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between aircrews and con-

trollers has been improved by

changing some of the rules.
Here’s how it works:

Approach

Flight leaders split flights
into two-ships prior to entering
the terminal area, and they ob-
tain field and weather infor-
mation from ATIS, or another
non-ATC source. The flights
maintain 300 KIAS unless
given a speed adjustment by
the controller. (Yes, this even
applies to Hog drivers.) The
controller will use speed differ-
ential instead of vectors to cre-
ate separation between flights
when necessary. After iden-
tifying a flight, the controller
clears it for a TACAN ap-
proach, and the flight leader
maintains 300 KIAS (or his ad-

~— justed airspeed) until arriving

it a point on the profile des-
ignated as the DRAG point.
There, the flight leader trans-
mits “DRAG” plus the altim-
eter setting, and the wingman
uses reduced power and speed
brakes to slow to 180 KIAS.
Five miles later on the ap-
proach (at the DECEL point),
the leader uses the same tech-
nique to slow to 180 KIAS,
producing two miles of sep-
aration. Instead of this pro-
cedural drag, fighters equipped
with accurate air-to-air radar
(F-15, F-16, F-4, F-106) may
take spacing any time prior to
the DRAG and fly a radar trail
approach (under ASLAR, stan-
dard radar trail formation is
increased to 2 NM).

After the split-up, both air-
craft maintain 180 KIAS until
a point approximately three
miles from the threshold, the

~~ “Winal Approach Speed (FAS)

oint. At the FAS, each aircraft
slows to its computed final ap-
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N35-26.00 W77-31.
N35.24.70 W77-37.

N35-23.50 W77-43.70

N35-20.90 W77-55.60

proach airspeed.

Note that a flight of Eagles
looks the same to the controller
as a flight of A-10s until the
FAS point. Because of this new
element of predictability,
ASLAR has reduced required
separation on final from 3 NM
to 9,000 feet.

TIME ADJUSTMENT
PUTTS TO DRAG 3 MIN 59 SEC
+25 KIS = F19 SEC

When the Base TACAN
Is Out
The TACAN-out scenario is
the same as described above,
except that the controllers pro-
vide vectors along the approach
path and call the speed-reduc-
tion points. To provide a posi-
tive final approach when the
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tions, and slowdown points al-
lows ATC to safely reduce sep-
aration.

TAC has formed a task force
helping to implement ASLAR
procedures at all active TAC
bases within two years. TAC-
gained units are also affected
because they may find ASLAR
procedures in effect at TAC

~ases as well as several over-

as locations they fly to.
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ASLAR requires more precision
and discipline from all air-
crews. Since separation criteria
has been significantly reduced,
any large deviations in air-
speed or ground track will re-
sult in a breakout.

Finally, this discussion has
probably generated a lot of
questions. The answers will be
in the ASLAR Aircrew Hand-
book, Chapter 7 to AFM 51-37

1 NOW

(Draft). This document will be
provided to each aircrew during
implementation. >

7



User
Typewritten Text
7

User
Typewritten Text

User
Typewritten Text


TAC tips


User
Typewritten Text
TAC tips

User
Typewritten Text











chock talk incidents and


User
Typewritten Text
chock talk

User
Typewritten Text

User
Typewritten Text
incidents and





TAC Commander's Trophy


User
Typewritten Text
TAC Commander's Trophy

User
Typewritten Text

User
Typewritten Text

User
Typewritten Text

















WHAT’S REALLY IMPORTANT?

So what have we learned
that will prevent similar mis-
haps in the future? This history
seems to tell us that no matter
what the mission, when at
night or in the weather, if the
time between instrument cross-
checks exceeds one minute, the
aircraft’s flight path vector
may be far removed from what
the pilot perceives—sometimes
enough so to be fatal. Because
of the F-16’s cockpit and avi-
onics design, sensory cues alone
are not sufficient to maintain
aircraft control at night or in
IMC. The F-16 (and some other
modern fighters whose stick
forces remain the same despite
changes in airspeed and angle
of attack) differs from the
trusty Rhino (F-4) in that it
doesn’t “talk” to the pilot advis-
ing of a change in energy state.
Therefore, pilots of modern
fighters must force themselves
to crosscheck instruments fre-
quently while performing other
mission tasks.

The same is true for visually
monitoring the flight path vec-
tor in VMC. Two of the nine
mishaps occurred at low alti-
tude in good weather. Both
were fatal. One pilot was at-
tempting to resolve a navi-
gation error (most probably
heads down), and the other was
concentrating his visual atten-
tion on a target of opportunity
during a low-altitude intercept
mission. Both aircraft impacted
rising terrain that their pilots
saw too late to avoid.

