General Disclaimer

One or more of the Following Statements may affect this Document

e This document has been reproduced from the best copy furnished by the
organizational source. It is being released in the interest of making available as
much information as possible.

e This document may contain data, which exceeds the sheet parameters. It was
furnished in this condition by the organizational source and is the best copy
available.

e This document may contain tone-on-tone or color graphs, charts and/or pictures,
which have been reproduced in black and white.

e This document is paginated as submitted by the original source.

e Portions of this document are not fully legible due to the historical nature of some
of the material. However, it is the best reproduction available from the original
submission.

Produced by the NASA Center for Aerospace Information (CASI)



NASA TECHNICAL WASA TM X-62,466

*EMORANDUM

NASA TM X-62,466

THE INFLUENCE OF RADIO ALTIMETER ERRORS ON
PILOT PERFORMANCE DURING THE FINAL APPROACH
AND LANDING PHASE OF AN RPV MISSION

James C. Howard

Ames Research Center
Moffett Field, California 94035

(NASA=THM=Y=F24FA) THE INFLNFNCF OF PIDIO
ALTIMPTFR PRRORS ON PILOT PERFORMANCFE DHRING
THP? FINAL APDPROACH ANT TANDTNG PHAS® OF AN
PPY MISSIOK (MASR) 1R p HC $3,25 CsSCL 176
33/04

July 1975

N75- 33 ol %

Inclas
3152131



1. Repurt No. 2. Government Accossion No. 3. Hecipient's Catalug Mo

A Title snd Subtie - - G Repott Date
THE INFLUENCE OF FADLO ALTIMETER ERROES ON PLLOT

PERFORMANCE DURING THE FINAL APPROACH AND LANDING B Pertoriaing Crganization Lude
PHASE OF A RPV MISSIOW

7 Authoils) 8. Perfurming Orgaruzation Hepurt Ne
4 g 3
James €. Howard A=b21Y

10. Woirk Uit Mo

9. Perlorming Organization Name and Address S0G=09-423-61

Ames Research Cen tfﬂi 11. Contract ur Grant Mo,
Moffett Field, Califoraia 94035

13. Type of Heport avd Period Covifld -

12. Spansuring Agancy Name and Address Techinical Memorandum

National Aeronautics and Space Administration 14. Sporsoring Agency Cote
Washington, D.C. 20546

15. Supplementar, Nutes

16. Absiract

Due to the fact that remotely piloted wvehicles (EPV's) are currently
being flown from fixed base control centers, kinegthetic and real world
peripheral vis.on cues are abgent (figs. 1, 2). The absence of these
cues complicates the piloting task, particularly during the final approach
and landing phase of a mission. The pilot's task is further complicated
by errors in the displaved altitude information. To determine the
influence of these errovrs on pilot performance during the final approach
and landing phase of a mission, an experiment was conducted in which pilot
subjects were asked to fly a fixed base simulation of a Piper PA-30
alrcraft, using degraded altitude informwation. For this experiment, the
chevron component of the displav configuration shown in figure 3 was driven
by a radio altimeter. Four altimeters were used, each with a different
error characteristic, but within the range specified for the Sperry series
of radio altimeterc. The resulting displavs were presented to four pilot
subjects in accordance with a Latin square design., Each pillot subject was
instructed to execute final approaches asud landings starting from an initial
distance of 9,000 ft (2,743 m) from the runway threshold, and an Initial
altitude of 500 ft (152 m).

Results indicate that for the range of errors considered, there is no
significant difference in landing performance that can be attributed to
errors in altitude information.

