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NATIONAL ADVISORY COMMITIEE FOR AERONAUTICS 

RESEARCHMEMCRANDUM 

ANANALYSIS OF THE TRACKINGPERFORMANCES OFTWO 

STRAIGHT-WINGAND l-540 SWEPT-WINGFIGHTER 

~SWPI!HFIZD SIGHTS INA 

STANDARDIZEDTFSTMANEUVER 

By George A. Rathert, Jr., Burnett L. Gadeberg, 
and Howard L. Ziff 

SUMMARY 

Standardized Qunnery tracking runs against a target airplane have 
been conducted with F-5lH, F8F-1, F-86A, end F-86E airplanes equipped 
with fixed gunsights. These tests were designed to document the tracking 
performance and, through statistical analysis, gafn a better understand- 
ing of the sources of tracking errors. The runs were made over the nor- 
mal operating range of altitude and Mach number of each airplane. 

For steady-straight snd steady-turn- flight the average standard 
deviations of the aim errors were small (1 to 3 mils) for aJl airspeeds, 
altitudes, and test airplanes, and increased only slightly with normal 
acceleration (except for the F-86 pitch-up range). In the transition 
phase between straight and steady-turning flight, the tracking with the 
high-performance swept-wing airplanes was inferior to that with the 
straight-wing airplanes. 

Power spectral densities of both aim wander and control-surface 
motions generally showed principal harmonic content at very low fre- 
quencies; secondary peaks which occurred around the airplanes' oscil- 
latory frequencies were comparatively small except for the swept-wing 
airplanes in the transition region. Wtthin the fairly wide ranges 
covered in these tests it appears that the airplane control-fixed dynamic 
chsracteristics have little effect on tracking performance. 
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INTRODUCTION . 

The problem of.determining what stability and control character- 
istics are required of an air-plane to insure that it will be an effective 
gun platform usually has been simplified to one of meeting the appro- 
priate service's flying-qualities specification. These requirements 
need more critical examination for operations at high-speed and high- 
altitude where dynaml'c stability is decreased, more sensitive and power- 
ful controls are used and considerably more complex fire-control systems 
sre being matched to the airframe and pilot. 

The influence of 'airplane &aracteristLcs on gun-platform suita- 
bility is being studied by the NACA in a series of flight investigations. 
These tests are to provide statistically significant data on the tracking 
performance of pilots using existing airplanes, identify the principal 
sources of aim wender, and isolate the effects of the significant charac- 
teristics of the airplane, either by comparison of data for different 
airplanes or by use of airplanes modified to vary the desired pa&meter 
in flight. In addition to providing design data, the tests are directed 
toward clarifying the relationship between quantitative tracking per- 
formances and the existing flying-qualities specifications which are 
principally derived from pilots' opinions. 

This report presents the initial study, the trac.kLng performance of 
typical fighter airplanes with fixed gunsights. The types of airplanes 
tested afford two comparisons of p'axticulax interest: that between 
typical World War II.and currently operational fighters of greatly 
increased speed and altjtude, and that between conventional and irre- 
versible power-boosted controls- with artificial feel, both installed on 
the same airframe. 

Related tracking studies on different airplanes and different 
tracking problems are presented in reference8 1, 2, 3, and 4. The 
application of experimental techniques and the methods of data analysis 
used,in this report have been materially assisted by the-discussions in 
references 1, 5, and 6. 

-- 
- 

NOTATION 

AZ ratio of the net aerodynamic force along the airplane z axis 
(positive when directed upward as in normal level flight) to 
the weight of the airplane 

f, frequency, cps 

@; acceleration due to gravity, 32.2 ft/sec2 
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M 

n 

TAz 

TT 

X 

Y 
. 

5? 

T 

E 

QX 

=Y 

(3-'?1= 

free-stream Mach number 

number of observations 

time interval during the gunnery run when the normal-acceleration 
factor is &anging rapidly from lg to the final steady-turn value 

total time interval in the transition from steady-level to steady- 
turning flight during which the aiming accuracy is disturbed 

tracking error ti yaw, that is, the component, about the airplane 
normal axis, of the angular distsqce from the line of sight to 
the target, mils & 

\r tg+4- 
4 & CcCd'G ,c 1 MfL, 

tracking error in pitch, that is, the component, about the standard 
airplane lateral axis, of the angular distance .from the 1-e of 
sight to the target, mils 

bias error in yaw, that is, the algebraic mean, over the desired 
portion of the test run, of the tracking errors in yaw, xx 
Dl.ilS ii' 

bias error in pitch, that is, as above, 'y mils 
n' 

radial tracking error, Jm, ml18 

standard deviation or aim wander of the tracking error in yaw, 
that is, the root-mean square, over the desired portion of the 
test run, of the differences between the tracking and bfas errors 

in yaw,pZ, mils 

standard deviation or aim wander of the tracking error in pitch, 

as above, )ii, ltlilB 

TEST EQUIPMFJT 

Airplanes 

The test airplanes, figure 1, were all single-engine, single-place,. 
low-wing fighters. The two typical World War II fightera (the F8F-1 and 
F-51H) were propeller driven and had straight wings; the two more recent 
high-performance fighters (the F-86A and F-86E) were jet propelled and 
had 35O sweptback Wings. Pertinent specifications are listed in table I; 
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additional photographs and drawings may be found in reference 7 for the 
F-51H and the F&F-l, and in reference 8 for the F-86A. The F&E was not 
listed separately since the A and E models are alike insofar as the 
specifications appearing in the table are concerned; the only differences 
between the two lie in the control-surface actuation systems. 

