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7 MARCH 1970
TOTAL ECLIPSE PATH

FIGURE 3

The Chaldeans (300 BC) were the first group to
empirically determine the periodic recurrence of eclipses.
They found that one eclipse is followed by another eclipse
of the same kind after an interval of 18 years, 11 days and
8 hours. This is referred to as the Chaldean cycle or saros.

Eclipses repeat every saros, but because the saros is
eight hours longer than an integral number of days, the
location where the eclipse is visible is displaced
approximately 1209 longitude to the west. Therefore, for
an eclipse to occur over the same location along the same
track a period of three saroses must pass which is 56 years
and 34 days.

The total eclipse begins over the south Pacific at
sunrise and then progresses northeast across southern
Mexico, the Gulf of Mexico, across Florida, South
Carolina, North Carolina and Southeastern Virginia, then
along the eastern seaboard of North America to
Newfoundland, before terminating at sunset over the
North Atlantic, south of Iceland.

Climatic conditions for units viewing the total eclipse
are given in Figure 4, and eclipse times are given in Figure
5.

A partial eclipse can be viewed from a maximum of 80
minutes along the eclipse track to about 20 minutes in
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eastern Alaska. Generally, it will last from 40-80 minutes
in the Continental United States. The times of beginning
and end of the eclipse vary considerably from location to
location, but these times can be readily obtained by
consulting the 1970 edition of the American Ephemeris
and Nautical Almanac.

SAFETY WHILE VIEWING THE SOLAR ECLIPSE

Everyone is cautioned not to view the eclipse with
your naked eye, but only through fogged film or through
smoked glass while the eclipse is partial. Looking directly
at the sun, without proper protection, for as little as two
seconds can cause severe permanent burns on the retina of
your eye, resulting in partial or total blindness. For those
in the region of totality, the eclipse can be viewed with
the naked eye only after the eclipse has become total. To
assure that the eclipse is total and for all personnel in the
region of the partial eclipse, it is recommended you
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FIGURE 1 TOTAL SOLAR ECLIPSE
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FIGURE 2 ANNULAR SOLAR ECLIPSE
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Snagging the Brass Ring

Climbing out at 350 KIAS, the Phantom recce jock
confirmed centerline tank feeding, which was
acknowledged by his GIB. A loud bang followed,
accompanied by vibration. He suspected an engine failure.
The master caution blinked on, but the only change on
the panel was a canopy-unsafe light. He started an easy
left turn to check control, that's when he spotted his
navigator . . .suspended under a full chute, drifting
toward an open area for what turned out to be an easy
PLF. After an uneventful landing and a short wait for the
chopper the GIB briefed his pilot, relating the following
hairy tale.

During climb out he was raising his seat from
“bottomed’’ takeoff position when his USAF knee-board
slipped from his right leg. His checklist fell outboard, the
kneeboard toward the stickgrip and D-ring. He could not
recall having fastened it to his leg, and it may have been
“just setting’ in place. But he recalled trying to retrieve
both at once before they fell from easy reach ... and
that’s when things started to happen!

The seat worked just like the book says, and later
examination indicated that all initiators and explosive
items worked according to design, when activated by the
face curtain or D-ring.

Did he get a fist full of unguarded D-ring when he
grabbed for the falling board? He doesn’t remember, but
he admits to being livin' proof that it could'a happened.

APU Anxietj

The OV-10 pilot nosed his bird into a revetment at
about a 45-degree angle and shut down, waiting for his
passenger. After loading his non-paying rider and baggage
he cranked up and prepared to taxi. The auxiliary power
unit used to start engines remained in position outboard
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..interest items, mishaps

of the right tail boom, aft of the main gear. After moving
straight ahead a short distance, he pivoted on his right
wheel and concentrated on avoiding the unmoved APU.
Dividing his attention mostly between the beckoning crew
chief and the offending ground power unit, he only
glanced at his left wing clearance.

That's when the crew chief signaled hurriedly, stop!
The twin-boomed tiger slowed a little before the left wing
tip crunched into the revetment wall. While worrying
about an APU that could be moved he flirted with a wall
that he couldn’t move. There's a subject for a sermon in
here somewhere!

New S(lll an(S

A reminder to those of you who may have missed the
new |IFF squawks that went into effect the first of this
month.

VFR, VFR-conditions-on-top, or an aircraft that
cancels its IFR Flight Plan:

Mode 3, Code 3300 — Below 10,000 feet.

Mode 3, Code 3400 — 10,000 feet up to, but not

including the base of PCA
(FL240 where no PCA).

Mode 3, Code 3500 — FL240 and above, outside of

PCA.

Radio failure:

Mode 3, Code 7600

SPurious Rudder Kick..F-4

During a Phantom’s GCA final approach with gear and
flaps down, channels 14 and 15 selected, a rudder kick was
felt each time the mike button was keyed. The upper UHF
antenna was being used. The malfunction was duplicated
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Staff Sergeant Gordon E. Hahn, 481 Tactical Fighter
Squadron, Cannon Air Force Base, New Mexico, has been
selected to receive the TAC Crew Chief Safety Award.
Sergeant Hahn will receive a letter of appreciation from the
Commander of Tactical Air Command and an engraved
award.

