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Upset
Prevention
and Recovery
Training:
From Skeptic

to Convert

by Patty Wagstaff

used to scoff at the idea that upset training was different

than aerobatic training. I thought, what was the point? Why

bother with something like "upset training” when you can
just learn aerobatics? 1 discussed this stance with friends who
teach Upset Prevention and Recovery Training (UPRT), and
while they explained the differences, T was still somewhat
skeptical, Teach them a loop I'd say, and they will learn all there
is to know about energy management, linear control feel and
recovery from a botched maneuver,

Let me explain. I'm a hit old school when it comes to avia-
tion. 1 grew up primarily with pilots who were products of the
WWII training environment. These men (I didn't know any
WASPs - the women who flew in WWII - at the time) were
taught basic acrobatics as part of their primary training. As a
kicl when I asked my dad what it was like to do a loop, he'd say,
“Oh, it's no big deal. Fun stuff" He and fellow pilots might not
have continued to do aerobatics in their day-to-day flying, but
they considered it a normal and expected part of learning to
fly. Undoubtedly, they would have laughed at the concept of
an "unusual attitude® or “upset.”

Fast forward a few years, and manufacturers were attempt-

ing to sell aviation to the public as a new, safe and reliable way
to travel - advertising their airplanes as “easv” “fast,” “drives
E like a car!” One 1956 Cessna 172 ad said, “You must “drive” this
e airplane to appreciate it"" Suddenly, the term “aerchatics” seemed
— z a little crazy or dangerous, causing people to leave that to the

stunt pilots and barnstormers. Besides, who would want to fly
— a perfectly good airplane upside down?
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So, it's no surprise when most of
us learned to fly, including me in the
early 1980s, aerobatics was not a part
of our private or commercial pilot cur-
riculum. It's only a recent development
that Certified Flight Instructors (CFI's)
are required to have a modicum of spin
training. I'm sure I wasn't unusual that in
the hack of my mind I wondered, “What
if?" What if T get into a spin? What if 1
encounter wake turbulence? Will I know

what to do?

There are unintended consequences
in everything we do. Flying was meant
to be safer with spin resistant airplanes,
autopilots, thorough instrument training,
and later, glass cockpits. But alas, pilots
are still getting into trouble and Loss of
Comtrol In-Flight (LOC-T) is the number
one cause of fatalities in aviation today.
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Here are some sad and disturbing
statistics:

s Loss of control - mainly preceded
by stalls - accounts for the largest
number of fatal accidents across the
board in all facets of aviation;

¢ In the last 10 years, LOC-I has ac-
counted for almost half of all fatalities
in commercial aviation and general
aviation (GA) worldwide;
Between 2008 and 2016, there
were ahout 1,000 fatal LOC-I acci-
dents in GA;
» In 2017 there were 86 general aviation
LOC-] accidents with 146 fatalities;

» 40 percent of corporate and business
flying accidents over the last decade
were due to LOC-;

» Most LOC-I accidents are fatal.
Loss of control is usually preceded by
an “upset.” If anupset isn't counteracted
with proper control inputs, the airplane
is likely to stall and can lead to LOC-L
The FAA defines an *airplane upset” as an
airplane in-flight unintentionally exceed-
ing the parameters normally experienced
in line operations or training:

s Pitch attitude greater than 25 de-

Eress Nose up,;

» Pitch attitude greater than 10 degrees

nose down;

¢ Bank angle greater than 45 degrees;

» Within the above parameters, but fly-

ing at airspeeds inappropriate for the
conditions.

The leading causes of airplane “up-
sets” are environmental (e.g, weather
related, turbulence), pilot induced (e.g.,
distraction) and system anomalies (e.g.,
instrument failure).

Can we blame the pilots of two of the
truly tragic (and ultimately unnecessary)
LOCA accidents over the past few years
- the high-profile Air France 447 and the
Colgan Air crashes? [ don't believe so.
How can you blame pilots who haven't
received enough training in the basics
of Angle of Attack (AOA), deep stalls
and the concept of unloading a wing to
recover from a stall? After all, they flew
with government-issued pilot certificates.

So, what is happening? Are airplanes
just falling out of the sky? In my mind,
loss of control conjures a pilot in a per-
fectly good airplane flying along and
all of a sudden the airplane tumbles out

of control = which I would add, a cer-
tified airplane cannot do. Under FAA
Adrplane Certifications FAR's 23 and FAR
25, mishehaved airplanes are prohibited.
Airplanes must have a “downward pitch-
ing motion when stalled.”

