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Date:  MAY 2 5 1399
In reply réfer to: A-99-39 through -44

Honorable Jane F. Garvey
Administrator ,

Federal Aviation Administration
Washington, D.C. 20591

On July 13, 1996, at 2040 easten daylight time, a McDonnell Douglas' MD-11, N1768D,
operated by American Airlines as flight 107, experienced an in-flight upset near Westerly; Rhode
Island?> One passenger received serious injuries, and one passenger and two flight attendants
received minor injuries. The airplane was not damaged. Flight 107 was being conducted under
the provisions of 14 Code of Federal Regulations (CFR) Part 121 as an international scheduled
passenger service flight from London, England, to John F. Kennedy International Airport in
Jamaica, New York.

On June 8, 1997, at 1948 Japan standard time, another MD-11, JA8580, operated by
Japan Airlines as flight 706, experienced an in-flight upset near Nagoya, Japan. One flight
attendant’ and three passengers received serious inmjuries, and four flight attendants and five
passengers received minor injurics. The airplane was not damaged. Flight 706 was being
conducted as a scheduled passenger flight from Hong Kong to Nagoya, Japan. The National
Transportation Safety Board is participating in the Japanese Aircraft Accident Investigation
Committce’s (AAIC) investigation of the accident.

Investigations into these accidents revealed that both upsets occurred when flight
crewmembers made manual flight control inputs while the autopilot system was engaged. The
accidents raise concerns about the wamning information and training provided to MD-11 pilots
regarding proper use of the autopilot system that the Federal Aviation Administration should
address. .

! McDonnell Douglas is now known as Boeing, Douglas Products Division (DPD).

3 For more information, see Brief of Accident NYC96LA 148 (enclosed).

! The seriously injured (light attendant died from her injuries in February 1999. However, the International Civil
Aviation Organization states that an injury must result in death within 30 days of an accident to be classified as
fatal.




The MD-11 is equipped with an antomatic flight system that includes two flight control
computers with integrated autopilots. Each autopilot is capable of automatically controlling the
airplane in various vertical and lateral modes. Autopilot conitrols, located on the flight control
panel, include the AUTO FLIGHT switch, which is used to engage the autopilot, and the pitch
wheel, which can be used to adjust the airplane’s rate of descent. The autopilot can be
disconnected by pressing the antopilot disconnect switch on the flight control yoke.

According to Boeing DPD, the MD-11 autopilot cannot respond correctly when manual
flight control inputs are made; therefore, pilots should never make control inputs when the
autopilot is engaged. If control inputs are made when the autopilot is engaged, there will be a
sudden and abrupt movement of some flight control surfaces and an associated but unpredictable
aircraft response when the autopilot disengages. '

When American Airlines flight 107 was cleared to descend to 24,000 feet, the first officer
initiated a descent via the autopilot. With approximately 1,000 feet left in the descent, the
captain became concerned that the airplane might not level off at the assigned altitude and
instructed the first officer to slow the rate of descent. The first officer adjusted the pitch
thumbwheel on the autopilot control panel; however, this maneuver proved ineffective. The
captain then took manual control of the airplane, began applying back pressure to the control
column, then disconnected the autopilot. Flight data recorder (FDR) data show that the airplane
experienced an immediate 2.3 G pitch upset followed by additional oscillations, resulting in the
injuries.

Although the Japanese AAIC’s final report of the investigation into the Japan Airlines
flight 706 in-flight upset has not yet been published, the Safety Board understands that when the
airplane was cleared to descend from cruise altitude, the captain initiated a descent via the
autopilot. During the descent, the captain stated that he believed the airplane was gaing to
accelerate beyond the maximum operating airspeed. The captain took manual control of the
airplane and began applying back pressure to the control column while the autopilot system was
still engaged. As the captain’s input force increased to about SO pounds, the autopilot
disconnected,’ and FDR data show that the airplane responded abruptly to the captain’s
accumulated input force. The airplane experienced a series of pitch oscillations, ranging from
+2.78 to -0.5 G, resulting in the injuries.

