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A BOOT FULL
OF RUDDER

described earlier. That is. for whatever asrody-
namic reason, the yaw continues, insufficlent
rudder authority is available to counteract it. and
in faet. opposita alleron actually increases the
side slip because of adverse yaw. The important
thing for Wart 42 and all of us to remember is
that the yaw that was generated in both ac-
cidents was the result of pilot inputs.

This is how it could happen. Because of asym-
metric thrust and the corresponding drag of a
dead engine, the aircraft will seek a certain side
slip angle if not corrected for by rudder inta the
good engine. Asymmetric stores may 4dd or
subtract some amount to the side slip angle the
aircraft will seek. as will the offset nose gear
when the gear /5 down. An increase in angle of
attack decraases airspeed and aiso increases the
side siip angle sought Obwicusly, if you release
some of all of the correcting rudder while
slightly increasing the AQA, you will generate a
yaw rate in the dirsction of the dead engine.

Your SAS kicks off at this time and adds a yaw
transient as mentioned |n the Dash One SAS
discussion, Now the SAS is off, 85 jt should have
been. and the aircraft overshoots the side slip
angle sought (because yaw dampening is no
longer availablg) The severity of this overshoot
will depend on the yaw rate generatad

This overshoot puts you into the region of un-
commanded yaw and roll. if you have speed
brakas extended. your roll rate will be Increased.
It you attemp! to roll out with sileron only (no
Ailaren Rudder |nterconnect is available),
adverse yaw increases the yaw in the direction
you were already going. In addition. the
decraase in airspesd has decreased the au-
thority of all of your control surfaces. Briefly
stated, you may have generated enough yaw to
do a slow speed rudder roll. But you do not
have enough control authority to roll out, and
you are probably agaravating the yaw with these
roll out attempts. All of this occurs well above
stall speed.

The side slip departure |8 real. Early flight
tests. two accidents. computer simulations, and
accident verfication flights aftest to this. The
common denominaior seems to be the yvaw rate
that is generated. Asymmetric thrust. airspeed,
ADA, contiguration, rudder, and SAS inputs can

all contribute to &n undesirable side slip that
would aliow the A-10 to roll, Further research'is
necessary to isolate the specific asrodynamic
characteristic of this departurs

But for the present time Wart 42 and the resi
of us Hog drivers need to rafamiliarize ourselves
with the basics of single engine flight in an air-
creft that does not have canter line thrust. As
the pilot. you hawe control over the elaments
sssential to safe single engine flight: airspead.
AQA, configuration, and especially rudder. Tha
description of the departure in this:article would
be acadermic if proper rudder ware used.

The Dash One states that &t {east hall rudder
down to stall spesd is necessary for coordinatad
flight with gear down and no flaps. It may take
up to 180 pounds of pedsl force to achisve that
much rudder depending on airspeed and how
much side slip angle the aircrait is allempting to
saak. This 'may mean engaging the good yaw
channel to give you ten degrees of rudder trim
So regardless of airspeed configuration of ADA
center the balll

Here are soma other things you cén do.

® Read the Dash One (A safaly supplemant
to the Dash One contaitis the best discussion
available on single engite Hight characterisyicd).

® Know the checklist proocedurss gold,

—  Single Engine Flight (Already accom-
plished by Wart 42,

— Single Engine Restart

— Single Engine Fsilure/Fre During
Take-ofi.

*  Aveid turns into the dead engine.

&  Shallow turns. away from the dead engine
will take additional rudder to be coordinatad

% Fly the checklist airspead. (150 knots plus
1 knot per 1.000 Ibs have 30.000 |bs)

®*  Remember, your day (sn't done once you
are on the ground. Be aware of hot brakes,

®  Temperature snd pressure altitude should
be discussed in the fhght brief when they would
make safe single engine flight eritical.

