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�Flying in weather:

Preflight must include pre-heating the engine and oil, finger tip examination of flying surfaces, and free movement of controls is essential.  Don’t hand prop to start on a slippery surface.  Deicing is best done inside a hangar.  Some deicing fluids may adhere to the flying surfaces and act just as ice would in destroying lift.



It is a practical understanding of weather that keeps aviators safe.  Any trip of 750 miles is sure to encounter below VFR weather.  Anytime the weather give you doubtful feelings it is best to exercise the judgmental skill that cancels the flight.  By knowing the weather you can know what you would do before the need to make a change in plans.  Safety lies in knowing how to deal with the weather within the operating limitations of your aircraft.  It is not a "failure" to cut your potential losses by turning back.  On the other hand, you will fly in weather if the utility of flying is important.



Pilots and passengers die every year from exposure to the weather elements.  Usually, death is a result of failure to anticipate the possible weather and dressing accordingly.  Hypothermia is the culprit and it takes only wind, not cold to bring death.  Wind plus being wet accelerates the onset and ultimate result. 



The most dangerous weather is that of which you are unaware.  The signs of adverse weather are always available if we look for them.  Windshear is never inadvertent.  There is a ratio between safety and aircraft utility.  This ratio varies with every flight.  By taking the time to study the probabilities, keeping the final briefing inside the hour of departure, and (ideallly) getting a look at the radar depiction you will not be surprised. 

VFR Weather

	Determined by visibility, cloud clearance, and ceiling

	Standards for VFR below 10,000' and night:

		Visibility of three miles 

		500 below, 1000 above, 2000 lateral of clouds

		Ceilings 1000' AGL

	(Night exception 1/2 mile of runway below 1200')

  	Class G Airspace Operations;(700/1200 AGL)

	Visibility 1 mile daytime

	Clear of clouds

SVFR 	

	Requires clearance at airport

	1 mile flight visibility

	Clear of clouds

	Night: IFR airplane and pilot

Visibility

Even under the new METAR system visibility is usually given in the U.S. as

statude miles.  Ground visibility is reported at airports as distance over at least 50% of the horizon.  The pilot is bound by the reported ground visibility and must have the required visibility to operate in Classes B,C,D,or E airspace.  See FAR 91.155(d) However, the pilot will be using flight visibility while flying.  Flight visibility is the distance you can see in the direction you are flying.  When visibility is not reported you can fly using flight visibility.  See FAR 91.155(a).  Touchdown zone visibility is measured by a transmissometer and is given as visual range in feet or fractions of miles.

Go-No Go Decision:

VFR flight into IFR has only 10% of the accidents but 82% of the fatalities.  

The most difficult forecast is ceiling and visibility.  



Any flight into marginal conditions is more likely to be in error.  Error either way that is. 

The greatest errors occur in time.  The weather will happen but

   betting on when is a crap shoot.  Don’t bet on improving weather at the        

   time forecast.  



	Learn to watch trends.  A rising altimeter setting indicates improving weather.  If the temperature/dewpoinmt spread is getting wider then things are improving.  If in the air, don’t fly over an undercast unless you know you can reach VFR.  Don’t fly under a ceiling that is forcing you ever lower.  Winds that are different than forecast are advanced warnings that other parts of the forecast are going to be wrong.



	1. NoGo if known icing

	2. NoGo if ice forecast at flight altitude

	3. NoGo if forecast conditions may be worse.  Don't fly into 			deteriorating weather conditions.



Enroute Decisions

	Know where the severe weather is.  

	Know where to go to avoid problems.

	Check the weather often on 122.0.

	PIREPS are your best friends.	

	Don’t expect to influence the weather.

	You won’t go wrong making the safe decision.

Avoiding Convection

Watch the weather for a few days before a flight. Get the area forecast (FA)(TAF) which will give state by state hazardous weather.  Radar reports (rareps) and severe weather outlooks(AC) will give real-time updates of storms, intensity, and movement.  TAFs exclude temperature, turbulence and icing forecasts.



ACs show storm area by intensity and area of coverage.  ACs come out at 12Z and are accurate and reliable indicators of things to come.  Rareps tell what is now.  Rareps can be over three-hours old.  Text type convective sigmets tell about level-four or greater storms of over four-tenths coverage.  Since briefers often fail to cover these, be sure to ask for any convective sigmets.  



If the forecast indicates convection problems, leave early in the morning, get on the ground before 11 A. M., stay visual with flight following.  File IFR but request vectors around convective activity.  Don't let yourself be forced low in mountains.  Use Flight Watch.  If in doubt, do a 180 and land.  Avoid all storms by 10 miles or more.  Don't fly so that the storm blinds any radar coverage.  Wind velocity changes of 15 knots and vertical velocity of 500-fpm or greater are hazardous.  Vertical velocities of over 4000 fpm and wind speed changes over 90 knots have been recorded.



1) Avoid

Clues:

Pireps

Thunderstorms, cumulum or virga in area

Temperature over 80o

Temperature/Dew Point spread more than 30o

Blowing dust, dust devils, gust fronts

Extreme variations in wind direction/velocity

Being downwind of virga or thunderstorms

2) Longest runway

   Full power

   Watch for sudden changes in airspeed/performance

   Don't change configuration

   Issue PIREP

         

3) Add 10-20 kts to approach speed

Clues

   First clue is increase in airspeed followed by 					stagnation and loss of altitude.

   Apply maximum power

   Maintain configuration

   Accept low airspeeds

   Don't lower nose-best pitch climb attitude

   Hang on, the greatest danger is in over-control by the pilot 



4) Avoidance

Fly at least 7000’ above terrain if equipment (oxygen) allows.

Fly early and be on the ground by noon

Slow down and stay out of the yellow airspeed arc

Stay above 1.5 stall speed else a bump may cause a stall

Set your power for turbulence before you get into it.

Lower landing gear

Ride with what ever altitude you get.  Advise ATC of the problem and get a block altitude which lets you ride up and down between altitudes.



