After the American Airlines upset, the Safety Board researched the information provided
to MD-11 pilots about disengaging the autopilot before making manual control inputs. A
reference was found in the McDonnell Douglas MD-11 Flight Crew Operating Manual (FCOM)
under the heading “Severe Turbulence and/or Heavy Rain Ingestion,” which stated

* The autopilot disconnected because of the activation of a feature known as the Autopilot Elevator Command
Response Monitor. This monitor will disconnect the autopilot automatically when the position of the elevator
differs from the autopilot commanded position. According to Boeing DPD, this can occur when e crewmember
applies enough force to the control column to cause the elevator to deflect away from its antopilot commanded
position.




Do not atlempt to overpower the autopilot with control lorces. This can cause the
autopilot to disengage with too much control input, which could result in over
control during recovery. Every attempt should be made not to over control.

Safety Board staff questioned Bocing DPD about whether this waming should apply to
all flight conditions in which the autopilot may be used, not just conditions of severe turbulence
and/or heavy rain ingestion. Following these discussions, the company issued MD-11 FCOM
Temporary Revision 2-826, dated December 2, 1997, which contained the following waming in
the “Automatic Flight System, General Overview" section:

Applying force to the control wheel or column while the autopilot is still engaged
has resulted in autopilot disconnects and subsequent abrupt aircraft mancuvers.
The pilot should never apply force to the control wheel or column while the
autopilot is cngaged If the pilot is not satisfied with the autopilot performance, or
is unsure that it is operating correctly, it should be 1mmodlately disconnected by
using one of the autopilot disconnect switches.

The wording of this warmning is appropriate; however, the Safety Board is concerned that,
because many MD-11 operators use their own company flight manuals (CFM), which may not
reflect the information in the McDonnell Douglas MD-11 FCOM, some pilots may not be aware
of this waming. Placing the waming in the FAA-approved MD-11 Airplane Flight Manual
(AFM), which is required for each airplane delivered, and requiring operators to include the
warning in their CFMs will ensure that all pilots are made aware of this safety hazard. Therefore,
the Safety Board believes that the FAA should require Boeing to revise the MD-11 AFM and all
MD-11 operators to revise their CFMs to ensure that pilots are wamed about the hazards of
applying force to the control wheel or column while the autopilot is engaged.

Pitch upsets may be more severe in the MD-11 than in other airplanes because the control
column forces needed for manual control of the MD-11 in cruise flight can be much lighter than
those that pilots might have previously encountered in other au'planc models and considerably
lighter than those normally used at lower speeds and altitudes® As a result, pilots may
overcontrol the MD-11 in manual flight after autopilot disengagement. To minimize this hazard,
flight crew training should emphasize the proper procedures for autopilot disconnect and
subsequent manual control of the airplane. Therefore, because of the potential for light stick
forces in cruise flight, the Safety Board believes that the FAA should issue a flight standards
.information bulletin that directs principal operations inspectors to ensure that MD-11 training
programs provide simulator instruction in the proper procedure for autopilot disengagement and
the subsequent manual control of the airplane.

The certification requirements for transport-category autopilot systems are addressed in
14 CFR Part 25.1329, “Automatic Pilot System.” Compliance with this regulation is addressed

$ National Transportation Safety Board. 1997. /[nadvertent In-Flight Slat Deployment, China Eastern Airlines
Flight 583, McDannell Douglas MD-11, B-2171, 950 Nautical Miles South of Shemya, Alaska, April 6, 1993.
Aircraft Accident Report NTSB/AAR-97-07. Washington, DC




w Advisory Circular 25.1329-1A, “Automatic Pilot Systems Approval.” However, neither of
these references includes information about how an airplane should respond when a manual
flight control input is made while the autopilot is engaged. The Safety Board is aware that some
transport-category airplane autopilot gystems are designed to disconnect whenever pilots apply
force’ to the flight controls. A similar design feature would have prevented the pitch upsets that
occurred in these two accidents, and the Safety Board is aware that therc may be other viable
means to prevent such upsets. The Safety Board concludes that the current MD-11 autopilot
design, which allows for upsets to occur when pilots apply force to the flight controls, is not
acceptable. Therefore, the Safety Board believes that the FAA should require that the MD-11
sutopilot system be modified to prevent upsets from occurring when manual inputs to the flight
controls are made. In addition, the Safety Board believes that the FAA should review the design
of all transport-category airplane autopilot systems and require modifications to those determined
to be capable of creating upsets when manual inputs to the flight controls are made. Finally, the
FAA should require all new transport-catcgory airplane autopilot systems to be designed to
prevent upsets when manual inputs to the flight controls are made.

