderly persons should be especizlly careful around room heaters.
And, of utmost importance, every family should have z fire-escape plan, well worked
out and rehearssd, for usz in case of fire.

"It's good to he warm, but essential to be safel!™ is the watchword from NFPA
as temperaturss fall.

Safety Review
October 1971
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1ST MAW CUMULATIVE ACCIDENT RATE/10,000 HRS.

FY-71
KT T T T T T T 11 ------ FY-72
A
/"“~---‘ - - [ —
/ /

/

ST ATG SEP OCT ROV DEC JAN FEB MAR APR MAY JUN
1ST MAW ACGIDENT/HOURS STATISTICS

CUMULATIVE
FY-71 1,37 2.20 2.97] 2,19} 2.04] 1.89| 1.81§ 1,76} 1,57} 171|172 |14 72
CUMULATIVE
FY-72 0 |1.62 158 1,59 1.61
NUMBER OF
accps Fr7llr f2 13 lo 11 |2 |2 {2 Jo |2 |2 |1
NUMBEER OF
accpts Fr7elo j2 1 |1 {1
HRS FLOWN
FY_71 7264) 6n0d 660l 7024 6908 7923} 7441 7008] o88] 6625] 526 5955
HRS FLOWN
FY-72 5948} 6375} 6647 6119) 5791

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

1,72

1,61

81,411

30,880

# FIGURES RECOMPUTED FOR FY-7) FOR PRESENT SQUADRONS/GROUPS ATTACHED TO 1ST MAW
* FIGURES FOR FY-72 ARE BASED ON MAJOR ACCIDENTS
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HEADNUARTERS
1st Marine Aircraft Wing
Fleet Marine Force Pacific
FPO San Francisco 96602
7/LDT/rjs
1301
13 Nev 1571

COMAND DIRECTORY

Prepared as a matter of interest for commands within, and associated
ﬁ, the 1st Marine Aircraft Wing, Fleet Marine Force, Pacific. All

addressees are requested to notify the Wing Adjutant of any errors or
omissions noted and changes as they occur. Attention is invited to

Wing Order 2305.3 for
fifth of each month.

DISTRIBUTION "A'" 'B"

Copy to:

CMC (Code AC)

CG FMFPAC

CG 1ST MARDIV

CG 3D MARDIV

CG FORLOG COMD

CG 2D MAW (Attn: G-1)
CG 3D MAW (Attn: G-1)
COMSEVENTHFLT

CG 7TH AIR FORCE

CG 1ST MARBDE

Staff information due in to the Adjutant by the

X

L. D. TAKER
Captain, U. S. Marine Corps
Wing Adjutant

(3) CFT 70 (5)
(15) CG III MAF (9)
(5) CG MCB CAMP BUTLER (5)
(5) CG FMFPAC (Fwd) (3)
(5) NAVAIRSYSCOMREPAC (Code 232) (3)
(5) CO MCAS (H) Futema (5)
(5) CO MCAS Iwakuni ' (5)
(5) FMF PAC LnO Bks Yokosuka (2)
(20) MB Yokosuka o (2)
(5) LFTC Pac (Attn: G-3) (2)
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DIVISION/BRANCH/GRADE /NAME
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- WING COMMANDER DIVISION

MGEN R. G. OWENS JR.
CAPT S. N. MELGAARD
ISTLT R. J. RIINESS
BGEN A. W. O'DONNELL
1STLT M. J. GREENE
SGTMAJ E. L. CASSELL

CHIEF OF STAFF DIVISION

COL G. W. MORRISON
MAJ H. L. TRIMBLE

GYSGT J. L. HUGHES
SSGT S. E. SUNN
CW03 F. E. BARTHOLD

ASJUTANT BPANCH
CAPT L. D. TAKER

CAPT C. H. ERTWINE
1STLT D. S. SIMON
CW04 P. E. CLAUSEN

MSGT W. N. JUSTICE
GYSGT D. A. VIG
ZEGT €.7C. GPISS'IIT

G-1 DIVISION

COL M. B. PORTER
LTCOL M. J. WILLIAMS
LTCOL W. K. STRATFORD
MAJ P. L. HARRINGTON
MAJ R. L. BAINBRIDGE
CAPT R. G. GARDNER
CAPT W. W. LINDSAY -
CAPT W, K. WESTLING
1ISTLT J. V. JANSEN
1STLT G. JENNINGS
1STLT P. M. MISSOR
1STLT J. E. HOWARD
MSGT H. K. CLEVELAND
GYSGT W. J. MCBRIDE
GYSGT P. H. BRIDGES
GYSGT P. T. SCHMIDT