17. Key Words {Suggested by Authoris)) 18. Wistribution Statemans
RPV (Remotely Piloted Vehicle) Unlimited
Radio altimeter, Altimeter error
Landing Performance
Kinesthetic cues, Simulation

STAR Categories - 02, 04, 05, 09, 14

19. Security Classi. {of this report)
Unclassgified

20. Security Classif. {of this page!
Unclassified

21. No. of Pages
17

22 Price®
$3.25

*For sale by the National Technica! Intormation Service, Springtisld. Virginia 22151




THE INFLUENCE OF RADIO ALTIMETER ERRORS ON PILOT PERFORMANCE DURING THE
FI':AL APPROACH AND LANDING PHASE OF AN RPV MISSION
J. C. Howard

Ames Research Center

SUMMARY

Due to the fact that remotely piloted vehicles (RPV's) are currently
being flown from fixed base control centers, kinesthetic and real world
peripheral vision cues are absent (figs. 1, 2). The absence of these cues
complicates the piloting task, particularly during the final approach and
landing phase of a mission. The pilot's task is further complicated by errors
in the displayed altitude information. To determine the influence of these
errors on pilot performance during the final approach and landing phase of a
mission, an experiment was conducted in which pilot subjects were asked to fly
a fixed base simulation of a Piper PA-30 aircraft, using degraded altitude
information. For this experiment, the chevron component of the display con-
figuration shown in figure 3 was driven by a radio altimeter. Four altimeters
were used, each with a different error characteristic, but within the range
specified for the Sperry series of radio altimeters. The resulting displays
were presented to four pilot subjects in accordance with a Latin square design.
Each pilot subject was instructed to execute final approache: and landings
starting from an initial distance of 9,000 ft (2,743 m) from the runway
threshold, and an initial altitude of 500 ft (152 m).

Results indicate that for the range of errors considered, there is no
significant difference in landing performance that can be attributed to errors
in altitude information.

INTRODUCTTON

As part of a continuing effort to determine the display requirements for
renotely piloted vehicles (RPV's), an experiment was conducted to determine
the. influence of radio altimeter errors on pilot performance during the final
arproach and landing phase of a mission. A recent study (ref. 1) established
tnat the display of state variavles shown in figure 3, was an effective
configuration for RPV pilots. In the configuration shown, the basic display
consisted of a perspective image of terrain and runway, a horizon bar and au
aircraft symbol. Pilot opinion and experimental evidence indicated that pitch
attitude, glide slope information and a chevron combined with digital readouts
of airspeed, altitude und vertical velocity were the most useful additions to
the basic display. The chevron which is a sensitive indicator of altitude and
sink rate is shown separately in figure 4. It enables the RPV pilot to control
these variables with the precision necessary for successful landings. In the
experiment described in reference 1, the values of altitude and sink rate



displayed by the chevron were assumed to be free of errors. In the present
study, radio altimeter accuracy was subjected to a series of degradations in
the range indicated by the instrument specifications. The contaminated
altitude output was then used to drive the chevron display, and pilot per-
formance was measured as a function of altimeter acciracy.

RADIO ALTIMETERS

Fous radio altimeters were used in the experiment. Each altimeter had a
different error characteristic within the range specified for the Sperry series
of instruments. Each instrument cons‘sts of a receiver transmitter unit, an
antenna and an altitude indicator. A variety of models is available to suit
a wide range of operating conditions. All of the basic altimeter circritry
is housed in the receiver transmitter unit (fig. 5). Several antenna models
may be selected to suit particular installation problems (fig. 6). The
indicator component provides the display which the pilot uses to control air-
craft altitude (fig. 7).

EQUIPMENT AND METHOD

Aircraft Description

A Piper PA-30 aircraft was simulated for this experiment. This aircraft
was chosen because it is currently being used at NASA's Flight Research Center
for RPV flight test experimentation. It is a low-wing monoplane, powered by
two Lycoming, four cylinder, aircooled engines, each capable of delivering 160
rated horsepower. Figure 8 gives the principal dimensions. The airplane has a
wing span of 35.98 ft (10.97 m), a wing area of 178 ft2 (16.54 w?), an aspect
ratio of 7.3, and a mean aerodynamic chord of 5 ft (1.52 m) (ref. 2). The
airplane has the standard three-control system. The horizontal tail is the
all-movable type with a control deflection range of 4° to -14°. The tail has
a trailing edge tab which moves in the same direction as the tail, with a
deflection ratio (tab deflection to tail deflection) of 1.5. The control
deflection on each aileron is from 14° to -18°. The rudder control deflection
range is *27° (ref. 2).