The F-86A has a conventional cable and linkage system, with the 
addition of a hydraulic boost for the ailerons and elevators to reduce 
the stick forces. The stabilizer and elevator are conventionally 
arranged, except that the entire stabilizer can be actuated electrically 
to provide longitudinal trim. The F&E, on the other hand, has a 
completely irreversible hydraulic system to actuate the ailerons and 
horizontal tail and, therefore, also has an artificial feel system 
incorporated in order to provide normal stick-force feel to the pilot. 
Normal-acceleration stick forces exe provided by a bobweight; control 
hinge-moment stick forces are simulated by automatically positioned bun- 
gees; and too-rapid motions of the stick are prevented by a stabilizer- . 
rate damper. The elevators and movable stabilizer are linked together in 
such a fashion that they are jointly, but differentially, operated by the 
control stick (known as a controllable tail or flying tail). The 
kinematics of these two systems are compared in figure 2. The rudders 
on both airplanes are mechanically actuated in a conventional manner. 

- 

In order to provide targets of comparable performance and turning 
ability to the tracker, the F-522 and F8F-1 airplanes served as targets 
for each other and the F-86A and E airplanes were similarly paired off. 

Gunsights 

A fixed optical gunsight (U.S. Navy Mark 8 Mti 5) was installed in 
the cockpit of each of the airplanes, as shown in figure 3. T+is type 
of sight projects the image of a reticle on a small glass plate mounted 
on top of the sight. Figure 4 is the picture the pilot sees looking 
through the glass plate. The advantage ofthistype of sightisthe 
elimination of pilot-position parallax - that is, the pipper appears to 
be fixed in relation to a distant object, regardless of the position of 
the pilot's head. The sights were installed with the sight line elevated 
35 mils above the airplane thrust axes so that the tracking airplane 
would not be operating in the wake of the target. 

Instrumentation 

A 16-millimeter, electrically driven, motion-picture camera_(GSABl 
was mounted on each gunsight in the manner shown in figure 3. By use of 
a right-angle prism the body of the camera was placed outside one 

. 
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pilot's line of vision but the scene recorded was that which the pilot 
saw. The cameras were loaded with Kodachrome film and were set at f/ILL 
and 1.6 frames per second. Color film was used because it was found to 
be easier to read than black-and-white film under the widely different 
exposure conditions encountered in flight. 

Standard NACA recording instruments were provided to measure air- 
speed, altitude, normal acceleration of the center of gravity, and the 
position of each of the control surfaces. However, the Mach number and 
normal-acceleration factors used throughout this report are the nominal 
quantities noted by the pilots from indicating instruments installed in 
the cockpits. These were found to be accurate enough for the purposes 
of this report. 

PiloGs 

In any evaluation of tracking performance where the pilot is part 
of the control loop, it is apparent that the pilot is not only the most 
important part of the test equipment but contributes very materially to 
the quality of the test results. It is, therefore, considered desirable 
to identify the pilots participating in the present tests (labelled as 
11 'I A , "B", and "C" in the description of test conditions and the test 
results) and present brief s ummaries of their flight experience. 

Pilot '*Art.- Rudolph D. Van Dyke, Jr. His flight experience, which 
began in 194-0, was as follows: trained as a U. S. Navy carrier pilot, 
two years and 2ooO hours flight time as instrument flight instructor, 
three years and1200 hours flight time as carrier fighterpvtith 
170 hours actual combat time, seven months and 300 hours airline=copilot 
experience, five years and 2000 hours as research pilot, of these 270 
hours in jet aircraft, total flight time 5800 hours. 

At the conclusion of the present tests this pilot was sent to the 
3525th Aircraft Gunnery Squadron at Nellis Air Force Base, Las Vegas, 
Nevada, for indoctrination and a calibration of hfs performance in actual 
air-to-air gunnery firing tests in cmison with average U. S. Air 
Force pilots. He was rated above average when compared with experienced 
U. S. Air Force fighter pilots. 

Pilot "B".- George E. Cooper. 
in l&j, was as follows: 

His flight experience, which began 
trained as U. S. Army Air Corps fighter pilot, 

five months, 3Ml hours, as instructor in fighter-type aircraft, one year 
in combat theater as fighter pilot with 250 hours actual combat time, 
seven years and 2ooO hours as research pilot with 400 hours in jet air- 
craft, total flight time 2800 hours. 

R . 
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Pilot "C".- Donovan 
in 1942, was as follows: 
in combat theater - none 
a period of three year8, 
students for CAA private 
reserve flying - fighter 
pilot, total flight time 
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R. Heinle. His flight experience, which began 
trained as U. S. Navy Aviation Cadet, 50 hours 

of which was air-to-air gunnery, 620 hours over 
one yew and 225 hours as instructor for primary 
license, twenty months and 170 hours time 
training, six months and 3-35 hours as research 
1200 hours. 

TESTS 

It was decided that, for each test run, a standard repeatable 
maneuver should be performed so that (1) as many flight conditions as 
possible, such as Mach number, altitude, and normal acceleration, could 
be kept reasonably constant for purposes of comparison, and (2) statis- 
tically significant amounts of data could be obtained in reasonable 
amounts of flight time at the selected flight conditions. 

The standardized test maneuver chosen is sketched in figure 5. The 
target airplane began the run by flying straight and level at the desired 
altitude and Mach number, with the tracking airplane approximately 1,000 
feet behind, and offset lC0 mils to either left or right. After a few 
seconds, the tracker swung toward the target and began to track in 
straight lg flight. After flying straight and level for roughly 35 to 
40 seconds, the target airplane (with no prior warning and as rapidly 
as possible) began a constant-g turn to either right or left and held 
this turn for approximately 35 to 40 seconds. The standard gunnery run, 
therefore, consisted of a transition portion ending in straight and level 
flight; a straight and level portion; then a transition to steady- 
turning flight; and finally a steady-turn portion. 