In the American Airlines flight 107 upset, the first officer adjusted the piich thumbwheel
scven times as the autopilot was attempting to level the airplane after descending. Boeing DPD
engineers informed the Safety Board that, when the autopilot is engaged, movement of the pitch
thumbwheel interrupts the autopilot’s altitude capture mode. Once the pitch thumbwheel is
released, there is a 2-second delay before the autopilot can resume the level-off. Therefore, the
American Airlines flight crewmember’s repeated use of the pitch thumbwheel during the level-
off process prevented the autopilot from capturing the assigned altitude. The Safety Board
leamned that American Airlines operations and training personnel were not aware of this 2-second
delay and that it was not addressed in the manufacturer’s operations or training materal.

, After the accident, Boeing DPD issued MD-11 FCOM Temporary Revision 3-101, dated
June 18, 1997, which stated the following:

When the pitch wheel is moved, the AP [autopilot] will cancel the altitude capture
made (if engaged) and will not re-engage in altitude capture until the pitch wheel
has come to rest for 2 seconds. Altitude capture will not engage if the pitch wheel
is repeatedly adjusted.

Although this information adequately describes the effect of pitch thumbwheel
adjustment during altitude capture, the Safety Board is again concerned that, because many MD-
11 operators use their own CFMs rather than the McDonnell Douglas MD-11 FCOM, some
pilots may not be aware of this warning. Placing the waming in the FAA-approved MD-11
AFM, which is required for each airplane delivered, and requiring operators to include the
warning in their CFMs will ensure that all pilots are made aware of this potential safety hazard.
Therefore, the Safety Board believes that the FAA should require Boeing to revise the MD-11

¢ To prevent nuisance disconnects caused by incidental pressure on the controls, the force required (o disconnect the
sutopilat must exceed a threshold value.
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AFM and all MD-11 operators to revise their CFMs to ensure that pilots are wamed about the
hazards of adjusting the pitch thumbwheel during a level off with the autopilot system engaged.

Therefore, the National Transportation Safety Board recommends that the Federal
Aviation Administration:

Require Boeing to revise the MD-11 Airplane Flight Manual and all MD-11
operators to revise their company flight manuals to ensure that pilots are wamed
about the hazards of applying force to the control wheel or column while the
autopilot is engaged. (A-99-39)

. Issue a flight standards information bulletin that directs principal operations
inspectors to ensure that MD-11 training programs provide simulator instruction
in the proper procedure for autopilot disengagement and the subsequent manual
control of the airplane. (A-99-40)

Require that the MD-11 autopilot system be modified to'prevent upsets from
occurring when manual inputs to the flight controls are made. (A-99-41)

Review the design of all transport-category airplane autopilot systems and require
modifications to those determined to be capable of creating upsets when manual
inputs to the flight controls are made. (A-99-42)

Require all new transport-category airplane autopilot systems to be designed to
prevent upsets when manual inputs to the flight controls are made. - (A-99-43)

Require Boeing to revise the MD-11 Airplane Flight Manual and all MD-11
operators to revise their company flight manuals to ensure that pilots are wamned
about the hazards of adjusting the pitch thumbwheel during a level off with the

autopilot system engaged. (A-99-44)

Chairman HALL, Vice Chairman FRANCIS, and Members HAMMERSCHMIDT,
GOGLIA, and BLACK concurred in these recommendations.

