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EXECUTIVE SUMMARY

Introduction. Deployment of troops in foreign theatres requires a massive airlift
capability. Transport squadrons are called upon to deliver personnel and materiel, day
and night, around the clock, usually during long transmeridian flights. The relentless
fatigue encountered in such operations can be severe enough to pose a flight safety
hazard. During Operation Alliance, a month long airlift (January 1996) in support of
Canadian troops in Bosnia, 18 Air Transport Group CC-130 Hercules carried out 86
missions from Trenton to Split with aircraft landing in theatre every four hours. Most
crews attained the 120 hour maximum allowable flying time per 30 day period, in as
little as two weeks. There were several reports of aircrew falling asleep at the controls.
After the main airlift was completed, only three of these missions were flown each week.
This frequency of re-supply missions was adequate to sustain Canadian troops in former
Yugoslavia. Because these sustainment flights were flown in a more relaxed manner,
aircrew were given 32 hours on the ground in the United Kingdom on airrival from
Trenton, Canada (five time zones), before proceeding to Zagreb, Croatia (one time. zone),
instead of the 14 hours they were given at this stage of the mission, during the original
airlift. The current study is an attempt to document to what extent fatigue (and time zone
changes of five and six hours) can impact aircrew performance during routine re-supply
missions. Any fatigue-related lapses in performance in this study, will only worsen when
crews are asked to fly repeated missions back-to-back with minimum crew rest between
mission legs as was done during Operation Alliance.

Methods. Ten routine re-supply missions from Trenton to Zagreb were studied and
involved 53 aircrew subjects. In order to document their sleep hygiene, the aircrew were
asked to wear wrist actigraphs from approximately five days prior to the mission, until
the mission was completed. Aircrew psychomotor performance was tested during the
actual flights on two different computer-based psychomotor batteries. One test battery
consisted of a questionnaire designed to elicit subjective ratings of alertness, and fatigue,
as well as three separate serial tests from the DCIEM SUSOPS battery (serial reaction
time, logical reasoning, and serial subtraction). The other battery was a recently
developed multi-task (analogous to a flying task) and incorporated four sub-tasks which
had to be undertaken simultaneously. There were three psychomotor test sessions during
the outbound transatlantic leg (Trenton to Lyneham, UK), one test session on the
Lyneham-Zagreb-Lyneham leg, and three test sessions on the return transatlantic leg
from Lyneham to Trenton.

Results. The amount of sleep the aircrews experienced during the days leading up to a
mission steadily decreased from an average of 475 minutes per day to an average of 380
minutes per day, with 25% of the subjects getting less than six hours and some subjects
obtaining as little as 250 minutes per day on the last pre-mission night at home. During
the missions, the worst night of sleep occurred during the second night in the UK, no
doubt because of having to sleep at inappropriate circadian times. Subjective ratings of
alertness and fatigue became progressively worse during both transatlantic legs. Of the
three SUSOPS psychomotor tests, only the logical reasoning task indicated any fatigue
related lapses in performance during these missions, and only on the outbound leg. The
multi-task data illustrates unequivocal fatigued-related lapses in performance on both
transatlantic legs, with 13 of the 18 pilots tested, showing performance ranging from
minimum to marked impairment.

Recommendations. 1) Repeat this study during a major airlift like Operation Alliance.
2) Given that the worst night for sleep occurred at home, the last night before the mission,
delay departure by one to two hours if at all possible. 3) Determine whether or not
melatonin can safely facilitate sleep at an inappropriate circadian time.




INTRODUCTION

While pilots must undertake their flying tasks with a high degree of psychomotor
performance, stressors such as noise and vibration, long crew days, irregular work
schedules, circadian disruptions, and inadequate sleep can interact to produce dangerous
levels of fatigue (7). The correlation between increased fatigue and decreased
performance has been reported by Barth et al (3 ), French et al (11,12 ), Mortimer (20),
Perelli (21), and Shingledecker and Holding (25). Although the initial effects of fatigue
can go unnoticed, eventually vigilance, judgement, situational awareness, and crew co-
ordination may all be compromised (7). Belenky et al (4) found that for an artillery firing
task, during continuous combat operations, when sleep is limited to less than six hours
per day, performance deteriorates. Ritter (23) reviewed incident reports from the Aviation
Safety Reporting System and concluded that sleep loss, circadian disruption and improper
nutrition contributed to fatigue-related cognitive errors made by aircrews. In fact some of
these incident reports demonstrated that aircrews routinely obtained less than six hours
of sleep per night. McCauley (18) found that several aircraft mishaps have been attributed
to pilot fatigue because of disrupted and inadequate sleep. Billings (5) states that more
than half of all aviation accidents are probably the direct result of fatigue-related pilot
inattentiveness.

Deployment of troops in foreign theatres requires a massive airlift capability.
Transport squadrons are called upon to deliver personnel and materiel, day and/or night,
around the clock, usually during long transmeridian flight. The relentless fatigue
encountered in such operations can be severe enough to pose a flight safety hazard (26).
Crew days are often pushing the upper limits of the maximum allowable 16 hour crew
day. At the end of that crew day, crews get a minimum of about 14 hours rest (during
which they are often unable to sleep soundly because of circadian rhythm disruption) and
then are required to start all over again.

The key to minimizing the impact of such demanding missions is appropriate
scheduling concessions to afford aircrews the opportunity to obtain adequate rest, both
during and between missions. During the early to mid 1970s, several publications
provided scheduling guidelines to limit the impact of long transmeridian flights on air
crews in an effort to avoid compromising flight safety (6,15,19). One of these scheduling
systems (6) was under consideration by what was then the Air Transport Command of the
Canadian Forces. While routine transport missions can normally be scheduled with a
view to providing ample opportunity for crew rest, the same cannot be said for
contingency operations. The imperatives of contingency operations do not easily lend
themselves to the notion of scheduling concessions, especially when crews are required
to fly tactical transports designed for three to four hour long missions in a strategic role
with crew days approaching the maximum allowable crew day, and sometimes, of
necessity, exceeding it.

One of the most compelling series of statistics in the fatigue literature is provided
by Coren (10) who examined Canadian Ministry of Transportation data on motor vehicle
accidents to compare the number of accidents immediately before and after the shifts to
and from daylight savings time for 1991 and 1992. He found that for every province
except Saskatchewan (which does not shift to and from daylight savings time), on the
Monday after the spring time change, traffic accidents increased by seven percent, and
this effect disappeared within a week. Conversely, in the fall, when we gain




an extra hour of sleep, Coren found that this pattern is reversed such that there is a
decrease of seven percent in the number of reported accidents but a week later the
accident rate increases again, back to “normal”. This data is even more compelling
because it represents over 1.5 million accidents from all over Canada. If a one hour
change in sleep time changes the motor vehicle accident rate by seven percent in a two-
dimensional task like driving, then there is every reason to expect that when crews take
off with a more significant sleep deficit than an hour, then fly (a more demanding 3-
dimensional task) long transatlantic missions in slow aircraft and suffer from jet lag for a
few days in Europe, before returning home via another long transatlantic flight, we
should expect deleterious effects of fatigue on crew performance with the attendant
potential to compromise flight safety.