S$Sgt Hahn

Staff Sergeant Ralph Richardson, Jr., 479 Tactical
Fighter Wing, George Air Force Base, California, has been
selected to receive the TAC Maintenance Man Safety
Award. Sergeant Richardson will receive a letter of
appreciation from the Commander of Tactical Air
Command and an engraved award.

SSgt Richardson
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AFTER MODIFICATION

REINSTALL
BOBWEIGHTS
REWORKED
TO 3 LBS

T NEW STOP LINK
T~ NEW LINK ASSEMBLY
T~ BELLCRANK

slow speeds and in the landing configuration, the stick feel
(response to small pitch inputs) will be somewhat lighter.
Unfortunately the low maneuvering forces and the stick
centering characteristics were not improved by this
modification, and if anything were very slightly degraded.
But the dynamic oscillations of the control system have
been reduced and you will find that the F-4 handles better
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at low altitudes and high speeds and that the tracking
qualities have been improved.

An analysis of maneuvering data indicates that neither
the five nor the three pound bobweights produce a
satisfactory stick force gradient as AOA is increased.
Ground testing has determined that there is an imbalance
in the longitudinal control system which reduces the
bobweight contribution to the stick force gradients.
Recent flight testing with the control system
“overbalanced’’ to assist the bobweights as AOA is
increased showed considerable improvement. The stick
centering characteristics were significantly improved
especially at slow speeds and in the takeoff and landing
configurations. The maneuvering force gradients were
increased approximately two to three pounds per G under
all conditions. More precise control of G was available and
there was less tendency to overstress the aircraft or to pull
excessive AOA. This modification, which consists simply
of bolting sixteen pounds of lead (not to be confused with
a bobweight) on the trim actuator, is currently under
evaluation by the O.T. and E. Section at Nellis AFB.
Hopefully it will be installed on all F-4s.

The probability of any further improvement in the
performance, stability, and handling qualities of the F-4
seems rather remote at this time. The Air Force is
apparently not going to pursue the Agile Eagle (leading
edge slat) program which was a subject of the September
1969 issue of the FIGHTER WEAPONS NEWSLETTER.
In spite of some deficiencies, the F-4 is a '"good bird;"
however you should treat it with respect. We are going to
be flying it for a long time. e
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torclue tllem ProPerlj

Here's a case of REPEATED overtorquing of a nut
which resulted in stripping the threads of its companion
bolt. The end result was the loss of an F-100 drop tank as
the pilot lit burner for takeoff. No big thing, right?
Wrong! The tank could just as well have come off at
lift-off . . . or at the end of the runway ... or over the
home of the last man to overtorque it. We rebriefed again
and stressed TO compliance, with step-by-step installation
procedures . . . now we just have to wait for the next one
and hope we are as lucky.

fire in the thole

This RF-4C from another command had returned
home following IRAN. It passed a quality control
acceptance inspection and was cleared for an operational
check flight. On takeoff, just after gear retraction, the
number one engine fire light illuminated. Afterburner was
terminated and the throttle was retarded to idle — the fire
warning light went out. All engine instruments were
normal and the fire warning circuit checked O.K. Not
wishing to tempt fate, the pilot jettisoned his tanks and
made a single engine landing with number one in idle.

Investigators found a loose fitting (PN 576C 370P3) on
the check valve to the afterburner ON — OFF line. It
would leak fuel when pressurized during afterburner
operation. The fuel had been ignited when it sprayed on a
nearby hot air duct during takeoff. When the throttle was
reduced to idle the leak was minimized and airflow blew
out the fire — damage was minor.

It appears that the fitting was never tightened properly
because the safety wire was still intact and would have
prevented the fitting from vibrating loose. Much time and
many man-hours are being spent to stop F-4 fires. . . it'sa
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shame to see it all negated — by a loose nut, human or
otherwise.

WllO Las tlle re(l [ace 7

Soon after beginning a takeoff roll, an F-100 jock
experienced nose wheel shimmy. Steering became
ineffective and shimmy intensity increased. He aborted,
but before coming to a full stop both nose gear tires were
shredded. The nose gear scissor link pin was missing. It
was found on the runway about 1600 feet from start of
takeoff roll.

The pilot has the red face on this one. Seeing that the
pin is secure is one of the few bold-faced items on his
walk-around checklist. But you can’t really blame the jock
for letting his red face slip to a glow around the collar as
he turns his bird over to the ground crew, who set him up
for this one.

wired for sa[e?y 7

During formation practice maneuvering, the F-4 pilot
retarded throttles to idle to avoid overshooting lead. After
stabilizing on lead, he added power...or tried to.
Number one throttle weuld not budge from idle. The
navigator assured him that no throttle obstruction existed
in the back, so the pilot tried some jiggling to free it.
That's when it slipped outboard and the engine flamed
out; and the throttle locked in cutoff.

Fortunately they had a good engine and got home.
Investigation showed that the torque booster had failed
because safety wire holding the valve stop set screws in
place had broken at the set screw head, allowing them to
back off and locking the throttle to the rear.

Which simply proves that safety wire overstressed
during twisting is as good as no wire at all.
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