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AIRCRAFT
CONTROL

November 20th marks the 15th anniversary of
the delivery of the F-4C to Tactical Air Command.
Since 1963, TAC and TAC-gained F/RF-4 units
have logged close to three million hours of flying
time. This durable fighter has been the mainstay
of not only our own tactical air forces, but it is
also flown by many of our allies. The conversion
of some aircraft to the F-4G Wild Weasel model
and the transfer of other F-4s to the Air National
Guard and Air Force Reserve emphasize the fact
that the Phantom Il will remain one of our im-
portant aircraft well into the 1980s.

From the time the F-4 was introduced to TAC,
its unique characteristics in certain regimes of
the flight envelope have been emphasized and
reemphasized. The F-4 became known for its un-
predictable nature when mishandled -- as our ac-
cident statistics have shown for many years. Al-
though we have reduced departure and out-of-
control mishaps in the F-4 and other airplanes,

we have not succeeded in eliminating them. PAN

Loss-of-control continues to be a major cause in

DELTA WING

AVERAGE CHORD
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While isolated materiel and system failures
contribute to loss of aircraft control, the major
cause of these mishaps is still the pilot, who
through a lack of understanding or skill causes
his aircraft to depart from controlled flight.
Education and training of our aircrews are the
only ways we can assure that we reduce and
eliminate these mishaps.

From the first day an individual enters training
as a TAC aircrewmember, the emphasis must be
on basic aircraft control -- in every phase of flight
-- instruments, contact, and tactics -- from
engine start to engine shutdown. This type of
training begins in basic conversion units and
continues long after an individual becomes
operational. Any substandard performance must
be corrected immediately. This principle is ap-
plicable to everyone and doesn’t just concern the
F-4, but all other aircraft as well.

Every aircraft in our inventory possesses its
own unique flying characteristics -- good and
bad. | challenge you to know as much as possible
about your aircraft and to use that knowledge in
your daily operations. To do less is to invite
disaster. >

R

accidents.
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Hardwing F-4

.7

By Capt Pete Abler
Editor

w hen the F-4 was first introduced into the Air
Force inventory, the aircrews were quickly im-
pressed with the aircraft's power, response, and
maneuverability. Soon after, they were even
more impressed with the post-stall gyration --
the departure. As mentioned in the previous
article, the low aspect ratio, delta wing design
caused large increases in induced drag during
high lift/high AOA operation. Induced drag
creates another problem not mentioned in the
previous article -- adverse yaw -- yaw resulting
from drag caused by the down aileron in asym-
metrical flight.

Although the adverse yaw problem with the F-
4 was well-known before the USAF adopted the
aircraft -- many pilots chose, and continue to
choose, to demonstrate the phenomenon to
themselves for their own enlightenment -- and
enlightened they become! A lot of F-4 drivers
had their personal “There | was about ready to
really hammer the other guy, and all | needed to
do was to pull a little harder and ease over a bit;
and the next thing | knew | had the chute out”
story. Maybe we ought to talk a little bit about
the F-4 hardwing flying characteristics.

8

The following graph is taken from “Keep the
Sharp End Pointed Forward,” USAF FIGHTER
WEAPONS REVIEW, Summer 74. It displays the
deterioration in aircraft handling qualities with
increasing angle of attack for the hardwing F-4.
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The graph is unscaled. so it should not be in-
terpreted to be completely a linear relationship.
The concept is more important. Note that at 20
units while rudder effectiveness and dihedral ef-
fect are quite high, adverse yaw is rising and di-
rectional stability is decreasing. Moving toward
30 units, note that rudder effect is the only posi-
tive characteristic remaining. Adverse yaw is
high, while dihedral effect and directional
stability are minimal. Only a highly skilled pilot is
capable of positive directional control in this
high alpha region. The relatively unskilled pilot
will most certainly stall and depart the aircraft if
he attempts to maneuver the aircraft in this en-
velope.