In Operation Alliance, a month long airlift that took place during January 1996 in
support of Canadian troops in Bosnia, 18 Air Transport Group (ATG) CC-130 Hercules
carried out 86 missions from Trenton to Split with aircraft landing in theatre every four
hours. During operation Alliance, most crews attained the 120 hour maximum allowable
flying time per 30 day period, in as little as two weeks. There were several reports of
aircrew falling asleep at the controls during these types of missions. Despite this
anecdotal information, however, to date, little research has provided a detailed scientific
documentation of the impact of fatigue upon aircrew performance.

After the main airlift was completed, only three of these missions were flown
each week. This frequency of re-supply flights was adequate to sustain Canadian troops
in former Yugoslavia. Because these sustainment flights were flown in a more relaxed
manner, aircrew were given 32 hours on the ground in the United Kingdom on arrival
from Trenton, Canada (five time zones), before proceeding to Zagreb, Croatia (one time
zone). This is contrasted with the 14 hours they were given at this stage of the mission,
during the original airlift. Our initial efforts were therefore to monitor the performance of
the aircrew flying these sustainment missions. Later, we hope to be in a position to
monitor aircrew performance during a major airlift.

The current study is an attempt to document to what extent fatigue (and time zone
changes of five and six hours) can impact on aircrew performance during routine re-
supply missions to former Yugoslavia. If we can document significant fatigue-related
lapses in performance in this study, we can assume that the fatigue problem will only
worsen when crews are asked to fly repeated missions back-to-back with minimum crew
rest as was done during Operation Alliance.

While the original plan for this study called for the monitoring of psychomotor
performance and sleep hygiene (via wrist actigraphs and activity logs) for 15 re-supply
missions, only 10 missions were studied. This reduction was due to the fact that as.the A-
310 (CC-150) aircraft were returning to duty after being re-configured to carry cargo,
they took on progressively more and more cargo missions to Yugoslavia, relieving the
number of those missions flown by the CC-130 squadrons. When the data collection for
this study began in late January 1997, there were three re-supply missions per week
undertaken by CC-130 aircrew. By mid data collection {March 1997) there was on
average only one mission per week flown by CC-130 aircrew, By the end of the data
collection period (June 1997) it was a rare event to have a CC-130 fly to Croatia, and
then probably only because the payload involved vehicles which the A-310s can not

carry.




METHODS

Subjects

The MOC (military occupation code) demographics for the 53 subjects (10 crews)
who participated in the study are illustrated in Table 1.

TABLE 1. Demographics of participating subjects

o-Pilots | -Navigators | Flight
> ommanders’| 0 - o] e e | Engineen
#/gender 9 males 9 males/1female | 8 males/2 females | 10 males 15 males
mean age (yr) | 35.5 29.6 32.5 40.4 34.5
age range 29 to 42 24 t0 32 23 to 49 36t049 31 to 44
rank range Capt to LCol | Lt to Capt Lt to Maj Sgt to MWO | M/Cpl to MWO

One limitation of this study was the difficulty of gaining access to the CC-130
aircrews for several days prior to the missions. Such access would have allowed for time
to train them to a level of stable performance on the psychomotor tasks. Therefore the
results will have to be interpreted carefully to factor out learning effects. In the future we
hope to further address this limitation by using the non-fatigued aircrew subjects in a
fatigue countermeasure study as controls. The psychomotor performance learning curves
of the non-fatigued subjects will be compared to the learning curves of the aircrew on the
missions to former Yugoslavia in order to separate out the effects of fatigue on the latter
aircrew. We realize that this strategy is not optimal for controlling learning effects in our
present study, but the exigencies of field studies often require such compromises.

Equipment and Data Collection Strategy

In order to establish the number of hours of sleep each aircrew member obtained
during these missions, as well as in the period immediately prior to the commencement of
the missions, all aircrew were asked to wear wrist actigraphs from approximately 5 days
prior to the mission until the mission was completed. Further, all aircrew were asked to
fill out sleep/activity/mood questionnaires in a paper log prior to the missions (on a pre-
mission questionnaire), during the missions (on a mission questionnaire), and on a laptop
computer, also during the mission. The questions relating to the amount and quality of
sleep obtained each night were to be answered each morning, for five days prior to the
mission, and just prior to the commencement of daily flying operations during a mission.
The computer-based questions relating to their fatigue states were answered each time the
aircrew performed a psychomotor test battery during the mission.

While it was anticipated that the crews on these missions would experience
fatigue due to the length of the mission, they also likely experienced some fatigue due to
the circadian stresses inherent in such long transmeridian flights. Thankfully, all of these
missions departed from Trenton at approximately 0800 hrs local time. Therefore, we
should not have any confounding of results due to different circadian rhythm stresses
across Crews.

Existing psychomotor test batteries, such as the DCIEM sustained operations



(SUSOPS) test battery, have a long history of well documented laboratory-based findings
concerning the effects of fatigue on performance (1, 22). Thus, it was essential to include
these tasks to tie any obtained findings to the existing literature. As valuable as these
cognitive tasks are, one possible concern is the degree of applicability that lower level
cognitive tasks have to a flying task. Therefore we also included a multi-tasking test (16,
27, 28) thought to possess greater context validity to flying, as well as requiring higher
levels of cognitive activity to complete. Beyond providing a link to the existing fatigue
literature, the present study represents one of the first attempts to fully validate this
multitasking task. As a result, two different psychomotor performance batteries were run
from a single lap-top computer;

e a subset of 3 tests (SRT (serial choice reaction time), LRT (logical reasoning task),
and SST (serial subtraction task)) from the DCIEM SUSOPS battery which were
performed, one at a time, over 10 minutes and

e a multi-tasking battery developed by Dr Hal Weinberg which took 15 minutes per
data collection iteration (16, 27, 28).

The crews were only tested on the psychomotor performance batteries during actual flight
in the following manner;

¢ three times on the outbound leg from Trenton (Canada) to Lyneham (U.K.)
e once during the leg from Lyneham to Zagreb (Croatia) and return, and
e three times on the inbound leg from Lyneham to Trenton.

All crew positions (pilots, navigator, flight engineer, and loadmasters) performed
the serial iterations of the SUSOPS test battery, while only the pilots performed the
multi-tasking battery (because it is essentially a flying task and the other crew positions
would not have the pre-requisite training to give us meaningful data on this task).
However, all crew positions were asked to take part in the wrist actigraphy/sleep logs and
to complete the questionnaires relating to sleep quality/mood/alertness/fatigue ratings.

Task Descriptions .

Susops tasks.

All of the SUSOPS tasks were performed on lap-top computers (Pentium 133
Mhz chips with 16 Mb RAM and 1 Mb of video memory) using an external ‘bus’ mouse
as the input device. All subjects performed the tasks in the rear of the fuselage, in order to
avoid distractions by cockpit instrumentation or interfering with the aircraft controls, and
to perform the task in relative privacy. The subjects were seated in the standard
collapsible web-seats used for troops and had a custom-contoured board (with an anti-
skid surface) on their laps. The computers were placed on this ‘lapboard’ which was large
enough to accommodate the computer and a mouse pad (approximately 59 cm x 42 cm).
Subjects responded to the computer questionnaire and all three SUSOPS tasks by moving
the mouse until the cursor was super-imposed over their chosen response, and then by
clicking the mouse. Subjects were instructed to work as quickly as possible without
sacrificing accuracy. The subjects wore headsets to defend against the high ambient noise
but in order to avoid distractions by routine communications between crew members, the
headsets were not plugged into the aircraft intercom while they were performing the
psychomotor tests. ]




Computer Questionnaire.
The first item of any SUSOPS test battery iteration was the computer
questionnaire which involved a brief response to the following four questions;

e the subject’s assessment of his/her own state of alertness by selecting the most
appropriate response from the 7 point Stanford Sleepiness Scale (17),

e the subject’s assessment of his/her own mental fatigue state by selecting any number
on a continuous scale from 1 (very mentally fresh) to 7 (very mentally fatigued),

e the subject’s assessment of his/her own physical fatigue state on a continuous scale
from 1 (very physically fresh) to 7 (very physically fatigued), and

e current aircraft position (latitude and longitude) in order to track where each testing
session took place.