ASSTGNMENT - RTD  TELEPHONE QTS
WING COMMANDER Apr72 4097/4085
Aide-de-Camp Jan72 4097/4243 3359
Aide-de-Camp May72 4097/4243:3285
Asst WING COMMANDER Aug72 4064 4488
Aide-de-Camp Jun72 4097/4243 3130
Wing SgtMaj Dec71 4378 3491
Chief of Staff Jun72 4085/4225 3322
Staff Secretary Jul72 4225/4243 3060
Admin Chief Jul72 4225/4243 None
Asst Admin Chief Aug72 4225/4243 None
Band Officer Jan72 4660 3181
Adjutant May72 4629/4204 3140
Asst Adj/AwardsO Feb72 4629/4204 3324
OIC CMcCC Jun72 3544 3229
OIC RPS Nov72 4598 3181/41-1489
Admin Chief Aug72 4629/4204 None
Congrint NCOIC Feb72 4629/4204 None
Central Files Aug72 3275 None
Asst CofS, G-1 Jul72 4326 3567
Asst, G-1 Feb72 4326/4349 3192
Wg Spec ServicesO May72 4009 3240
WgPers Officer Jul72 3746 3567
WgCarPan Officer May72 4697 3194
Admin Officer Sep72 4326/4349 3233
Asst Pers Officer Nov72 3746 3395
CarRet Officer Oct72 4697/8763 3414
Yokotaln Officer Mar72 225-9517
RptsCntl Officer Mar72 4326 3355
FATLO Jan72 4370 3185
Asst Pers Officer Feb72 3746 3219
Admin Chief Jan72 4547 3405
ACU Contact NCO Apr72 4547 None
Human Relations NCO Mar72 8589 None
Orders Writing NCO Jun72 4347 8568
2 " FOR OFFICIAL USE ONLY
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ASSIGNMENT

G-2 DIVISION

LTCOL W. C. SERVICE III

MAJ J. D. MAY

CAPT B. M. WINCENTSEN
CAPT W. A. 'BROWN

CAPT J. F. ELLIS

CAPT W. BISHOP

CW02 J. G. LYLE

WO J. C. SEIG

WO A. R. MORRIS

WO C. J. BRUCE

MSGT "C" "W" CLEMONS
MSGT R. H. THOMAS
GYSGT T. MEADOWS -
SSGT L. E. ROADS
SSGT A. P. DRAKE

-

G-3 DIVISION 31"

COL R. L. SIMMONS.

LTCOL W. H. HEINTZ'
LTCOL R..G. HAGGARD
LTCOL T..J. AYERS:
LTCOL D. C. MORGAN
LTCOL H. A. MONTEAU
MAJ J. J. MACCAFFREY
MAJ G. D..DODSON
MAJ H. J. MILLER
MAJ W. W. MACKEY
MAJ G. A. MCADAMS
MAJ K. L. AMMONS.
CAPT G. E. BEMENT
CAPT L. G. MALONE
CAPT M. R. MOHR
CAPT D. R. BISHOP

1STLT R.-J. MOSER
1STLT R. V. VOLL
MGYSGT 0. B. TALBERT
"MSGT C. C. OWENS

G-4 ‘DIVISION

‘COL D. L. DAVIS
LTCNL F. P. WILLIAMS
LTCOL W. G. VIERS
LTCOL J. R. KOCH

MAJ J. W. BUTLER

Asst CofS, G-2
Asst G-2

ACIO

Wg CI Officer

ECM Officer

OIC PIIU

OIC SSO

AOIC PIIU

G-2, SERE Officer
G-2, Admin Officer
G-2, Chief

ACI Chief

NCOIC PIIU

G-2 Admin Chief
Wg CI Chief

Asst CofS, G-3
Asst, G-3

Plans Officer

OPS Officer

OPS Officer

Asst Plans Officer
SIOP Officer

ATC Officer (ATCO)
NAHA Ln Officer
Asst OpsO“Ftr/Atk
Asst OpsO Helo
Training Officer
Asst Op80 Air " Cont
Asst TrngO Schools
Asst OpsO (Targets)
Elect-WarfareO
Asst ATCO

