
I LEARNEO ABOUT FlYlNG FROM THAT 
9 7  ................................................ 

. MtCHTMARE 
ON FINAL 

N O .  667. 
B Y  D O N A L D  W I D M A N  

It was one of those moments of aruiety 
which on me occasions punchlate the 
h o u r u p o n h u o f f h o r e d o m  

FIOlUWodntapeF=-JiUtSkmJcseast 
of the airport and 1.500 feet above the 
ground, the visiile dust in the vicinity of 
the airport was blow& in opposite di. 
rectionr Consequently we viewed the 
report of %&it and variabk" wind eth 
skepticism 

Anotherwind check " e d t h e r e  
ported wind and the conwIler added, 
Tou're cleared to land. Runway 26." 
Due to the obviously capricious wind 
anditspotentialformischief weadded 
10 knots to our calculated no-wind 

At this point I was concaned but not 
yetalarmed; this appeared to be a daf 
sic. though a hit extreme. wind shear. 
~mwhichwecouldapecttoemerge 
ariththeearassairqmddny@ngmppingoffas 
rspidtyasithadmup. 

When the excess airspeed did not 
mop oc I e the first of~icerto R 
ab by reducing poaa; he did nothing. 
and I shouted. We're tw firtr lucrrdi- 
bIy,theairaaf&adonthegiidepath 
and aligned with the runway. The 
tboughttbathewasnolonger&ingthe 

When he did not respond to my up 
phatic warning. I rached forthe power 
levers,intendingtoiamisedap 

to my right. wondering why he had 
done nothing to correct a nowcritical 
situation. Just as I touched the power 
~theaircrafsuddenly-dewed-to 
the leftin a wild, still desanding. rm- 
0rdinate.d turn.& I pushed the power 

&CddidMtal~lUylI&d 

p r o r c h a n d s s I ~ t h e m l g l a n c e d  

b d e  Iater, one of the 5ght attendants 
who was seated in the rear of the air- 
plane where the aircraft's motion was 
most violent knowing only that some 
thingwasdrdsticaUywrng,d&bed 
herthoughts as. lhis is it. we've had it 
and we're going to d' 

MyquestioniOggkna at the first06 
cerm kightening-he was obviousiy 
mmmiowtbathewasnolongerllive 
amaredtobeavayrealpsibiW. 

We had Boan together. he as first of- 
ficermd I as - hundred of hours 
and thousands upon thousands of 
d e s .  During the course of a lSyear 
period we *equently flew the same 
monthly schedules. We knew each 
other's likes and dislikes. moods. idie 
syncnsies andpkes. We hurted each 
othefs skill and judgment Together 
nhadapaiencedtheusualmechan- 
i d  pmblems ranging from minor to 
major,inshort,thehd'Renaan 
airline tlight crew would experience 
m a  period of time--up to now. H m  

ever, those years of routine 
and datively unwentful fly- 

ing resulted in a dangerous 

was unlimited. we tllned in 
the ILS as a backup 

our rate of descent normal: 
t h e  was nothing to indicate 
whatwasatattohappen 
At ah-d feu1 bcgau 

tude. airspud and sink 
rateASWeM8LWkt.I 
noted and d i e d  rttea 
tion to an increase 
in the indicated air- 
speed. From the planned PI 
quickty became a phs-15, th 

creased accordingly and we were 1- 
t h a n 3 o ~ d s h m ~ ~  
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in a nearly out-okontml airpboe. while 
I stared at his contoned body, one sim 
pie question burned through my mind: 
- M Y  God. amat happened~' 
For some unknown reason I was up 

abktokn*outofthe&rthun;thehnn I I PRIVATE - COMMERCIAL - INSTRUMENT - CNI since 1974 
could. however. be coordinated bv US- 

A acnuinc lumina e m ~ e  ' ne-Previevrtbs"arbyreceMngyour 

manual aflsr fhe s"ar to review key I n f o "  Attend Uw sBmtrur &W treewllljn a ymr, to "v Q pepare term chec%de. 