The aircraft position was obtained from the cockpit crew by the experimenter, via the

intercom system.

Serial Reaction Time.

This task required the subjects to select which of four letters (A, B, C, or D,
which were presented on the computer screen in a rectangular response grid)
corresponded to the single stimulus letter (again A, B, C, or D) which was briefly
presented on the computer screen (immediately above the response letter grid) and was
subsequently replaced by single serial random presentations of any of the four stimulus
letters immediately after each response.

Logical Reasoning.

This task was developed by Baddeley (2) and described by him as involving higher
mental processes, based on grammatical transformation: the task involves understanding
of sentences of varying syntactic complexity. It consists of presentations (on the
computer screen) of one of 16 sentences (such as ‘A is not preceded by B”) followed by
a pair of letters (either ‘AB’ or ‘BA’). The subjects were required to indicate
whether the sentence was a true or false description of the associated letter pair by
selecting either the “True’ or ‘False’ response box on the computer screen. There were
32 possible combinations of sentence and letter pairs.

Serial Subtraction

This task is similar to a task described by Cook, Cohen, and Orne (9). Here the
subjects were presented with a randomly chosen three-digit number between 500 and
999 (on the computer screen) (e.g., 763) and were also presented with a randomly chosen
subtrahend between 5 and 9 (e.g., 9). The subjects were required to perform serial
subtractions (e.g., 763-9=754, 754-9=745, 745-9=736, etc). The task also involved a
short term memory component in that after the first subtraction was performed, all
numbers disappeared from the computer screen, forcing the subjects to remember the last
solution as well as the subtrahend.

Multitask.
General Description.

This programme was run on the same computer and ‘lapboard’ as the SUSOPS
test battery. When the programme was running, the screen showed four separate displays
(figure 1) representing four sub-tasks which must be performed simultaneously. Three of
these four tasks interacted. These tasks simulated flying an aircraft to specific targets or
“waypoints” as described below. The raw output data file was merged with a computer
reduction algorithm to yield a single final weighted composite score.




Tracking Task.

The upper left display (tracking task) represented an aircraft control panel in
which a small white box showed the action of the aircraft control column which was
manipulated by the mouse. Left or right motions banked the aircraft to the left or right
increasing or decreasing the rate of turn in degrees per second. Up and down mouse
inputs pitched the aircraft up or down, increasing or decreasing the rate of change of .
altitude in feet per minute. These values were displayed on the panel along with the
current aircraft heading and altitude which changed in response to inputs. In addition,
there were flight director ‘bars’ (normally shown in orange) which helped guide the
change of aircraft climb/descend rate and heading based on what has been entered into
the ‘flight computer’. Figure 1 shows the flight director bars (localizer and glidepath)
intersecting to the right of, and just below, centre, which indicates a command to move
the cursor (currently at dead centre which indicates straight and level flight) to the
intersection of the localizer and glidepath bars, in order to ‘capture’ the current target
heading and altitude. Thus these bars moved accordingly when the target values were
changed by using the F1 (heading) or F2 (altitude) keys and typing in new values and
indicated the flying pattern (inputs) needed to achieve the new heading and/or altitude.
When the programme started, the aircraft was already on a heading of 0 degrees and at
an altitude of 5,000 feet. The object of this task was to maintain the aircraft on the current
heading and altitude (i.e., to try to bring the orange bars into the centre of the screen and
maintain them in this position. However, the values that should be entered into the
computer at any time (“target heading” and “target altitude”) were dictated by the
Waypoint task.

Waypoint task.

The upper right display (waypoint task) showed a map of the ground viewed from the
aircraft. Straight up on the display represented the “front” of the aircraft (i.e., the current
direction of the aircraft). The display showed a number of small triangles which
represented waypoints, one of which was solid green in colour and represented the target
waypoint. Of the 5 waypoints in shown in figure 1, the target waypoint is the one closest
to the centre of the waypoint display (not shown as green in this figure because of printer
limitations). As soon as the correct heading of the target, (relative to the current position
of the aircraft), was determined by the subject, this value was entered into the flight
computer as the “target heading”. If the target waypoint was not visible the range of view
of the “map” could be incrementally increased or decreased by a factor of 2 using the
zoom-in and zoom-out keys (F8 and F9, respectively) until it was found. Similarly, the
map could be zoomed in for a more detailed view of the target waypoint once it was in
close range of the aircraft. The object of this task was to fly towards the target waypoint
as efficiently as possible until it was intersected by the aircraft. Successful ‘capture’ of
the waypoint was achieved if the centre of the triangle passed through the small circle in
the centre of the screen. The subjects were told that is was important to minimise the
amount of time that the target heading was different from that needed to intercept the
waypoint. The subjects were also told that the score is reduced for the amount of time
spent flying towards the target without changing the target heading to be as close to the
necessary heading as possible. .




5
=

BERNEERERE

Figure 1. Computer screen ‘capture’ of multi-task display in grey scale instead of the colours

which are present on the computer.

Once a waypoint was intercepted, it flashed briefly and a new triangle became the target.
The subject attempted to capture as many waypoints as possible during the entire task.

A second task in this display was the instruction to change the target altitude to a
new altitude (using the F1 button as described in the tracking task). This occurred
periodically and consisted of the new target altitude being presented for 5 seconds at the
upper left corner of the ‘map’ accompanied by a short beeping sound, however
because of the high ambient noise in the CC130, this beep could not be heard. This
auditory limitation caused this particular sub-task to become a visual vigilance task rather
than the designed combination of auditory and/or visual vigilance which would have been
possible in a more quiet aircraft. It was important to note and respond to these requested
altitude changes immediately - once the display disappeared from the screen it could not
be retrieved. The overall score was also influenced by the time the target heading was set
to the correct value.

Instrument task.

The lower right display (instrument task) showed two attitude indicators (artificial
horizon) which reflected the current attitude of the aircraft as determined by the rate of
turn and climb/descent shown in the tracking task display. In addition, the deviation of
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the current aircraft heading from the target heading was shown by a small arrow around
the outside of the attitude indicator. This arrow came into line with the top of the display
as the target heading was reached.

Periodically, there was a discrepancy in the information (e.g., angle of bank or
pitch) being displayed by these two instruments where only one instrument showed the
correct information. The object of this visual vigilance sub-task was to depress the
“difference detected” button (F3) as soon as such a difference is perceived. Subsequently,
2 buttons appeared below each instrument indicating which key (F4 or F5) to press to
indicate the instrument which was showing the correct information, after which the two
instruments again displayed the same information. Points were deducted for failure to
notice these differences in sufficient time as well as ‘false alarms’ and incorrect choice of
the instrument showing the ‘correct’ or ‘true’ information.

