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TIRES BECOME SKIS

be eliminated and all Dash Ones
could provide accurate stopping
data if all runways were grooved.

NASA tests have shown that
grooving minimizes variations in
friction of different pavements
when wet. The grooves even pre-
vent loss of surface friction from
rubber deposits on the landing end
of heavily used runways.

It’s not uncommon to see 2,000
to 3,000 feet of pavement on each
end of the runway completely
blackened by molten rubber de-
posits caused by wheel spinup at
touchdown. In time these black
sections provide less thannormal
breaking coefficient when they’re
dry. You add moisture and they
are like ice. With grooving, these
landing areas retain a dry runway
friction coefficient even when wet!

Several states are success-
fully using grooved highways to
drastically reduce skidding-in-
duced accidents. California, for
example, began grooving certain
mountain-pass roads. In one year
they reduced their skidding acci-
dents at certain test areas by 91
percent.

They even went one step fur-
ther and experimented with longi-
tudinal grooves. Results showed
the longitudinal grooves produced
a guiding action. This caused a
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sliding car to follow the grooves
around a curve. It appears this
finding can be used to advantage
on high speed runway turnoffs,
runway centerlines and edges, as
well as street intersections.

Another promising cure for
wet weather skidding in airplanes
and autos is the recently intro-
duced radial-ply tire...already
widely used on automobiles in
Europe. They wear longer and
pointedly demonstrate that tread
design in itself cangreatly reduce
the incidence of hydroplaning on
wet runways or highways.

Sipes, or small air chambers
(slits), built into the tire tread,
have also proven beneficial. They
help dissipate the surface water or
steam and assist the tire in getting
to the runway surface.

One word of warning. .. if you
have a crosswind and begin to
hydroplane you’re going to drift
off the side. This is true on takeoff
or landing. Formation takeoffs and
landings thus become especially
hazardous.

With the good maintenance we
have in TAC, you won’t have to
worry much about drag chute fail-
ures. However, they do happen.
This winter we’ll see a lot of water
and slush on our runways, so be
forewarned.

GROUND SPEED IN KNOTS

Of course, don’t be foolish
enough to believe you can get any
traction out of ice or snow. NASA
found that even the wire-impreg-
nated snow tires offered very little
increase in friction, due primarily
to the rubber flexing.

So, land at the proper airspeed,
use your aerodynamic braking
techniques, always fly with good,
properly inflated tires, and above
all avoid water-covered runways
with a crosswind. That way you
won’t have to stand beside your
shattered bird and wonder how
you’ll enjoy being a Flight Com-
mander inthe Food Service Squad-

ron.
Se
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A NEW
APPROACH

Have you stumbled across some strange-looking
landing minimum information lately ? At the bottom of
a letdown plate... or in the radar section under your
favorite field in the aerodrome directory of the IFR
Supplement ?

Well, if you haven’t, you will before long. The
criteria for instrument landing minimums, for both
civil and military aircraft, are being changed. The
United States Standard for Terminal Instrument
Procedures is what it’s all about. If you prefer an
acronym, call it TERPS.

TERPS recognizes that the ability to maneuver in
a landing approach differs from one aircraft to an-
other. These differences affect the airspace and
visibility required by each aircraft for an instrument
approach. As a result, each type of aircraft is now
assigned to one of five categories. The approach
criteria and minimums are different for each cat-
egory.

The aircraft are generally grouped by weight,
approach speed, and maneuverability: small, light
airplanes in Category A, up to the big, fast ones in
Category D, Category E is comprised of all air-
planes with approach speeds in excess of 165 knots
at max landing weight.

Most TAC century-series fighters fall in Category
E. The F-4, with a lower approach speed, falls in
Category D with the F-84 and the F-111. Category C
includes the C-130, T-39, A-26. And the A-1E and
AC-47 fall in Category B.

How does all this effect you in the cockpit? You
must know what category you’re in, or you won’t be
able to tell which minimums to go by. You could find
a different set of minimums for each category on any
one letdown plate. In practice, however, this will
rarely happen. With few exceptions, straight-in
approaches will have the same minimums for all
categories of aircraft. This includes radar and ILS
approaches. It’s when you get to non-precision and
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circling approaches that the differences become
apparent.

