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...interest items,
mishaps with
morals, for the
TAC aircrewman

FOR WANT OF A NAIL....

How thin is the braided wire that holds the
pilot chute closed on the drag chute? Yes, the
same wire you pull on preflight. Although it's
fairly thin, one strand is enough to keep your
chute from deploying -- and possibly ruining
your whole day.

A USAFE slatted F-4 touched down on a wet
runway at 165 knots and the chute failed to de-
ploy. When braking was initiated, the pedals
went full deflection with no indication of
deceleration. The pilot called for the emergency
brakes; however, the WSO pulled the emergency
landing gear handle by mistake. The pilot, still
not getting braking action, lowered the tail hook
and pulled the front cockpit emergency brake
handle. The left main tire blew almost im-
mediately. The aircraft engaged the departure-
end BAK 13 at about 80 knots, but the cable
broke just prior to the aircraft stopping on the
runway due to damage by the aircraft's left
wheel.

The drag chute failed because of the single
strand of wire remaining in the pilot chute. The
wire had been removed at a transient base by
maintenance personnel for an engine run. A
search at the base recovered the streamer and
wire which matched the piece found in the drag
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chute. The wire had failed at the point where the
drag chute door closed on it. The soldered end
of the wire had also failed.

As for the lack of braking, it's possible that at
165 kts, with the absence of deceleration from
the drag chute and the wet runway, the aircrew
felt that the antiskid was inoperative and braking
was lost. The right antiskid harness resistance
was high and may have caused loss of antiskid.
No other cause for loss of braking could be
found. One other point, the pilot failed to use
the paddle switch to disengage the antiskid
when he felt the brakes were malfunctioning. He
also had the brake pedals depressed when he
pulled the emergency brake lever and things
worked as advertised.

The WSO could only recall one instance in a
simulator mission where he had been required
to deploy the emergency brake handle. Since
the engineers decided to put two identical
emergency handles next to one another, it's up
to us to keep from pulling the wrong one. Like it
or not, it's the aircrew that bites the bullet --
especially in this case. Know your non-boldface
emergency procedures -- when you're smoking
down the runway, you don't have time to read
the checklist.
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the pilot must consistently employ the WSO/
EWO for maximum mission capability and safety.
If the data and help that you need is not forth-
coming, ask for it. Don’t open the air refueling
door or put the gear down without hearing a
checklist, do ask for heading and distance to the
nearest emergency field, do demand altitude
calls on descent, do cross-check your minimum
altitudes before commencing weapon release
passes, etc. Once the requirements and desires
of the pilot are known, all the information will
flow correctly, and on-time, without prompting.
This is the start of that age-old procedure known
as crew coordination.

Crew coordination also requires a lengthy dis-
cussion between pilot and WSO/EWO on indi-
vidual crew duties and responsibilities. Crew
duties are outlined in directives, and the crew
must expand on these in every specific area
from preflight to engine shutdown. Responsi-
bilities are implied in the crew duties assigned,
but other specific responsibilities must also be
detailed to reduce the margin for error. Require-
ments such as hook extension on an abort, jet-
tison of stores during certain emergencies, etc.,
are areas where the WSO/EWO can literally
save the day. And such responsibilities give the
non-pilot a “bullet to bite,” and hence a leg up
on our final requirement -- stress testing.

Once we have a knowledgeable WSO/EWO,
being utilized to the maximum through good
crew coordination and delegation of responsi-
bility, we need only to insure that the WSO/
EWO can make the hard, quick decision to
realize the full potential of the two-man crew.
This is obviously the most difficult training task;
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but it can be done, at least to an acceptable
extent. Stress testing starts with the crew coor-
dination responsibilities mentioned above, and
those can be augmented by letting the WSO/
EWO control portions of the mission. An
example of this is letting the WSO run an air-to-
air mission one-V-one. The pilot flies the air-
craft, the WSO directs the moves and keeps up
a constant description of his thoughts and
tactics. This training teaches situational aware-
ness and builds confidence through responsi-
bility. This same type stress testing can be ac-
complished by letting the WSO direct other
mission areas and by letting him analyze dive
angle and airspeed, in addition to altitude for
the pickle call. A little steep. a little slow. Do |
pickle slightly high or slightly low? How much ...
and let him analyze the film. All of this builds
confidence and a sense of responsibility; the
foundations of stress testing.