Bar Task.

The lower left display (Bar Task) showed five vertical bars which changed in
their length. Beside each bar there was a red line indicating an acceptable ‘target zone’ of
the bar. The object of this task was to keep the end of the bars within this range at all
times. The bars changed their length periodically and target zones could also change. The
length of the bars could be changed in the following way. The left and right arrow keys
were used to select a bar. The active bar was indicated by a colour change from green to
yellow. The active bar in figure 1 is the left most bar which is presented in white. The up
and down arrow keys were used to select up or down movement of the bar with
subsequent presses of the arrow keys changing the rate of movement of the bar in single
steps up to a maximum rate. When the target zone was reached the arrow keys could be
used to slow down and/or reverse the change in length of the bar to keep it within the
target zone. This task did not interact with any of the other tasks.

Experimental Design Considerations

Because of the requirement to collect aircrew performance data without
interfering with their flying duties, we did not use rigorously defined time intervals over
which we collected data. However, pilots and navigators from ATG HQ identified the
following possible data collection opportunities. B

1) Trenton (Canada) to Lyneham, (United Kingdom) leg

Upon reaching top of climb (TOC) after departure from Trenton, the first testing
cycle was commenced with the concurrence of the aircraft commander (AC) and, one at a
time, each crew member rotated through the test site, located in the after end of the
fuselage. For all such testing, the aircrew wore their head-sets to defend against the high
ambient noise level but they were not plugged into the intercom system, so as to avoid
the possibility of distractions from normal crew communications. Approximately half
way across the Atlantic (about 6 hours elapsed time after take-off), all crew positions
were again asked to perform the second iteration of thetest batteries. Approximately 2.5
hours out from Lyneham, all crew members were asked to perform a third iteration, such
that all data collection for this leg was completed by the time the aircraft was about one
hour out from Lyneham, in order not to interfere with the relatively busy approach to
landing in Lyneham through congested European airspace.
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2) Lyneham to Zagreb (Croatia) & return

Given that this entire leg was flown in very congested airspace, each crew
member was tested only once on this part of the mission, either in-bound to Zagreb, or
during the return leg to Lyneham. Often, it was most convenient to test one or both of the
pilots on the ground in Zagreb.

3) Lyneham to Trenton leg

The data collection protocol on this final leg was similar to the first leg of the
mission (i.e. from Trenton to Lyneham) except that there were fewer constraints toward
the end of this Ieg, given that Canadian airspace was not as congested as the airspace over
Europe. Further, the average flying time on this return leg was two hours longer than for
the outbound leg, because of the normal westerly headwinds. The approximate
psychomotor testing locations for all mission legs are illustrated in figure 2.

Figure 2. Map illustrating approximate outbound (solid lines) and return (dashed lines) tracks
including approximate psychomotor performance testing locations. Locations 1, 2,
and 3 correspond to testing locations for the outbound transatlantic leg, while location
4 averaged about 3 degrees East Longitude on either the outbound leg from Lyneham
to Zagreb or several hours later on the return leg from Zagreb to Lyneham. Locations
5, 6, and 7 represent the test locations during the return transatlantic leg from Lyneham
to Trenton.
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Statistical Analysis

The tests results from the SUSOPS battery, the multi-tasking battery, the wrist
actigraphs were submitted to one way analysis of variance with "MOC" (military
occupation code) as the between factor and days or trials as the within factor. We used
the Duncan Multiple Range Test to analyse any simple main effects or interactions.
Because of low compliance with the request to maintain the paper logs, the pre-mission
and mission sleep/activity/mood questionnaire data was not analysed.

RESULTS & DISCUSSION

Wrist Actigraphy

Wrist actigraphs measure every tenth of a second, whether a movement was
detected from the wearer. Software (a programme called Win ACT, version 1.2,
developed by Tim Elsmore from Activity Research Services of San Diego, California)
looks at the frequency of such movements over time in order to quantify the number and
duration of sleep episodes. The number of minutes spent asleep in a 24 hour period
demonstrated a highly significant main effect of days (p<.0001) as illustrated in
figure 3 where “daily sleep in minutes” are plotted over pre-mission and mission
‘days’. The results of post hoc analyses are shown as ‘p’ values between adjacent cells in
figures 3 and 5. The amount of sleep the subjects experienced during the days leading up
to a mission steadily decreased from 475 minutes per day to 380 per day (figure 3).
Given that the planned take-off time was 0800 hrs local time and that the crews reported
to operations two hours before take-off, having arisen at their respective homes
anywhere from one to two hours prior to reporting at operations, this result is not
surprising. This is only 20 minutes more sleep than Belenky (4) found as the threshold
minimal sleep which produced performance impairment in continuous combat operations.
The 380 minutes (6 hrs and 20 minutes) of sleep during the last night in Trenton before
the start of the mission is an average value across all aircrew. In fact, 23% of the aircrew
received less than 6 hours of sleep with one individual receiving only 248 minutes (4
hours and 8 minutes) for that last pre-mission night.

Total sleep time tended to recover somewhat during the first day in Lyneham,
then drop significantly again during the second night in Lyneham, before recovering over
the last night in Lyneham. This can be explained by the fact that on arrival in England
after a long crew day and carrying a sleep deficit from their last night at home, the crews
were so tired that they were able to sleep relatively easily. However, after obtaining some
restorative sleep upon arrival, by the second night in Lyneham, circadian rhythm
disruption tended to make sleep more difficult. Here, 15% of the aircrew received less
than 6 hours of sleep with one individual receiving only 259 minutes (4 hours and 19
minutes). By the time the crews returned from Zagreb for their last night in Lyneham
their total sleep time was significantly increased and back to the levels evident two or
three nights before the mission.
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Figure 3. Plot of Daily Sleep Minutes over pre-mission
and mission days, collapsed over MOCs.

The main effect of MOC was not significant however there was a significant interaction
between MOC and days (p<.0073) which is shown in figure 4. The differences in total
sleep time between MOCs shows that the loadmasters get less sleep than the other crew
members and that they seem to obtain the same minimum levels of sleep from prior to,
and throughout the mission. Further the Co-Pilots and the flight engineers get more sleep
than other crew members, three days prior to the mission and the last night .of the
mission. During the last night at home before the mission and during the second night in
Lyneham (when the circadian stress is most evident) all MOCs tend to obtain similar
limited sleep.
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Figure 4. Plot of Daily Sleep Minules over pre-mission
and mission days, for each MOC.

