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holding speed at a specified angle of attack.
Let’'s say you're about to the GCA glidepath and
you start down. Your particular sjtuation may be
at point A on the second graph.

What happens if you get low on the glidepath?
You're just going to ease the nose up?...up? That
may work if you have an excess of speed and
thus a lower-than-normal angle of attack. But,
what if you're “on speed” or at your computed
final approach AOA/airspeed? If you increase
angle of attack, you will lose airspeed—more
power will be required. If you're slow or single
engine (real, simulated, or you only had one to
begin with), you could quickly reach point B on
the graph. If you keep increasing AOA, you'll
reach point C—a nonsustainable flight regime.
Now, how do you recover from that one? At this
point, you are really behind the power curve—
you must reduce AOA. A number of mishaps in
the past year have proven just this point.

Suppose you're on GCA final and you end up
10 knots slow and below the glidepath. You
have two problems to solve—you need to get
back to computed speed and to get back on the
glidepath. Pushing the power up may ultimately
get your airspeed back, but you'll need excess

6

power to get back to the glidepath. You must
lower the nose (decrease AOA) to increase air-
speed and add power to slow your descent. If
you add power only—which your brain will tell
you to do—your recovery may be delayed
excessively. If you're heavyweight, high AOA
(that also equates to extra induced drag), and
single engine—you could be very close to
disaster.

As | stated in the beginning. the way you fly—
the habits you develop in your years of flying
experience —may well let you down in situations
such as this. A realization of the effects of AOA
and power on airspeed and rate of climb/

descent is necessary when flying in the region
of reversed command. Remember, anytime
you're flying below maximum endurance air-
speed, you're there. =
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Relying on the memory bank of experience ac-
quired by frequent repetition works fairly well
until the normal sequence of events is somehow
interrupted or changed. Then it's time for the
computer to go active and again start employing
headwork.

Many of us may remember the A-7 that landed
gear-up out west some years ago. The pilot was
on his first FCF flight which called for a different
gear lowering procedure. This change in routine
caused the gear to be forgotten completely. And
as luck would have it, the RSU was also tempo-
rarily unmanned. Habits 1; Headwork O.

Another example of this same type of habit
pattern disruption happened to a friend who was
returning in his OV-10 with a single engine.
While accomplishing all of the emergency
procedure checklists properly, he forgot to com-
plete the normal “before landing” checklist. So
he touched down without the condition levers
being positioned in “Takeoff and Landing.” The
remaining good engine could have been
severely over-temped if he had gone into full
reverse thrust on rollout—about a $100,000
mistake. Fortunately he didn’t, as he realized his
error at the last possible moment. Habits 2;
Headwork O.

| have just completed an F-4 tour with the
Navy which had many unique features. One was
that the takeoff and landing configurations
varied considerably, depending upon what you
were doing and where you were. At the field you
might takeoff with either 2 or no flaps. At the
ship, the takeoff flap setting was always full
down.

The landing configuration at the field and on
the ship was always full flaps unless you were
doing an odd-ball type pattern; e.g., single
engine approach. If you wanted to stay aboard
the ship, however, you had to remember to drop
the hook. That helped to reduce your landing
rollout considerably.

The gear and flaps., once lowered, were never
raised after the first touch and go landing. The
only exception to this which comes to mind is
flying multiple instrument approaches at the
field. (At the ship, the gear and flaps would be
left down for subsequent instrument ap-
proaches.)

TAC ATTACK

With the takeoff and landing configuration
flip-flops. the Navy jocks had to stay heads-up.
especially if they were operating from both the
field and the ship. They could not rely strictly on
mechanically actuated habit patterns. However, |
observed very few configuration errors which in-
dicated to me that people were cognizant to
what they were doing.

Except—to inject a sea story —on that fateful
day when one of the squadron junior grades
landed on the boat with no flaps. That oversight
added over twenty knots to his approach speed.
Although he over-stressed the arresting gear,
pulling it out just past the maximum limits, he
trapped safely. If he had had a few knots more
of overtake on the ship; e.g.. a heavier airplane,
less wind over the deck, slightly fast on ap-
proach speed, he probably would have snapped
the cable and disappeared over the side. The
situation was created when the pilot was waved
off on his first pass and elected to suck up his
gear and flaps—a break in his routine—in an at-
tempt to save some fuel. Habits 3; Headwork O.

Now, if you've kept your map and compass in
hand, you may have been able to follow the
frayed thread of commonality woven through the
bar tales and sea stories. The message is this.
Good habit patterns are useful and beneficial.
They generally serve us well as we flail around
in our aerospace machines. But they can scuttle
our mission if we stay in the memory mode too
long. It is up to each of us to ensure that we do
not allow our habits to dominate our actions
when we should be employing good headwork
instead. We must maintain our situation aware-
ness and become especially alert when the
normal sequence of events is being disrupted. If
we do these things, our IBM computer should
be able to live and function—and fly—in concert
with its memory bank. ~ >




chock talk ..incidents and incidentals with a maintenance slant.


User
Typewritten Text
chock talk ..incidents and incidentals with a maintenance slant.

