


record keeping and superior management skills. CW4 Barker continues to pursue personal and professional
development--earlier this year he completed the Warrant Officer Staff Course and a three credit course in Airline
Regulation from Embry-Riddle Aeronautical University. He has been awarded an ARCOM, an AAM, and has an Air

Medal pending for accomplishments which have taken place since 1 September 1994.
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INADVERTENT IMC

TRANSITION TO INSTRUMENTS:
* ATTITUDE - WIN7:S LEVEL
e« HEADING - CONSTANT, TURNING ONLY TO AVOID
KNOWN OBSTACLES
« TORQUE - CLIMB POWER
s AJRSPEED- CLIMB AIRSPEED
THEN REFER TO SPECIFIC AREA INSTRUCTIONS

FT WAINWRIGHT (FBK):
SET XPNDR TO 7700 ASAP

= CLIMB TO 3,000 ft MSL IN TFTA, 4,500 ft MSL IN YTA

e CONTACT FAI APPROACH CONTROL ON 118.1/363.8 or
126.5/271.3 (or on GUARD if unable)

e REQUEST PAR TO FBK, PAR TO EIL OR VECTORS FOR THE
NDB-A AT FBK

o LOST COMMO: COMPLY WITH LOST COMMO

PROCEDURES, THEN PROCEED TO CUN AND EXECUTE THE

NDB-A APPROACH AT FBK

FT GREELY (BIG):

s SET XPNDR TOQ 7700 ASAP

« WEST of BiG DELTA RIVER CLIMB TO 8,000 ft MSL, TURN
TO HEADING OF 330 DEGREES

« EAST of BIG DELTA RIVER CLIMB TO 6,000 ft MSL, TURN
TO HEADING OF 330 DEGREES

s CONTACT ANCHORAGE CENTER ON 135.3/322.5 (IF
UNABLE TO CONTACT ANC CTR, TRY FAI RADIO ON 122.2)

e LOST COMMO: COMPLY WITH LOST COMMO
PROCEDURES. IF VOR EQUIPT, PROCEED TO BIG DELTA
VOR AND EXECUTE THE VOR RWY 18 TO BIG. IF ADF
EQUIPT, PROCEED TO DELTA JUNCTION NDB AND
EXECUTE THE NDB-A TO BIG

FT RICHARDSON (FRN):

BEFORE OPERATING IN THE MOUNTAINS EAST OF GLENN

HWY, DETERMINE APPROPRIATE HEADINGS AND ALTITUDES.

» SET XPNDR TO 7700 ASAP

e CLIMB TO 2,500 ft MSL, TURN TO HEADING 340 DEGREES

e CONTACT ANCHORAGE APPROACH ON 118.6/290.9 (or on
GUARD if unable)

LOST COMMO: COMPLY WITH LOST COMMO PROCEDURES.
IF VOR EQUIPT, PROCEED TO BIG LAKE VOR, THEN TO
HYSON INTERSECTION VIA PUBLISHED TRANSITION,
EXECUTE THE ILS RWY 5 OR LOCALIZER RWY 5 TO EDF.
IF ADF EQUIPT, PROCEED TO CAMPBELL LAKE NDB, THEN
BRUCK LOM VIA THE PUBLISHED TRANSITION, EXECUTE
THE NDB RWY 6 TO ANCHORAGE INT'L
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WRONG, IT WILL. THERE OF COURSE,

TC THIS ADAGE, pUT vNE CF mefEnﬁ TO PILOT
HEADWLN‘S THAN TAILWINES.

N & ; T PEMENT T CURATE, EOFECIALLY WITH
RESrHFT TO PGUND ROELN FLIGHTS. GIVEN ANY SPECIFIC WIND
DIRECTICN AND SPEED, A ROUND TRIP TAKLES LONGER THAN WHEN TEHL

WIND IS5 CALM.

FOR EXAMPLE, ASSUME THAT A PILOT IS FLYING DUE EAST FROM A
TC B, A DISTANCE OF 300 NM. WITH A CALM WIND AND TRUE
AIRSPEED OF 150 KNOTS, THE ROUND TRIP (600 NM) WOULD REQUIRE
EXACTLY FOUR HOURS (EXCLUDING TIME LOST DURING CLIMB,
DEPARTURE AND ARRIVAL MANEUVERING) .

BUT NCOW INTRODUCE A 50 KNCT WESTERLY WIND. THE 300 NM
CUTBOQUND FLIGHT WCULD BE FLOWN WITH A 200 KNOT GRCUNDSPEED
AND REQUIRE ONLY ONE HOUR AND THIRTY MINUTES. THE
GROUNDSPEED FCOR THE RETURN LEG, HOWEVER, WOULD BE CNLY 1CO
KNOTS AND REQUIRE THREE HOURS ENROUTE.