For “number of sleep episodes/day” there was a significant main effect of days
(p<.0001) which is illustrated in figure 5 and shows that the aircrews tended to have a
greater number of sleep episodes per day while sleeping at home prior to the mission than
they experienced while sleeping in Lyneham. The main effect of MOC was not
significant, nor was the interaction between MOC and days.
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Figure 5. Plot of # daily sleep episodes over pre-mission
and mission days, collapsed over MOCs.
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For “duration of the daily mean sleep episode in minutes” there was a significant
main effect of days (p<.0104) which is plotted in figure 6 and shows that the average
sleep episode is shorter while at home than while overseas. Here also, the main effect of
MOC was not significant, nor was the interaction between MOC and days. These data
(figures 5 and 6) indicate that while the crews get less sleep overseas than they do at
home, their overseas sleep architecture is altered such that they have fewer but longer
sleep episodes which might suggest a more restorative type of sleep, perhaps
compensating somewhat for less sleep.
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Figure 6. Plot of Daily Mean Sleep Episode (in minutes) over pre-
mission and mission days and collapsed over MOCs.
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usops Questionnaire Data

Recall that the psychomotor task data (SUSOPS and multi-task) were collected
only during the flights themselves. In order to directly compare performance between the
two long and fatiguing transatlantic legs, these data (figures 7 to 13) were submitted
to a two-factor repeated measures analysis of variance with one factor (‘legs’) having
two levels (one outbound and one return transatlantic leg) and the other factor (‘trials’)
having three levels (three trials per leg). The requirement to have a balanced
analytical design dictated dropping the performance trial done on the Lyneham-Zagreb-
Lyneham leg. Dropping this trial also facilitated the illustration of the results of Figures 7
to 13 by allowing the super-imposition of the ‘leg’ curves for the transatlantic legs.

For the Stanford Sleepiness Scale, the main effect of trials was significant
(p<.0001) and is illustrated in figure 7. Neither the main effect of MOC nor the
interaction of MOC and trials was significant. This indicates that with respect to the
aircrews self rating of alertness (Stanford Sleepiness Scale), alertness decreases
progressively (and in a similar manner across MOCs) during both transatlantic legs with
the outbound leg (Trenton to Lyneham) tending to be more stressful in this regard than
the return leg (Lyneham to Trenton) but not significantly so.
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Stanford Sleepiness Scale
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Figure 7. Stanford Sleepiness Scale plotted over trials for departure
(Trenton fo Lyneham) and return (Lyneham to Trenton) legs.
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For “mental fatigue rating” the main effect of trials was significant (p<.0001) and
is plotted in figure 8. The main effect of MOC was not significant, nor was the interaction
of MOC and trials.
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Figure 8. Mental Fatigue Scale plotted over trials for departure
(Trenton to Lyneham) and return (Lyneham to Trenton) legs.

For “Physical Fatigue Rating” the main effect of trials was significant (p<.0001) and is
plotted in figure 9. The main effect of MOC was not significant, nor was the interaction
between MOC and trials.

51

— 1
—e=—Trenton to Lyneham
—* — Lyneham {o Trenton

Physical Fatigue Rating
w

1 2 3
Trials

Figure 9. Physical Fatigue Rating plotted over trials for departure
(Trenton to Lyneham) and return (Lyneham to Trenton) legs.
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Essentially, self ratings of mental and physical fatigue tend to change over the
transatlantic legs in a manner similar to the self ratings for alertness. This is to say that
both mental and physical fatigue progressively increase over both transatlantic legs (in a
similar manner across MOCs) with the outbound leg tending to be more stressful than the
return leg, but not significantly so. : -

Susops Test Data

Serial Reaction Time (SRT)

For the number of correct responses to the SRT task, the main effect of trials was
significant (p<.0001), the main effect of legs (departure from Trenton to Lyneham vs
return from Lyneham to Trenton) was significant (p<.0001), and the interaction between
trials and legs was also significant (p<.0001). Both of these main effects and this
interaction are illustrated in figure 10. Further, trend analysis confirms that the curve for
the return leg is quadratic (p<.002). The significant interaction between ‘trials’ and ‘legs’
indicates that even if performance is better on the return leg, the learning rate on the
return leg is reduced, relative to the steeper slope of the outbound learning curve. The
significant quadratic function for the return curve indicates that the curve tends to
become flat between trials two and three of the return leg, suggesting that performance
has almost attained asymptote (fully trained, optimum performance). However, for this
task, there are no obvious performance decrements over time (trials). This suggests that
the serial reaction time task is not sensitive to the level of fatigue encountered on these
missions. Even though the subjects reported subjective levels of fatigue, they may have
been able to rally their cognitive resources to compensate it. If this task was performed
for a longer duration (rather than 3 minutes) perhaps fatigue effects would become
apparent.

200 T
8 . ‘l
g P
O 190
&
@
2
“ Trenton to Lyneham
g — —  Lyneham to Trenton
o 180 ]
O
3

170 ] 5 3

Trials

Figure 10. Number of correct responses to Serial Reaction Time task plotted over trials
for departure (Trenton to Lyneham) and return (Lyneham to Trenton) legs.
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Logical Reasoning task (LRT)

For the number of correct responses to the LRT task , the main effect of trials was
significant (p<.0001), the difference between the departure and return legs is significant
p<.0001), and the interaction between the trial effect and the leg effect is also significant
(p<.028) These two main effects and the interaction between them are illustrated in figure
11. Polynomial analysis reveals that the trends representing each of the departure and
return legs are singificant quadratic functions (p<.016).
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Figure 11. Number of correct responses to the Logical Reasoning Task plotted over,

trials for departure (Trenton to Lyneham) and return (Lyneham to Trenton) legs.

The significant interaction between trials and legs indicates that the learning rate
for this task, like that for the reaction time task, is higher during the outbound leg than
during the return leg. However, trend analysis of this particular data reveals that, unlike
the serial reaction time performance (where only the return curve was quadratic) the
curves for each of the outbound and return legs are quadratic. This effect can be seen in
that for each of these curves the performance falls off after the second trial. For the
outbound leg this is arguably an effect on higher level thinking due to the impact of
fatigue. For example, if fatigue was not disrupting performance during the outbound leg,
one would expect a linear increase in performance throughout the three trials of that leg,
similar to the linear outbound curve for the serial reaction time performance shown in
figure 10. Here the average value for trial 3 of the outbound leg (figure 10) is quite
similar to the average value for trial 1 of the return leg. For figure 11, the quadratic curve
for the outbound leg, illustrates a fatigue-induced attenuation of learning in the very early
part of the learning curve when one when expect facile learning, barring the presence of
some stressor, such as fatigue. For the return leg, although fatigue may be a factor here as
well, it is also possible that the flattening of the curve could be suggestive of approaching
asymptote. ‘
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Serial Subtraction task (SST)

For the number of correct responses to the SST task, the main effect of trials was
significant (p<.0001), the difference between the departure and return legs is significant
(p<.0001), and the interaction between the trial effect and the leg effect is
alsosignificant (p<.0.0001) These two main effects and the interaction between them are
illustrated in figure 12. Trend analysis indicates that only the return curve is quadratic
(p<.002). The significant interaction between trials and legs indicates that the learning
rate is higher during the outbound leg than during the inbound leg (again similar to the
performance of the serial reaction time and logical reasoning tasks). Trend analysis
reveals that only the return curve for this task is quadratic. Although it is possible that
this could be due to fatigue, the most likely explanation for this drop in performance
after the second trial of the return leg is that the subjects are approaching asymptote
performance. For this task, there appears to be no compelling evidence of an impact of
fatigue on performance.
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Figure 12. Number of correct responses to Serial Subtraction task plotted over trials
for departure (Trenton to Lyneham) and return (Lyneham to Trenton) legs.

Of the three SUSOPS tasks (serial reaction time, logical reasoning, and
serial subtraction) the only task whose performance is sensitive to the level of fatigue
encountered during these missions is the logical reasoning task.

