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Quickly thinking of how to hack the final turn, he
checks his gear down, rolls into 60° bank, and
calls base. The only thing he hears is “cleared to
land.” He's certainly not going to overshoot final
(Rule 5), so he holds 200 kts and “on speed”all
the way around the final turn. As he rolls out, he
yanks the power to idle, realizing that the wind
is really a left quartering tail wind. Through skill
and cunning, Lead unconsciously compensates
for the tail wind and rolls out “red over white.”
He lands only 5 kts hot and gets his chute right
away. Meanwhile ...

Blue 2 remembers that 3 is the guy who
chewed on him for his last BUFF pattern. He's
determined to roll out with Lead’'s smoke nibbl-
ing at his wing. He did check the anti-skid light-
out (Lead forgot that) before rolling off the
perch. He had his hands so full hacking the final
turn that he didn't notice that the tail wind made
him roll out high. The throttles went back so fast
they nearly overrode the stops. He aims at the
close end of the runway but doesn't notice the
AOA tone stop as he goes below 15 units. Over
the overrun, he pulls to a 20-unit tone and
figures he's golden. Failing to consider that an
“on-speed” tone is only for stabilized flight and
that Lead was “on-speed” at 200 kts in final
turn, he lands. All he can see is Lead’s nozzles
looking like a double-barreled shotgun. He gets
on the brakes and doesn't feel much decelera-
tion, but remembers that he can't tell much
above 100 kts. He keys the mike and says, “Blue
1. clear left! 2's overtaking on the right.” As he
checks the anti-skid light, he hears Mobile say,
“Blue 2, you're no-chute!” He sheepishly deploys
the chute and maintains clearance on Lead. As
he's rolling out, he remembers that above 100
kts, manual braking can easily blow tires. Taxiing
back, he wonders how long he would have
closed the runway and “watered” Lead’s eyes, if
he had taken the BAK-12.

Number 3 listened to the winds and flew a
tighter pattern than he wanted to, but he wasn't
going to make the flight look bad (Rule 12). He
knew there was a quartering tail wind and flew it
to land “on-speed” at the 500" point. He got his
chute out right away. and used full aft stick dur-
ing the rollout. Before comparing his speed with
distance remaining, he added the tail wind
component. The check point you use should
not be the same on every runway. It depends on
runway slope, cable placement, weight and RCR.
On a flat, grooved concrete runway at 100 kts,
light braking will be required when passing the
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big 4. At the same point on a wet runway at 80
kts, continuous braking (not necessarily anti-skid
cycling) will be required for a normal landing.

And speaking of braking technique, Blue 4
swears by the 17-unit final for the SLAT. He
dropped a little low on short final and caught
3’s jetwash over the overrun. Automatically the
power went from stop to stop. He couldn't go
around ‘cause chapter 8 says he has to land
with 2,000 Ibs. Now he’'s 10 kts hot plus the tail
wind. He gets the chute out (chalk up one for
crew coordination) and starts the stick aft at the
same rate he always does. Mobile logs the
unauthorized touch & go. The “lootenant”
figures he’s had enough aero braking for one
day as the stick rockets forward. He looks up
and sees #3 “growing” as fast as he did when
he overshot the rejoin. Immediately both size
12s smash the rudder pedal (luckily si-
multaneously). He feels some deceleration at
first, but then it felt like it quit. He accidentally
keyed the mike and announced to his GIB and
the world, “We ain’t got no brakes!!!”

Number 3 knew that couldn't be anybody but
4, so he cleared left and was able to add a little
power. OlI' 4 Bravo (in high “C”) yelled.
“GETCHURFEETOFFTHEBRAKES!!!” He just knew
that the nimble-fingered A/C would crush the
paddle switch before getting off the brakes. The
WSO checked the speed, 110 kts, to see if he
could hack manual braking yet and knew he
couldnt. He was about to tell the A/C not to
touch the brakes yet when the rudder pedals
disappeared again (expletive deleted). For 2
seconds they decelerated pretty well, then the
GIB watched the fireworks in the rearview mir-
rors. They got the nose gear steering engaged
without incident since the pedals were evenly
buried, but still slid off the right side of the

runway.

So ends the saga of Blue Flight. Next month
we will have an article which deals with the F-4
MK Il anti-skid system and things to consider
when landing any type aircraft. >
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FIG. 2 Automatic Flight Control System (AFCS)
Control Panel (Modified)

the Pave Phantom (LORAN) Navigation and
Bombing System, and a laser designator called
Pave Tack which can be pointed toward a target
by the WRCS. The ARN-101 has combined a lot
of the good features of all these systems: incor-
porated an “all singing, all dancing” digital com-
puter and given the tactical air forces the digital
F-4E.

