FINAL CONTACT CHECK GROUND EVALUATION
STUDY GUIDE

  I)  TOLD:  Discuss TOLD in detail


-  NWLO/TD Speed:  Lowest speed that heading and course along the runway can be maintained with full rudder 


   and ailerons with the nosewheel off the runway.



-  Decision Speed:  Minimum speed that the aircraft may accelerate to, lose and engine, and still continue the 


   takeoff and get airborne by the end of the runway.  Not used in the T-37.


-  Critical Engine Failure Speed (CEFS)  The speed at which the aircraft can accelerate to on two good engines, 


   lose and engine, and continue the takeoff or abort in the same distance.  This total distance is Critical Field 


   Length (CFL)


-  Refusal Speed:  Maximum speed that the aircraft may accelerate to and abort and still come to a stop by the end 


   of the runway.  Assumes Military power to RS, 3 second reaction time, Idle RPM and normal braking.


-  CAT I Runway:  Critical Field Length is less than runway length


-  CAT II Runway:  Critical Field Length equals runway length


-  CAT III Runway:  Critical Field Length is greater than runway length
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A) How is DS / RS / CEFS / CFL affected by PA / Temp / Runway Length?


If Pressure Altitude Increases
If Temperature

Increases
If Runway Length

Increases
If Runway

Is Wet
If Headwind

Increases

Decision Speed
Increases
Increases
Decreases
Unaffected
Decreases

Refusal Speed
Decreases
Decreases
Increases
Decreases
Increases

CEFS
Increases
Increases
Unaffected *
Decreases
Increases

CFL
Increases
Increases
Unaffected *
Increases
Decreases

*  Unaffected on CEFS and CFL for change in Runway Length; however, an increases in runway length may allow the CFL to be within the length of runway available.


B) CAT III Considerations


-  Can’t Go


-  Wait Until Conditions Improve

 II)  Systems/Operations Limits

A) T-37 Dash-1 Sections 3 and 5

-  Dash 1

B) Analyze indications which will require thorough systems knowledge to recover the 

aircraft


1)  How will AC failure affect traffic pattern stalls?


-  No artificial stall warning.  Spoilers need AC for Stall Transducer to signal to activate.  No problem to 


deconfigure.  Spoilers auto-retract if out.

2)  How will hydraulic failure affect traffic pattern stalls?

-  Can’t deconfigure

-  Flaps will bow up

-  Speed Brake will blow up

-  Attenuators will blow in

-  With gear down – 10 lbs per mile

-  With gear and flaps down – 15 lbs per mile

-  With Engine Fire type problem, consider deconfiguring as part of maintain aircraft control.

3)  How will a single engine situation affect the hydraulic system?

-  Hydraulics will still work, but the component actuation time will be longer.  As with both pumps 

operating, multiple selection of components – hydraulic pressure may indicate zero.

III)  Spins / Stalls

A)  Purpose of each step of the procedure

THROTTLES:IDLE

-  reduces gyroscopic effect

-  prevents altitude loss in dive

-  less chance flame out

RUDDER & AILERONS-NEUTRAL

-  ailerons are of no positive use, but could aggravate condition

-  rudders provide some anti-spin force, and provides a starting point for the recovery

STICK-ABRUPTLY FULL AFT AND HOLD

- flattens out pitch which slows rotation, exposes more rudder

RUDDER-ABRUPTLY APPLY FULL RUDDER OPPOSITE SPIN DIRECTION (Opposite Turn Needle) AND HOLD

-  initially nose down, increases spin rate, then rudder gains effectiveness and slows rotation

STICK-ABRUPTLY FULL FORWARD ONE TURN AFTER APPLYING RUDDER

-  breaks stall

CONTROLS-NEUTRAL AFTER SPINNING STOPS AND RECOVER FROM DIVE

-  obvious

B)  Characteristics of:

1)  Entries
-  Low, Light, Left:  fast entry, more oscillatory, longer to develop and stabilize

-  High, Heavy, Right:  slow entry, less oscillatory, faster to develop and stabilize

2)  Developed vs. Stabilized

-  Developed:  nose remains below horizon, but not a constant pitch, rotation rate almost constant, 

   airspeed oscillates slightly (usually below 50 knots)

-  Stabilized:  steady airspeed, constant rate of rotation, constant pitc (40-45 degrees):  Altitude loss is 

   appox 550 feet per turn, one turn in approx 3 seconds.

3)  Landing configuration spins

-  May not seem to initially react to spin prevent controls, but should recover just like a normal spin.  

   Retract Gear and Flaps after spin recovery complete. Characterized by a near snap entry, pitch attitude 

   approx 20 degress lower when stabilized.

C)  Checks prior to spins/stalls

-  Spins:  2 lights, 2 tights, 2 fuels, clear the area. Subsequent spins, 2 lights, fuel imbalance, clear

-  Stalls:  Loose items and boost pump (also used for slow flight, recoveries, and aerobatics

D)  Spin prevent

-  Fly out maneuver, stick and rudder as necessary to break stall and eliminate yaw

-  Abandon the Prevent when: 1)  Full control deflection is obtained  2)  Nose remains below the horizon  

   3)  rotation stabilizes at an increased rate

E)  Stall warning 

1)  Clean 

-  heavy buffet approx 4 knots above the stall

2)  Accelerated

-  buffet approx 8 knots above the stall

3)  Configured (flaps 25% or more, therefore, spoilers will come out)

-  speed may be as low as 72 knots unaccelerated, 90 knots accelerated, artificial stall warning between 

   4-10 knots above the stall.

 IV) Local Area Procedures (LAFBI 11-201, Volumes 1 & 2)

  V)  Situational EPs:  Situations which require other than normal solutions

A)  Fuel flow fluctuations with accompanying indications

B)  Two high load meters / Electrical Fires

C)  Engine fire that will not go out

D)  Fire/overheat lights with no accompanying indications

E)  Other situational EPs at the discretion of the Check Pilot

