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Your letters

Too low and too slow

| JUST read Les Blows’ letter in the October-
November issue of S&G (Appropriate
accident analysis, p6) on the Air Accident
Investigation Branch report on BGA 1166
(AAIB Bulletin 3/2007). The accident
occurred in August 2006 when a Dart 15
spun in at Sutton Bank, killing the pilot.

Les Blows seemed 1o suggest that the main
recommendation in the AAIB report was
observance of Standard Operating
Procedures (SOPs). He said this conclusion
was “unfair and irrational” (his words).

He was particularly scathing about the need
for pilots to sign as having read SOPs before
flying at the site at the first time, although
this is a standard practice at many other
flying ficlds where | have flown.

I have read the AAIB report closely with
experience of some 50 years' instructing at
the site, including serving as CFl for five
years, and as a member of a syndicate
operaling a Dart 17 there for a similar
period. My conclusion is that the pilot of the
Dart 15 was flying too slow and too low,
and his aircraft stalled with fatal results.

As always, the implied question is: how
did this come about?

Sutton Bank is a very complex site. Being
on the cdge of an escarpment with two
vertical faces makes the landing area have
very varied and unpredictable local flows.
My comment was that the report did not
devote enough space to discussion of the
focal flows at the time of the accident and
therefore was at a loss to say exactly what
happened. This il the more iron
because all the necessarv information is
contained in the repo

The AAIB report say
-~ The accident happened at 17.50hrs;

— The glider crashed just south of tF sad
that climbs the Bank;

- The winds were light — about 10kts — and
declining;

- Two other gliders were soaring at the edge,
presumably to the north of the road;

— The winds were 240/1 Tkts at sca level and
270/15kts at 1,000ft (the approximate height
of the landing ground);

— The pilot had had a site check the day
before with the leader of his group.

The report quotes a paragraph from Flying
at Sutton Bank, which was an updated and
enlarged version of a document that the
Flying Committee of the club had produced
in my time as CFL. It clearly states that “a
wind of 12kts is needed for the hill to work.
The best area of lift in the bowl will depencl
on the wind direction. If it is insufficient 10
maintain 400ft (above the landing ground)
you should land".

However, there is more to it than that.
Sutton’s focal ridge is an almost semi-circular
bowl. This is a great advantage in some
directions but a snare and delusion in others.
The reason is that the lift is highly directional.
When the wind is in the south west, as it
was at the time of the incident, the northern
side of the bowl will have its face almost
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perpendicular to the local wind and will
produce adequate lift 1o a height of 300ft
to 400ft.

The southern half of the ridge by the
landing ground curves around nearly 90°
to the northern half. The low-level wind
at 240° runs parallel with the southern face.
The wind will therefore flow along the face
and not across it, thus it produces no lift
until the point where the road crosses the
ridge. The point above Hood hill splits the
flow and thus adds further confusion.

It seems to me that the pilot of the Dart
did not appreciate this limitation of the area
of the lift in which he was flying in until too
late. He just assumed that as there were two
gliders soaring successfully to the north of
him, there was sufficient lift about to sustain
his flight.

Others have crashed at the same place
before and for the same reason.

Chris Riddell, HARROGATE, Yorkshire

Personal observations on Flarm
HAVING read much of the heated online
debates about Flarm, | was keen to
experience using it in an environment where
most (nearly all) gliders were equipped
before reaching my own conclusion.

The chance came last August, flyine out of
St Auban in French gliders which

now, like most gliders fly” *
Flarm equippe  nd in« ons where
visibility wae ¢ more like typical UK
murk the ¢ stal clear alpine air
expected. My abservations follow.

1.The two alarms (as opposed to indications)
were very typical UK scenarios and were
potential lifesavers.

(a) Head on, 500ft under a cloud street

~ | think we both saw cach other at the same
time the Flarm alarm went off but if

both had been looking at a map or GPS it
could have been a very dangerous situation
without the alarm.

(b) An alarm indicating a glider above and
behind in a thermal. A glider had joined very
close above and behind me and was far
closer than was comfortable and the Flarm
alarm went off because we were converging.
Again the alarm drew attention to a very
real threat.