Added to this new digital computer is a
Kearfott SKI-2300 inertial unit having a low
long-term position error rate. A new LORAN
receiver and antenna system secures and main-
tains a LORAN lock-on even under the most
adverse weather conditions and even through
most of those violent maneuvers only young
jocks find themselves having to make. Fully in-
tegrating these two navigation systems (LORAN
and inertial), we now have an accurate LORAN
position which continually monitors the inertial
position and updates it periodically. Should a
LORAN lock-on be lost for some reason, the
inertial, now operating independently, will start
with a very small initial position error. Now,
combining this aircraft's present position ac-
curacy with well-defined turn points, initial
points, or targets allows the ARN-101 to slew
the aircraft's radar cursors, TISEO, gunsight,
laser, and infrared Maverick missiles (if carried),
and the Pave Tack sightline to any of these
points. The operator has only to look at the
digital scan converter (DSC) and, presto. he
sees what he's been sent to find.

After accomplishing the mission, the crew
returns to base to find their VOR/ILS, TACAN,
and radar are inoperative; ground radar Is down;
and the field is IFR. Not to worry! The weapons
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system officer (WSO) calls up the end of the
runway coordinates (previously inserted in the
computer prior to takeoff); the pilot turns the
computer steer, altitude/glide path, and AFCS
switches on the modified autopilot control panel
(Fig 2) to “engage”; and, like magic, the aircraft
intercepts the LORAN glide path and glide slope
and flies itself down to the runway. Oh, the pilot
still has to control the throttles and, yes, most
WSOs prefer him to land the aircraft himself.
What's new in the navigation world you ask --
not much!

WEAPON DELIVERY

As you might have guessed, the installation of
the ARN-101 has modified several front cockpit
panels, not the least being the LABS/Weapon
Release Panel (Fig 3). The weapons mode selec-
tor switch positions on the left through DIRECT
remain unchanged. However, the right side now
reads BLIND, CCIP, DT, G, RKT, and AGM-45. |
will cover the meaning of each of these posi-
tions in a little more detail.

BLIND: When you think of blind bombing
mode you normally think of LORAN bombing or
possibly radar bombing. This is exactly what

“Blind” is. You can bomb any selected target
BRT
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FIG.3 LABS/Weapon Release Panel (Modified)
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Pave Tack, with its digital computer, has
improved on this concept. On the Pave Tack
video display there is a reading of mils
depression which can be changed by the opera-
tor and is selectable between + 88 and -412
mils. Any mil setting selectable in the front
cockpit can likewise be set by the WSO. Not too
shabby!

Right and Left Acquire: Same as forward ac-
quire except the pod looks to the side and there
is no side looking sight. The wing tanks block
pod line of sight if you try to look level. For
these reasons, both the left and right acquire
modes have proven difficult to use.

Terrain Monitor: The Pave Tack sightline is
driven to the velocity vector (flight path) of the
aircraft. The pod optics can provide up to a 12
degree field of view of what's immediately ahead
of the aircraft. This mode has proven of value to
the RF-4C when combined with its terrain
following radar; but it has proven more difficult
to use with the F-4E, mainly due to the lack of a
good depth of field when viewing infrared video.
Without good range information to object/
obstructions located ahead of the aircraft, air-
crewmembers tend to fly at the same altitudes
they would have without Pave Tack.

Snow Plow: The pod sightline angle is
inertially stabilized in space and initially remains
at the angle existing at mode selection. In this
mode, the pod sightline can be moved manually
throughout the total lower hemisphere of the
aircraft. This mode is used as the manual search
mode of the Pave Tack system.

Cue: This mode allows the pod sightline to be
pointed, thus allowing maximum range target
detection because the immediate target area is
constantly in the pod field of view. Exact target
location and identification can be determined
earlier than in any of the other manual search
modes of the Pave Tack system. This mode is a
must for accurate night target location, identifi-
cation, and destruction.

These six operating modes allow the Pave
Tack aircrew the flexibility needed to adequately
plan and successfully attack targets, both day
and night. With the introduction of the Pave
Tack system, the night environment will no
'longer offer the enemy safety from guided or
unguided weapons.

CONCLUSION :

The F-4 has been in the Air Force inventory
for a long time. Everytime | receive a new
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change to the Dash One or Dash 34, | wonder
what has changed -- the equipment hasn’t. In
the next few months the block 48 and sub-
sequent F-4Es will be changing. and the
Phantom will be getting a true all-weather air-to-
surface capability. Later, these same aircraft will
be carrying the infrared sensor and laser desig-
nator and will be employing even more sophisti-
cated weaponry. The F-4E is far from dead -- it's
moving towards the future. And you know some
will still ask, “What is a digital F-4E?"

NOTE: Next month we plan to offer the recce
troops their special cup of tea with “What's
New” on Quick Strike Reconnaissance/Strike
Control and Reconnaissance. =
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Sgt Malcolm J. Sheets A1C Michael A. Belfiore
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TAG TIPS

..interest items, mishaps

LA(

with morals, for the
TAC aircrewman.

A SMART DART

Ever try to let go of something and can't? This
was the case on a dart tow mission. All went
well as long as the dart was being towed and
shot at; but mission completed, when the pilot
attempted to release the dart and tow cable
from the aircraft, the cable cutting mechanism
did not function. After two unsuccessful at-
tempts, the pilot descended and accomplished
the dart drag off procedures in the overwater
training area. After separation, approximately
1,500 feet of cable remained attached to the
dart tow rig. An inflight emergency was declared
and a normal straight-in approach was success-
ful.

