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There are probably very few fighter pilots
who don't have a story or two about arriving
at their destination only to find the field
“"WOXOF"” and flight plan alternates
reporting more of the same. So with one eye
on the gauges they usually reach for the
“flips,” hoping to pick a new alternate
before their fuel indicators force practicing a
PiE,

At this point wasted time can be critical,
calling for quick decision and response.
Homemade aids to help have been used by
enterprising jocks for more years than we
can remember. But a small pocket device
designed by Major George M. Boyd,
McConnell AFB, offers about as complete a
system as we've come across. He calls it
“Dial-A-Base’’ and it covers parts of the six
state area centered on McConnell. It is
specifically designed for the 105F but this
information can be modified to suit any
aircraft system.

Turn the top disk pointer to your present
location. This gives you distance, heading,
elevation, TACAN, and runway heading for
eleven alternates. On the back side is a
rotary time and distance computer plus a
map of the six-state area. For instance, if
you're over Tinker with 30-knot winds from
250 degrees and weather reports, ““Amarillo
and Forbes open,” you'll probably set your
course at 013" for most favorable winds, and
pick up the Forbes TACAN on channel 53.
Spin the dial to Forbes and it shows the
base’s TACAN is located at the field.

This kind of nav aid is not intended to
replace conventional flight planning, but
when designed for a given aircraft it can be a
valuable tool for the pilots flying a lot of
hours in the vicinity of their regular air

patch. .
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This handy inflight navigational aid can be designed to giveinformation
needed for unexpected changes in flight plan, especially by pilots flying

within a limited geographic area.
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PURCHASE TAPE REPLACEMENT CRITERIA
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TAPE REPLACEMENT REQUIRED
AFTER 64 ENGAGEMENTS

AIRCRAFT WEIGHT (THOUSANDS OF POUNDS)

REGIME 2

REGIME 1
1

110 120 130 140 150 160

AIRCRAFT ENGAGEMENT VELOCITY (KNOTS)

if the tapes are newly installed, other factors enter into
the tape change cycle but will not be discussed here — see
your barrier crew for details. Here is where you pay the
piper and get to decide which account it comes from.

Now assume this hypothetical situation: you have two
runways, one with BAK-9's and one with BAK-12's — all
four arresting gear are in battery. We'll now use our three
examples, the two F-4's and the F-105 on each runway,
followed by a mix. First the runway with BAK-9's. Our
F-4 number one makes an approach end at 175 knots,
46,000 pounds. Result, BAK-9 torn up, tape change. F-4
number two follows after repairs with another approach
end at 148 knots, 37,300 pounds. Result, safe stop, tape
change. F-105 on an aborted takeoff engages far end at
132 knots, 45,000 pounds. Result, safe stop in regime I,
arrestment counts four leaving 16. Net result: one
potential F-4 accident, one F-105 save, two complete tape
changes, and one-fifth of the far end A-gear tape
capability used up.

Now to the runway with BAK-12's installed: F-4
number one makes approach end at 175 knots, 46,000
pounds. Result, safe stop in regime Il1, arrestment counts
eight leaving 56. F-4 number two is next at 148 knots,
37,300 pounds. Result, safe stop in regime |I, arrestment
counts four leaving 52. F-105 on aborted takeoff engages
far end at 132 knots, 45,000 pounds. Result, hook torn
off, aircraft runs off end and burns. Net result: one
aircraft destroyed, 12 of 64 arrestments used on approach
end A-gear.

For the mix we'll simply abort the F-105 on the
BAK-9 runway and put our two F-4’s into the approach
end BAK-12. Net result: three safe stops, four of twenty
engagements used on far end BAK-9 and 12 of 64
engagements used on approach end BAK-12. Now, you
might think, “He really made it easy for himself, getting
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to pick the parameters.” Not so, the F-4 examples are true
and did, in fact, occur at TAC bases. The F-105 example
was chosen at random using the 45,000 pound gross
weight to simulate a training takeoff. You might say that
it worked out accidentally — the same way it's going to
happen to you.

The three items discussed above: urgency, type
aircraft/engagement, and tape change criteria only scratch
the surface of this subject. Some other consideration
might be your type aircraft and other types which transit
your station regularly, such as F-105's deploying to
George. The placement of your A-gear and type overrun
will certainly enter into your plan along with severe
seasonal weather if your area experiences something along
that line. The F-4 mentioned earlier was trying to snatch
the cable with only a thousand feet of overrun in 400 and
1 in rain, approaching over a busy highway 300 feet from
the overrun. If all of your A-gear is on one runway you
may want to have a BAK-12 in battery on the approach
end and a BAK-9 to catch aborts. The F-4’s will be taken
care of and aborting hook limited aircraft will get a break.

As was mentioned earlier, the $3,500 per tape change
should not be a consideration in your decision. The A-gear
installed on vyour runways is there for only one
purpose — to stop airplanes. If you could keep from
engaging the BAK-9 for 18 months, it automatically
counts as nine engagements. Adding the one-half
engagement for each monthly inspection, in those 18
months you would total 18 engagements and would have
to change the tape very shortly anyway. Efficient
management of your arresting gear to prevent accidents
should be an integral part of your local safety program.
We'll leave you here with the hope that you will give some
thought to this subject. And when the question, ‘“What

A-gear should | use?”" comes up — you'll have the answer.
-
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