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When we landed the indicator
was near empty, and so was the fuel
in the tanks. The gage was not
faulty, and we started to look for the
problem.

We discovered that the normal
engine air intake had lost its protec-
tive screen and a bird had been
ingested, blocking the normal free
flow of air.

There is an alternate source of
air, and if it worked correctly or not
in this instance [ don’t know.

All T know is that in this case we
burned fuel much faster than nor-
mally, and we didn’t believe our
fuel gage.

[nstead of immediately investi-
gating the situation, we convinced
ourselves that we were safe in rely-
ing on the clock rather than the fuel
gage.

If you think something is wrong,
it probably is.”

YOUR ANSWERS. .. ..

% (%er; are a few

replies we

received in response
to asking you to
“TELL US ABOUT AN INCIDENT OR
NEAR-INCIDENT IN WHICH
FATIGUE OR SLEEP PLAYED A
PART.”

Flying in the Gulf

“I don’t know how many times it
happened, but it was way more than
once. I never had any accidents, but
I sure could have. It seems that it
always happened in the early after-
noon, not too long after lunch. Back
then I was flying for XYZ in the
Gulf. On the longer legs of an hour
plus it was real easy to get comfort-
able. There wasn’t a lot of radio
talk, and sometimes you didn’t have
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206L4 Power Line Patrol

(The following incident was sub-
mitted to us in a language other
than English. Our apologies if we
lost something in the translation)

“I had a wire strike and am liv-
ing to tell about it. I was on a mis-
sion to inspect a 69KV power line. I
was accompanied by an expert
observer. After about 30 minutes of
flight we had just finished inspect-
ing the insulators on one of the
structures, and were moving to the
next one. With all the vegetation on
the ground, the hilly countryside,
and the hazy atmosphere I could not
immediately see the next structure.
Initially I used the wires as a guide
to follow. I remember my tendency
to press on the right pedal as a
means to avoid the wires. Suddenly
I noticed the wires were directly in
front of and below me even though
[ was trying to stay off to the side of
them. I assumed that [ was between
the power wires and the static line. [
pushed the cyclic forward to accel-

to make many too turns. If the sun
was just right it would make it nice
and warm. I think it was the big
lunches that [ had eaten. I'd get real
drowsy, and I don’t know how many
times I’d get that head bobbing
thing, and I’d have to fight real hard
not to fall asleep. One of the best
things for me was to stick my hand
out the window and deflect some air
onto my face.”
Asleep in Formation

“We were almost at the end of
the Army Helicopter Flight School.
We were in the tactics phase. The
afternoon’s simulated mission was a
formation cross country. There were
about a dozen helicopters following
the Class Leader in the lead ship -
his call sign was ‘Something-One’.

erate crossing over the wires when [
heard a noise. I thought we had con-
tacted something. There was no
abnormal feel to the aircraft and it
responded just as it always did. |
decided it would be a good idea to
land and check it out anyway.

I had apparently contacted the
static line with the tip of my vertical
fin. There was about 4 cm sliced off
the tip as cleanly as if it had been
cut by a razor.

[ don’t know how we managed
to hit the vertical fin without having
some sort of main rotor blade strike
too.

[ had a slightly nose down atti-
tude when we had the contact, and
the advancing and retreating main
rotor blades must have been at the
perfect orientation to avoid hitting

the line.”
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Again, our thanks to you read-
ers for your contributions-Editor.

My ship was in the second left
echelon position - we were
‘Something-Two’. It was a loose
formation because the primary part
of this exercise was map navigation.
I was at the controls in a Huey and
my fellow cadet in the Ieft seat was
following our progress with refer-
ence to the maps we were given. We
were all assigned the homework of
plotting the route so I knew general-
ly what sort of ground track we
would be flying.

I don’t remember what the map
scale was, but the sheets were huge
and could fill up the cockpit.

When the lead aircraft made the
first three turns my cockpit mate
agreed that we hit the right check-
points.
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On about the fourth leg we had
been flying for quite a while in the
same direction; longer than I
remembered this leg should be.

On the radio I then heard the
lead aircraft call ‘Something Two,
verify position.’

I was clever enough to say,
‘Right behind you.’