Altitude was maintained during the lg portion of the run, except at 
the highest Mach numbers. During the turns, only enough altitude to 
maintain constant Mach number was lost. (No more than 4000 feet of 
altitude was lost in any one record interval.) The range was kept as 
close to 1000 feet as possible throughout the maneuver. The aiming 
point on the target was the in the "ase of the&.- 
propelled aircraft and the intersec the stabilizer and vertical 
fin in the case of.the propeller-driven air&aft. 

The test program consisted of the conditions of Mach number, normal 
acceleration, and altitude listed in table II. As noted in the table, 
most of the program was completed by each of two pilots, and the F8F-1 
and F-51.E portions were repeated by a third pilot. The tests were con- 
fined to the normal operating ranges of normal-acceleration factor below 
the buffet boundaries, except for a few specified test points on the 
swept-wing airplanes. The ranges of pertinent flying qualities covered 
by the test conditions, longitudinal stick-force and gearing gradients 

_- 
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and lateral-directional period and damping, are shown in figures 6 and 
7, respectively. The appropriate service spectiications from reference 
$3 are included. 

AU of the test data were obtained in smooth-air conditions that 
were considered by the pilots to be typical of the majority of flight 
ttie at the test altitudes. 

DATA REDUCTION METHODS 

.- 
L The gunsight-camera film was assessed on a projection-type film -. 

reader. A movable retfcle calibrated in mils was placed directly over 
-m the image of the gunsight reticle tith the origin coincident with the 

Smage of the gunsight pipper, and the distance from each of the movable 
reticle axes to the aFming point on the target was read off Wectly in 
mils. 

? 
This procedure was repeated for every third frame of the camera 

recor . The film speed was 16 frames per second. The aim errors were 
then plotted against time, as typified in figure 8. This figure shows 

o 

both the aim errors and the tfme history of normal acceleration of the ; 

tracking airplane. & 

By visual inspection and comparison to the AZ time variations, c- 
each of the aim-error ttie histories was divided into four sections, as 2 

m shown in figure 8. The example is typica In that determining the 
, : interval TT often required personal judgment. The aim errors for ;j. 

each section were then defined by the algebraic mean, hereafter called 
-.' the bias error, 2 L 

and the standard deviation from the mean, hereafter called the aim 
wander, ,' 

The errors were expressed in rectangular coorddnates (pitch and 
yaw) instead of polar coordinates in order to associate them with a 
particular airplane control. function and in angular measure (mils) in 
order to mdnimfze the effects of range. 

- The mean and the standard deviation have been used since afm errors 
. would be expected to follow a random process and show a Gaussian dis- 

tribution. Probability plots of the aim errors typified by ffgure 9 
indicate a reasonable agreement tith the Gaussian distribution; thus, 
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it can be assumed that the aim error will be within plus or minus one 
standard deviation of the mean ~slue for 68.4 percent of the time. 

The predominant frequencies present in the aim wanders and the 
control-surface motions were determined by computing the power spectral 
density, a function representing the power or relative contribution of 
a single frequency to the whole. The significance of this quantity end 
its usefulness ti gunnery analysis are discussed in references 1 and 5. 
Because the data obtained in the present investigation had a relatively 
short time base and were read at discrete intervals of time, the sta- 
tistical methods of calculating the autocorrelation functions and power . 
spectral densities presented in reference 6 were used. CTtations 
were carried out with the aid of an IBM electronic computer. In view 
of the detailed treatment in reference 6 further discussion here is \ 
mitted. 

For the steady-straight and steady-turn portions of the test runs, 
sufficiently long continuous records were obtained to make the analysis 
valid for both of the frequencies predominant in the aim-wander data. 
For the transition portions, which in most cases lasted for only 5 to 
15 seconds, statistically significant lengths of records could be 
obtained only by adding graphically in series the data from several 
transitions. 

or Three phases of the aim-wander measurements have been investigated 

A 
for accuracy. Since the pippers were l-112 to 2 mils wide end the aiming 
points (tailpipe exits) as much as 2 mils in dismeter, there was a 

Y 
definite limit on the size of aiming error which was apparent to the 
pilot and resulted in corrective action. 

I. 

Repetitive experiments at 
different ranges indicate that the pilots allowed the center of the 
pipper to drift a maximum of l-ml1 radius from the center of the aiming 
point without considering a tracking error to exist. The aim errors on 
individual frames of the gun-camera records were read with a similar 
accuracy, *1 mil. In order to check the accuracy of the aim-wander cal- 
culations, one 45-second length of film was completely analyzed twice. 
The difference between the two resulting aim wsnders was only 0.3 mil. 

.-. 
RESULTSABDDISCUSSION 

The analysis consisted of the determination of the bias errors and 
the aim wanders and the identification of the sources of the aim wander 
by means of power spectral densities. This has been done for three con- 
ditions of normsl acceleration: (1) steady-level flight and (2) 

%!he adaptations of these methods to IBM computing machinery were devel- 
oped by Dr. W. A. Mersman of Ames Aeronautical Laboratory, Electronic 
Computing Machine Section. 

. 
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constant-acceleration turns, which were analyzed together, and (3) 
transition regions wherein the normal acceleration was undergoing rapid 
unidirectional changes. 

Level Flight snd Constant-Acceleration Turns 

AgL54fl 
Bias errors.- !lIhePaerrors in level flight and constant- 

acceleration turns are not presented in this report since no significant 
trends were discovered. The data are summar ized by airplane in-the 
following table: 

I Airplane I Gerage I yaverage I 

F-51H -0.2(-1.2 to 0.6)~ 0.5(-0.5 to 1.8) 
F8T-1 0.4(-0.4 to 1.4) 1.6(0.1 to 3.9) 
F-86A o-6(-1.3 to 2.2) 2.6(0.6 to 4.7) 
F-86E -0.4(-2.1 to 0.7) 0.8(-1.1 to 2.9) 

aWherever averaged data sre compared, the amount 
of scatter present has been indicated by plac- 
ing in 'parenthesis the range of values which 
include 90 percent of the observed data, thus, 
-%verage = -0.2 with 90 percent of the test 
points falling between -1.2 and 0.6. 