Wg HistoricalO
NCOIC G-3

Asst NCOIC

Asst CofS, G-4
Asst"G-4-
Engr0

AMO

Asst AMO

RTD

TELEPHONE

QTRS

Jan72
Jul7?2
Oct72
Jan72
Dec71
Jul72
Dec71
Feb72
Mar72
Jan72
Jan72
Sep72
Nov71
Jun72
Feb72

Aug72
Sep72
Jan72
Dec71
Oct72
Jun72
May72
Jun72
Dec71
May72
Mar72
Dec71
Aug72
Apr72
Jan72
Apr72
Jul?72
Jan7?2
Aug72
Sep72

Feb72
May72
Apr72
Oct72
Jul72

4485
4485
3328
4310
3392
8669
4047
4683
3328
3392
4485
3328
8669
4485
4310

4592/3282
4503/3052
4592/4029
4503/3052
4503/3052
4029/4592
4029/4592
4668/4679

3029
3613
3279
53314
3273
None
3279
3279
3279
3279
None
None
None
None
None

4793
4893
3293
3524
3498
21-4928
3122
3265

624-4137 NAHA AB

4592/3282
4592/3282
4307/8766
4592/3282
4307/8766
4503/3052
4240
4668/4679
4029/4592
3282/4503
3282/4503

4041/4600
4041/4600
4259
4861/4671
4861/4671

3194
3265
3136
3261
3185
3238
3145
4785
3145
None
None

4212
3027
3121
3194
3633
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(G-4 Con't)

MAJ L. W. HYATT
MAJ J. P. JOINER
MAJ J. D. MOODY

CAPT W. J. CAMP

CAPT G. H. CONNER
CAPT R, M. DALBEY:
CAPT T. D. HOPPER
CAPT J. T. LYTLE
CAPT D. RATCLIFFE
CAPT R. K. RIGGS
CAPT C. D. SMITH
CAPT R. R. SMITH
CAPT R. E. STEWART.
CWOZ A. N. GRAHAM
CW0oz J. E. UPAH JR.
MGYSGT A. AGUILAR
MGYSGT R. GEARY
MGYSGT J. M. MCBRYDE
MGYSGT M. R. SKINNER
MGYSGT O, W. STARR
MGYSGT A. E. WATSON
MSGT-F. G. BISNER