Multi-task Data

With respect to the multi-task “score”, the main effect of trials was significant
(p<.0003), the difference between the departure and return legs is significant (p<.0001),
while the interaction between the trial effect and the leg effect falls short of significance
(p<.0.094) These two main effects and the interaction between them are illustrated in
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figure 13. Trend analysis indicates that each of the departure and return curves are
quadratic (p<.026).

The significant trials effect illustrates the expected learning effect for the multi-
task, while the significant leg effect indicates the expected higher level of performance on
the return leg relative to the outbound leg (figure 13). The significant quadratic
function for each of the outbound and return legs indicates a major impact of fatigue at
trial three of the outbound leg and at trial two of the return leg which recovers to the
levels of trial one of the same leg, before arriving home at the end of the mission.
These data would lend themselves to the following interpretation: On the long
transatlantic outbound leg, after a night of minimal sleep, the level of fatigue among the
subjects performing this task (Aircraft Commanders and Co-Pilots) is such that there is a
very demonstrable and deleterious impact on performance. Here, further learning of the
task (even at this early part of the learning curve where the expectation is that learning
will occur relatively easily) is interrupted and performance actually falls. For the return
transatlantic leg, after a better sleep than they obtained the night before they started the
outbound leg, learning is again interrupted, this time at the second trial, and performance
recovers before landing at home in Trenton, probably because of the psychological boost
from the knowledge that the mission is almost over, which allows them to marshal “extra
resources”.
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Figure 13. Multi-task scores plotted over trials for departure (Trenton to Lyneham) and
return (Lyneham to Trenton) legs.

While the main effect of ‘position’ ( pilot or co-pilot) is not statistically
significant (p<.125), none-the-less, the relatively large differences in performance
between the aircraft commanders and their co-pilots is illustrated in figure 14. While this
effect of MOC falls short of statistical significance, the performance differences between
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Aircraft Commanders and their Co-Pilots are quite large and would possibly have been
statistically significant if the data had been a little less variable, within and between

subjects.
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Figure 14. Multi-task scores of air craft commanders vs co-pilots
collapsed over all trials.

The interaction between MOC and trials is almost significant (p<.068) and these
differences are plotted in figure 15. Post hoc t-test comparisons for this interaction reveal
that the multi-task performance difference between the aircraft commanders and the co-
pilots is significant for the 2nd trial of the outbound leg (p<.04) and almost significant for
the first trial of the return leg (p<.14). This interaction illustrates that the Aircraft
Commanders performed much better than their Co-Pilots at trial two of the outbound leg
but by trial three of that leg, their performance was reduced to a level similar to their Co-
Pilots. For the return leg the Aircraft Commanders appeared to start out at a higher level
of performance which by the second trial decreased to the levels of their Co-Pilots,
Although the Co-Pilots tended to have a lower overall rate of learning than the Aircraft
Commanders, their lower rate of learning was constant over the mission such that their
learning rate did not appear to be affected by fatigue. One could perhaps suggest that
while the Aircraft Commanders tended to perform better than their Co-Pilots, their higher
rate of learning was impacted by fatigue whereas the lower learning rate of the Co-Pilots
appears to be robust to their level of fatigue. Perhaps the “weight of command” on the
Aircraft Commanders interacted with their fatigue level to produce this effect.
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Figure 15. Multi-task scores for each of Aircraft Commanders and their Co-Pilots plotted over

trials for departure (Trenton to Lyneham) and return (Lyneham to Trenton) legs.

As evidenced by the relatively large standard error bars on the multi-task graphs

(figures 13, 14, and 15), there was a large variability in the performance of this task,

without which the main effect of MOC, and the interaction between MOC and trials
would probably have attained statistical significance. To illustrate some of the large
individual differences and therefore the relatively large subject variability (both within
and between subjects) in multi-task performance, data from individual aircraft
commanders and co-pilots are super-imposed on the main effect of trials for figures 16
through 33. The large variability both within and between subjects probably reflects that,
as is well know, some individuals are very sensitive to fatigue while others are relatively
fatigue resistant (8, 13, 14, 23). The data from each trial for individual subjects
superimposed on the group trial average data show that some individuals within our
subject population are sensitive to the fatigue encountered on these missions while some
of their counterparts are not.

Subject 1 (figure 16) was tested only once on the outbound leg to Lyneham and
produced a score just slightly above the average score for this first trial. The next
opportunity for testing this subject was on the Lyneham-Zagreb-Lyneham leg and his
performance was remarkably poor (even considering that this was only his second trial).
Clearly something affected his performance (likely fatigue and jet-lag) on this trial and
his performance improved on the return leg from Lyneham to Trenton, but even this level
of performance was much lower than the average performance for these trials (again,
even considering that these were only his third and fourth trials). ‘
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Figure 16. Hustration of multi-task scores for subject 1 (Co-Pilot) super-imposed on

the mean group scores (Aircraff commanders & Co-Pilots) over trials.
Dotted line indicates missing Subject 1data for outbound trials 2 and 3.

Subject 2 (figure 17) seems to be somewhat sensitive to fatigue in that he started
out performing a little above average on the first trial but by the second was lower than
average and by the third and final trial of the long outbound leg his performance was
much Jower than the average for outbound trial three. His performance on the single trial
during the Lyneham-Zagreb-Lyneham leg was even worse. However, for the return leg to
Trenton, while he started at a slightly lower level of performance for trial 1 of that leg, by
the end of that leg his performance was above average. Overall, an interpretation of this
subject’s performance might be that the minimum sleep we documented for the crews the
night before departure from Trenton might be the reason for his performance on the
outbound leg, and the changing sleep patterns during the first and second nights in
England might account for his poor performance on the Zagreb day. The last night of
sleep in England (figure 2) (which produced the longest sleep times since three nights
prior to commencement of the mission) seemed to be restorative to the point where
performance begins to improve and continues to improve during the long flight home.
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Figure 17. lilustration of multi-task scores for subject 2 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.

The multi-task performance of subject 3 (figure 18) seems to suggest that he is
fatigue resistant. On the outbound leg, his performance improved continuously over the
three trials, unlike the group average which showed an initial improvement from trial 1 to
trial 2 and then a drop in performance for trial three. Even though this subject was not
tested on the Lyneham-Zagreb-Lyneham leg, his performance on the return leg (Lyneham
to Trenton) mirrored the group average performance for the first 2 trials of that leg but by
the last trial, his performance was much higher than the group average. This increase in
performance during the last trial of the return leg is evident for nine of the eighteen pilots
and could be an indication that they their appear to be able to “marshal extra resources”
for the push home in that they become “pumped” as they approach the end of the
mission.
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Figure 18. lllustration of multi-task scores for subject 3 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.
Dashed line illustrates missing subject 3 data on Lyneham-Zagreb-Lyneham leg.

The performance of subject 4 (figure 19) over the outbound and Lyneham-
Zagreb-Lyneham legs is alternately slightly above and slightly below but none-the-less
similar to the group average for those trials. By the return leg, this subject‘s performance
was clearly above the group average over all three trials. He is one of the nine subjects
who show an increase in performance for trial three (of the return leg) after a long crew
day.
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Figure 19. lllustration of multi-task scores for subject 4 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.