Enclosure
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The autopilot Is disconnected by pushing the
autopliot disconnect switch located on elther the
Captain's or the First Officer's outboard yoke han-
dle. This activates the autopliot disengage waming
syslem, which consists of a flashing red boxed AP
OFF text and a flashing red box around the flight
mode annunciator on the PFD. It also consists of a
scyclic aural waming tone and a central aural wam-
ing system “AUTOPILOT” optional announcenient.
{f the autopiiot disconnect button is held depressed,

and the RCWS" option is instafled, the Roll Controtl -

Wheel Steering (RCWS) will be disabled until the
button ts released.

CAUTION

OOnotd(sengageﬂteautopuotbymak
lng manual inputs to the coatrol column
and do not apply force on the control
column when disconnecting the
autopllot. If a force Is applied to the
conitrol column while disengaging the
autopliot, the aircraft wlﬂ respond
abruptly.

AE1 2

FAUTOMATIC FLIGHT SYSTEM (AFS) J i >WTMFH LHBIZHWT,
['INTRODUCTION] =@ [GENERAL OVERVIEW] D& i kDELB%EEM L 7=,
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[INTRODUCTION| == [GENERAL OVERVIEW] DFEdBAAKRDEEVEFE ENT,

ZNFE T [CAUTION] TH - =#id. [WARNING] KEEEN, AA LK
EINT, ‘

The autopliot. is disconnected by pushing the
autopliot disconnact switch located on elther the
Captaln's or the Flrst Officer's outboard yoke han-’
dle. This activates the autopliot disengage waming
system, which conslsts of a flashing red boxed AP
OFF taxt and a flashing red box around the flight

- mode annunclator on the PFD. It also consists of a
cyclic aurel waming tone and a central aural wam-
ing system “AUTOPILOT” optional announcement.
tf the autopliot disconnect button Is held depressed, -
and the RCWS option s installed, the Roll Control
Whee! Steering (RCWS) will be disabled untll the
bution &s. released.

(warmning |

Unless the autopliot ts matfunctioning,
the pliot should not over power ot as-
slst the autopllot with control column
or control wheel forces. This can cause
the autopliot to disengage with too
much control lnput, which could result
{n over control during tecovery. If a
force Is applied to the control column
or control wheel while disengaging the
autopllot, the alrcraft will respond

abruptly.
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FAUTOMATIC FLIGHT SYSTEM (AFS) J KK D>WT#H LAHBIZEWT,
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1z & v, [SEVERE TURBULENCE AND/OR HEAVY RAIN INGESTION| DIEIZ & KM
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The autopllot Is disconnected by pushing the
autopliot disconnect switch located on elther the
Captain's or the First Officer's outboard yoke han-
dle. This activates the autopllot disengage waming
I system, which consists of a flashing red AP OFF
text and a flashing red box around the filght mode
annunciator on the PFD. it also consists of -a cyclic
aural waming fone and a central aural wamlng sys-
tem “AUTOPILOT” optional announcement. If the
"autopliot disconnect button is held depressed, and
the. RCWS option is installed, the Roll Control Wheel
Steering (RCWS) will be disabled until the button is
. released,

{ The pliot is responsible for monitoring the autopliot
whenever i Is engaged. If the pliot {s not satisfied
with the autopiiot performance, or ts unsyre that it ks
operating correctly, it should be immediately dis-
connected by using one of the autopliot disconnect
switches. The pliot should smoothly stabllize the
alrcraft attitude, retrim ¥ necessary and reengage
the autopillot if desired.

NOTE

Because the autopllot cannot respond cor-
rectly when inputs are made to the contro!
wheel or column, it Is designed to discon-
nect automatically if there are sustained pi-
lot inputs. However, the pllot should never
make control inputs when the autopliot is
engaged, because at disconnect there will
be a sudden and abrupt movement of
some flight control surfaces with an associ-
ated but unpredictable alrcraft response.
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WARNING