The averaged errors vary from -0.4 to&6 mils with the median value 
near&mil. Since the gunsight pi= and the afmfng point are 2 mils 
wide, the errors are probably within the limit of the pilots' ability to 
perceive when error is large enough to require correction. For this 
reason th&?i%% error data sre considered not to reveal anything sig- ?? 
nificant about the flying qualities of the test airplanes. 

Aim wander.- Plots showing the variation of the aim wander with 
7 normal-acceleration factor at noted Mach numbers and altitudes are 

presented in figures 10 through 13 for each airplane and pilot. When 
the possible effects of flight conditions or pilots are considered, the 
measured aim wanders are seen to be small, 4 mils or less, under alJ. 
conditions tested, except for the two F-86 airplanes (figs. 12 and 13) 
at normal accelerations above the normal operating range, that is, above 
the buffet boundary where the airplanes were in a partially stalled con- 
dition. Within the normal operating ranges, however, even the variations 
of aim wander tith normal acceleration sre small and are less than that 
indicated by the empirical formula suggested in reference 10. There were 
no significant differences in the tracking abilities of the three test 
pilots, despite the fairly wide range of actual flying experience. 
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Since the effects of flight conditions and pilots can be neglected, 
the following table summarizes the complete averages by airplane: 

I 
AA-plane 

I Xwerage I uYaverage 

F-5LB 
F8F-1 

1.6 (0.7 to 2.7) 1.3(0.5 to 2.4) 

F-86A 
IL.9 (1.0 to 3.0) 1.6(0.9 to 2.7) 

F&E 
2.6 (1.1 to 5.2) 2.7(l.O to 4.2) 
2.6 (1.0 to 4.3) 2.5(o.g to 4.5) 

The aim wanders for the two World Wsr II fighters are somewhat less than 
those for the high-performance fighters; however, the values for all four 
airplanes are of the order of magnitude reported in references 2 and 3 
for the F9F-2 and F2H-2 airplanes. It is also appsrent that the results 
for the F-86A and E sre quite similar, indicating that the difference 
in control systems between the conventional power-boosted elevators with 
stick-force feedback and the irreversible flying tail with artificial 
stick-force feel did not affect the pilots* ability to track. The com- 
psrison is of tracking performances; differences in pilot effort or 
pilot opinion were not evaluated. 

The foregoing data indicate that the tracking performsn ce under 
steady-state conditions is satisfactory within the range of flying 
qualities represented by the four test airplanes at their normal oper- 
ating conditions of airspeed and acceleration. The ranges of pertinent 
flying qualities covered were presented in figures 6 and 7. For a com- 
psxison with the aim wanders shown, the ddewi-tYPIC&I 

No additional data at flight conditions beyond the normal operating 
ranges could be obtained on the F-5lH and F&F-l airplanes since, as 
inferred from reference 12, the build-up of buffet intensity above the 
buffet boundary is so rapid that there is no appreciable operating 
msrgin between the buffet boundary and the flight-test limits. The 
F-86 airplanes, on the other hand, could be operated above the buffet 
boundary where they were subject to buffeting, lateral unsteadiness 
(either a mild roll-off or a tendency to overcontrol laterally), and a 
longitudinal instability or pitch-up problem which is discussed in 
reference 8. Certain of the test points in figures 12 and 13 are marked 
to indicate where these or other problems were encountered according to 
the pilots' notes. 

It is obvious that the flying qualities in this psrtially stalled 
regime critically limit the gun-platform effectiveness. The test points 
in figures 12 and 13 which exceed 4 mils reveal that encounters with the 
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slipstream, stalls, and varying degrees of pitch-up contributed the most 
to the aim wander. In general, the occurrence of buffeting and lateral 
unsteadiness either alone or together did not cause the aim wander to 
exceed 4 mils although, in the case of the lateral unsteadiness, records 
of the aileron movements support the pilots* opinion that they had to 
work significantly harder. 

Attempts to obtain more data at higher normal accelerations in 
fully developed pitch-ups were unsuccessful and at times resulted in aim 

- errors Urger than the field of view of the csmera (100 mils), indicating 
that the pitch-up introduces such gross errors that tracking is impossi- 
ble. Further, in this case the provision of an irreversible control with 
artificial stick-force feel was not a satisfactory solution to the prob- 
lem from a gunnery standpoint since tracking was impossible with either 
the conventional tail or the flying tail, despite the pilot preference 
for the latter in the pitch-up regime. 

Power spectral densities.- The principal frequencies present in the 
steady-state aim-wander time histories can be determined from the typical 
power spectral densities presented in figures 14(a) through 17(a). Each 
of the aim-wander spectral-density curves has two predominan t peaks, the 
lower frequency generally being of higher power or greater significance. 

The sources of these two significant frequencies are readily iden- 
tified. By comparison of the aim-wander curves with the corresponding 
control-motion curves presented in the (b) part of each figure it is 
seen that the lower frequency, 0.1 to 0.2 cycle per second, is of the 
same order of magnitude as the rate at which the pilot operated the 
control surfaces. The higher frequency, 0.7 to 1 cycle per second, 
corresponds fairly well to the short-period-oscillation frequencies of 
the airplanes, if allowance is made for the sensitivity of the airplane 
periods to control-surface motions and shifts in the center-of-gravity 
positions.which were present in the gunnery tests. 