But he was serious. He wanted
to know where we were.

I looked over and found my nav-
igating pilot sound asleep, obvious-
ly he too had no idea where we
were. Apparently the same thing
had happened in the lead aircraft -
the pilot navigating fell asleep.

The funny thing was that out of
the entire flight of aircraft nobody
knew where we were. Everybody
was simply following the lead air-
craft and not bothering to do any
map reading.

We had flown so far off our
planned route that we all had to
land in a field and wait for the fuel
trucks to come to us.

The chase ship with two instruc-
tors, which was supposed to be
monitoring our flight, had broken
off from our formation just after we
started, and went off to do their own
thing (Probably to buzz their hous-
es). Boy did they get in trouble.”

Asleep in Vietnam

“I was the Aircraft Commander
in a UH-1D. We were on an after-
noon ash-and-trash mission. My
copilot was at the controls in the
left seat. It got very quiet in the air-
craft. No one was talking including
the crew chief and door gunner in
the back. I happened to look over
and catch my copilot fighting to
keep his eyes open. I volunteered to
take over the controls, but he said
that he was alright.

A few minutes later I looked
over again and could see that he
was more asleep than awake.

I slipped my hands on the con-
trols and made gentle control inputs

as required. I silently drew the
attention of the crew in the back to
my sleepy copilot.

When I was sure that he was
really asleep, I rolled the throttle off
and lowered the collective.

Thinking that he still had the
controls he was all over the cockpit
trying to figure out what was going
on, where he was, and what he
should do. The other three of us got
a great laugh out of that, but he did-
n’t think it was so funny.

It took a while before he would
talk to me.”

Everyone Asleep

“This happened when we were
returning home on a cross country
flight after spending several days -
and long nights - at an HAI
Convention in California. Before
departing the LLos Angeles area in a
214ST my PIC and I agreed that I
would fly half way to Phoenix, our
first refueling stop, and he would
fly the remainder of the way.

The 214ST is a smooth aircraft,
and with its AFCS altitude and
heading hold it was easy and com-
fortable to fly.

Not a half-hour out of LA I
looked over and there he was - his
chin on his chest - fast asleep.

No problem. I'd let him sleep.
I’d continue with my half of this
flight and then I could rest the sec-
ond half.

I had a hard time. I was tired
from the pace of the last 5 or 6
nights, but even though I got sleepy
I managed to stay awake.

Palm Springs was about the
halfway point and now it was his
turn. I woke him up and he took
over for his half of the flight.

I got comfortable and it didn’t
take long for me to fall asleep.
Maybe a half hour later I awoke,
and when I looked over at ‘Joe’ he
was - with his chin on his chest
again - sleeping like a baby!!! We
were fully in the hands of the AFCS.

I decided to watch him to see if
he really was asleep. He was.

I quietly whispered his name
over the ICS - it barely stirred him.
His eyes barely opened to scan the
instrument panel, and if he looked
outside it was not apparent. And
then he went back to sleep.

I woke him up and we both
stayed that way for the rest of the
trip. We talked a lot to keep up our
alertness. We never could determine
precisely how long we had flown
with both of us asleep.”

Thanks to those readers who
took the time to send us their sto-
ries.

We often hear pilots attribute
their afternoon sleepiness to eating
a big lunch, or to being in a warm
comfortable position.

Although these can be factors
that allow sleep to take over, the
predominant factor that causes
sleepiness is the normal human
circadian rhythm. This daily pat-
tern is hardwired into our brains.
It has been entrained in humans
over the ages by exposure to the
daily cycles in the physical envi-
ronment.

This biological clock has us
preprogrammed to have normal
daily periods of sleepiness at
approximately 3:00 a.m. to 5:00
a.m., and again at 2:00 p.m. to
4:00 p.m.

We should recognize that it is
normal for anyone who has a typi-
cal daytime work schedule to feel
sleepy in the afternoon. Everyone
is different so the times at which
this sleepiness occurs will vary
from one person to the next.
Everyone will have a natural
rhythm of sleepiness. If you have
to work during a period of sleepi-
ness you must develop some meth-
ods to counteract that natural feel-
ing and maintain alertness.
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WHAT’S YOUR ANSWER ?
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