Applylng force to the control wheel or
column while the autopllot ls still en-
gaged has resuited I autopllot discon-
nects and subsequent abrupt alrcraft
maneuvers. Pllots have over-controlled
the alrcraft while trylng to return to sta- .
blitzed level flight. The pllot should nev-
er apply force to the control wheel or
columa while the autopliot {s engaged.
it the pliot s not satistied with the
autopliot performance, or Is unsure that
it s operating cotrectly, it should be
immediately disconnected by using one
of the autopliot disconnect switches. it
the autopllot disengages while a force
is applied to the control wheel or col-
uma, there will be a rapld, commanded
change In some of the control surface
posttions. This will resuit in an abrupt
and unpredictable alrcraft response.
Additionally, the pllot should not at-
tempt to disconnect the autopliot whille
applylng a control force. If an inadver-
tent autopllot disconnect occurs, the
pliot must smoothly stabliize the alr-
craft attitude, releasing the flight con-
trols, i necessaty, uatll the alrcraft
motion dampens out.
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BE1 3
BAEARAEE CET 5EETEDTR

BAERRAEE RSN, HEXBI LD IS @B ENTVERIZOVT,
LTI ZE LD D,

1 TitZeEH (Airvorthiness Requirements) 231} %a0ak
BAEABRAEE > WTIK, XKEEHHMEHRANE25.150561Z, kKoL

BOEBENTWS,
§25.1505 Maximum operating limit speed.

The maximum operating limit speed
(Vuo/Muo airspeed or Mach Number,
whichever is critical at a particular al-
titude) is a speed that may not be de-
liberately exceeded in any regime of
flight (climb, cruise, or descent),
unless a higher speed is authorized for
flight test or pilot training operations.
Vio/ Mo must be established so that it
is not greater than the design cruising
speed V¢ and so that it is sufficiently
below Vp/Mp or Vor/Mpr, t0 make it
highly improbable that the latter
speeds will be inadvertently éxceeded
in operations. The speed margin be-
tween Viwo/Muo and Vo/Mp or VoeM/or
may not be less than that determined
under § 25.335(b) or found necessary
during the flight tests conducted
under § 26.253.

{Amdt. 25-23, 35 FR 5680, Apr. 8, 1970]

BEEED BRI, IROEBVTH D,
Vc :Design Cruising Speed. Vo/Mp :Design Diving Speed
Vor/Mpr : Demonstrated Flight Diving Speed |
5. §25.335(b)ix Mesign Dive Speed] DH®®HF BT HHETH
. §25.25 31k High-Speed Characteristics] BT 2HE TH % D',

FORBIZOWTITAKT 5,
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Efo. BOEOMEMEEERASOTBA S50, TOARIERT 5,

2 754 - RZaTFNVRUOBRTHREIZ ST B0
HEHCLEE, Y2 KRV - 75 A1 FATD Thirplane Flight Manuall iZWd.
[SECTION1 LIMITAIONS] @ [2.STRUCTURAL DESIGNJ ®IEHIiZ [ Maximum
Operating Speeds] DEET, LT Z &AM EIN T\,
Maximum Operating Speeds
The Maximum Operating limit Speed Vmo/MMo may not be deliberately exceeded in any
regime of flight.(climb,cruise,or descent) |

(LUT408)
H. FRUROHAME B ORTHRBICL, AFEDORBLLEIN TV,

3 FCOMRUAOMIZHEIT LR
HYOLEE, Y2 KX - U5 IA-RFOF COMIZIE, [VOL.I Operating
Procedures] . [LIMITAIONS] @ [2.STRUCTURAL DESIGN LIMITATIONS] DIH
iz Maximum Operating Speeds| DEE T, LLTOZ &AL HEIN T\,

Maximum Operating Speeds

The maximum operating speed Vwmo/Mwo may not be
deliberately exceeded in any regime of flight
(climb, cruise, or descent).