Use your imagination in discussing sifgle
engine emergencies. Use your head whan you
find yourself in single engine flight. Use your
foot to stay flving ==
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AIRCREW OF DISTINCTION

5565 TFTS5/406 TTW
Luke AFB., AZ

0n 5 April 1980, Capt James E. Reed. fiight
lead, and Lt Col Kristion M. Mineau, number
thraa, departed Luke Air Force Base on an ACM-
2 mission. Shirily after takeofl. during the initisl
turn for join up, @ viclwnt explosion shook Lt Col
Minsau's F-15 Capt Resd noticed a gray-white
‘stream of smoke trailing from Lt Col Mineau's
alreraft and Initised a rejoin. Number twa in the
Aight was dirécled to procecd 1o the working
area,

Immediately. sfter (he exploBicn, thie dgire
fnstruments In Lt Col Minead’s wircraft indicated
notmil operation. Throttles were reduced on both
angines with no responge from the =t engine,
The left throttle was placed 2t jdie, howsver,
angine APM coniinuad 1o indicate 94 parcent and
FTTT stayed at 800 degrees as the oil pressura
dropped to zero. Lt Col Mineau shutdown his left

“enging, and Capt Reed confimmed the gray-whité
gmoke was coming from the left engine As
angine RPM decreased fo zaro, sparks sturted
shooting out from the underside of the damaged
onginge.

Lt Col Mineay had no cockpit intlication of the
fire -and relled on Capt Aeed for (nformation
about the intonsity of the fire Discharging the
fire oxtingyishing agant had no effect on what
now was an engine fire trailing ten feet of flame
behind the airoralt

Reducing gross weight for an emergancy land-
ing was the next course of action Baoth aircraft
werg now on ouiside downwind over the
emergency jetision range. Capt Reed vectored Lt
Col Mineau 1o & position ovar the range that
allowad the camerline tank 1o be |sttisonad. The
flight then turnad to setup on base for & 1en mike
firial.

Tima was now ctitical, and Lt Col Minzau flow
a 300 knot base 10 an eight-mule linal 10 retain
sutficient airspeed to zoom the sireratt for ejec-
tion and 1o kapp the flames from moving forward
It was igreed 1o uge Bn approach and arrestmont
to quickly stop the aircraft for the fire equipmoent.
Turning final, the Hames stopged and only a trail
‘of groy-white smoke femiitied. The sircraft was
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L; Col Kristian M I'#'Im{-*du

slowed snd configured on shert finel and landsd
for a perfect arrestment.. _

Lt Col Mineau's superb fiying skill and Capt
Reed’s outstanding flight tzadershin combined to
pravant posgible loss of life and. nied further
damage to the nircrgftt Thair professionsal
handiing o & senous amugeEnoy gualifios tham
far the Tactical Air Command Aircraw of
Bistinction Awar —
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I'm tough. | can take it!

The T-Bird was flying a ground radar svalua-
tion mission with a pilet and flight surgeon on
board. After a normal takeoff. the aircraft
climbed 1o FL 310. During the mission, cabin
altitude varied between 21.000 and 24.000 ft
After 25 minutes of flight, the filght surgeon
complained of feeling dizzy and warm. At the
pilot’s suggestion, he selected 100% oxygen atid
began to feel bettar,

Forty-five minutes into the misstan. increasing
discamfort was felt by the passenger. The pilot
directed him to check &ll connections and return
to 100%. He also asked the flight surgaon if ha
should declare an emergeancy and abort the
missian. The surgeon asked 1o continue.

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

Soon. pain radiated from both shoulders to
the albows. Pain increazad in Intensity and
within five minutes, tightness of the chest
developed. As the chast pains overshadowed the
shoulder pain. the passsnger asked the pilot to
descend. The pilot requested a descent from tha
centrolling agency. Since this would invalidate
the mission, a discussion followed delaying the
clearance (o descend.

Meanwhile, back in the rear cockpil, any at-
tempt at breathing. other than wvery shallow,
Inadequate respiration'caused choking and
coughing. The passenger falt wery waak, 1n a
cold sweat, and aboul to losa corsciousness.
Due to his problams, he alse had difficulty com-
municating his discomfort to the pilot.

Once the descent started, the flight surgeon
began to feel better. He was much improved as
cabin altitude reachad 10,000 #t and all
symptoms disappeared by the time of landing
excep! fatigue and mild chest discomfon

The flight surgeon classified his problems as
decompression sickness, distingt from any of his
hypoxia symptoms, Since the problam clearad
before landing. attending medical personnel
were unable to provide any additional informa-
tian

Early in the mission, the pllot was ready 1o
declare an emergency. but the passenger talked
him out of it, assuring him the problem was
minar., Once the fMight surgeon began 1o have
real problems, he was unable to communicate
tham to the pilot.