TOTAL TIME FOR THE RCUND TRIP WOULD BE FGUR HOURS AND
THIRTY MINUTES, HALF AN HOUR LONGER THAN HAD THLRE BERN N
WIND AT ALL.

THE REASON FOR THE ADDITICONAL FLYING TIME IS THAT THE
ATIRCRAFT SPENDE MORE TIME UNDER THE INFLUENCE CF A HEADWIN
THAN IT DQES BENEFITING FROM THE TAILWIND., CONCEQUENTLY, THE
AVERAGE GROUNDSPEED IS LESS THAN HALD THE WIND BEEN CALM.

WITH RESPECT TO ROUND-ROBIN FLIGHTS, *“PEH'RL IT CA
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AID THAT ANY WIND IZ AN "EFFECTF
hLIGH’I IS5 PROLONGED.

BUT WHAT ABOUT ONE-WAY FLIGHTS? DOES MURFHY'S LAW AFFECT
THESE, TCO? DC HEADWINDS REALLY PREVAIL CVER TAILWINDE?
LOGIC SUGGEST THAT FOR ANY GIVEN FLIGHT, THE OLDRS IN FAVOR
OF A HEADWIND ARE EQUAL TO THOSE IN FAVOR OF A TAILWIND.
RIGHT? WRONG! SAD TO SAY, MURPHY IS CMNCE AGAIN CCRRECT.
HEADWINDS DC PREVAIL, BUT NOT SIMPLY BRECAUSE THE CONTRITE,
IRISH GENTLEMAN HAS A VENDETTA AGAINST PILOTS. THE REASCHN IS
A BIT MORE OBSCURE.

IMAGINE A COMPASS ROSE ABOUT AN AIRPLANE, A2 DIAGRAM USEDR TO
COMMONLY IN TEXTEOOKS TO DESCRIBE THE EFFECTS OF VARIOUS
WIND DIRECTIONS. FOR EXAMPLE, WINDS BLOWING TOWARD THE
AIRPLANE FROM THE DIRECTIONS ENCCMPASSED BY THE UPPER TWO
QUADRANTY ARE HEADWINDS WHILE THOSE BLOWING FROM THE LOWER
TwC QUADRANTS DEFINE TAILWINDS. DO YOU AGREET WELL YOU
SHOULDWN'™T. THIS POPULAR PRESENTATICN IS INACCURATE.

THE TEXTBOOK DIAGRAMS IMPLY THAT A CROSSWIND FROM EI
090 DEGREES OR 270 DEGREES HAZ NOC EFFECT ON GROUNDSPE



OTHER WORDS, THEZE CROSEWINDZ WOULD BE NEITHER HEADWINDES Zf

TAILWINDS. NOT SO.

IN ORDER TO CORRECT FOR A CROSIWIND AND MAINTAIN THE
CESIRED TRUE COURSE, IT IS NECEZSSARY TO ESTAELI
CORRECTION ANGLE, OR CRAB.BUT THE ACT OF CRABBII
NECESSITATES TURNING INTQO THE WIND. THE RESULT? A LOS3 OF
GROUNDSPEED. THE STRONGER THE CROSSWIND, THE GREA

<t

LOSS. IN OTHER WORDS, A DIRECT CROSSWIND ALSO IS A HEADWIN
FOR EXAMPLE, IF A 160 KNOT AIRPLANE IS REQUIRED TO CRAB 2
DEGREES INTO A CROSSWIND TO MAINTAIN COURSE, THE GROUNDSPE

LO35 I3 10 KNOTS.

YERY STRONG WINDS THAT BLOW FROM EVEN SLIGHTLY BEHIND THE
AIRCRAFT MAY APPEAR TO BE BENEFICIAL, BUT BY THE TIME THE
WIND CORRECTION ANGLE IS APPLIED MORE GRCOUMDSPEED MAY EE
LOST (BY CRABRING) THAN WOULD BE GAINED FROM THE TAILWIND
COMPONENT .

CONSIDER A PILOT WHO WANTS TOC FLY A TRUE COURSE OF 380
DEGREES IN A 150 KNOT AIRPLAME. THE PREVAILING WIND IS 260
DEGREES AT 60 KNOTS. CERTAINLY THIS AFPPEARS TO PROVIDE A
SLIGHT TAILWIND. BUT IF THE PROBLEM IS RESCLVED ON A
COMPUTER, GROUNDSPEED ALCONG THE DESIRED COURSE IS OMNLY 1485
KNOTS. ALTHOUGH THIS WIND PROVIDES A 10 KNOT TAILWIND
COMPONENT, 12 KNOTS ARE LOST BY HAVING TO CRABR 22 DEGREES

INTO THE WIND.
2C, TO THE GLEE OF MR. MURPHY, HEADWINDS DO PREVAIL.