User
Typewritten Text


Eat em up


User
Typewritten Text
Eat em up

User
Typewritten Text


Tornadoes and flying machines don't mix


User
Typewritten Text
Tornadoes and flying machines don't mix

User
Typewritten Text

User
Typewritten Text





TORNADOES

Tornadoes, of course, do not simply grow by
themselves. They are spawned by severe
thunderstorms. The proper conditions for severe
thunderstorms and tornadoes are: unseasonably
warm and humid air at the earth’s surface, cold
air at middle atmospheric levels and strong up-
per level “jet stream” winds. Complicated energy
transformations may then produce the tornado
vortex. 3

The dangers associated with severe thunder -
storms are well known. Every year one or more
hardy souls will feel it necessary to prove that
thunderstorms contain severe turbulence, hail,
rain, and lightning which can cause serious air-
craft skin and airframe damage. After a few
years of flying, aircrew members should be
aware of the weather patterns in the U.S. during
all seasons. Just because the cold weather and
low ceilings associated with winter flying are
gone, don't relax. Those cottony, fluffy cumulous
clouds can grow into one of nature’'s wonderous
and most destructive phenomenons. Tornadoes
are just the finishing touch to the thunder-
storms bag of tricks.Don't get caught inone. _>
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AIR TRAFFIC
CONTROL (ATC)

ADDITIONAL SERVICES

By CMSgt Charles McCarn
HQ TAC/DCF

0906:15—"Blunt 21, traffic, one o'clock, 3
miles, westbound, altitude unknown.”

0906:21—"Blunt 21 is looking, no joy.”

0906:23—"Blunt 21, Roger. traffic now two
o'clock, 2 miles, westbound.”

0906:27—"Roger, approach, we're still looking.”

0906:38—"Approach, Blunt 21, we just had
a...uh...a near miss with a light blue and
white Cessna.”

(Example of tape transcript from a typical near
miss report.)

“When requested by the pilot, issue radar vec-
tors to assist in avoiding the traffic, provided the
aircraft to be vectored is within your area of ju-
risdiction or coordination has been affected with
the sector/facility in whose area the aircraft is
operating.” FAA Handbook 7110.658. para
46a(6).

“If the pilot requests, vector his aircraft to
avoid merging with the target of previously
issued traffic.” FAA Handbook 7110.658B, para
47c.

Hold it there, troop! Are you saying that Blunt
21 had to request vectors to avoid that puddle
jumper? Wouldn’t the controller vector Blunt 21
to insure separation?

Yes and no. Yes, Blunt 21 must specifically
request vectors to avoid the traffic. No, the con-
troller would not routinely vector Blunt 21 to
insure separation. In this example, the civil air-
craft was an unknown VFR target, not in contact

TAC ATTACK

...interest items,
mishaps with

morals, for the
TAC aircrewman

with approach control, altitude unknown. The
controller’s responsibility was to issue traffic in-
formation, workload permitting. If the controller
had some reason to believe the civil aircraft was
at an altitude that would have placed him in an
unsafe proximity to Blunt 21, an aircraft conflict
advisory would have been issued. This advisory
essentially alerts the pilot of conflicting traffic
and recommends a course of action to avoid the
traffic. Once the advisory is issued, it is solely
the pilot's prerogative to determine what course
of action, if any, will be taken. The controller will
not issue positive control instructions in such
situations because the actions of the unknown
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Did
you hear

the one
about...?

When you step on a banana peel or an icy
spot on the sidewalk then crash ingloriously to a
one-point landing, chances are good that your
first reaction is to look around for an audience,
hoping there is none. After that, you check for
possible injuries.

No one likes to make a bad landing. Airmen in
particular dislike them intensely. But the history
of man’s successful and unsuccessful attempts
to fly like the birds is filled with crash landings
and jackrabbit touchdowns...and reasons and
excuses for them.

One of the earliest recorded crash landings
was made in the 11th Century by a Benedictine
monk named Elmirus. Elmirus made a set of
feathered wings, climbed to the top of
Malmesbury Abbey, and made a spectacular
takeoff, then crashed ingloriously into a chicken
yard below, breaking an arm.

26

“The flight would have been successful,” he
told his associates, “had | not needed so many
feathers. Because | needed so many | was forced
to use some from barnyard fowls. They had a
natural affinity for the chicken yard, and thus
were attracted downward. Had | been able to
obtain feathers from eagles my flight would have
been successful, for they would have carried me
to the upper air from whence they came.”

Some nine centuries later, in 1920, a strip of
green grass was blamed when a pilot made a
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THRU  MAR THRU MAR
| MAR

CLASS A MISHAPS 4
AIRCREW FATALITIES ) 3 4 5
6
4

TOTAL EJECTIONS
SUCCESSFUL EJECTIONS

TAC AIR DEFENSE

| 84 FIS

57 FIS

| 5 FIS
136 | 48 FIS
{318 FIS

347 TFW
33 TFW
56 TFW

1 TFW
31 TFW

TAC GAINED FTR/RECCE TAC GAINED AIR DEFENSE TAC/GAINED Other Units

128 {182 TASG (ANG)
121|193 TEWG (ANG)
13| 110 TASG (ANG)
8| USAFTAWC (TAC)
919 SOG (AFR)

1191 FIG
102 FIW

1152 TRG

188 TFG (ANG)
71138 TFG (ANG)
86917 TFG (AFR)
| 116 TFW (128 TFS)(ANG)

CLASS A MISHAP COMPARISON RATE 79/80

(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)
69 | 70| 59

177 FIG

1125 FI6
19 FIG

T A 1979
||

A 1979

1979
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% US GOVERNMENT PRINTING OFFICE: 1980 —635—083/12
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