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ABSTRACT

Ground effect includes a reduction of induced drag, increase of lift, and nose-down
moment during landing. These phenomena, occurring late in the landing maneuver, are
considered to be of little significance because they tend to counteract and/or compensate in
this respect. Even though it is unlikely to affect any flare profile variations appreciably,
some pilots have reversed perception about such phenomenon and overestimate during
landing. It is becoming a negative factor and is making an adverse effect on landing
maneuver. This study examines the perception of ground effect of large aircraft pilots,
reviews literature regarding ground effect, and makes suggestions that pilots can correctly
recognize and respond to the effect during landing flare maneuvers.

Key Words : ground effect(AIM&#), Induced Drag, lift(%¥H), drag(¥), pitch down
moment, Round out (Flare)
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ground effect will produce a nose-down
Hurt, JR. . o
(1965)[7] change in pitching moment. (Aerody-
namics for Naval Aviators, P.381)
C Dole Beduced 1.nduced drag, Thrust require,
(1987)[8] increase lift and speed, nose down
moment(Flight Theory for Pilot, P.71)

. nose-down  pitching motion, increase
Smith .
(1992)[9] speed, reduce drag (Illustrated Guide to

Aerodynamics, p.82)
Wood, Tail Wing AOA Reduce and Airplane

Sweginnis Nose Down(Aircraft Accident Investi-

(1995)[10] gation, p.206)

Pendleton nose down pitching moment, increase
(1996)[11] speed, reduce drag (Flying Jets, p.30)

generally increasing the lift, reducing the
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(1969)[12] moments.(Landing Large
Transport Aircraft p.12)

Flare of

These so-called ground effects are usually

Edward . )
an increase of lift, a nose- down moment,
Seckel . .
and a reduction of drag. (Landing flare:
(1975)[13] . . . .
analysis and flight-test investigation, P. 11)
Ground effect decreases elevator control
effectiveness and increases the effort
FAA required to raise the nose. Not enough
elevator or stabilator trim can result in a
(2016)[16] .
nose low contact with the runway and a
porpoise  develops.  (Airplane  Flying
Handbook)
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