MSGT C. R. THOMPSON
GYSGT E. F. BINA

HEADQUARTERS COMMANDANT

COL W. C. KELLY
WING INSPECTOR

COL W. C. WATSON
MAJ R. L. ROURKE

AREA AUDITOR DIVISION

CAPT A. H. RAINES

WING SUPPLY DIVISION

LTCOL A. G. WAITE

MAJ E. S. JACZKO JR
GYSGT R. L. ROBERTSON
CAPT F. M, STITSHER
CWO F. M. SPADY

MSGT L. C. LONG

ASSIGNMENT RTD TELEPHONE 0OTRS
MTO Mar72 4087 3121
SysAnalO Mar72 4474 3192
FacO Jan72 4259 3060
Rotary WingO Jan72 3372 3482
0rdo Apr72 4391 3378
Asst AMO Feb72 4671/4861 3482
Maint AdminO Jul72 4861/4671 3145
TAFDS Off Jun72 4259 3261
Asst Avo Jul72 4423 3279
Avo Mar72 4423 4451
Asst MTO Nov71 4087 3314
Asst G-4/EmbO Jan72 4602 3459
Food ServiceO Aug72 8624/8783 3759
GSEO/IMRLO Jan72 4073 3234
SATSO Jan72 4463 3778
Maint Chief Mar72 4861/4671 None
Log Chief May72 4041/4600 3569
Ord Chief Jun?72 4391 None
Engr Chief Dec71 4259 3569
M. T. Chief Feb72 4087 None
Avionics Chief Feb72 4423 3383
Embark Chief Mar72 4602 None
SATS Chief Apr72 4463 3256
3-M Chief Jun72.4474/8702 None
HQ, Commandant Jun72 4524 3046
Wing Inspector Aug72 4344 3729
Asst Wg Inspector Mar72 4344 3192
Area Auditor May72 3458/4484 3195
Wing SupplyO Nov72 = 4669 ~ 3121
Asst Wing SupplyO Sep72 4669 3741
MCP SupplyO Acting Apr72 4665 31-7005
AVN SupplyO Dec71 4392 3382
OIC Management Team Aug72 4392 3382
Wing Supply Chief Feb72 4669 21-7980
4 FOR OFFICIAL USE ONLY
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DIVISION/BRANCH/GRADE/NAME ASSIGNMENT

COMPTROLLER DIVISION

COL J. W. KIRKLAND
LTCOL W. M. FOLEY
CAPT L. E. SARACINO
CWO2 J. E. CARTER
GYSGT L. O. JOHNSON
GYSGT M. D. DEAN
SSGT R. E. DUGGAN

STAFF JUDGE ADVOCATE

LTCOL C. W. COLLIER
MAJ L. J. MINER

DECLASSIFIED

CAPT D. G.
CAPT P. F.
CAPT J. S.
CAPT"R. J.
CAPT D. T.

FISKE
GEITNER
LEVIS JR.
KINKLE
METZGER

LT (USN) J. C. MYERS
WOl R. L. PHILLIPS

COMMUNICATION-ELECTRONIC DIVISION

COL J. A. BLAKELY
LTCOL J. H. BIRD JR.
MAJ R. E. HUEBNER
CW03 J. E. WRIGHT
MGYSGT E. L. HARMON
MGYSGT R. G.

WING SAFETY CENTER

LTCOL R. P. SPREIER
MAJ W. J. NEVINS JR
1STLT K. R. SLUIS
CW03 E. W. MACHADO
CW02 R. L. BERNARD
SSGT J. R. FRICK
SGT R. E. SHOWALTER

BENEDETTO

RTD TELEPHONE QTRS
ACofS, Compt Jul72 4408/3224 3721
Deputy Compt Feb72 4408/3224
Fiscal Officer  Jun72 4408/3224
Budget Officer  Nov7l 4408/3224 3378
Compt Chief Apr72 4408/3224 None
Gnd Compt Chief Mar72 4408/3224 None
Allt Acct Chief Sep72 > 4408
SJA Jun72 4398/4409 3194
Dir Law Center. Jun72 4398/4409 3112
Military Judge Apr72 4409/8634 3171
Trial Counsel Dec71 4409/8634 3149
Defense Counsel Dec71 8730 3341
‘Defense Counsel Jan72 8730 3108
0IC Futema Law Ctr Mar72 4339 (Futema, Okin)
Defense Counsel Aug72 4409/8634 3763
Legal.AdminO Jun72 4398/4409 3219
CEO Jul7?2 4429/3001 4772
Asst CEO Aug72 4429/3001 3728
ElectronicsO Feb72 4429/3001 3514
Maint Officer Aug72 4429/3001 3219
Comm Chief Jan72 4429/3001 3383
Maint Splcst Mar72 4429/3001 3383
Dir, Safety Mar72 3484/4476 3112
Asst Director Apr72 348474476 3507
0IC REC, Safety Dec71 3484/4476 None
OIC Grd Safety Mar72 3484/4476 3778
0IC, Fire Safety Apr72 3484/4476 3056
NCOIC Safety Jan72 3484/4476 9-31-0533
NATOPS/Safety Jan72 3484/4476 8568
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ASSIGNMENT

DIVISION/BRANCH/GRADE/NAME
WING MEDICAL

CDR F. D. LEISSE
LCDR E. J. HATCH
HMCM R. A. LAU

HMC R. C. FLOOD

WING DENTAL

CAPT J. J. LYONS
LT E. C. HANSON

DTC W. C. FORSTER
WING CHAPLAIN.