mume manual ahead of time wlth a $25 depoSa Use the murre 

-- -- -* --- 
of the ailerons. A 45 degree angle-of- 

newer. not something to be done in a 
bank bunmasasunulacor hainingum 

w a i r p k n e  200feet off the llToUO& 

nwverwith our airspeedeU abow 
-sprrd 
lhoupirncwereomtinuingtheaeq 

tlmLWWUWiL@dthk,aZldIW 
amo"totbinkaboutthe&htdthe 
6moScer.Isignakdfora&ghtbQnd. 
ant to come to the cockpit and the at. 
tendant seated in the forwad part of& 
cabin responded immediaeIy. asking, 
What's wrong?" Nodding tom the 
~ ~ . I s a i d - G e t t b e o x y & " a s k  
on hi" 
In the process of following that brief 

i o s r u c l i a s t b e ~ a w i l o w %  
a licensed pilo& diseovaed thecauseof 
~ e ~ a m m l l a b l e m ~ k d  
Leb-andaoldme-Qtthe&sto&ds 
stiffened left leg was holding full I& 
rudder. I di&itneed to rtnhim to forget 
t h e o " d t a k e c a r e d t b e * ~  
problem. SuperchKBedas hewas, he 
fiexed the 6rst offiar's leg at the ime+ 
thusfreeingrherudder.?~lu 
to-hmtheturn tba tbmW 
progresPedthrooshsomeormn0deems. 
W e  were level at 1500feetand the air- 
CdtW&-W3iIllUldeI"L 

Asecondtlightattmdantwa~~aW 
and she assumed the duty of mJdnp 
certain the 6rst officer continued to 
breathe an uninterrupted flow of 100 
paantoqgee 
In a matlaofmomenk, the &a& 

arappeadtoberegaia ingcob 
ness to the extent that we nnded the 

the FO's hands cleat of switches and 
controls. (InadenW. and incredibk. 
f i e  people CUI get in the cockpit of a 
Baipgm-allatonethoe) 

U n t i l w e m u l d ~ ~ a n d ~ n c  
hadnotadvkdtheetoaaofwr~ 

t w ~ ~ t t o ~ b ~  
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menfandnooneinthetowerhadasked 
questions. Tower personnel observing 
o u r u n u a t a l m i a e d ~ w e r e p b  
abbasperp laed .butnotas~ ,as  
our 72 passengers must have been For- 
tunately, no other aircraft were in the 
panern 

W~ththeataahand myvoiceonce 
agak under conmi, I advised the tower 

allowed the airspeed to increase ever 
further due to what was probably i 
'phantom'wind shear. I will w s  be 
lieve that because of the additional air 
sped we were able to keep t h e m  
i" staUing, rotling operand pl& 
that short distance to earth when t h e  
sudden and unexpeued hrll application 
oftheleftruddertmkeBea 

ance stmd by to await our mivaL I also 
requested and meived lauding dear- 
a n c e ~ ~ w e r e ~ a d v i s e d  
marthtcopibthadsuaaenIvbecome9 
t h u S t i l e m i a e d ~ R K y ~ a s  
d Gfruchwasposdble)~henas 
nowmuchimprovedandthatwewould 
soonbelanding. 
As we turned final for the second 

time, two of the flight attendants re 
turned to stationsin the di. The R 
maining attendant belted himseIfinto 
the centerjumpsear Fromthisposition 

~ ~ . _  . 
i t  heapadtation in hght' published 
in The &&pit (United Airlines. May 
1980). A summary of facts gleaned 
from that article quoting various 
s o u m s f o k  

Duringa-yearperiod priorta 
1980. there were 17 instances of pilo! 
deaths in the cockpit. Fise of these 
deaths led to accidenfsthrlresutted m 
148htalities Ofthose6vcfourdeaths 
OtCMed d u I i n g t h e w p h a t e  of 
Q h t  Two-thirds of the 17 pilots who 
diedamelmdatbeageof5o.b 

he wasable toassistbyreadingthe o&%rmtbisstoryaasQo.) 
chedrlias @amhrlpfy imporent I be When total incawcitation. ranging 
lieve. when openting under such un- hnn "xs to death 0~~11s. 
u s u a l d r a r m s t a n a s ~ a n d b y ~  the@OtSiUl&-to*ASeC- 
thenow"kg6rstoSozwelan& o n d a n d o m r e ~ f o n n o f i u c +  
e d ~ o u t ~ e r c m p ~  pa l jQ t ion i s suweor~ '  . .- 
Aswe parkedatthe termid, waitiug tion. in which the pilot- remains 

paramdiaboardedrheaimzfttoassist comdwbutnirhrrduadandytidm 
the first officer. who was soon able to pa&. ?he subde t n e  is more danger- 
aralktothewaitingambulannhtbe ousbeouseithappensnmehquentb 
hospital it was determined that his andkmmdi&&tod&a 
seizauebadbeenhiggacdbyachemi- Betww1Mpch30.1981andJpnrary 
cal imbabce W& pmpcr"mthe & 1993. NttionJTrrmJporranon 
rrgaioedfunhalrh. B o d  records reveal36 instances of 

We eventually completed our de- " v i n a p a a h t i O n S  OD ?'art W a n d  
layed~withthehelpdarrsaPe6rst F ' a t l Z l a i r u m k ~  
05cer.Arr'nrinnatarr~stmfcsa Pibbshould&*am- 
~ClWleededAIfOWld~&did 
not come easily. -the time that1 
wasawJrethatnightandonmanysnb 
sequent nights I reviewed the known 
factors which contriiuted to the safe 
outcome of a situation that was, for a 
brief moment in tiw and space. touch 
and go. 