A stall - what is it? Why does an air-
plane crash when it's subjected to this
mysterious “force? A: It is simply a loss
of lift when the wing exceeds its criti-
cal angle of attack. A: Pilots have been
doing it since the Wright Brothers. A
In a certified airplane, the stalled wing
and its effiects have been explored quits
thoroughly. A. The recovery for a stalled
wing is reduce the angle of attack and
the wing will fly again. We do this by
placing the elevator to the neutral or
forward position. In other words, "Stop
pulling back on the yoke."

To the inexperienced pilot, the nose
dropping in a stall - subjecting the pilot
to half-G or even 0 G - causes a "startle”
response, which is to pull back on the
yoke to get the nose back up. Because
this is often followed by a large aileron
input to counter any roll, the airplane
transitions from an “upset” to a “stall-
spin-crash-hurn.”

Let's talk about the startle factor; it's
a universal human response, We have
been walking around the planet earth a
long time at 1 G. To a human, any sensa-
tion that is less than 1G equals falling.
We don't like to fall. This response is so
ingrained in humans that infants just
moments old startle when subjected to
less than 1 G. If the haby is held in the
palm of the hand and gently dropped
down, it will startle, It has a medical
name - the Moro reflex. This is some-
thing a pilot must experience and be sen-
sitized to while training in the cockpit.
It cannot be experienced in a simulator.

What is the difference between
Upset Prevention and Recovery Training
(UPRT) and Aerobatic Training? While
both types of training will train a pilot
to recover from unexpected situations,
the differences are in the focus, effi-
ciency and length of training, Aerobatic
training focuses on completing aerobatic
maneuvers with precision and putting
maneuvers together into a sequence uti-
lizing energy management, Aerobatic
training can last a lifetime. You can learn
a lot in five or 10 hours, but trust me,



after 30-plus years of aerobatics, I'm still
learning (and that's what I like about
it). On the other end, UPRT focuses on
awareness, avoidance and maintaining
aircraft control by identifying a problem
and then correcting it with proven recov-
ery technigues. UFRT courses usually
take between one and three days, and
whether taught in a basic trainer like a
Super Decathlon or a higher performance
Extra, are transferable to any airplane
you fly - assuming it has wings!

People often ask if UPRT taught in
simulators is effective. While it certainly
can't hurt, if simulators had properly
prepared pilots for loss of control situa-
tions, then why are accidents still occur-
ring? UPRT training, to be most effective,
must be in-cockpit. Positive, negative
and lateral G's and startle factor are near
impossible to replicate in a simulator.
Psychological effects (sweaty palms and
fear) in the airplane can be significantly
different than in a simulator, Simulator
limitations mean upset recovery is not
the same as in an airplane, and can result
in a negative transfer of learning,

Sometimes to move forward, vou have
to go back to the basics. If vou feel you are
lacking in a skill that you didn't receive
when getting your ratings, then it might
be time for you to look for additional
training. It is up to us, as pilots, to seek
out additional and potentially lifesaving
“upset” or aerobatic training. Doing the
right thing isn't always required, like
brushing vour teeth, but you know it's the
right thing to do. Wolfgang Langeweishe
wrote the following in his classic book,
“Stick and Rudder” in 1944:

*thereis much of animel training m onr
flight training methods. .. for you simply can-
MO 50 (180 tinsl HOUF CONMMON SEN38e, against
yonr miost power ful instingts, except by drill,

and meore hard drill

And nothing has changed since. {&g»

Confessions of a UPRT Instructor
by Jeff Rochelle, USAF Ret.

As a former fighter pilot, airshow pilot, helicopter
pilot and biz jet pilot with a [ittle time flying in the bush,
| can honestly say my most rewarding experience in avia-
tion is training corporate and GA pilots the finer points
of Upset Prevention and Recovery (UPRT). Not only is
this training valuable to the recipient, it is personally
gratifying to have the opportunity to give back to the
aviation community.

Alife in aviation is one of continual education and im-
provement, We never stop learning and should always maintain or improve our skills. If we
are true to ourselves, there is so much to experience and know in aviation in all its forms. To
think one has it all figured out is, with a doubt, the riskiest mindset to have. Piloting skills
depend on our best mental and physical abilities at all times. We owe it to ourselves and
our loved ones to always do the right thing; that is, to maintain and improve those skills.