Subject 5 (figure 20) performed at a level similar to the group average over the
first 2 trials of the outbound leg but was not tested again until the return leg. His
performance on the return leg started out much lower than the group average, (and at the
level he obtained in his first outbound trial) but he improved continuously over that leg
such that by the time he completed the last trial, his performance was almost at the level
of the group average.
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Figure 20. lilustration of multi-task scores for subject 5 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.
Dotted line indicates missing Subject 5 data for outbound trial 3 and Zagreb trial.
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Figure 21. lllustration of multi-task scores for subject 6 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.
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Subject 6 (figure 21) performed below the level of the group average except for
the third trial of the outbound leg. On the Lyneham-Zagreb-Lyneham leg his performance
dropped relative to his last trial on the outbound leg and dropped even further at trial one
of the return leg, and then dropped precipitously at trial two of that leg. However he
rallied remarkably for the last trial such that his performance was approaching the group
average for that trial.
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Figure 22. Mllustration of multi-task scores for subject 7 (Aircraft Commander) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.

The performance of subject 7 (figure 22) over the first two outbound trials is
better than the group average but by the last trial of that leg his performance is even
lower than it was for the first trial, indicating a significant impact of fatigue towards the
end of a long crew day with limited sleep the previous evening. For the Lyneham-
Zagreb-Lyneham leg his performance is essentially identical to the group average. His
performance during the return leg is higher than the group averages for those three trials
and improves with each successive trial.
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Figure 283. lllustration of multi-task scores for subject 8 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.

During the outbound leg, the performance of subject 8 (figure 23) i$ the same as
the group average over all three trials, thus showing the drop in performance at the third
trial (which also occurs towards the end of the long crew day after limited sleep the
previous night). During the Lyneham-Zagreb-Lyneham leg his performance is somewhat
higher than the group average for that particular trial. While on the return leg, his
performance closely mirrors the group average for the first two trials of that leg and then
falls drastically at the third trial which suggests that this subject’s performance is quite
susceptible to fatigue. .

On the outbound leg subject 9 (figure 24) performs below the group average at
trial one, exceeds the group average at trial two and then at trial three, like seven of his
colleagues, he shows a marked drop in performance, again arguably because he is
approaching the end of a long crew day after a night a minimal sleep. This subject’s
performance then improves to a level higher than the group average on the Lyneham-
Zagreb-Lyneham leg. While his performance at trial one of the return leg is the same as
the group average, he improves to well above the group average by trial two and then
shows a sensitivity to fatigue by his drop in performance at trial three of this return leg.
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Figure 24. lllustration of multi-task scores for subject 9 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.

While subject 10 (figure 25) performs at the group average for trial one of the
outbound leg he barely improves at the next trial and by the third trial his performance is
lower than his first trial which suggests that fatigue has impacted on him such that his
learning of this novel task is totally disrupted. This subject’s performance recovers to
somewhat better than the group average during the Lyneham-Zagreb-Lyneham leg. On
the return leg his performance starts out at a level much lower than the group average for
trial one, rises to almost the group average by trial two, and then he shows a marked
sensitivity to fatigue by a precipitous drop in performance (to the level of his first ever
trial on this task on departure from Trenton).

On the outbound leg subject 11 (figure 26) performs at the group average for trial
one, improves to well above the group average at trial two and then his performance falls
back down to the level of the group average by trial three. On the Lyneham-Zagreb-
Lyneham leg his performance is somewhat higher than the group average. His
performance on the return leg is very similar to the group average, including the small
increase in performance at trial three of that leg which, as mentioned earlier, we feel
indicates a mood/motivation modified improvement in performance given that the end of
the mission is imminent.
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Figure 25. lllustration of multi-task scores for subject 10 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pijlots) over trials.
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Figure 26. lllustration of multi-task scores for subject 11 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.

33




While subject 12 (figure 27) performs at a level similar to the group average for
trials one and two of the outbound leg, his performance doesn’t drop at trial three to the
same level as the group average. However, at this trial his skill acquisition is definitely
attenuated, probably by fatigue, in this very early part of the learning curve when
increases in performance are normally very apparent, (at least in the absence of stressors
such as fatigue). During the Lyneham-Zagreb-Lyneham leg his performance is slightly
above the group average. On the return leg his performance starts out at the group
average for trial one, increases above the group average for trial two, and then drops
precipitously, no doubt in response to fatigue at trial three.
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Figure 27. llilustration of multi-task scores for subject 12 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.

Subject 13 (figure 28) is only tested twice on the outbound leg, not tested during
the Lyneham-Zagreb-Lyneham leg, but completes the three trials of the return leg. For
the departure leg his trial one performance is well above the group average, and falls to
below the group average by trial two. On the return leg his performance is at the level of
the group average at trial one, drops markedly at trial two, and rallies somewhat at trial
four.

34



600 1

400 1

2007 = /,F/
.
E - .
—as— mean scores over trials

—— subject 13, (Aircraft Commander)

Mean Score
[e]

-200

-400

00—~ -
12 3 1 1 2 3

outbound trials  single trial inhound wials
from Trenton ~ between  from | yneham

to Lyneham  Lyneham 44 Trenion
and Zagreb

Trials

Figure 28. lllusitration of multi-task scores for subject 13 (Aircraft Commander) super-imposed
on the mean group scores (Aircraft commanders & Co-Pilots) over trials.
Dotted line indicates missing subject 13 data for outbound trial 3 and Zagreb trial.

While the performance of subject 14 (figure 29) doesn’t drop at trial three of the
outbound leg, he demonstrates the same attenuation of learning at this trial as that
exhibited by subject 12 (figure 26). His performance during the single trial of the
Lyneham-Zagreb-Lyneham leg is well above the group average. On the return leg his
performance at trial one is much higher than the group average, and falls continuously
over the last two trials, reaching the level of the group average by the last trial, arguably
in response to fatigue.
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Figure 29. llustration of multi-task scores for subject 14 (Aircraft Commander) super-imposed
on the mean group scores (Aircraff commanders & Co-Pilots) over trials.

Subject 15 (figure 30) has a multi-task performance slightly above the group
average at trial one of the outbound leg which drops significantly at trial two and
rebounds slightly above the group average by trial three. His performance on the
Lyneham-Zagreb-Lyneham leg is well above the group average. While his performance
on the return leg started out higher than the group average at trial one of that leg, not
much more can be said of his return leg performance because he was not tested after the
first trial of the that leg. :
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Figure 30. /llustration of multi-task scores for subject 15 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.

The performance of subject 16 (figure 31) is noteworthy because he was the only
subject from this study who flew two missions, separated by approximately seven weeks.
On his first mission, his performance on the first trial of the outbound leg is very poor,
and by the second trial he is performing slightly above the group average. However, his
performance drops by trial three, which is arguably a fatigue-induced drop in
performance (even though it is a slightly better performance than the group average for
this trial) at the end of the long outbound leg. His performance on the Lyneham-Zagreb-
Lyneham leg is better than the group average. On the return leg his performance starts at
the same level as the group average for trial one, then increases to a level above the group
average at trial 2 and shows a slight drop in performance at trial three which could
possibly be interpreted as a training asymptote, except that on his second mission he
performs at a much higher level during the first and second outbound trials and the first
and third return trials. Further, for the second mission, his first outbound trial
performance is at a level slightly higher than the last trial of his first mission. His
performance then improves somewhat at the second outbound trial and drops very
precipitously on the last trial of that day. A check of this subject’s sleep actigraph data
reveals that for each of the last nights in Trenton before the start of each mission he
received exactly the same amount of sleep (390 minutes). In spite of this fact, there is a
very large decrement on performance at the third trial of the outbound leg (when any
impact of fatigue would be most obvious) for mission two but not for mission one. There
was obviously some stressor other than fatigue that was present on the second mission
but not on the first mission. For Lyneham-Zagreb-Lyneham leg of the second mission,
his performance was still very poor. By the return leg of this second mission,
performance was very high at trial one, dropped down to the group average at trial two,
and rallied again to a high level for the last trial. Unfortunately the subject’s actigraph
data for the sleep periods in England is missing for both missions so it is impossible to
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illuminate these performance changes on the basis of his sleep history.
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Figure 31. lllustration of multi-task scores for subject 16 (Aircraft Commander) super-imposed

on the mean group scores (Aircraft commanders & Co-Pilots) over trials.
This subject flew 2 of these missions separated by 7 weeks.