Normally the letdown plates in the low altitude
books will show landing minimums for Categories A
through D, The high altitude letdowns will show min-
imums for C through E. IF THE CATEGORY FOR
THE TYPE AIRPLANE YOU’RE FLYING IS NOT
LISTED, YOU MAY NOT USE THAT APPROACH!
Or, if a particular approach (circling, for instance)
is not authorized for your category of aircraft, it
will say so in the appropriate column.

There’s only one handy place to find what TERPS
category your bird belongs in. That’s the Special
Notices at the end of Section II, FLIP Planning. You
can determine your category from the speed and
weight criteria listed toward the back of the IFR
Supplement, but it’s a lot more complex. After a few
issues of these documents, the criteria and cate-
gories will be removed from the Special Notices
sections and the whole thing will be placed in Section
I, FLIP Planning.

If you’ve been glancing at the charts reproduced
on these pages, you already know that there is some
new language associated with all this. Some of it will
be mighty important to you as the new system comes
into use. A couple of the terms are strictly for civil
aircraft at this time.

Decision Height (DH) and Minimum Descent Alti-
tude (MDA) have replaced what we all used to call
minimum altitude. Decision Height applies to pre-
cision approaches where you have glide slope in-
formation. And Minimum Descent Altitude applies to
non-precision approaches where you have no glide
slope information available. DH and MDA are shown
in feet above mean sea level. They are the lowest al-
titude to which you are authorized to descend before
you have the airport in sight.

Height Above Airport (HAA) and Height Above
Touchdown (HAT) are for civil use only. They show

TAC ATTACK

PREVAILING VISIBILITY

height of the MDA above published airportelevation.

Ceilings, shown in parenthesis, are also feet
above the published airport elevation. They will be
at or above the associated DH or MDA,

Visibility is expressed as Runway Visual Range
(RVR), Runway Visibility (RV), or prevailing visi-
bility (PV). RVR will be shown in hundreds of feet,
RV and PV in miles and fractions thereof. If you do
not have Runway Visual Range information available
to determine if the field is above minimums for your
approach, use the Prevailing Visibility figures in
parenthesis.

As the plan stands now, each base weather
station will report prevailing visibility in miles
until the base changes its letdown plates. When the
base starts to use the TERPS approach minimums,
the base weather folks will start reporting Runway
Visibility (RVR) in hundreds of feet ontheir sequence
reports.

Okay ... you say you haven’t seen TERPS in use
yet? Not at your base? Well, it’s coming. As of this
writing (a gloomy, hot, and sticky afternoon in the
middle of September) seven Air Force bases use
the TERPS format for their radar minimums in the
IFR Supplement. And in the letdown books only
twice that many fields are using the new format.
But the next set of FLIPs will probably show changes
at some TAC bases. And every month we’ll see
more. The program is to be fully implemented by
March of 1969. It will take that long. We must check
out the people at each base who will establish the
new criteria.

It may all look very complex. . .as new procedures
often do. But once we become accustomedto TERPS,
we’ll realize it’s an improvement. Maybe someday
we’ll all think of the old landing minimums the way
we now do the Adcock Range...how’d we ever live
with it?
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TAC TAI-I.Y MAJOR AIRCRAFT ACCIDENT RATES AS OF 30 SEPTEMBER 1967

estimated per 100,000 hrs flying time AlRCRAFT
weE | Tac
A-1
RB-66
F/RF-84
F-86
F-100
RF-101
UNITS o
1967 1966 1967 1966 F/RF-4
9 AF 82 56 12 AF 95 129 o
4 TFW 7.0 9.5 23 TFW 11.5 29.5
15 TFW 25.7 4.3 27 TFW 13.7 14.9 KC-97
33 TFW 9.7 10.7 479 TFW 9.9 10.9
c-119
354 TFW 36.0 23.0 67 TRW 6.2 18.9
4531 TFW 0 : 75TRW 175 0 it
363 TRW 10.1 14.1 313 TAW 0 5.9
64 TAW 0 0 516 TAW 0 5.2 C-130
316 TAW 0 0 4453 CCTW 3.9 8.4
T-29
317 TAW 5.1 0 4510 CCTW 8.9 14.9
464 TAW 2.8 0 4520 CCTW 11.5 15.8 T.33
4442 CCTW 7.7 0 4525 FWW 24.2 0
SPECIAL UNITS Ui
1 ACW 6.6 16.0 4500 ABW 0 0 0.1
4410 CCTW 9.4 7-3 4440 ADG 0 0
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