That is exactly what the pilots who come to fly at Patty Wagstaff Aviation Safety, LLC
{PWAS) aim to do. Most attend because they recognize the reality of encountering an
upset situation. Others realize the onset of "skill decay” after years of flying on autopilat.
Each accepts the need to get back to being an aviator and not just a “flight systems man-
ager.” Some take the training because their chief pilot requires it - others because the
aircraft manufacturer requires it. Some are excited and thrilled while others are filled with
trepidation and anxiety. Regardless, every pilot completes the course at his or her own
pace. They leave feeling confident and maore capable than ever te fly safely and handle
any unforeseen situation with the skills taught at PWAS,

The testimonials by our students and the known "saves” we are aware of speak for
themsalves. lencourage pilots at all levels to step up and "Do the Right Thing.” Get some
UPRT and be the most confident and capable pilot you can be.
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. How much time do you devote to practicing

by Rebecca Groom Jacobs

Can you walk us through a typical week in the life of Patty Wagstaff?

My primary job is operating an aerohatic school and upset training program from our
headquarters in $t. Augustine, Florida. | usually wake up around 7 am., take care of my
hird and dog, then head to my office at the St. Augustine Airport. I like to get emails and
paperwork done early so that I'm free to meet and fly with our students. We train people
to become more skilled and confident pilots and ultimately enjoy flving more.

I also fly around 12 airshows per year, which keeps me very busy. I have to stay in good
shape and keep my G tolerance up, and that takes a lot of practice in the airplane. Luckily,
we have an aerobatic box (waivered airspace where we can fly at airshow levels) here

at the 5t. Augustine Airport, and there are several boxes nearby where I can practice.
Most of my airshows are in the United States, but | occasionally fly international shows
including one last fall in the Gobi Desert in western China.

Of all of your endeavors, what gives you the most personal satisfaction?

I would have to sav that flight training — whether aercbatic, upset, recurrent or even
speaking about it - has been very satisfying. | have really enjoyed the flight school more
than I thought I would.

1 feel we are doing a good service for people in making them more skilled and confident
in their abilities. It's a good feeling to get feedback from a student saying what we taught
them helped them in some way.

ur routine prior to an
airshow? What are your goals with each performance?

1 am flying around 10 to 12 airshows per year, And it doesn't matter how many airshows |
fly, I still have to stay in the same shape and keep the same G tolerance because you can't
afford to get out of shape at any time during the airshow season,

To develop G tolerance and the fine-tuning to fly a low-level airshow, you have to be in the
cockpit and practice. [ stay current, and then leading up to an airshow [ will start tlying
every day the week prior.

. How has the aerobatics sector and airshow environment evolved since you

first entered the segment?

The airshow environment has not changed significantly since the 1930s. In a way, airshow
pilots are still harnstormers trying to please the crowd. Sponsorships have always been a
part of airshows (think Roscoe Turner, Al Williams), so having a sponsor's names on your
wing is not a new thing,



The biggest change I've seen is the development of
airplane technology and composite construction. When

[ started in the mid-1980s, we flew airplanes with wood
wings and metal props which were fine but not strong
enough to withstand the style of flving you see today. The
development of carbon fiber and composite construction
of airplanes and propellers has made a huge difference
and changed the style of aerohatics.

When conducting upset training with clients,
what is the most common “ah-ha!” moment?

[ think when we discuss the “clutch reflex” and our
tendency toward the instinctive response to pull the yoke
back during an unexpected occurrence in an airplane,
e.g, an “upset” Pilots don't really understand it until
they experience a real in-cockpit (vs. simulator) upset for
the first time. Even the most experienced pilots, when
encountering an in-cockpit upset want to pull back on
the yoke instead of relaxing and *unloading” the wing to
let it 1y,

It always surprises them that their reaction went against LIMITLESS ADVENTURE LUXURY ARCHITECTURE

what they have read and heard and even been trained

for in a simulator. This is one of the main reasons why A evelusive Fly-in commandly o aca*‘-'cf

it's 50 important to get pilots in the cockpit for real-world loug the ot clionee af Lake Tee
training - and how we have to train to overcome our MWW IMGN-airpark.com

human instincts. &gy
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