In general, the relative power of the short-period frequencies is 
much less than that of the lower frequencies (of the order of l:lO), 
and it is concluded that the airplane dynsmic chsracteristics have little 
effect on the aim wander under the test conditions. This appears to be 
true whether the short-period oscillations are well or lightly damped. 
Figure 7 shows that the dynsmic characteristics investigated include 
those that would be rated unsatisfactory by current U. S. Air Force 
requirements (ref. 9) and were regarded as unsatisfactory for formation 
or instrument flying by the pilots in the present tests. Since the 
tracking was satisfactory under these conditions, it appears that dynsmic- 
stability flying-qualities specifications required to obtain gun-platform 
effectiveness would be less severe than those already imposed for other 
types of flying. The range of lateral-directional oscillatory charac- 
teristics covered here has been greatly extended by similsr tracking 
tests with an airplane equipped so that the pilot could vsry period, 
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damping, and roll-to-yaw ratio and could introduce standardized rough 
air. The results are discussed in reference 13. 

Some exceptions where the short-period frequencies become prominent 
can be noted for the F-86 airplanes , particularly the F-86E in figure 
17(a). The two conditions of interest are at 0.97 and 0.70 Mach number 
at 35,000 feet. At 0.97 Mach number the wing-dropping phenomenon 
described in reference 14 occurred. The power spectral densities in 
figures 17(a) and (b) clearly show an increase in the relative amount 
of aileron-control motion and a cprrespondingly greater excitation of 
the short-period frequencies in the yaw aim wander. The similar tend- 
ency at 0.70 Mach number is ascribed in the pilots' notes to a strong 
lateral overcontrolling tendency, a control sensitivity problem at that 
condition. It is emphasized, however, that the aim wanders for both of 
these conditions remained below 4 mils, as shown in figure 13. 

Of additional interest is the much greater relative use of the 
rudder control on the World War II fighters, figures 14(b) and 15(b), 
compared with the available data for the F&A airplane, figure 16(b). 
Again, there is a correlation with pilot opinion in that apparently 
very little use of the rudder is attempted where the effectiveness is 
reduced and the directional damping is low. 

Since the predominant frequency present in the aim wander corre- 
sponds to that of the pilot-applied control-surface movements, several 
questions for further research arise. Of particular interest would be 
investigations of the effects of piloting technique or gunnery-training 
methods and such characteristics of the control system as sensitivity, 
stick gesring, force gradients, centering, and friction. However, the 
summary plot of longitudinal-control chsracteristics, figure 6, indi- 
cates that some of the flying qualities which yielded satisfactory 
tracking during these tests are rated unsatisfactory for other types 
of flying. A further question would be the validity of the present 
conclusions when methods of target presentation other than direct visual 
sighting are used. 

Transition Region 

If it is assumed that the attacking airplane has a fire-control 
system which can respond to the tracking signals quickly enough, air- 
to-air combat may require satisfactory tracking under conditions of 
rapidly changing normal acceleration as well as the steady-state con- 
ditions discussed in the preceding section. Although the problem of 
evaluating all probable evasive maneuvers with significaut and repeat- 
able flight tests is obviously formidable, some significant data on the 
tracking performance under such conditions can be obtained by examining 
the transition region of the gunnery run used in the present tests. 

t 
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The transition region is defined as the period during which the 
tracking performance is disturbed due to the change from steady wings- 
level flight to steady-turning flight. Figure 8 iLLustrates typical 
transition-region aim errors in relation to the time history of the J i 

J 

normal acceleration of the tracking airplane. q -* +.)a&&&~ 

g performance 
im'wanw. Additional 

on times may be 
tolerated 5f accompanied by small aim errors, and very large errors may 
be tolerated if present but for a short time. Since the steady-state 
results indicated that the pilot differences were not significant, data 
sre presented for pilot "A" only. 

Transition time.- The total time in the transition region is 
defined as 

TT = T, + T 
% 

+ T3 

where T, is the time durtig which sighting disturbances are Intro- 
duced, due to the initial rolling of the tracker before the normal 
acceleration begins to change; T 

ez 
is the '*maneuvering time" during 

which the normal acceleration is changing; and T, is the time after 
the normal acceleration has reached its final value, during which resid- 
ual oscillations are present in the aim wander. 

Two transition-time parameters are presented ti figure 18: the 
total transition time, TTI and the ratio of total to maneuvering times, 
TT/Th l The ratio of TT/T% is a compsrison of the extent to which 

the airplane characteristics~lengthen the time in which tracking is 
disturbed beyond the time actually required to maneuver. A value of 
T /T T ez- 

- 1.0 represents no increase in time during which the sighting 

is disturbed due to the airplane ctiacteristics. 
Of T$ and TT/TA, 

The averaged values 
are summesized by airplane in this table: 

* 

Airplane 
I TTaverage 

F-5LB 10.5(4.0 to 18.5) 
F8F-1 10.8(7.3 to 14.0) 
F-86A 14.3(8.3 to 24.0) 
F-86E lLl(5.7 to 19.0) 

(TT/TAz) average I 
2.2(1.1 to 5.0) 
2.2(1.2 to 3.6) 
3.5(x.5 to 6.4) 
2.7(1.5 to 4.2) 
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Although there is some variation between airplanes, it is apparent that 
the scatter is too large to justify comparing tracking performancea on 
a time basis alone. The scatter is attributed both to actual differences 
in the experimental results and the difficulty in consistently judging 
the time T, from the recorded data. 

&B.hors .- The bias errors within the total transition time OTT 
are presented in figure 19 and summarized by airplane as follows: 

IWkel Xaverage I Taverage 1 

F-51H -0.2(-1.5 to 1.2) 1.4(-0.2 to 3.0) 
F8F-1 -0.3(-2.0 t0 2.2) 2.2(1.0 to 4.1) 
F-86A o.o(-2.4 to 3.1) 2.4(-0.5 to 6.4) 
F&E o.o(-3.3 to 1.6) l.o(-1.9 to 3.5) 

The average values varied from -0.3 to 2.4 mils with the median value 
near l/2 mil. Except for'the larger amount of scatter, these data sre 
considered comparable to the steady-state values and subject to the 
discussion presented in that section. This result may be considered 
surprising and the probable reasons for it deserve scrutiny. 

