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AIRCREW ATTENTION
AWARENESS

Maj Gen Michael E. Ryan
HQ TAC/DO
(Joint Staff, Deputy Director, J-5, as of 31 July 1991)

were probably not distracted by the waves crashing on the

Carolina shore or the unsteady sputtering of their home-built
engine. In all likelihood, their foremost thoughts were on the first
premise of safe flight--maintaining aircraft control. That focus is no
less important today approaching a 4 v many merge or half way
from the IP to target with the RWR scope filled with bad stuff.
Keeping priorities in order in training and in combat will save a
great deal of money in lost jets and a great deal of sorrow from lost
aircrews.

A trend in the last couple of years has been an increase in human
factor involvement in fatal mishaps. In most of these cases, the
pilots were paying attention to something that distracted them from
the most important task of flying the aircraft. The commonly heard
buzz word these days is “loss of situational awareness.” In fact, loss
of SA is just one of the elements of the broader category of
unrecognized spatial disorientation. Figure 1 illustrates the
involvement of human factors in Class A mishaps. Of all Class A
mishaps, 63% fall in the Ops category. Human factors account for
92% of these. When looking at the human factor accidents, 125
were attributed to spatial disorientation. Of these, 96% involved
unrecognized spatial disorientation. This is the real killer: in 85%
of these, the end result was an aircrew fatality.

When Orville and Wilbur first slipped the surly bonds, they
Nort
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ieutenant Daniel A.
O’Connor departed

Springfield- Beckley Airport,
Ohio, on a training mission as
number three in a flight of
three A-7 aircraft en route to
the start point for a low level
navigation route and then to
the air-to-ground range at
Jefferson Proving Ground,
Indiana. Approximately three
minutes after takeoff, while
passing 8,000° MSL on climbout,
the flight leader sent the flight
to tactical formation. As
Lieutenant O’Connor initiated
the maneuver to tactical
formation, he heard a loud
banging noise accompanied by
intense vibration, followed
immediately thereafter by
illumination of the engine hot
light. The fuel flow indicator
began fluctuating in the
200-300 pounds per hour
region. Analyzing the situation,
Lt O’Connor immediately
retarded the throttle and
turned toward Wright-
Patterson AFB, approximately
five miles east.

Even with the throttle set at
idle, the engine noise, vibration,

lreard

fuel flow fluctuations and
overheat persisted. He
informed his flight leader of the
problem and called Wright-
Patterson tower on Guard
frequency. Lead notified local
approach control of the need to
deviate from the flight
clearance and set up in a chase
position on the emergency
aircraft. Lt O’'Connor continued
his descent with the power set
at idle and informed the control
tower of his intent to land
opposite direction on runway
05L. While approaching the
airfield, Lt O’Connor delayed
landing gear extension in order
to use the speedbrake to
dissipate altitude.
Approximately three miles
from the runway threshold,
with the landing assured, he
configured the aircraft for
landing. Touchdown occurred
approximately 2,500’ down the
runway, at a slightly higher
than normal speed, beyond the
approach end cable. However,
Lt O’Connor completed the
landing, slowed the aircraft
without engaging the departure
end cable, and cleared the

Lt Daniel A. O’Connor
62 TFS, 178 TFG
- Springfield OH

runway. With the emergency '
crews on hand, he shut the

 engine down and exited the

aircraft. Subsequent analysis of
the aircraft revealed
catastrophic failure in the 11th
stage compressor section
causing further damage to the
low pressure turbine section
and nozzles. Portions of the
turbine section contained
indications of extreme heat
with metallic residue welded to
some turbine components.
This condition reduced
available thrust to less than
that required for continued
flight. Lt O’Connor’s early
recognition of a serious engine
problem combined with an
accurate assessment of his
aircraft’s glide capability and
the availability of a suitable
landing field prevented the loss
of this aircraft and potential
injury to individuals on the
ground. Lt O’Connor’s quick
reactions, expert airmanship,
systems knowledge, and
stamina earned him the TAC
Aircrew of Distinction Award.
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Been there

On the edge
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Capt Andy Parrish
310 TFTS
Luke AFB AZ

I should have known it was
going to be a bad day since it
was Monday . .. and my thirtieth
birthday. I was a brand new
F-16 LANTIRN instructor on
one of my first daytime back
seat sorties. The “student” in
the front seat was one of our
own instructors upgrading to
LANTIRN and an experienced
F-16 pilot. As we entered one of
the ranges near Luke, we could
hear our flight lead 8 miles
ahead coordinating with an A-10
flight lead. The A-10s were just
finishing strafe and would
depart at 5500’ MSL or above.
We would remain at 500’ AGL
(2000" MSL) for a level delivery.
As we approached 6 mile final,
the A-10 flight lead gave a
position report indicating he
was behind us. At 5 miles, while
on AUTO Terrain Following
Radar (TFR), the aircraft
started to climb. Since we were

an obstacle
fly-up of app

above ou
to grab
off the f
After a sec
asked if I

front seater
aircraft; and
after oice, | said that
1 did. The A-10 pilot said we
passed in front of his nose, low
to high, very close!! My front
seater was wearing a masked
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visor, part of the F-16 vision
restricting device, and didn’t see
a thing. The left Multi-function
Display (MFD) had ground map
radar for our radar laydown,
and the right MFD had the air-
to-ground page.of.the Stores

rstem (SMS).
happen? What can
from it? The first
he most basic to

2,

fly-up earlier,
that the A-10 was
causing it.