W&outthefiight attendadskilled 
and calm assistance in the crowded 
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ATTACHMENT 2 

WITNESS INTERVIEW 
Captain Don Widman 

The Human Performance group conducted a telephone interview 
ptain Widman on January 16, 1996. He was the pilot of a B- 
assenger flight that experienced a control emergency during 
ding approach. 

Captain Widman's experience occurred on June 11, 1980. It 
escribed in a company operations report on June 16, 1980, 
ded as Attachment 3, and in an article published in F-q 
ine in January, 1996, included as Attachment 4. The 
view elaborated some of the infomation in these documents. 

The incident involved a B-737-200 airplane, on final 
ach to Cheyenne, Wyoming, in daylight, visual conditions 
the  first officer hand flying the approach. 
ted as light and variable, but the pilots observed that dust 
lowing southbound to the north of the airport and northbound 
the south of the airport. Anticipating wind shear 
tions, they elected to fly the approach at 145 knots, 10 

Flap setting was probably 30 degrees. 

At about 800 feet AGL, the captain observed an increase in 
seed. At 500-600 feet AGL, the airspeed had climbed to 160 

Id, reached for the throttles, and, about this time, the nose 
le airplane slewed left. The captain glanced at the first 
.er and observed that the first officer was not moving and 

There was an unnatural blue-purple color in 
.omplexion and his hands were hanging limp. 

Captain Widman stated that he responded instinctively to 

Winds were 

above the bug speed. 

and the captain stated that "we are too damned fast." 
officer did not respond. 

The 
The captain called for a go- 

i )  xed to be dead. 

4 "  the airplane flying, thinking that the medical 
L-.-;jacitation of the first officer had somehow brought on the 

:n+ -01 problem. 
IC -on, nearly full input. 

i l  but he was able to maintain a coordinated 45 degree turn 
id sstablish 8*coordinated'* flight. The resulting climbing turn 
Jnrinued through a 270 degree change in direction and a climb to 
? 0 1  

311: iguration. 
-,i:ial, momentary wildness of the ride, the climb-out itself was 
nmith and coordinated. The aircraft was never near stalling 
3ei 3 .  

He advanced the throttles and input right 
It was not sufficient to correct the 

feet AGL as the captain cleaned up the airplane 
Though the flight attendants were shaken by the 

AS soon as the airplane was in a go-around coniiguration, 
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,t 30-60 seconds into the incident, the captain summoned a 
iht attendant to get oxygen to the first officer. The flight 
!ndant notified the captain that the first officer's leg was 
d and locked straight on the left rudder pedal. The first 
.cer had suffered a seizure, and the  rudder pedal was at full 
it. The flight attendant moved the first officer's leg off 
rudder, and the captain regained control of the airplane. 

Captain Widman said that he was startled at the beginning of 
incident. He flew reflexively, and his motor responses were 
:p and unaffected. However, his ability to analyze was hurt. 
;aid that he had two problems and his mind was overloaded: he 
an airplane out of control, and he had a first officer who 
zared to be dead or dying. It blocked out other concerns, and 
gas surprised he did not realize that the rudder was in. 
tain Widman said that he did not know what was causing the 
plane to slew. He did not have a specific memory of trying to 
the rudder, but said it seemed logical that he would have 
ed. He had reached the limit of what he could concentrate on. 
did not verbalize his actions. 

Captain Widman had about 25,000 flight hours at the time of 
incident, with 3,500 hours in the B-737. He was a captain 

ce 1964. 
ce, which he felt helped him in the incident, and had no 
obatic experience since that time. 
ine failures during his career, but not at points that he 
sidered emergencies. The captain was an active member of the 
ot union. He was age 53 at the time, 6'0 ' '  tall and about 190 
mds. The first officer, age 41, was 5'9' '  or 5t10'9 tall and 
cky . 
[azine after the Colorado Springs accident. 
:epted for publication in July, 1994, two months prior to the 
:tsburgh accident. 

He received unusual attitude training in the Air 

He had experienced several 

Captain Widman decided to write an article for Flying 
The article was 