Simulator and Vehicle Model

The Piper PA-30 aircraft wes simmlated on a Systems Eagineering Laboratory
(SEL) 840 digital computer. The final approach model is “ased on available
data from FRC's simulation model and references 2, 3. The model consists of
the rigid body, six degrees of freedom equations of motion that are perturba-
tion equations in the stability axis system (ref. 3). After passage through
a digital to analog converter (DAC), the output from the SEL 840 computer was
used to drive a visual flight attaciment via an Applied Dynamics, Inc. (ADI)
256 analog computer. The output from the SEL 840 computer was also used to



drive an Evans & Sutherland (F & S) LDS-2 display generator, which was mounted
in parallel with the visual flight attachment. The E & S display generator
was used to superimpose geometric representations of state variables ~n the
pictorial scene of terrain and runway generated by the visual flight at*ach-
ment. The visual flight attachment used in this experiment was a Generaa
Precision Systems (GPS) model. The essential components of this attachmen*
are a servo driven television camera, an .ptical probe and a TV monitor

(ref. 4). A fixed base simulator consisting of a pilot's cab equipped with a
conventional cockpit display, and augmented with the GPS visual scene, was
used to assess the importance of the E & £ generated displays in assisting
RPV pilots to execute the final approach and landing phase of a mission.

EXPERIMENTAL DESIGN

The chevron component of the display configuration shown in figure 3 was
driven by a radio altimeter. Four altimeters were used, each with a different
error characteristic. The resulting displays were presented to four pilot
subjects in accordance with a Latin square design. If a Latin square with
four displays is used, the error mean square will have only six degrees of
freedom. 1o obtain an estimate of error with a larger number of degrees of
freedom, the experiment was replicated using eight Latin squares. Each Latin
square was then treated as a block in a randomized block design, with the
square X display sum of squares corresponding to the block X treatment sum of
squares in a randomized block design.

In the applications to which the Latin square has been typically applied
in psychology, physiology ard drug research, each row of a square corrcsponds
to a single subjc-+t wit* che colums corresponding to successive periods or
tests. This is the procedure followed in the present design, where the element
in a given Latin square gives the performance measure obtained during a test
run with the corresponding display.

Each pilot subject was instructed to execute final approaches and landings
starting from an initial distance of 9,000 ft (2,743 m) from the runway
threshold, and an initial altitude of 500 ft (152 m). For each series of runs,
the Latin square design assures that a pilot subject never encounters the same
order of presentation more than once, and that the order effect, whether it be
practice, fatigue, boredom, etc., is independent of particular displays.

During each run the following performance measures were taken for subse-
quent sta’ istical evaluation: sink rate at touchdown, rms of sink rate and
rms of stick activity.

RESULTS AND DISCUSSION

Sink Rate at Touch Down

Subsequent to the learning phase, the mean sink rate at touch down for all
subjects and all error conditions was 2.26 ft/sec (0.69 m/s).



The influence of altimeter errors on pilot performance may be seen by
tabulating the sink rate at touch down for each error condition. In the fol-
lowing matrices of performance measures, S denotes subject, L the Latin
square and C the error condition. Conditicn 1 is an error free condition;
conditions 2, 3 and 4 represent [0 errors of 2, 4 and 6 ft, respectively.
The elements of the matrices are measures of sink rate at touch down in ft/sec.