2. Flarm requires a new discipline: not
getting fixated on looking for gliders
passively indicated by Flarm that are not an
immediate threat. For example, when in
straight flight, a new indication (red lights
showing direction on a face clock and
another light showing if above or below) of a
glider above or below off to the right or left
is not so critical as a glider at the same
altitude. At first | found myself a bit too
fixated on finding it at the expense of a more
general lookout in my immediate danger
zone.

3. Flarm does not warn you about every-
thing. Flying below ridge height, two gliders
flying abreast appeared around a spur about
200m ahecad with no Flarm warning until
they had appeared, so normal lookout and

defensive flying techniques are still needed.
4. An indication of a glider’s presence over-
taking inside me on a ridge run set off no
alarms as we were not converging but
alerted me (via the clock face lights) to it
whilst it was still in a blind spot and so
removed any chance that | might not sec it
and converge on it.

5. The very sobering sight of the recent
wreckage of a DG and an LS still lying on
the slopes near Caduc clearly demonstrated
that collisions can occur even where both
gliders are Flarm equipped, which takes us
hack to observation 3 about Flarm being an
aid rather than a replacement,

My conclusion based on my experience
was that the Flarm concept is an invaluable
atd to imminent collision avoidance. And,
by providing greater situational awarencss,
it can reduce the likelihood of glider pilots
finding themsclves in situations where
collisions are a serious threat - BUT it is an
aid not a replacement.

Of course, there have been many arguments
made against Flarm. For instance, many
argue that Flarm is of no use if other General
Aviation pilots don’t adopt
My own perception, right or wrong, is that
apart from the odd closc encounter with the
military ridge hopping in Wales most of the
airborne danger to the gliding community
is glider/glider and glider/tug convergence.
Others argue that the cost is prohibitive,
yet we all carry parachutes (which are much
more expensive) as a “potential remedy”.
Others say that it is a waste of money as at
some time in the future we will have inte-
grated transponders with built-in collision
avoidance — rather like saying wearing a
seat belt was a waste of time before the
introduction of air bags.

The only really valid arguments against
buying Flarm in the UK at present is the fact
that so few gliders have it fitted and that for
some it might be an expense they don’t think
they can afford. Owning one at present
might be compared with the plight of early
users of email — great concept but no one to
communicate with and everyone saying they
will never really catch on. Well 1, like many
others, will be joining that small band of
Flarm owners in the hope that others too will
eventually accept that, even if we are all
willing 1o accept the inherent risks in our
hobby, we all have a duty to minimise those
risks for the sake of our families if not for
ourselves.

I have, however, experienced one set of
conditions when it is clear that it really
would be desirable to turn the Flarm off to
avoid any possible distractions, and this is
when sharing a very small amount of
airspace with an uncomfortable number of
gliders. The conditions in question probably
occur several times a year at all clubs that
have a ridge, specifically at times when the
wind only supports a limited area of lift.

In these conditions, gliders that would
otherwise disperse over a wider area and
other ridges find themselves operating in

Sailplane & Gliding





www.gliding.co.uklhgainfoltechnicalleasal
www.gliding.co.uklbgainfoltechnicallnews.htm
http:www.gliding.co.uk
mailto:editor@sailplaneandgliding.co.uk



mailto:clivestainer@tiscali.co.uk
http:www.motorgliderclub.co.uk
mailto:office@scoHishglidingcentre.co.uk
http:hHp:/Iwww.scoHishglidingcentre.co.uk
http:www.cairaviation.co.uk
mailto:colin@cairaviation.co.uk
www.cairaviation.co.u/c
mailto:dickie@bas.uk.net



http:www.blackmountainsgliding.co.uk
mailto:rogerhurley@gliderpilot.net
http:www.joint.co.uk
mailto:office@jointaviation.co.uk



http:www.gliding.co.uk



mailto:chairman@gliding.co.uk



http://tinyurl.com/Sn34z
mailto:SALES@SVSP.CO.UK



www.cclscinfo.co.ukigiftaidi
http:www.fjliding.co



www.glirlingco.uk/conference



www.gliding.co.uk/conference












www.gliding.(�o.uklbgainfolsafetylsgu/1.lrmreport.pdf















http:www.gliding.co.uk
http:www.simmelers.com
mailto:debble@glidlng.co.uk
http:www.glldlng.co.uk
mailto:keith@gliding.co.uk