CDR D. F. ZELLER -

LCDR T. W. KUHN

LCDR W. G. OLSON

LCDR J. R, VON MEYSENBUG
LT F. W. RYDER

LT T. A, SCHULTZ

Wg MedicalO
AdminO/PersO
Leading Chief
Asst NAVPERSO
Supply Chfef

Wing DentalO
AdminO
Admin Chief

Wing Chaplain
MAG-12
MWHS -1
MAG-15
MWSG-17/MACG-
MAG-15

7TH COUNTERINTELLIGENCE TEAM

CAPT S. L. MOYER
MGYSGT J. M. WOODWARD

Team Commande
Team Chief

THIRD SPECIAL.SECURITY COMMUNITCATIONS TEAM

CAPT G. G. MEYERS
SSGT G. L. MOORE

MANAGEMENT DIVISION

MAJ J. M. TUTTLE

MAJ W. P. ALEKSIC

- CAPT P. D. CRAWFORD
ISTLT S. R. MAGYAR
1STLT D. C. CANFIELD
ISTLT P. M. LITTELL
MSGT C. R. ROBERTSON
MSGT J. R. SIDORAN

Team Commande
Team Chief

Asst CofS, Mg
Readiness Rpt
Mgt Engr

Asst Mgt Engr
Asst Mgt Engr

Rpts CoordO

MARES/FORSTAT NCOIC

Mgt NCOIC

RTD TELEPHONE QTRS
Feb72 4595/4249 3217
Nov72 4595/4249 None
y 2
Apr72 4595/4249 3083
Jun72 4372/84137ane
Apr72 - 4420 3051
Mar72 4420 'None
Nov72 4628 ‘%529 -
Jan72 4404 1132
Jul72 4540 ‘None
Aug72 4404 1125
Jul72 4404 1124
18 Jan72 4640 iNone
Jul72 4008 {1179
r Oct72 4246/3151
Jul72 4246/4363
T Mar72 4047 - 3035
Jan7?2 4047 None
t Jun72 4358 3740
sO Sep72 4306 3081
Aug?72 4358 None
Feb72 4358 3317
Feb72 4358 3234
Feb72 4358 None
Mar72 4306 1682
Jan72 4358 None
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DIVISION/BRANCH/GRADE/NAME ASSIGNMENT

PUBLIC AFFAIRS OFFICE

CAPT H. S. GAZAWAY
MGYSGT J., BUTTS

Public Affairso

RTD

Mar72

Public  Affairs -Chf Aug72

MARINE WING HEADQUARTERS SQUADRON-1

COL wW. C, KELLY

MAJ H. L. LONG

SGTMAJ J. R. LINDBECK
CWOZ R. J. NEYT

MAJ T. P..KIRLAND
CAPT R. HARRIS

1STLT E. V. WASKIEWICZ
1STLT J. C. BRONSON
1STLT M. B. DEFORREST
1STLT R. B, PYRON
1STLT M. R. SUDZINA
1STLT "M" J. AKRE
1STLT T. E. MCNAMARA
1STLT W. E. FITTS
1STLT D. E. GORDON

SSGT R. J. BLACKBURN
SSGT-S. I. WOOD
SSGT- R. DIAZ

MARINE AIRCRAFT GROUP-12

COL E. J. RUTTY
LTCOL F. G. DAWSON
CAPT J. T. SALEWSKI
SGTMAJ P. V. BAILEY
MAJ MY MARSHALL -
CWoZ W, D, MCCALL JR
LTCOL J. M. RAPP
LTCOL W. C. SINGLETARY
LTCOL X. DV CURRY
LTCOL J. L. DRIEFER
LTCOL W. E. WILSON JR
LTCOL K. L. BATT.

