Know Your Companion and
Know How to Handle It

By Elke Fuglsang-Petersen

‘ N Jhen leonardo Da Vinc first

invented a parachute in 1495,
he probably could not imaginc that
mankind would be able to actually fly
some 300 years later. Well, flying is one
thing + coming down safely is a differ-
ent story. Mr. Da Vind never tried to
jump. The first person to ever use a para-
chute was the French acronaut Jean-
Pierre Blanchard, who in 1785 had built
a balloon and flew up (too) high. His

aircraft exploded and he landed safely
with his chute. The rigging technique
was invented more than 100 years later
by a German tailor, Kithe Paulus, who
jumped more than 140 times. During
World War One, she was busy organiz-
ing parachutes into packages and so de-
veloped a rigging technique which was
later patented.

Of course most glider pilots do not
have the strong desire to jump out of an
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intact plane, but we all know, bad things
can happen and a bailout can be the
last chance to make it safely back to the
ground. The latest incident during the
World Gliding Championship in Texas

so ended without injuries.

Have alook inside your backpack!
Thinking of the first inventions, para-

chutes nowadays look a little different in

shape and size. Round shaped canopies
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Lefi: What do you think when you go to grab a
parachute?

mainly reduce the falling speed. Their di-
rection is mostly downwards and they fly
only at a slow forward speed. They have
modifications in the canopy for steering
purposes. Sports parachutes are shaped
like mattresses, which operate compa-
rable to an airplane (buoyancy!). These
parachutes do not fall, but glide in the
air. They are stecrable, controllable, and
have a higher forward speed. Sports
chutes are not suitable for an emergency
unless the jumper is trained in their use.
Imagine what happens if you fly too slow.

If you have ever had a chance to look
into your “backpack,” you will have rec-
ognized that your emergency parachute
has a round canopy and a lot of lines.
The canopy’s diameter measures 20-26
ft. Its arca is about the size of a one
bedroom apartment (430-530 ft%). You
might also have wondered about the
hole in the top with a 2-3 ft diameter?
This needs to be there for the airflow
and it will prevent the parachute from
swinging. The two modifications (holes)
in the canopy help the chute move a
little forward (3-5 mph). Two of the
20 lines are for steering purposes. They
have colored toggles or handles which
can ecasily be found by the involun-
tary parachutist. If you were given the
chance to open your emergency chute
before handing it over to your rigger

you might have had some fun with the
spring operated pilot chute.

A parachute weighs 13-16 |b and has
to be considered as cockpit load. The
chute’s weight capacity will be 180-
220 Ib. There is also a2 minimum weight
capacity, depending on the model. Think
about this before wrapping a tiny little
passenger into an emergency chute.
Most parachutes won't properly open
with a 60 1b person.

As a rule of thumb the minimum
opening altitude is 1,000 ft AGL. All
parachutes are tested and must open
within 300 ft and 3 seconds (FAA re-

Above: The layers of fabric have to be folded just
so, and the lines bave to be clear. Below: Ask your
rigger to try the rip cord. Better yet, try it yourself
with your rigger watching.
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quirement). The sink rate of about 20
ft/s is fast and the touchdown is more

a BUMP!

Static linc or rip cord?

In most clubs, we make use of two dif-
ferent systems to open a chute. A static
line ensures a fast deployment, and you
will have a good chance to jump suc-
cessfully even if you are injured. These
systems are good for student training.
Never forget to fix the static line in your
glider! If you regularly fly in higher al-
titudes you might be better off with a
rip cord operated parachute. Think of
the lack of oxygen high up in the wave
or imagine the strong lift in a thun-
derstorm. In both cases a long free fall
would maybe save your life.

Daily handling

Do a short daily inspection before
applying your chute. Have a close look
at the container, the harness, and hard-
ware (snaps), and check the handle
and the pins (on the parachute’s back)
of the rip cord. The log book and anti-
tamper seal will tell you if the chute is
current or needs to be repacked. Dur-
ing the day, keep the chute dry and
away from sunlight (UV!). Never leave
it in the dirt! Maybe you have a bag
for it? If for some reason a chute gets
dirty or wet, don't hesitate to contact

your rigger.