So there is a cure for the dangerous art of do-
ing nothing. The cure is found in a knowledge-
able WSO/EWOQO,a demanding pilot,planned and
considered crew coordination, a division of
responsibilities, and stress testing ... but these
things do not come easily. They take a strong
commitment and hard work. Work that must be
done if the two-man crew is to realize its
maximum potential for both mission accom-
plishment and safety. It's up to you!

Now go back to the examples at the beginning
of this article. WSOs/EWQOs, would you have
done better than your counterparts? Would you
have saved the day? Pilots, are you confident
your partner would have pulled you through in
similar situations?

If the answers are all “yes,” keep up the good
work. If any answer is “no,” or “I don't know,"” it's
time to reevaluate your aircrew performance.
Someone is, at times, practicing “The Fine Art of
Doing Nothing.” Don't let it be you! -t
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GBU-15 MODULAR GUIDED WEAPON SYSTEM
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FIG.3 GBU-15 DELIVERY PHASES

and terminal (see Figure 3). Immediately after
launch, the weapon is in the midcourse phase.
During this phase of flight, the WSO acquires
the target area by searching with the TV seeker
In the weapon through the radar control handle
in the aircraft. The only control the WSO has
over the weapon during midcourse is the ca-
pability to change the weapon heading by one
degree increments. The WSO can keep the
weapon on course if the weapon was off the
correct course at launch, or if it has drifted off
course because of a cross wind. The WSO
actually flies the weapon using dead reckoning
(DR) and the presentations on the TV scope as
his only aids to navigation. The weapon spends
the majority of its flight time in midcourse.
Whenever the weapon reaches the end of the
midcourse phase of flight, the transition phase
of flight begins when the WSO selects Transition
Enable on the control panel. The weapon is now
able to respond in yaw whenever the WSO
moves the radar control handle left or right.
When the weapon reaches the correct dive
angle, the weapon either enters the terminal
phase automatically or the WSO selects Ter-
minal on the control panel. The distinctive fea-
ture of the terminal phase is that the weapon is
controlled solely by the WSO with the radar
control handle in pitch as well as yaw. The
weapon may be either locked on or manually
guided to the target. Does all this sound too
easy? Well, remember the GBU-15 is a glide
weapon; should you launch it too far away
from the target or have a headwind that you did
not plan for, you will have a short bomb. In
other words, aircrew mission planning must take
Into consideration winds, D value, cloud cover,
and target characteristics when computing the
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launch range.

As can be seen, the GBU-15 weapon system is
by no means the ultimate weapon system, but it
does perform far beyond the designer’'s specifi-
cations and gives us, the aircrew, a target kill
capability we don't have today. Adding the basic
GBU-15 CWW/TV/DL to our inventory will offer
the aircrew increased survivability, and at the
same time, increase our capability to destroy a
target with a single weapon. The result will be a
greater conventional weapons deterrent and a
more effective tactical military arsenal.

Postscript: This article was originally intended
to be the last of a series of five articles (see “We
Do It First,” TAC ATTACK, Jan 78) describing
new test items being operationally tested by the
4485th Test Squadron. However, next month we
will be giving you a rundown on the new
Chemical Warfare Defense Equipment for
aircrews. Since this new equipment is designed
to save your skins (and other parts), I'm sure
you'll be interested. >
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Oh yes -- it's been one of those cross-coun-
tries. The drinks were watered, the dollies un-
friendly, and you left your B-4 bag in base ops.
Now the weather has turned sour, and the
weather wizard at your refueling stop tells you
all 8,000 feet of the runway is wet. “Non-
perspirus,” you say, “this Phantom’s got the new
Mark Ill anti-skid and can stop anywhere.”