MAJ D. E. CATHCART
CAPT A. E. PETERS

Commanding Office
Executive Officer
SgtMaj

S-1 Officer

OPNS Officer
Supply/FiscalO
Intell Officer

"Motor TransportO

Career PlanningO
Spl ServicesO
Training Officer
Legal Officer
Security Officer
Emb/Asst ServO
Utilities Officer
Personnel Chief
Admin Chief
Career Planner

Commandlng Cffice
Executive Officer
Adjutant

SgtMaj

S-1 Officer

S-2 Officer

S-3 Officer

S-4 Officer

CO, HEMS-12

CO, MABS-12

CO, VMA-211

CO, VMA-311

CO VMA(AW)-533
0IC, MATCU 62 -

r Jun72
Jul7?2
Sep72
Nov71
Feb72
Sep72
Feb72
May72
Jun72
Mar72
Dec71
Feb72
Feb72
Feb72
Nov71
Jan72
May72
Sep72

r May72
Jun?72
Mar72
Dec71

Par;%

Aug?72
Jun72
Jul?72
Jan72
Jun72
Mar72

Jan72

Mar72

TELEPHONE QTRS

4260 3343
4407 1582
4524 3046
8528 3633
8528 3651
8742 3667
8629 3633
4681 3778
8554 3341
8665 3355
8785 21-4929
4346 21-4929
4346 3341
4268 3341
8567 None
8719 3667
3329 None
3828 8568
8823 8568
8785 8568
4570 3658
3557 HNone
3557 3133
4362 3491
332774074 3078
4544 3443
3630 3229
4601 3192
4449 3112
4394 3459
4382 3418
92-1106(0ki)
4200 3507
3116 3185
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MARINE AIRCRAFT GROUP-15

COL K. O'KEEFE

LTCOL D. A. MICKLE
1STLT G. K. WORKMAN
SGTMAJ W. F. MORTIMER
MAJ D. C. ESCALERA
LTCOL K. A. MCFERREN
MAJ J. P. SMITH

MAJ R. L. ANDREAS
LTCOL R. R. POWELL
LTCOL J. L. GREGORCYK
MAJ J. E. HERLOCKER
MAJ R. L. BECKWITH

LTCOL S. S. EISENHAUER

CAPT D. L. HENDRIX

Commanding Officer .
Executive Officer

Adjutant
SgtMaj

S-1 Officer
S-3 Officer
S-4 QOfficer
NATOPS Officer
CO, VMFA-115
CO, VMFA-232
CO," HEMS-15
CO, MABS-15
CO, VMCJ-1
0IC, MATCU-60

MARINE WING SUPPORT GROUP-17

COL W. G. MCCOOL
LTCOL R. W. COONEY

1STLT W. C. EHMSEN JR

SGTMAJ T. T. ZABELSKI
1STLT: W. A. AKAHOSHI
MSGT C: N. CHILDERS
MAJ R. L. ROURKE
MAJ R. L. REDELMAN
MAJ J. S. MAY
MAJ:E:~R. ALLEN

CAPT -J. E. JUNEAU
CAPT M, E. RANSOM "™
1STLT E. J. YOCHUM
LTCOL W, R, LIMBACH
MAJ "A. L. FRUCCI
CWO3 W. H. WELCH JR

Commanding Officer
Executive Officer

Adjutant
SgtMaj

S-1 Officer

S-2 NCOIC

5-3 Officer

S-4 Officer .
Group SupplyO
Avn SafetyO
Aircraft MaintO
Mtr TransportO
Comm Officer

~ CO, H§MS-17

CO,  WERS 17
0IC, MCC-1

MARINE AIR CONTROL GROUP-18

COL E. M. JONES
LTCOL R. P, ECKMANN
ISTLT F. J. SWANGO
SGTMAJ R. M. OHMAN

MAJ C. F. XKELLENBARGER

LTCOL J. C. DIXON
MAJ R. S. HOLMAN

Commanding Officer
Executive Officer

Adjutant
SgtMaj

S-1 Officer
S-3 Officer
S-4 Qfficer

RTD

Aug72
Mar72
Sep72
Mar72

Sep72.

Aug72
Jan72
Jul?7?
Jan72

Feb72 -

May72
May72
Apr72
Jul72

Jun72
Feb72
Nov71
Mar72
Dec71
Dec71
Mar72
Nov71
Jul72
Mar72
Jan7?2
Sep72
Mar72
Dec71
Jun?7?2

Jan72

Jul?72
Sep72
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