For a fixed, noncomputing sight the prfmary source ofbias error 
in the transition to turning flight would be expected to be lag in 
tracking. Several factors tend to minimize such lag in the present 
tests. The human pilot is able to detect the initial rolling movement 
of the target prior to the time the target develops normal acceleration 
and moves away from the pipper. With this warning before an actual 
error appears he can be ready to keep the error small by skidding the 
tracking airplane or turning it more rapidly at first untfl his own 
acceleration builds up. Also, in these partic- tests the tracking 
and target airplanes had quite similar performance and maneuverability 
characteristics. The further fact that the sight line was elevated 35 
mils above the thrust line to minimize the effects of the target wake 
also may have contributed to reducing the lag since with sn elevated 
sight line a small yaw correction can be made very quickly by rolling. 
The net effect of this elevation on the over-all tracking performance 
in not known, however, and may merit further study. 

Another important factor in the small bias errors observed is 
believed to be the pilot technique, particularly the choice between 
abrupt and rapid error corrections or slow and smooth control motions to 
avoid exciting airplane oscillations. The latter technique has been 
recommended in pilots' handbooks for the operation of disturbed-reticle 
computing gunsights. 



3T 
HACA BM A53Bl2 15 

L In the present tests which involve fixed sights only, the pilots 
chose to reduce the sfgnificant errors or pipper displacements as 
abruptly as possible without being concerned about the airplane oscil- 
lations. In the opinion of the NACA pilots this choice of test tech- 

\ 
nique merits emphasis when evaluating relative tracking performances 
using a fixed-reticle sight, particularly in tracking with airplanes 
having lightly damped oscillatory motions and sensitive control systems. 

Aim wander.- The aim wanders for the transition period TT are 
shown in figure 20 as functions of the final normal acceleration. The 
values averaged by airplane and their ratios to the steady-state values 
tabulated on page 10 are: 

Transition region Transition 
Airplane steady state 

'lcaverage 'yaverage =X average =Yaverage 

F-51-H 2.2(1.2 to 3.0) 2.0(1.2 to 3.4) 1.4 1.5 
F8F-1 2.6(1.2 to 4.0) 2.3(1.3 to 3.6) 1.4 1.4 
F-86A 5.4(i.g to 8.7) 6.1(2.6 to 7.4) 2.1 2.2 
F-86E 4.5(1.7 to 7.3) 4.3(1.7 to 7.9) 1.7 1.7 

The average transition aim wanders are significantly larger than the 
steady-state values by a factor of 1.4 for the World War II ffghters and 
1.7 to 2.2 for the F-86A and F-86E. The probable source of the increase 
in aim wander will be scrutinized by means of the power spectral den- 
sities of the errors. 

Power spectral densities.- Figures 21 through 24 are typical power 
spectral densities for the aim wander and control-surface motions during 
transition periods. As explained in the section on data reduction 
methods, it was necessary to add, in series, data for several transition 
periods in order to provide a significantly long time interval. 

By comparison of these data with figures 14 through 17 it can be 
seen that in the case of the F-86 airplanes, the frequencies of the 
order of the short-pericd oscillations of the airplane contribute a 
significantly larger portion of the total aim wander for the transition 
region than for steady-state conditions. Since the portion contributed 
by the frequencies of the control-surface motions remains unchanged, it 
is concluded that the relative increase in total aim wander is probably 
caused by increased excitation of the short-period oscillations of the 
airframe. 

Discussions with the pilots have indicated that, as compared to 
the steady-state conditions, the turn entry requires additional con- 
centration by the pilot on gross errors and more manipulation of the 
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control surfaces. It is believed that this increased amount of control 
movement is responsible for the greater excitation of the short-period 
oscillations. 

Tracking-performance criteria.- The task of discriminating between 
transition tracking performances has been greatly simplified for the 
present tests by the fact that the differences in the transition times 
were small and in the bias errors negligible; therefore, the aim-wander 
data discussed previously were used to convey and explain nearly all the 
differences in tracking. Since this will not always be true, particu- 
larly for tests of computing sights or automatic guidance systems, it 
is desired to combine the preceding data and re-present them in forms 
which will be more useful for making general comparisons. 

The most general basis for discrimination under transient con- 
ditions would be total time and total radial error. One expression of 

this type, the "integrated-square error" ,,' s2dt, has been suggested 
in reference 15 for analyzing transient responses in automatic guidance 
systems. This expression is presented as a function of final normal- 
acceleration factor in figure 25. The following table summarizes the 
values for all the runs averaged by airplane: 

TT 
s 

I 
Airplane Bdt 

0 ,. 

F-5lE 124 (34 to 257) 
F8F-1 181 56 to 427) - 
F-66A t 1002 135 to 2722) 
F&E 4% (91 to 1303) 

To permit comparisons of total errors between transition and steady- 
state conditions, it is necessary to use the mean value of the above 

2 expression, e =L 
s 

TT 

TT o 
e2dt, or the more familiar rms error, J- 

a E , 

presented in figure 26. The following table presents a ccmparison of 
the rms errors under-both transition and steady-state conditions aver- 
aged by airplane for all of the test runs: 
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r 

Airplane 
rms error =~!~ 

Steady state" Transition Transition 
steady state 

F-5X 2.5 (0.8 to 4.0) 3.1 (2.1 to 4.4) 1.2 
F8F-1 2.9 (1.3 to 4.8) 3.8 (2.6 to 5.5) la3 
F-&A 4.5 (2.4 to 7.1) 7.4 (4.6 to 15.5) 1.6 
F-86E 3.7 (1.3 to 6.7) 6.2 (3.5 to 12.3) 1.7 

'Since no basis for limiting the time was available for steady- 
state conditions, the rms errors were arbitrarily determined 
for TT = lo-second time intervals over a representative range 
of test conditions. 