The performance of subject 17 (figure 32) is similar to that of subject 15 (figure
29) in that for the outbound leg trial one score is higher than the group average but drops
markedly at trial two, and recovers to the group average by trial three. Like subject 15,
his performance is also better than the group average for the Lyneham-Zagreb-Lyneham
leg. On the return leg, he performed at a level very similar to the group average for the
three trials of that leg.

38




600 ]
400 1 /\
200 1 /§/ : t %

4 —s—mean scores over trials
——subject 17, (Co-Pilot)

Mean Score
(o]

-200 7

-400 1

-600 T T T
1.2 3 1 1 2 3

outbound trials  single trial  jnhound trials
from Trenton  between  grom | yneham

to Lyneham  Lyneham 45 Trenton
and Zagreb

Trials

Figure 32. lllustration of multi-task scores for subject 17 (Co-Pilot) super-imposed on

Mean Score

Figure 33.

the mean group scores (Aircraft commanders & Co-Pilots) over trials.

6007

4007 /
200 — - /}\}//%

] —s—mean scores over trials
0 —— subject 18, (Co-Pilot)
~200
-400 7
600" ' ' ' ' ‘

1 2 3 1 1 2 3

outbound tials  single tial inhound trals
from Trenton  between 5 | yneham

to Lyneham  lyneham 5 Trenton
and Zagreb

Trials

lllustration of multi-task scores for subject 18 (Co-Pilot) super-imposed on
the mean group scores (Aircraft commanders & Co-Pilots) over trials.
Dotted line indicates missing Subject 18 data for outbound trial 3. This subjects data
is also missing for inbound trials 2 and 3.
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The multi-task data for subject 18 (figure 33) is somewhat spotty in that he was
not tested at trial three of the outbound leg nor at trials two or three of the return leg. The
limited data from this subject appears to be quite similar to the group averages for the
trials he performed.

Thirteen of the eighteen pilots and co-pilots show what is probably a fatigue-
induced drop in performance during the transatlantic legs of these missions. Of these
“fatigue sensitive” individuals, twelve show a performance decrement in the outbound
transatlantic leg, while nine show a performance decrement during the return transatlantic
leg, and eight show a fatigue-induced performance decrement on both transatlantic legs.

It might be instructive to recall that the purpose of the study was to document the
impact of fatigue (if any) on psychomotor performance and to assess the corresponding
implications for flight safety. Given that the scheduling demands on the aircrew
undertaking these re-supply missions in support of our troops in Bosnia were minimal in
comparison with the huge effort of Operation Alliance (the initial airlift to deliver heavy
vehicles and equipment to the theatre of operations), the results of this study can be
considered a baseline with respect to the genesis of fatigue on routine transatlantic air
transport operations. Should our transport crews be called upon to perform another airlift
similar to Operation Alliance with minimum opportunity for crew rest both during and
between missions (they flew three missions back-to-back before being “time expired” or
removed from the flow of the airlift because they flew the maximum allowable number of
hours per month in about two weeks) aircrew fatigue would be much more severe than
the significant fatigue we were able to measure on these routine re-supply missions, no
doubt with serious implications for flight safety.

CONCLUSIONS

1) Overall, our transport aircrews showed a linear pattern of decreasing sleep over
the last three days before embarking on these re-supply missions with the last night at
home in Trenton providing the least sleep of the entire mission period. Almost 25% of the
participating aircrew received less than six hours sleep during their last night at home,
immediately prior to the start of these missions. As indicated earlier, less than 6 hours has
been found to produce significant decrements in performance (4). The Loadmasters
appeared to get the least amount of sleep of all crew MOCs such that their sleep patterns
do not change appreciably during either the pre-mission or mission periods.
Once the mission commences, the worst night for sleep hygiene (for all MOCs) during
the mission occurs during the second night in England. During this second night in
England, 15% of the aircrew received less than 6 hours of sleep.

2) The self-rated scores for alertness, mental, and physical fatigue across all the
aircrew MOCs indicate a linear deterioration of alertness and a linear increase in fatigue
throughout the long transatlantic flights with the outbound flights to England tending to
be slightly more fatiguing than the return flights to Trenton.

3) While there are some decrements in performance of individual crew members for
cach of the SUSOPS tasks, the logical reasoning task is the only SUSOPS task which
clearly suggested the presence of fatigue (for group averaged data) during these missions.
Performance on any given psychomotor task is a function of the ability to rally ones
attentional resources to accomplish the task in question. In a fatigue study, this is easy to
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do when one is fresh (before fatigue develops). Further, the greater the fatigue level and

the more difficult the task, the more performance suffers. The SUSOPS batteries were
developed to look at performance during sustained operations studies, some of which
lasted as long as 64 hours. The sensitivity of the SUSOPS tasks have proven to be more
than adequate measures of performance degradation in susained operations research.
They were not designed for measuring more subtle effects of fatigue such as for the
current study. However, these tasks were included in order to tie into the existing fatigue
literature. We would venture to suggest that if the SUSOPS tests were run during a major
airlift like Operation Alliance, they would have produced more significant fatigue effects
than were evident in this study of routine re-supply missions in support of our troops in
Bosnia. Alternatively, if the SUSOPS tasks were given for a longer duration in the
present study, fatigue effects might have been more evident. Both of these are empirical
issues. :

4) The multi-task data shows clear-cut fatigue effects for group averaged data with
thirteen of the eighteen pilots and co-pilots we tested on this task, demonstrating varying
degrees of performance impairment, ranging from minimal to marked impairment. The
multi-task is therefore quite sensitive to the level of fatigue encountered on these re-
supply misisons. ‘

RECOMMENDATIONS

1) The next time our transport crews are called upon to undertake a major airlift with
a schedule as demanding as that of Operation Alliance, we need to repeat this study in
order to document what will no doubt be a much more deleterious effect on performance.
With data from both extremes of scheduling demands (airlift vs sustainment flights) we
should be in a position to determine to what extent airlift schedules may impact on crew
performance.

2) Given that almost 25% of the participating aircrew received less than six hours
sleep during their last night at home, immediately prior to the start of these missions,
departure for these types of missions should be delayed by an hour or two, if at all
possible. :

3) Further, given the limited sleep obtained by our crews during their second night in
England (no doubt due to having to sleep at an inappropriate circadian time), we should
undertake a study of melatonin with a view to determining whether or not melatonin is
an effective countermeasure which improves sleep without any performance liability. To
this end an experimental protocol has already been approved by the DCIEM Human
Ethics Committee. It is anticipated that this study will be completed over the fall of 1998.
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