(AT &)

P, HAMZE (BK) DAOMTIX. [AIRCRAFT LIMITATION] 0&E®D ['1 —
2—-2 HERCHERSHI &, 1. HKEEZRA] OB [(1)Maxinun
Operating Limit Speed (Vmo/Mmor; I DOWTEEHENT W,

| UFHAOMKE. EAMIZIIFCOMIZR->72b0TH54. FCOMDRE

[The Maximum ......., or descent] DEHIZHO>WVWTIE. AOMTIE, FiRYE
BERAREBINTEY., TokENESN,

4 F—N— -+ A— FRAEBROSRICETAAVTFF VX - v a7 VORK
Vmo/MuoZ BB LB AICBEY k5 AREHIZOWT, [ MD—-11

Aircraft Maintenance Manual] IZi&. Vwmo/MuoZ#B L7254 ( Clean Wing
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condition) WHEELLHAFREBOREBELHD., TDHFIZHDEDZ EHNEHX
nTtna, |

If the overspeed is no more than 10 knots above the maximum operating speed
(Vmo/Mmo),inspect eXternal fuselage per paragraph 4.A.(1). Do not remove the
fillet panels,inspect external fuselage skin only. If the overspeed is more than 10
knots above the maximum operation speed(Vmo/Mmo),do all the inspection per
paragraph 4.A.(1) through 4.A.(7). If there is too much turbulenCe/buffetingv during
the overspeed,do all the inspection per paragraph 4.A.(1)through 4.A.(7).
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A1 4
CWS—PITCH&CCPoiE&ERHOTN

AHEED [2.8.2DFDREUVADASDREHE| THREZEED, JEl1or S
T, BNRGA—I B —THEEINTIHrS5DFDRRVADASZEHENS
DHEIDF—% » N2 LOMEN*EZEE T, DFDRAUADASORHMUEIZE
FBEINTEHIZESNTWS, ADASK., 1®HE%E512020y MZHHEL TR
HBITH5HRE2L->THEY, CWS—PITCH (CAP1AKU1B) &, #n%n
503FBRUVS504FHDZ Uy MZEHEEINTEY, CCPR., 1 #EII2ME,
14FBRU446FBDRuy PZ@E@BEREINTW5b, ZDkH, 757 LT, C
WS—PITCHACCPIZHENRNTHRHEHIZENTEHVTWVWELrDLDIKRZ %,

Fre, T8 - NZAORHMEBNREZERTNE, ENXTA -9 —FHBHRALVLE
WIRRNIZEB ENTZEEZADN, 79 - N2 LOENK—HFKThWizH, CWS —
PITCHECCPODMH/NT A= — BB ENHEAOMEZBERERET 52 2
TE7W,

ZIT, HHE1I DTS5 78R TCWS —P I TCHECC P QRREIBIR A HFik 24k
DR ERATTELZLDEDI, TNEdb, ADASOREFEARNCIOBEFEEL
230D ERANDLHIT, BEHUMOELHFEZEENOTY Tu—F PoFEITON
5Xx—% (PITCH, CWS—PITCH. CCP, ELEVATORS) %3l
1757 EUAKETTOay P LS 75KA L 41275RY,

IDTSTINENNBELDIC, CWS—PITCH CCPOEE QMR
AELI DTS 7ZRTILDER—THY., 2O &hbH, CWS—PITCH&CC
POREIOTNR, 7% - N2EEDABRLOBHETHLIENEX D, LIS
5T, BB ANS, CWS—PITCHECCPOERE, AMCRELED
DTHDEHEIND,
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A1 5
HEHEMBEEDT 1 22X 27 M2 OWTOREHHA

1 EBEREERT 1 22X M T R
HAMZE (k) OAOMIZINIE., BEIRMEENT + 2327 T 5KHEF,
RDEBEVTH B,
(1) Vertical “G” 281 +0.6~1%1.4%#8B, (ZORKDPitch Ratelz k5, )
(2) Roll Rate #%1 Odeg/sec%k ¥,
(3) Bank Angles’6 0° %8,
(4) PilotdOverride Control&iz & ¥ £ MM DPositiondAutopilot dCommandiz
KBLDEENT,
1) O~QREHERKEEDA—F -y bA7 (ACO) BENE
<o '
(H2) (4)FE CRMAMEET 5,