You cinch up tight, recheck your gauges, do a
descent check, and descend into the goo. After
what seems like ages, you finally break out
There it is -- the runway, 4,000 feet shorter than
you're used to and glistening in the glare of your
landing light. Your brain does a lightning-like
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By Capt Mike Shub
4 TFW/SEF
Seymour Johnson AFB, NC

computation and says to your boots, “damn,
that's short -- better get right on the binders!”

Just after a perfect touchdown, you apply
pressure to the brakes. Oops! Your trusty
Phantom starts to fishtail, but it's still tracking
straight ahead. What's that you hear -- a blown
what? That's the icing on the cake as far as di-
rectional control is concerned, and you slide
merrily off the runway. OK -- shut ‘'em down and
egress. Up to your bloomers in mud, and here
come the staff cars.

OK -- what happened? A failed anti-skid?
Wrong again. Ace. You've been set up by the
Phickle Phantom and the hydroplane hassle.
How so? Thought you'd never ask.

The first part of the problem is hydroplaning.
The minimum speed for total dynamic hydro-
planing in the basic F-4 with recommended tire
pressure Is approximately 110 knots for the
nose gear tires and 140 knots for the main gear
tires (8.6 tire pressure - knots ). Because these
speeds are below the average touchdown speed
for the F-4, you can expect to hydroplane when
landing on a wet runway; and nose gear steering
may be of little help until below 110 knots. The
problem occurs when your trusty jet is hydrop-
laning down a wet runway and the hydrody-
namic pressure between the tires and the
runway lifts the tires off the runway surface to
the extent that wheel rotation slows or actually
stops.

The other part of the problem is in how the
anti-skid system operates. When the system de-
tects a difference in the frequency of rotation
between the main gear tires, such as one wheel
starting to skid, it relieves brake pressure. Brake
pressure is regained when the frequency Is
again matched. The kicker is when the rollers

begin to rotate at the same rate or cease to
rotate -- like when you're hydroplaning. Being
just a dumb machine, it says., “OK Ace, you've
got brakes again,” and it locks up your wheels.
Should you slide out of the wetness onto one-
each piece of dry concrete with locked wheels --
KAPOW!

As you can see, although you've done nothing
wrong and the anti-skid is working correctly, you
can still blow tires. However, you can do a few
things to minimize the probability of this occur-
ring to you.

First, fly an ON SPEED approach. Those extra
knots for Mama and the kids can get you into
deep serious. Brakes absorb kinetic energy --
the more knots you've got, the more (like knots
squared) kinetic energy they have to absorb to
stop your jet (KE - 1/2 MV 2).

Second, touchdown firmly near the end of the
runway. This will help dissipate some of your
airspeed, as well as get the tires through the
water to the concrete. Get the drag bag out early
-- but be prepared to jettison it if directional
control becomes marginal.

Finally, even with the anti-skid working the
way It should, you can still blow a tire. Should
this happen, the anti-skid will see the blown tire
as a skid and will relieve brake pressure; so, you
have to paddle it off to regain braking on the
good tire.

While all the above information is good poop
and can help minimize your chances of being
hassled by hydroplaning, it's sometimes the best
course of action to go to your preplanned al-
ternate. So plan your landings on wet runways
carefully -- and don't let the Phantom skate away
with you. i

AN F-5E MISHAP OCCURRED ON 28 MARCH. THE CANOPY FAILED,
INJURING THE PILOT WHO SUCCESSFULLY RECOVERED THE AIRCRAFT
WITH THE AID OF HIS FLIGHT LEADER. A FULL ARTICLE WILL APPEAR
IN THE JUNE ISSUE OF TAC ATTACK DETAILING THE ENTIRE INCIDENT.

TAC ATTACK
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o thru Mar e _ihru Mar L thru Mar
1978 1978 1978
MAJOR ACFT. ACCIDENTS » 1 10 1 2 1 1
AIRCREW FATALITIES > || 1 8 0 0 0 0
TOTAL EJECTIONS » || 2 9 1 2 1 1
SUCCESSFUL EJECTIONS » 1 8 1 2 1 1

CLASS A MISHAP COMPARISON RATE 77/78
(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)
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