S = 1
f = 1 2 3 B
% 3 ?.90100 2.65500 3.80100 3.22500
? 1,.626C0 2.6RA620 2.29300 1,95300
1 31.40200 2,71300 3.,911N0 3.63209
s 2. 75400 7.17100 3:.6%500 3.04109
s 2,72000 2.548300 1,35700 4.07900
[ 2.43400 1.31500 2.37100 7., TRL00
7 '4.“0'500 ,l'){. 700 1-‘5q ’)")U 1. 36900
f 3,77700 2,00600 2.19300 62600
S = 2
‘= 1 2 3 4
L= 1 242600 4.,6T7200 1.98200 2.17000
2 1. 99800 3,20200 2.3707% 3,425C
g 0.,772409 237400 225700 1.62000
4 1. 90200 2.15200 1.9460C 299700
5 1.82500 1.30200 1.94000 2.2600)
1.13200 1.74600 1.3A400N 0D.91900
T 1.42CCO 2., 14700 277800 0.T820)D
a 1.99000 1,530C 1.84100 1.41200
S = k!
r = 1 2 3 4
L = ! ?2,0260N 1.67°220 2.585J¢ 4,00600
? 2.?21RCH 1.5750C 2.69500 ?7.4%1C0
3 Qe 69200 236300 2.227)0 22900
“ 1.10470 1.210N0 2.11900 1,AR00N
6 0. 79200 157000 2.981)10 732100
£ 0.TESCO 1.29100 1.37200 2.2510)
7 1.14700 0.13800 2.59200 L 14700
3 0.R9799 2.100090 2.12400 DeT2hH01)
S = 4
(; - 1 ? 3 4
L = 1 5.429CH 2.40209 2.51730 5,022C0)
2 N.92670 Ne&6200 1.01270 2.98109
3 1.39200 1.447°00 C.59200 1.56RC0
A J.95200 1. 77600 1.745) T ¥2100)
& 0.20600 2.T2900 2.40700 Ne 12200
4 N.?7700 1.C04630 2:%45209 N+ -QTCH
7 1.19200 2.01400 0.75600 1.R1ACO
i 1.720?2C0O 2¢ 0000 N0.933%00 1, 19809



The computed vulue of the variance for the error contaminated displays
was 2.74. An error variance of 1.4 gave rise to an F ratio of 1.96, For a
significance level of 0.05, the critical value of F for a display variance
with 3 df and an error variance with 9 df is 3.86, and it is evident that the
experimental value is not statistically significant.

rms Values of Sink Rate

The chevron component of the display configuration shown in figure 3,
appeared on a head-up display at an altitude of 100 ft (30.48 m). To assess
the influence of altitude error on pilot performance, as measured by rms
values of sink rate, this parameter was computed during the final 100 ft
(30.48 m) of altitude. The mean rms value of sink rate for all subjects and
all error conditions was 5.99 ft/sec (1.83 m/s).

As in the case of sink rate at touch down, the rms values of sink rate
are tabulated for each error condition. In the matrices of performance ueas-
ures, S again denotes subject, L the Latin square and C the error condi-
tion. Conditions 1, 2, 3 and 4 again represent 10 errors of 0, 2, 4 and 6 ft,
respectively. The elements of the following matrices are rms values of sink
rate, calculated during the final 100 ft (30.48 m) of altitude.

" ou

r 1 2 ] ‘
L = 5.24700 7.20610 6. 53400 %4712
? ¢.N670) 31700 T.114A00 SeTHANY
3 (eahGCO 10.54700 7.23300 he?)1 0D
B 5.7TRA20N 5.4410C 5. 75500 4,933
5 5.45200 6, 89900 T.39500 85.24400
A AH.TT7009 7.31800 6H.1349) T«10909
4 5.98100 3,24170 5.534J9 64 TN)
R 6.42100 T7.58600 TeTatDO be371009
S =
C = 1 2 1 K
L = 1 6.315900 A.T9200 he25T7I) el 1))
? 6.42600 6.64R00 6.23900 6.2150)
k. 6.615C0 8.G57700 6.,?2TT7T00 5,40
4 A.17200 6.30500 f.4921) 590100
5 5.94C0N0 6.15200 £.56500 fou3kND
& 5.519C0 6.?2600C 5.93R8C0 el 700N
7 5.85600 5.RR400 5.54700 4he GRAON)
1 5.90209 6.C7800 5.8AA00 5.9%9G)



. 1 > 3 4
L = 1 7.21200 6.4140C 6£.99000 6.,79129
? f.%3400 T.04K00 A.83800 h.05300
? 6.17700 6.54500 6.60200 $.58900
“ b.22¢00 7.20400 6.726350 heM14600
4 5.92400 6.A28N0 6.,77700 6.49C0)
A 5.74200 £:.52700 5.01200 6:.2?2700
7 5.81C00 5. ARA00 6.39400 6.1820)
a 5.16200 T.27CNO 6.23900 71900
S = 4
(= 1 ? 3 i
L = l 4-“05(‘0 4.6(“000 'i.'l-')‘lﬂo ﬁofoﬁQOfT
? 4.617200 4,47200 4.39300 4459000
3 4.72300 5.45200 1.6 787%0 1. 49730
“ 4.,82200 4,72800 589070 4.44R800
5 L,24¢CC 4,37909 4.93R000 4.440100
¢ 4.46500 5.085%0 3.77000 3,94700
7 6.CC2C0 5. TRALO 4,7T7670 4.74600
] he.?25200 5.64500 £.40700 5.05300