2 AEHT, ACONBBBMEBDT 1 2a% 2 MBS Lk - =B
HHCLE, FRO ETERMEES 1 4) (ECRMEE) X074 2ax
JPLEEHELEZILIEDWTR., AXKRZRER LBV TH S, HHIRMEE
DF4 227 B ERL (D~@ LB THRVEHELEERIZ, UTFToL
BV TH 5,
(1) 1) Vertical “G” iw>WT
FEMEESEMFOHEIZIE. 1+0.6G~1+1.4CGORMAEEEL
A CEEEREEDA COBEL, ;
COEBIZEIOACOMEBLEAIZIE. CFDS (Centralized Fault
Display System) iZ “AP P ACO” X WWS5 74—k « X v b—YHHEENS
B ZORENEH T
I, ACOREBH &R 5t IRUTRIELEGOESREDN S,
IRUNGERIELEERELAS, FCCHRACOREHIEZEELHNT
5FTC. HEERHEBBOL X7 LA -0y 2 Ll BOBEBEAZESATY
%
=), WEHCINE., BBEREBOONKVOFFOESS, DEFDR
CHEBENDETTF ¥ — - NZLTRAKIBDOBEEREZES,
INOSOREEND . BERHEENT « 2% 2 b LEHLO 15
W IRUDRH L BEMEEDMEIE. 1.6 GIZELTWH - 2 TTHEM: A
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H5
(2) 1(2) Roll Rateiz>\WT
TOEBIZEDACONEWEESIZIE. CFDSIZ “AP R RATE ACO” & W
37—V XAy e—IDRBFINZH. IOERFBELD -7,
Z7-. DFDREHKC INIF, BEHRMEELN T+ 2327 VT HEM, FH
Boo— ik, 0° HEODLTrRELIZLEEF->TED, 10° /s2BAD
o—)b - L—MEREEL TR,
(3) 1(3) Bank AnglelzDoWT
IOEBEIZIOACOBWEEAIZIE,. CFDSK “AP R ACO” ¥ \W5 7
A= - Ay b—IVPREFEINDIN., TORERI LT
¥7-. DFDREHBICINIT. HEHERMEEL T+ RA3%X 27 FT5HE 6
0° 2BAANVIZAIFREL TN - T
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National Transportation Safety Board
Washington, D.C. 20594

November 17, 1999
Mr. Atsuhiko Wataki ’
Investigator-in-Charge, JAL 706
Aircraft Accident Investigation Commission
Ministry of Transport
Tokyo, Japan
' BY FACSIMILE
Dear Mr. Wataki,

Thank you for the opportunity to comment on the draft report of the accident, JAL flight
706 of June 8, 1997, an MD-11 airplane, JA8580, near Nagoya, Japan. The National
Transportation Safety Board (NTSB) staff participated in the investigation as the state of

- manufacture of the MD-11 aircraft in accordance with Annex 13 to the ICAO Convention
with advisors from the Federal Aviation Administration (FAA) and the Boeing
Commercial Airplane Group (formerly McDonnell Douglas Aircraft). We believe our
participation has been beneficial to all.

We wish to congratulate the JAAIC for the depth and focus of the investigation. The
draft Final Report is an excellent example of professionalism.

We have only a few points of comment, however, we believe they are sufficiently
important that adjustment in the text would be appropriate.

Para. 2.11.1 Subparagraph (2), MD-11 Autopilot System, draft page 25, contains a
sentence that reads, According to Mc Donnell Douglas, the sole reason for the autopilot
override function,... The sentence would be more correct with the following modification,
“the reasons for the autopilot override function on the MD-11 are to provide pilots with a
backup disconnect function in the case of an autopilot hardover or where pilots find that
they are not able to disconnect the auto pilot using the disconnect button.”

Para. 2.11.1 Subparagraph (2), MD-11 Autopilot System 2, draft page 26, contains a
sentence that reads, “This function has an Overspeed Protection logic such that..” It
would be more correct with the following modification, “This function has an speed
limiting logic such that...”

Para. 2.11.3 Subparagraph (2), end sentence, draft report page 29. The sentence would
offer more clarity with the following modification, “The engineering flight simulator
demonstrations at Mc Donnell....... activate the ECRM and produce the G forces recorded
on the FDR.”