Anvone who is having phystological problems
may not be the best judge of his or her own
condition. | you knaw. or even suspect
sameone in your airplane is experiencing
physiclogical problems. you have one choice—
daclare an emergency. descend, and land at the
nearast fiald where suitable medical help s
available—it's that simple:
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__Snag!

The Phartom driver was raturning from an.air
defenss mission and had completed a normal
landing. During the taxi back, the pHot didn't jet-
tisgn. his chuta immediately because of the
winds gusting to 30 knots. When he decided to
jettison the chute. the pilot elected to drap it
into the wind to keep it away from (ha airgraft
parking ramp.

Tha pilat tried three times to Inflate the chite,
On the third attempt to inflate and jettison the
chute, the wind collapsed the chute and wrap-
ped it around tha left wing. The pilai slected 10
taxl 16 the ramp and have' malnterance remove
the chute. When turning into the parking aréa.
the chute became entangled In the left gear,
drawing the nisers tight and damaaging the left
aileron

The -4 Dash 1 states the drag chute jettison
should not be attempted inte more than 15
knots of wind. That is considerably less than

TAC ATTACK

whiat was blowing this day. For al| you folks who
use your drag bag. watch out for mother nature
when she decides to blow things around, that
vou dan't get all tangled up...







SSgt Henry E. Woody, Jr,

TSgt Walter L. Hair, Jr.
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tions caused him to cross the 8pproach path
from left to right. At about 32 miles on final, the
pilot realized he would have to take over in
order to align' the ajrcraft with the rumeay and
land put of the approach. He toak control of the
aiteraft and flew a visual approach. disregarding

further instructions lrom GCA, He assumed they

ware course corrgdtions, A1 this time a restricted
low approach clearance, instead of landing
cleatance. was issued, which the pilot did not
understand or acknowledge since his attention
was directed on the landing.

A few minutes earliar the last aircraft to land
had lost i1s drag chute on the runway. The
runway supetvisary offlcer (RSO) asked the
supatvisor af flying (SOF 1o assist in removing
the chute. The RSO left the ASL) and drove out

w10 the runway with the S50F where thay were

clearad on by the tower. The F-4 was about 3

miles on final. The tower had |ssued clearance
to GCA for a restricted low spproach.

Are you starting to ger the picture? A vehicle

is cleared on the runway with

the assumption

e L

the aircraft on final will adhere to the restricted
low approach instruction The: pifot of the air-
craft is intent on salvaging a bad approach and
landing—so he mentally tunes out Instructions
from GCA. He assumes he s cleared for a full
stop. since that is what he expected. The RSO
has left mobile with the SOF 1o retrieve a drag
chute. so no'ane is in Mobile 10 wse the radio or
fire a flare. Apd 1ast but not |gast, the F-4 had
guard channe! turned off because of an active
emargency locater transmitter, so all the calls to
go-around made by tower and GCA were {0 ng
avail.

Amazing how seemingly innocent events can
combine 1o make 2 situation dangercus. The
many assumptions made during this course of
events are almost mind boggling—assuming
instructions were received and would be com-
plied with. assuming clearance to land, assum-
ing the runway to be clear as it "always” was
when making a landing |

As it trned out, the SOF and RSO heard the
tall on guard for the aircraft to go around. saw
that the aircraft was going to |and regardless,
and began 10 beat a hasty retreat off the ruriway.
The airoraft, whose piiot never did sea the ve-
hicle, landed 500 feet prior to the vehicle, and
passed it on the (eft (Great clearing by the air-
crewl) _

They were lucky this time. It was only a near

iss. But it resulted from basic procedure and

N sense vialations. One, the pilot did not
clearance. He landed based
v of & tulf stop, Secondly, he
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[THRU May B f o :::: MAY
CLASS A MISHAPS » 1| 7
AIRCREW FATALITIES B 1|6
TOTAL EJECTIONS 0|7
SUCCESSFUL EJECTIONS 0 | 4

TAC AIR DEFENSE

33 TFW
56 TFW

I TFW
31 TFW
388 TFW

318 FIS

TAC/GAINED Other Units

152 TRG

(ANG)

188 TFG

138 TFG

(ANG)

917 TFG

(AFR)

116 TFW (128 TFS)(ANG)

191 FI6

102 Fiw

177 FIG

125 FIG

19 FIG

182 TASG
193 TEWG
110 TASG
USAFTAWC
919 506

(ANG)
[ANG)
(ANG)

CLASS A MISHAP COMPARISON RATE 79/80
(BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)
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