http:www.lxavionics.co.uk
http:www.avionics.co.uk
http:www.lxavionics.co.uk
http:www.flarrn.com
http:www.filser.de
http:www.lxnavigation.si



http:http://barronhiltoncup.org
mailto:george_metcalfe@uk.ibm.com
http:www.gliding.co.uk
http:www.gliding.co.uk
www.carolinetwsl.org.uk
http:www.aircadets.org
http:www.gliding.co.uk
www.faasquadron.org.uklglidingawards.html



www.gvcac.org.uk
http:www.bwpa.co.uk
http:www.royalaerocluhtrust.org
www.raes.orguk
http:www.gapan.org
www.airleague.co.tlk
http:www.universityairsquddrons.com
www.ra(a.org.uk/scholarships.asp
http:www.mfcareers.com
www.aircadets
www.toreachfurthesky
http:www.worldwings.org















mailto:debbie@gliding.co.uk



www.insurancebrokershsbc.com/aviation
mailto:tony.mitchison@hsbc.com



mailto:editor@sailplaneandgliding.co.uk
http:www.martinkroke-gaptallard.com









http:www.gpgliding.com



http:officeOgliding.co.uk






http:www.gllding.co.uk
http:llUIvionIcs.cG
mailto:loIIrI@trlnrIoca.co
http:www.lxovionics.co.uk



mailto:info@iaxida.dk
http:www.jaxida.com






www.billaviation.oom
mailto:hillaviation@btconnect.com



mailto:w;nterwednesdays@yahoo.co.uk



http:ilplaneandglidingco.uk



http:www.parasential.co.uk









mailto:pete@gliding.co.uk
mailto:pete@gliding.co.uk












http:m~ln,'lge.rl
http:v.bidfordgliding.cn
http:www.g/iding.co.uk
mailto:editor@sailplaneandgliding.co.uk
http:FamHi.lr



http:www.blacknosugar.com
mailto:chairman@cotswoldgliding.co.uk
http:www.theblsa.com






http:cong~tu!.1t
http:Milfie.Jd
http:Clern.ll
http:Jirworlhine.ss
http:lrr,)n~cmc.nt
http:Chri:,((~c(lperc.1illi('.ily('r.c().uk
http:Iherm.II
http:SpringJ.tC



http:www.yorkglidingcentre.co.uk
mailto:afflce@yorkglidi/lgcentre.co.uk
http:Cf1SUf(:(llh.lt
http:fjce~pdensoJring.<.o.uk
http:w\vw.edcnso.:1riog.co
http:info'ffnallJ.sk
http:Rni.J.nd
http:lkl.'.11
http:rrn�r.3m



http:darltonglidingclub.co
http:www.enstoneaerodrome.co.uk



http:r~lcsrlJ.ys
http:Soc.iC!.ly
http:Aenm.Jutic.J1
http:entllUSIJ::.ti
http:ll1ade.an
http:decirk.od



http:Wooncsd.1Y
http:torrenli.11
http:c;h.-.ck
http:in~IrUCl.oi
http:hMIJl.'hqu.sc
http:lilli.U1
http:f>t'ci.ll
http:l~pll<.Jt
http:wecJ.;cnc.is



http:959-2007)w.15
http:Inlere.lt



http:MiCf1a.e1






http:Viny!GHrte.co.uk
mailto:oHice@Southernsailplanes.lreeserve_co.uk
mailto:warren@yahoo.co.uk
mailto:bt4161@hotmail.com
http:blueyonder.co.uk
mailto:debbie@gliding.co.uk.CaIl0116253



mailto:pete@gliding.co.uk
mailto:dig@talktalk.net
mailto:gstid�shane.guy@btinternet.com
http:www.boatnames.(o.uk
http:www.glider-vinyl-signs.co.uk
mailto:der.baron@virgin.net
mailto:philip.jeffery@homecall.co.CJk
mailto:hoare@ntlworld.com
www.gliding.co.uklbgainfolaboutthebga.htm