Remember that once the dart has separated
from the tow cable and the cable remains at-
tached to the dart rig, the cable is not stabilized
due to loss of aerodynamic properties of the
dart; and the cable acts like a whip gone wild.
The cable trails lower than normal due to less
wind resistance, and its whip can be either
vertical or horizontal.

When the aircraft is in a nose-high landing
configuration, the trailing cable can come in
contact with the stabilator. With the approach-
end arrestment gear in place during the landing
phase, the trailing cable is likely to become
entangled on the arrestment pendant. Once the
cable is caught this way, it is drawn tight and
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the chances are very good that it will hit the
leading edge of the stabilator. If this happens and
metal to metal friction occurs, the outer spring
steel wrapping of the tow cable disintegrates
into small particles approximately one-quarter to
one-half inches in length. This does absolutely
nothing for our forever present FOD problems.

If the approach-end arrestment gear is not re-
quired for the emergency recovery of the aircraft
trailing dart cable, then it should be removed
from the runway, if time permits. All personnel
and vehicles should keep a safe distance be-
cause the disintegration of the spring steel
wrapping creates an extreme hazard.

The aircraft's approach should be steeper than
normal to avoid the trailing cable contacting ob-
jects prior to the runway threshold. A long land-
ing should be made, if possible, with due regard
to runway conditions and availability of depar-
ture-end arrestment gear.

If disintegration of the tow cable’'s outer wrap-
ping occurs, the most effective method of pick-
ing up the small metal particles is a magnetic
sweeper. An alternative is a runway walk by
personnel to pick up the metal particles. A
regular vacuum ramp sweeper is not effective.

Timely notification, coordination, and action to
this type of inflight emergency can prevent
serious injury to personnel and many costly
manhours required to clean up after the fact.
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all Air Force components, government agencies,
and the general public. _

The AV Services Branch serves as the primary
point of customer contact at the AFCAVL. Your
local AV librarian maintains contact with the
pbranch AV product managers who are available
to provide pertinent information for the right AV
product to meet your need. To expedite their re-
search, a remote unit is available to give the AV
product managers access to information stored
in the DOD data base relative to all DOD AV
products. If the subject you've been looking for
turns out to be produced by the Army or Navy,
your base AV librarian will know how to request
it for you.

You may find that a completed AV product is
not available, but selected stock footage of your
requested subject is and will fill your need. If
this is the case, the AV product manager will
refer your request to the USAF Central Audiovi-
sual Depository.

The USAF Central Audiovisual Depository re-
views all film and determines which have
permanent or enduring value. They then catalog
and store that portion of the AV product. Many
government agencies draw upon the services of
the depository for briefings or for use in their
own AV productions. AAVS also uses this stock
footage in production of Air Force programs.

Should your program require still pho-
tographic materials, your AV librarian will re-
fer your requirement to the Still Photographic
Depository, the 1361st Audiovisual Squadron,
located in Arlington, VA. Their mission is similar
to that of the Central Audiovisual Depaository;
they catalog. store, and make available Air Force
still photographic materials to government
agencies and the general public.

If your requirement still cannot be met
through available Air Force or DOD resources,
procurement of a commercially produced sub-
ject may be the answer. After the subject and
source are identified, and funds are forthcom-
ing. the AFCAVL will go through normal
procurement channels to purchase, quality con-
trol, and make the print available to you through
your BAVL. If you think the commercial subject
may have Air Force-wide appeal, you can recom-
mend Air Force adoption.

Now you know what you want and where you
can get it, but you would prefer 3/4 inch
videocassette rather than 16mm. Is that possi-
ble? Most probably, yes. Unless there are legal
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or technical restrictions, AV subjects can be ob-
tained in any required medium.

Through your base AV library and the AFCAVL,
you will be provided research services, product
information, and advice on the necessary steps
to take to get the AV material you want. In short,
you can obtain any AV product for which you
have a valid requirement, providing it can be
identified.

Contact your base AV librarian when you
begin planning your next briefing or training
program. Audiovisuals can add a new dimension
to your project. e
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CLASS A MISHAPS

>

AIRCREW FATALITIES

>

TOTAL EJECTIONS

=

SUCCESSFUL EJECTIONS

TAC’S TOP “5” thru SEP

TAC FTR/RECCE

474 TFW

347 TFW

TAC GAINED FTR/RECCE

1127 TEW

TAC/GAINED Other Units

182 TASG

156 TFG

64135 TASG

{434 TFW AFRES

851193 TEWG

162 TFIG ANG f7

| 110 _TASG

1131 TFW ANG

"RV CLASS B MISHAP RATE

USAFTAWC
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100 LAUNCHES n 1973 (8.6)
51 e
e e 816 (1.0)
JAN MAR| APR| MAY] JUN | JUL]| AUG| SEP| OCT
CUM RATE 001911108167 16040 |42 40]3.8]3.6
NO OF ACDTS 0 ¥ 1 0 1 0 1 0 0l 0
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