The ratios between the steady-state and transition values agree reason- 
ably with the comparison of aim wanders tabulated on page 15, as would 
be expected in the absence of significant bias errors. 

The integrated-square-error expression has some disadvantages for 
the problem of most interest in this section, the dfscriminatfon between 
airplanes in the transition region. It weighs as undesirable the error 
squared over the total time TT. This means that in a given compsrison, 
the tracker may be penalized for differences in maneuvering time 

T% ' 
which result from increased flight-test speeds, nonstandard target 
behavior, and errors in range, factors which are difficult to control 
in an experiment and are not attributable to the tracker as liabflities 
for the present purQoses. For this reason a Q of merit") 

F.M. = 100 

has been devised specifically to compare configurations with different 
stability and control characteristics. It combines the two desirable 
chsracteristfcs of low aim error and minimum time in which sighting is 
disturbed; however, the effects of the length of the maneuvering time 
are removed by the use of averaged errors and the time-ratio parameter. 

The values of this expression are presented in figure 27. A lsrge 
value of the figure of merit is favorable. The summsry by airplane 
follows: 
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Airplane F.M. 

F-5l.H lg.0 (8.2 to 38.5) 
F8F-1 16.0 (5.7 to 27.5) 
F-86A 6.6 (1.5 to 15.9) 
F&E 8.1 (3.1 to 17.1) 

There is a significant distinction by a factor of 2 to 3 between the 
tracking performance of the World War II fighters and the more recent 
high-performance fighters which correlates well with the pilots' opinion 
for this condition. The relatively poor tracking of the high-performance 
fighters under transixon conditions apparently ats rroB!'YZG?3arger 
aim wanders which in the discussicK?Z the power spectral densities were 

,attributed to increased excitation of the short-period oscill.atlolLg of 
the airframe caused bv control movements. 

Reliability of Data 

Several factors are present in any collection of statistical data 
relating to tracking performance which raise questions as to the validity 
of any conclusions that may be drawn. Among these factors are the effect 
of different ranges, the repeatability of the data, snd the effect of 
pilot learning during the time that the test results were collected. 
It will be shown that the variations due to these factors are all small 
end within the normal scatter of the data (excluding those cases where 
serious flow disturbances were reflected into the test data). 

Effect of range.mTral runs were made at various ranges, 35,000 
feet altitude, 0.87 Mach and 2g normal acceleration. The 
resultant aim wanders are shown fare 28 as a function of the range. 
The flat central portion of the curves (from 800 to 1600 ft) includes 
the scatter in the ranges used to collect the data previously discussed. 
It is thus apparent that the variation of range had but a very small 
effect on the data. It should be emphasized that the pilots attempted 
to track a point target on the target airplane regardless of range. 
One factor in the increase in the aim wander at very short range was due, 
according to the pilots' report, to immersion in the wake of the target 
airplane. 

Repeatability of the data.- Since each different steady accelerated 
turn was preceded by a lg level flight run, a considerable number of 
the latter data are available for use in =sessing the repeatability of 
the data. These results are summarized in figure 29. The scatter in 
the aim wanders at a given condition is of the same order of magnitude 
as the over-all variations with changing flight conditions for steady- 
state flight. 
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Pilot learning.- An attempt was made to determine the effect of the 
pilot learning to accomplish his task during the course of the tests. 
This was done by repeating, late in the test program; runs that hetd been 
taken early in the program. The results of these runs sre listed in 
table III. The variations are within the normal scatter of the data, 
and it was concluded that the pilotal ability did not change signifi- 
csntlyduring the course of the test program. 

. 
<-- 

CONCLUSIONS 
.- 

- A study of the air-to-air tracking performances of two typical 
World War II and two swept-wing fighter airplanes in smooth air using 
fixed sights and visual target presentation has indicated that: 

1. The bias (mean) errors were not significant either under steady 
or rapidly maneuvering conditions. The average values varied from -0.4 
to 2.6 mils; the median value was l/2 mil. 

2. Within the normal flight operating conditions of airspeed and 
acceleration in steady level flight and constant-acceleration turns, 
there were no m&ant variatiQILs of aim wander (standard deviation 
from the mean) with n,c 
pilots. Ths averaged'szm -2 
ballistic dispersion of a single W-caliber :macnmigLnl (2 to 3 mfls): 

F-5l.E 1.6 1.3 
F8F-1 1.9 1.6 
F-86A 2.6 2.7 
F-86E 2.6 2.5 

Power spectral densities of both the aim wanders and the control-surface 
motions generally showed principal content at low frequencies (0.1 to 
0.2 cps); secondary peaks-occurred at about the airplane oscillatory 
frequencies but were comparatively small. 

39 The pitch-up or longitudinal instability encountered above the 
buffet boundary by the swept-wing airplanes definitely limited the gun- 
platform effectiveness. The tracking errors in this region were.unac- 
ceptably large with either a conventional force-feedback, hydraulically 
boosted elevator control system, or an irreversible and aerodynamically 
much more powerful controllable tail (flying tail) with srtfficial 
control-force feel. 
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4. Under transition conditions of rapidly changing normal acceler- 
ation, there were significant increases in the aim wander, by a factor 
of 1.4 for the World War II fighters, and 1.7 to 2.2 for the later high- 
performance fighters. The deterioration in tracking for the high- 
performance fighters was attributable to sizable excitation of the 
lightly damped short-period oscillations of the airframe caused by the 
control movements necessary in this relatively rapid maneuver. 

5. Within the ranges covered by these tests, which included 
lateral-directional oscillatory characteristics that did not meet cur- ' 
rent flying-qualities.specifications, the airplane dynamic character- 
istics had little effect on the tracking performance. 