So, what’s a pilot to do?
First, recognize that in today’s
multirole fighter, giving pri-
ority attention to the right task

20

at the right time is the key to
basic survival as well as suc-
cessful mission accomplishment
(so what’s changed?). The first
priority is to maintain aircraft
control and an awareness of
where the aircraft is going. The
flight conditions (day/night/
IMC/VMC) will dictate whether
a visual, instrument, or com-
bined crosscheck is required.
The mission profile will deter-
mine the maximum time al-
lowable for executing mission
tasks in between crosschecks to
prevent collision with the
ground.

In modern fighters it is not
sufficient to just fly good in-
struments. To insure the num-
ber of landings equal the num-
ber of takeoffs, a pilot must be
able to accomplish the appro-
priate crosscheck and the mis-
sion tasks concurrently. Simu-
lator and flight profiles should
be designed to insure that a pi-
lot can do just that. They
should identify pilots whose
task prioritization is at the ex-
pense of aircraft control. The
objectives should be to develop
a pilot’s internal clock so that,
given a demanding mission sce-
nario, he can choose the critical
tasks and allocate an appropri-
ate time for less-important
ones.

Second, we all need to be
aware of the affects of fatigue,
a contributing factor in a ma-
jority of these mishaps. A pilot
is more prone to channelize at-
tention when he’s tired. It’s
easy to see that attempting to
accomplish a task-saturated
mission while fatigued or under
some degree of psycho-

physiological stress is just ask-
ing for trouble. History shows
us that flying when fatigued,
which produces fatal errors of
omission or commission, is not
limited to inexperienced pilots.
Supervisors with stars and
wreaths over their wings have
contributed their fair share to
fatal CWG statistics. With the
increased demands on their
time, they are perhaps even
more susceptible. We all need
to be aware of the symptoms
and effects of stress and fatigue
and to review them before and
during such unit commitments
as night flying, surges, and de-
ployments. Additionally, recog-
nizing and identifying the
wingman or flight lead who is
demonstrating signs of stress or
fatique may be critical to insur-
ing he’s present at the next
squadron meeting.

Finally, those of us with ex-
perience have the responsibility
to insure that task pri-
oritization is covered/taught
during mission briefs and
debriefs.

The importance of everyone’s
participation in this area of
mishap prevention and mission
accomplishment is aptly ex-
pressed in these few words: If a
pilot is killed, he takes with
him examples and advice from
everyone who touched his fly-
ing career. You may only get
one chance. oo
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~IGURE 1

rest requirement is a good
guideline for most flyers.

Circadian rhythm. The
amount of sleep may have less

~effect on performance than

'here in the usual sleep-wake
cycle a task is performed. If a
pilot rises three hours earlier
than usual, his difficulty “get-
ting into gear” could be more a
result of the early hour than
the amount of missed sleep.
This is the circadian effect, and
it can cause an individual to
adapt very poorly to a schedule
change.

Figure 1 plots the cyclic
nature of three physiologic
parameters of an individual
who normally sleeps from mid-
night until 8 o’clock.

Serum cortisol is a hormone
related to waking up, and in
this individual it peaks around
8 or 9 in the morning. His per-
formance normally peaks in
late afternoon and dips be-
tween 2 and 6 in the morning.

With no change in his sleep
cycle, if this pilot flies a 2-hour

rtie at 1 in the morning, the
itical landing phase will
occur right at the bottom of his

TAC ATTACK

normal sleep period,
no sleep occurs

performance curve. He might
feel great at takeoff and physi-
cally drained 2 hours later.

Work-induced fatigue.
Even with adequate sleep and
fixed duty schedule, aircrews
may experience fatigue during
demanding missions (low alti-
tude and air combat maneu-
vering are especially tiring),
extended sorties, or surge ex-
ercises. Several environmental
factors (see Figure 2) common
to tactical fighter operations
can increase fatigue even with
adequate crew rest.

FIGURE 2.

FACTORS CAUSING
WORKINDUCED
FATIGUE.

Excessive environmental tem-
perature or humidity

IFR conditions

Poor Quality of
communications

High workload

Vibration and noise

Poor accessibility or visibility
of cockpit instruments and

controls

The Prescription:

® Set a goal of getting at least
your usual amount of sleep be-
fore a mission. Avoid the trap
of shorting yourself on sleep
“just this one time.”

e Try to avoid shifting your
sleep schedule by more than
one or two hours a day when
flying late-night or early-
morning missions. If Monday
starts a week of 3 A.M. reports,
try to get up earlier than usual
on the preceeding Saturday and
Sunday.

® Family cooperation is cru-
cial in planning activities and
meals during periods of night
flying.

e Eat a high protein meal
early in the duty day to help
combat fatigue.

e Exercise daily. It helps fight
fatigue and also resynchronizes
circadian cycles when per-
formed early in the duty day.

® Avoid excessive alcohol and
caffeine; they both depress
sleep and increase the difficulty
in adapting to schedule
changes.

® Learn to recognize fatigue
in yourself and others. It can
be an insidious killer.