So, let's go back to square one and talk a bit
on how to fly the hardwing F-4. In case you
haven't opened up your Dash One to Section VI
since your last qual check, we’ll review a few
points. Maneuvering at angles of attack up to 15
units will produce normal response to control
inputs. That's assuming symmetrical flight.
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To breathe on not to breathe

By Capt Garry Mueller
HQ TAC/SEF

TAC recently experienced a physiological in-
cident which reemphasizes an age old preaching
-- when something is wrong, land the airplane.

Two guys were flying around on a transition/
instrument mission when they both got
headaches (1st clue). After opening the air
vents, their headaches went away. (Sounds like
they were in an 0-2, huh?) The headaches
returned when they started doing some simu-
lated forced landings (2d clue). The crew
opened the side window, closed the foot vents,
and -- you got it -- no more headaches. On a
short final, the pilot’s headache returned; and he
experienced some coordination and concentra-
tion problems (3d clue). On missed-approach,
both guys reported feeling groggy. tired, and
light headed (4th clue). They finally declared an
emergency and landed.

The causes of all these clues were a hole in

the heater air mixture box allowing engine

exhaust to contaminate fresh air and a missing
rear window causing the aircrew to inhale the
contaminated air.

Luckily the crew was VMC and could open
other windows to clear he cockpit. Had the
weather been lousy, the results could have been
more disastrous. The first clue was not that ob-
vious, and maybe so with the second. The third
should have done it; what they didn't need was a
missed-approach to suffer through the 4th clue.

Hopefully, though painfully, another lesson
learned about breathing and airplanes.

TAC ATTACK

...interest items,
mishaps with

morals, for the
TAC aircrewman

Hey Chief, take care of that one
for me, ok 2

An F-4 was being readied for return to home
station after a static display. The crew loaded
their baggage and 780 gear into the travel pod
and requested transient alert give them an end-
of-runway (EOR) check and secure the travel
pod. The TA folks heard the request about the
EOR check but didnt remember anything about
the travel pod.

Start and taxi were normal. Transient alert
noted nothing unusual during the EOR check.
During takeoff, the fire department personnel
noted the crew's personal clothing bags falling
out of the pod. The airplane landed minus the
780 gear, the spare drag chute, and the jock’s
socks. Have you heard this story before? |
thought so. Remember your crew responsi-
bilities. Shortcuts can bite you right in the travel
pod.
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TAC TIPS
Do qouwnself a favor...

Recently two different aircrews in two different
airplanes successfully recovered their aircraft
following utility hydraulic failure. They executed
the inflight procedures properly and safely
landed the aircraft. However, the end to each
emergency wasn't quite what it should have
been when both airplanes ended up in the dirt.

Why? The pilots were trying to do someone
else a favor. One was taxiing clear of the runway
so traffic wouldn't be delayed; the other was
rolling out to the end of the runway so the
recovery team would be close to the aircraft.
Each man relied on his emergency brakes to
stop the aircraft. Each found out too late that
the emergency system wasn’'t working properly.
In one case, the system was depleted. In the
other, the brakes were improperly actuated.

When you're flying an aircraft, you “own” it
until it's stopped on the ground and the engines
are shut down. Don't let your desire to do
someone else a favor override your other
priorities. When you start handing out favors,
think of yourself and the airplane first.

30

Stuck Thnottle

A short while ago, during the descent to enter
a low-level route, the phantom phyler noticed
that the number one engine was stuck at 92%
RPM. All attempts to regain control of the
engine failed, and the crew RTBd and set up for
a straight-in approach. At 7 NM from the
runway, the pilot shut the engine down with the
master switch and completed an uneventful
single-engine landing.

Did the pilot do anything wrong? Probably not
-- | guess it really depends on your point of
view. When | read the incident report, the hair
stood up on the back of my neck-at the thought
of shutting down a good engine that far away
from the field -- in landing configuration.

The real point is -- very few aircraft Dash Ones
give more than lip service to the problem of
stuck throttles. Each one of us needs to plan for
emergencies such as this one. The problem is
different with one stuck at idle -- or in the A/B
range. Each situation requires a different ap-
proach. Why not talk it over at your next fly-safe
meeting.
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