Ames Aeronautical Laboratory 
National Advisory Committee for Aeronautics 

Moffett Field, Calif., A@. 12, 1953 
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TABLE I.- PEBTINBNT SPECIFICATIONS OF TEST AIRPLANES 

Specification F-86A and E F8F-1 F-5lE 

GrOSB weight, lbs 14,000 9,100 8,660 

Airfoil section (root) NACA 0012-64 NAc!A 23018 NACA 66.2- 
(Normal to l/b-chord (Modified) 
line) 

(Modified) ~;.fo(;:=5) 
. 

Airfoil section (tip) NACA 0011-64 NACA 23009 NACA 66.1- 
(Modified) (Modified) t;.:)o($ -0) 

. 

Total wing area, ft sq 287.9 244.0 235.0 

span, ft 37*1 35a5 37.0 

Aspect ratio 4.79 5*17 5.82 

Sweepback of l/&chord 
line, deg 35.2 0 0 

Sweepback of leading 
edge, deg 37-7 5.1 3*7 

Dihedral, deg 3.0 5.5 5.0 

I'wist, deg 2.0 0 -2.5 

Incidence, deg 1.0 3.0 1.0 

IYaper ratio 0.51 0.44 0.46 
. . 

v 
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TABm II.- FLIGHT-TEST PROW 

(a) F-5lH and F8F-1 Airplanes 

A,B,C A,B,C 
ABC 

t-4 A,B,C 
AtB,C 
A.B.C! 

A,B,C 
A,B,C 
A,B,C 
A,B,C 
A,B,C 
A.B.C 

A,B,C 
A,B>C 
A.B.C 

by pilot I 

0.6OM ! 0.7OM 1 

A,B& 
A,BJ 
A,B,C 

.A,B,C 
A,B,C 

(b) F&A Airplane 

Condition flown by pilot 

0.7OM 0.87~ )O.wM o-g- 10.97~ 

2 A,B A A A 
35,ooo 2-l/2 B A,B A,B A,B 

3 A,B A,B A,B A,B 
2 A,B A,B A,B 

10,000 AB AB AB 
: A'B A'B A'B 
5 A;B A;B A;B 

Altitude, 
ft 

35,@Jo 

10,000 

1 
(c)F-Airplane 

A 
A3 
A,B 

1- Condition flown by pilot I 

I I 

l-1/2 A I 
2 A A 

2-l/2 A A 
3 B APB 
4 B 

2 A,B A,B 

2 
A,B A,B 
A,B A,B 
A,B A,B 

O.gOM 

A3 
A 
&B 

A3 
A>B 
A>B 
A,B 

A,B A,B 
A 
A,B A,B 

A,B 

. 
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TABLE III.- PILOT LEARNING ON F-86E AIRpLlwE 

I I I Aim wander 
I 

Altitude, M A, Flight Run Straight flight Turning flight 
ft UX 

mils 
"1 ax "I 

mi i3 mils ml 0 

0.70 2.5 
$kj 2 

1.9 2.3 
35,ooo --- --- 

.87 2.0 lz 8 l 9 .8 2.3 1.9 
1 1.2 1.6 3.8 3.2 

2.0 6 65 l-5 1.4 1.6 1.6 
19 1.2 l-5 1.8 1.8 

10,000 .70 3.0 6 6 1.8 1.3 1.8 19 7 1-3 1.3 2.8 z . 

5.0 6 4 l-5 
19 9 1.2 

pi@y 
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(a) The F-5l.H airplane. 

(c) The F-86A airplane. (cl) The F-86E.airplaue. 

(b) The F8F-i airplane. 

Figure l.- The four teat airplanes. 
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Eievotor position, deg 

to) F-86A oifp/one. 

Figure 2.- Ground-friction check, slick -force and slick- 
peofhg chofoctefistics for the /ongitudho/-con&o/ 
sytsiems of the Fc- 86A and E oirp/ones. 
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Experhentol stobilizef - e/eve for geo ring 
5.5 lb per deg bungee 
2.0 /b bungee pfelood 
9.0 in. stick trove/ 
0.6 lb vohe cenfefing prelood 
2.0 /b per g bobweight 

.- 
4 UP 2 0 2 4 6 8 /* down ‘2 

Stobih’zef posi’ion, dep 

(b) F- 86E oirplone. 

Figure 2.- Concluded. 



_. . . 

(a) Left-hand dew. (b) Right-band view. 

Figure 3.- Typical gumight ami camera installation in cockpit of tracking airplane. 

. 



, , 

Figure 4.- PLlotrs view through gunsight showing reticle image and target airplane. 
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Tfuckef - 

/nifrb/ offset - 

Tfonsition fo 
steady constunt 
g iufffing flight 

/: 
Steady /-g 

f/‘Qhf - 
JS- 40 set 

Figufe 5: P/an view of stondufdked fest moneuvef. 



‘T 

6 

4 

2 

0 

- Low dfifude 

111.1 c,,. , , . . , 

.4 .6 .8 LO L2 
Mach num&er, M 

Figure 6: A weroge cunffoi - force und sfick- mowemen f 
gfodienfs wifh nofmu/ uccefefufion for fhe fiighf 
condifions covered by the frocking tests. 
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I 2 3 4 
Period, see 

Figufe 7, - The fonge of /utefd -difectionu/ 
osci//otofy chef uctef isfics induded in the 
tfucking tests. 
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Time, see 

Figure 8.- Time history of aim errors and normof acceleration factor ln a typical gunnery run. 
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Figufe S.- Typicul pfobubi/ify distribution of uim wundef in com- 
pufhson with GouSs/un distribution curve. 
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Ivormat accehwvtion factor, AZ 

(a) Pi/at A. 

kigwe 10. - Aim wander under St&y -slate condftions, F-SW atrplane. 
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Figure IO.- Continued. 
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Figure IO.- Concluded. 
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Figure I/. - Aim wander under steady - state conditions, FBF-I airplane. 
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