We all want to be winners.
But if we don’t use these
common-sense methods to avoid
fatigue, we may not be around
to enjoy the rewards. >
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WEAPONS WORDS

Unexplained gun jams
explained

When an F-16 pilot turned his Falcon off the
runway and onto the taxiway, the dearm crew told
him that the gun access door was unlatched. The
pilot thought that was strange because he hadn’t
experienced any problems with the gun and be-
cause the flight lead had looked his aircraft over
without comment during the bomb check after
the range work. After he’d taxied back to the
ramp and shut down, the pilot hopped out and
looked at the door himself. He could push it flush
with the fuselage, but the door had about an
eighth-inch play. So he wrote up the loose access
door in the AFTO 781.

Maintenance workers cleared the pilot’s write-
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up by replacing the door. But on the next mis-
sion, the gun wouldn’t fire. After landing, when
the maintenance workers returned, they dis-
covered that the gun had apparently jammed just
as the first pilot quit firing because he didn’t
suspect anything was amiss.

When the workers removed the gun from the
aircraft, they found the lower Clevis bolt had
about a half-inch horizontal play and the spring
pin (that’s supposed to keep the Clevis bolt from
rotating in the bracket that adjusts the gun’s ele-
vation) was broken. It looked like the gun may
have jammed because it wasn’t held securely in
place.

Then another Falcon came back with a jammed-__~
gun. When workers removed the gun from the
aircraft, guess what they found—its lower Clevis
bolt was also loose because its spring pin had
been sheared.

During a random check of six other F-16s on
the ramp, five bolts with excessive horizontal
movement and four bent or broken spring pins
showed up. Excessive vibration of the gun and its
ammunition during the feeding and chambering
processes may have contributed to previously un-
explained gun jams.

Keeping count

During a weapons training class at a small
arms range, one of the M-16 rifles that had been
adapted to fire .22 caliber ammunition kept
jamming. The fourth time it jammed, the instruc-
tor took the weapon and directed all the students
back behind the firing line while he worked on
the rifle. He removed the magazine and saw one
round in the chamber and a spent case also
caught in the chamber. As he tried to dislodge ——
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the brass, the round went off. Shavings from the
shell casing flew out through the magazine well
and cut the instructor’s hand.

The adapter that allows the cheaper .22 bullets
to be fired from M-16 rifles is a replacement
item; it’s supposed to be changed after 28,000
rounds are fired. This weapon had fired 52,917
times, and the range personnel were unaware of
the tech order requirement to replace it. With
that combination, it’s fortunate that all the rifles
weren’t having problems.

" They work better
with wings

During the past few months, several tactical
aircraft have returned from missions without the
bottom control wing on one of their captive
AIM-7 Sparrow missiles. The problem seems to
be the attaching hardware—although the wings
indicate that they are locked, in fact they aren’t.

Even though load crews and pilots check to
make sure the lock ring tangs are pointing to the
LOCKED position, and even though they tug and
pull on the wings before flight, the wings still
occasionally separate from the missile during
flight. Sometimes when they depart, they bounce
along the bottom of the aircraft, ripping the skin
as they go. Frustrating.

The contractor is evaluating an engineering
change proposal to improve the reliability of the
attaching hardware, but it may be a while before
we see the fix in the field. In the meantime, here
are three quick checks that may help insure the
bottom control wings’ security:

1) The tangs (colored in diagram) of the locking

~~ ings must indicate locked.

) A locked control wing should not give when
anyone momentarily pulls firmly downward,

TAC ATTACK

away from the missile body. Make sure the pull
is in line with the wing’s shaft, not cocked. Side
force in any direction may preclude discovering
an insecure wing.

3) The worker who initially installs the control
wing is the key player. We can all observe the
lock rings and tug on the wings; but the person
who installs the wing is the only one who can
hear an audible CLICK when the wing’s bearing
shaft properly seats in the missile’s inner race.
Without the click, the wing may not be staying
around for the next sortie.
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MAR

CLASS A MISHAPS
AIRCREW FATALITIES
TOTAL EJECTIONS

]
2
]
0

SUCCESSFUL EJECTIONS

TAC’S TOP 5 thru MAR 84

TAC FTR/RECCE TAC AIR DEFENSE

355 TTW 57 FIS
58 TTW 5 Fi5
4 TFW 48 FIS
37 TFW 318 FIS
87 FIS

TAC-GAINED FTR/RECCE [|TAC-GAINED AIR DEFENSEJ| TAC/GAINED Other Units
188 TFG (ANG)
138 TFG (ANG)
917 TFG (AFR) 119 FIG

114 TFG & 174 TFW (ANG) 107 FIG 84 FITS

112 TFG (ANG) 147 FIG 105 TASG (ANG)

CLASS A MISHAP COMPARISON RATE

(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)

182 TASG (ANG)
110 TASG (ANG)
USAF TAWC

177 FIG
125 FIG

JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC
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