The second question is
simple; will your TFR see an
A-10 head-on, 3500’ above you?
You better believe it!! In NORM
your TFR scan is + 10 degrees
and -20 degrees of level;
therefore, at 4 miles, the TFR is
looking 4000’ above your
altitude. Only information from
the center scan is displayed on
the TFR scope, and only this
information is used to provide

.

d down commands to the
LCS. Terrain seen in the outer
bars is only used to generate
“Terrain ->" cautions in the
HUD. Remember that this scan
pattern shifts into the turn
based on turn rate, 1 bar per
degree of turn up to 4°/sec.
Also, it shifts down 5 degrees
when in the weather mode or by
half the dive angle when
descending. If you haven't seen
an aircraft on your TFR scope
before, it looks like a single
short vertical line above the
terrain. It can be anywhere
above that terrain depending on
the angle from you to the target.
Now that we’ve reviewed the
basics of the TFR, how can we
apply it? First of all, use the
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basics of the TFR scope. If
you've got your SMS set up
correctly, Display Management
Switch over to the TFR page
even on the IP to TGT run. That
way if you are using ground
map on the radar, you still have
the TFR page to look at if the
TFR is commanding an
unexpected climb or descent.
Bring it into your crosscheck
during low altitude navigation.
Since depth perception in the
Forward Looking Infrared Radar
(FLIR) is difficult, the TFR page
can give you information as to
what the terrain ahead looks
like and how far away it is. You
can even anticipate the TFR
climb over ridges by watching
the terrain hit the zero

TAC ATTACK

command line in the TFR scope
telling it to command a climb. If
the aircraft starts to climb in
auto unexpectedly (or the box
rise in manual), your-mind
should go through

checklist. Is it ter
then is it weather
If it isn’t, these tWa
nervous because
another aircraft. Bi
only cause an obs

tha
aren’t
then are gone.
the E2 scope an
previously describec
only does the TFR see
aircraft, but it is on yo
(in your center scan)!
Getting back to my st
A-10 was on our nose and
obstacle fly-up did put us on
nearly a perfect collision course
because what it thought was
non-moving terrain was actually
moving at 250-300 knots. This
head-on, look-up situation is the
one that’s going to get you. In
most other intercept geometries
that you can come up with (tail

aspect, look down, level, beam),
the TFR fly-up isn’t going to
make things worse. What do you
do about it? If the jet is climbing
and you suspect it’s for an
aircraft on your nose, don’t let
the TFR fly-up continue. Day or
night, get your eyes out of the
cockpit and look on your nose,
level to high. If able, also get into
an ACM mode to help you
sanitize. With good Situational
Awareness (SA), use the
paddle switch to terminate the
climb/fly-up and check left or
right to get the target off your
nose. Odds are if this guy got
through your A-A search and is
showing up high on your E-
scope, this course of action is
your best bet. If you are not sure
that it’s for an aircraft or have
cleared visually, always honor
the fly-up!! I have had several
similar occurrences with light
aircraft showing up on the E2
scope (TFR page) and causing a
climb or simply being displayed
as a “Terrain ->.” With
disciplined air-to-air radar
earch, visual lookout, and

on you should be
vent being surprised
was that day.

've said is common
'to you Aardvark and
guys, then good;

ight, low altitude,
flying safe. The
navigation pod has an
afety record, let’s
keep it that way. =
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* (SUCCESSFUL/UNSUCCESSFUL)

CLASS A

TOTAL TAC ANG AFR
THRU JUN THRU JUN THRU JUN THRU JUN
JUN FY91|FY90 Y FY91|FY90 L FY91|FY90 s FY91[FY90
CLASS A MISHAPS 1 20 | 21 0 9 13 1 11 5 0 0 3
AIRCREW FATALITIES 0 5 1 0 1 5 0 4 4 0 0 2
* IN THE ENVELOPE EJECTIONS 1/0 | 15/1 |15/0 0/0 | 5/0 | 7/0 1/0 | 10/1 | 6/0 0/0 | 0/0 | 2/0
* OUT OF ENVELOPE EJECTIONS 00| 02 | 1A 0/0 | 0/0 | 11 0/0 | 0/2 | 0/0 0/0 | 0/0 | 0/0

MISHAP COMPARISON RATE

(CUMULATIVE RATE BASED ON ACCIDENTS PER 100,000 HOURS FLYING

FYoi| 0.0 0.0 0.7 1.8 22 2.2 22 1.9 1.7
TAC FYo0| 1.8 28 2.7 3.0 24 27 28 29 2.8 27 287192
FY91| 38 2.0 1.3 39 3.2 4.0 5.2 5.0 22
A N G FY90| 0.0 0.0 1.6 1.2 0.9 0.8 1.3 202 24 22 20 2.2
FYoi| 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0
AFR FYQ0| 204 | 11.2 8.2 59 4.7 7.7 6.4 5.5 4.8 44 40 | 36
AL FYSl| 1.2 0.6 0.8 23 24 2.6 29 2.7 25
TOT FYQ0| 24 25 2.7 26 2.1 24 26 29 28 27 26 3.0
MONTH OCT | NOV | DEC | JAN [ FEB | MAR | APR | MAY | JUN | JUL | AUG | SEP
TAC'S TOP 5 thru JUNE 1991
1st AF I gth AF " 12th AF
"COMMAND-CONTROLLED CLASS A MISHAP-FREE MONTHS"
140 | 48 FIS 50 | 479 TTW
65| 57 FIS 42 | 355 TTW
325 TTW 41 | 366 TFW
TFW

27
49

ANG g AFRES I DRUs
"COMMAND-CONTROLLED CLASS A MISHAP-FREE MONTHS"
159 | 301 TFW 177 | 552 AWACW
122 | 482 TFW 68 | 28 AD
119 | 924 TFG 47 | USAFTAWC
107 | 906 TFG 39 | USAFTFWC
TFG
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