The computed value of the variance for displays, each with a different
error characteristic, was 2.05. An error variance of 0.63 gave rise to an F
ratio of 3.25. For a significance level of 0.05, the critical value of F for
a display variance with 3 df and an error v.riance with 9 df is 3.86. It is
evident that the experimental value obtained on the basis of rms values of sink
rate measures is not statistically significant,

rms Values of Stick Activity

In order to determine the influence of radio altimeter error on pilot
work load, as measured by rms values of stick activity, this parameter was
measured durirg the final 100 ft (30.48 m) of altitude. The mean rms value of
stick activity for all subjects and all error conditions was 0.33 in.

As in the case of sink rates, the rms values of stick activity are
tabulated for each error condition. In the matrices of performance measures
the same notation applies in this case as in the preceding two cases, and the
range of error conditions is the same. The elements of the following matrices
are rms values of stick activity measured during the final 100 ft (30.48 m)
of altitude.



: 1 2 3 R
L = 1 N.?T100 0.11300 0.10600 0.12700
? 0.11200 C.12800 N,14%00 0.12109
L Nn.1120¢C C.?CCO0 0.13800 0.14509
- 0.125900 0.05200 0.14800 0.1550)
5 0.12100 0.12700 0.15020 0.26000
£ 0.1%5%00 Cal14400 0.14320 Ds1640)
4 0. 166C0 016900 0.13300 N.14170
1 0.1P4C0O 0.17500 0.18800 0.16009
$s
.= 1 2 3 “
L = 1 0.271C0 0.29100 0.15020 026300
? 0.30600 0.30100 0.31100 0440800
3 O.%2C0CC N«.36700 032000 0.315200
“ 0,.,40400 0.30120 0.37600 0,2770)
5 041900 0.40200 Je 36900 0.,27709
. N.48R00 0.43500 0.445)C De4a6200
Y 0.455%00 C.468N00 0.4R8900 0.2370)
n 020400 0.19000 0.51100 0.229109
S = 1
C = 1 2 3 4
L = 1 0.32300 0.31300 0.29400 0.31800
2 0.2CC00 0.32100C 0.25700 032409
2 0.*6R00 0.31500 0.31000 0.29607
4 0.36700 0.30000 0.30800 0.30100
5 0.24500 0.27400 0.29600 0.22709
6 0.27R00 0.25600 0.30999 0.25300
7 0.15R800 0.17200 0.12600 0.12309
L] 0.19300 0.10700 0.11900 0.1590)
S = 4
C = 1 2 3 i
L= 1 0.%€209 0.52200 0.41100 0.52200
? 0.734800 N.%5900 0.42600 0.69500
1 N.452CC 0.43000 0.69800 0.67100
% 04540600 0.5450N 0.571)0 0.59300
% De61£CO 0.65200 0.53990 0.60609
A 0.40200 029400 0.7T78020 Q.6T72)
7 N.41100 N.63100 0.50700 090819
a 0.7%03C0 0.74100 0.63100 Cea 71500

The computed value of the variance of stick activity for all error condi-
tions was 0.017. An error variance of 0.026 gave rise to an F ratio of 0.654.
As in the preceding two cases, the critical value of F for a significance
level of 0.05 is 3.86. It is evident that the variation of workload with alti-
tude error, as measured by rms values of stick activity, is not statistically
significant.



CONCLUSION

Statistical evaluation of the data obtained indicates that for the range
of errors considered there is ro significant difference in landing performance
that can be attributed to err.: s in altitude information.
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Figure 6. Antenna unit.
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Figure 8. Three-view drawing of airplane. All dimensions are in feet (meters).
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