Para. 3.2.2. draft report page 33. In the paragraph which begins, “At 1948:21, the speed
brakes (Spoilers) began to deploy....” The last sentence of the paragraph would be more
correct if the current words, the AP’s “speed protection function” were replaced with the
words, “speed limiting logic.”

Para. 3.3.1, subparagraph (2) draft reporf page 35. The title of the paragraph and the first
sentence refer to the speed protection function. This subject should be called the speed
linoiting logic.

Para. 3.3.1, subparagraph (2) draft report page 36. The first sentence on the page begins,
“Thus, it is estimated that the FCC airspeed had not reached....” It is appropriate to
further explain the operation of the FCC airspeed filter by inserting the following
information before this sentence: “The time lag becomes a factor in airspeed filter
convergence when the wind rates exceed 1.1 knots per second.”

Para. 3.3.1, subparagraph (3) draft report page 36. The paragraph that reads, “The

effectiveness of the speed brakes for decreasing the airspeed...” needs modification to fully

describe the airplane performance in the FLC mode. A suggested insert follows:
In the FLC mode with the autopilot engaged, speed is controlled by airplane pitch
attitude changes, referred to as “speed on pitch.” Speed brake deployment in the
FLC mode will not slow the airplane speed, rather, deployment results in an
increased rate of descent to maintain the target airspeed. Therefore, in the FLC
mode, when the speedbrakes are deployed, the autopilot will not attempt to slow
the airplane; it will command a nose down elevator to maintain speed.

In analyzing the elevator position data during speedbrake deployment, there are
two reasons for the commanded nose down elevator. The autopilot inner loop will
attempt to counter the normal nose up pitching moment due to the aerodynamic
changes in the wing and changes in the downwash on the tail. Secondly, the
autopilot outer loop will command a nose down elevator to maintain speed.
During the timeframe of speedbrake extension, data indicates that the filtered
FCC-airspeed did not keep up with the actual CAS in the decreasing tail wind
condition which resulted in a speed excursion.

Also, the word “fully” in the next paragraph, last sentence, should be dropped.

Para. 3.3.1, subparagraph (3) draft report page 37. The paragraph that reads, “Assuming
that the Captain adequately adjusted the V/S wheel...” tends toward speculation rather
than the engineering facts associated with FCC design logic for engaging the V/S mode.
* Lacking factual explanation, it is approprate to delete this paragraph. Note then, the
related safety recommendation regarding a design review of the AP system in FLC to
changeover to V/S mode is not supported and should be deleted.

o
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Para.4, CAUSES, subparagraph (1), draft report page 45. The sentence that reads, “Thus,
the AP system (FCC-airspeed) had a time lag in converging the airspeed on the selected
target airspeed.” should have the following words added for clarity, ... with wind rates in
excess of 1.1 knots per second.

Para.4, CAUSES, draft report page 45, last item which reads “(2) A lack of pilot
education and training by using the simulator.” It would be beneficial to continue the
sentence as follows, “...regarding inappropriate AP disconnect and control of pitch
oscillations using excess pitch control forces.”

Para. 6, Safety Recommendations. With reference to ICAO Annex 13, para. 7.5, Safety
Recommendations, Dispatch, if you wish, please feel free to address the JAAIC
recommendations to the U.S. National Transportation Safety Board. Both the NTSB and
the FAA have extensive recommendation tracking systems.

As a general note, FAA participants suggested that I convey to you, for clarity, that the
manufacturer’s FCOM is accepted - but not approved - by the FAA. The only manual
approved by the FAA is the AFM (Airplane Flight Manual). It is expected that state civil
regulatory authorities will exercise oversight over their airline’s operating manuals, using
the manufacturer’s FCOM as a guide, but perhaps requiring airlines to develop company
specific operating manuals.

Again, please allow me to thank the JAAIC for the in-depth, participative way in which
you and your staff have conducted the investigation. Your promotion of fastening seat
belts at all times is very commendable. Your total efforts have made a major contribution
to aviation safety in the future.

With best regards,

y 2

obert M. Maclntosh .
U.S. Accredited Representatlve, JAL 706
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