If you can't visit us
hen we Invile your membership
S05-822-0755
U.S. Southwest Soaring Museum
918 O Highway 66, Moriarty, NS, USA
emati: gapplebay@aol.com

Above: Chute on the rigging table. There are a lot
of lines.

Right: Careful folding of the canopy and then stuff’
it in = meticulously.

Below: There is a method to the folding and stow-
ing to ensure opening every time it 5 called on.

Always apply the parachute before
you climb into the cockpit! Close the
hamess and check if the rip cord handle
is free and all snaps are properly closed.
Don't cross the leg straps + QUCH!
Tighten the harness before taking your
seat. While still standing it should not
be too tight and not too loose. Do not
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adjust the harness after you have entered
the cockpit. Think about how a loose or
tight harness could hurt you in case of a
hard opening shock.

Always wear your chute until you
have completely left your airplanc.
This acts as training and avoids
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mistakes. It also saves time in an
cmergency!

Store all parachutes in a dry and
clean place, in a closet or on a shelf.
Keep them away from bugs, grease,
acids or other chemicals, and remember
UV light kills the fabric. To maintain
your emergency equipment, regularly
see your rigger. For most parachutes the
rigging interval is 180 days.

Be prepared
Here are some glider pilot’s argu-
ments that I've heard during the years:
“I do not like this heavy backp:{ck, or
“It is uncomfortable when climbing into
or out of the glider,” or “My chute is an
(un)comfortable cushion and its belts

are bothersome during pee business ...
but okay, it is a nice sweat absorber,” and

“Why should I ever bailout?”

Soaring in general is not a dangerous
sport, but some of us have experienced
a midair collision or a structural fail-
ure. Severe control problems or a fire in
the cockpit (powered glider) might also
force a pilot to take his second chance
and bailout. So, think positive! My
parachute is my (second) best friend. It
can save my life in an emergency.

Bailing out + no problem?
Crash ... then what? Try to figurc out if

your plane is maybe still able to fly.“Do 1
still have controls? Is landing the whole
thing impossible?” If this is the case, the
decision is clear: Get out of there!

1. Release the canopy,

2. Push away the canopy,

3. Undo the belts,

4. Bailout into the spin direction.

After reading this, take a short break.
Close your eyes and repeat this proce-
dure: 1.+ 2.+ 3. + 4. Could you find the
canopy relcase?

Think of your cockpit organiza-
tion. Do you have instruments like a
PDA, a camera, or a backup logger in
your cockpit that are not integrated in
the panel? Where is your microphone?
What about loose wires and cables,
your oxygen system, and the pee hose?
Do you have a knee pad or instruments
wrapped around your leg?

G-forces might hamper a quick
jump. On DG-Flugzeugbau's webpage
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there is an emergency system called
“NOAH” (http://www.dg-flugzeugbau.
de/noah-e html). It consists basically of
a folded air cushion, integrated into the
glider’s seat which will blow up by pull-
ing a handle. It also releases the belts
immediately. In less than a second the
pilot will be lifted up to the frame of the
cockpit. This enables him to simply roll
out of the glider. The NOAH system
can be built into gliders that have a
foldaway instrument panel.

The jump and the landing

After finding the way out of your
cockpit, you have hopefully used up a
bit of your adrenaline. Now, try to keep
calm and count 21, 22, 23 .... Pull the
rip cord handle with both hands. You
can also use just one hand, left or right,
whatever matches the situation.

A static line chute will already have
opened by itself.

Be prepared for an opening shock and
then have a look up, into your chute.
Don‘t forget to breathe. Now, try to
locate your position and estimate your

altitude. Knowing the wind direction
will help to prepare for the landing.

With the toggles on the steering lines
you can manecuver the parachute into
the wind. Pulling left turns left, pulling
right ... Hopefully you'll find a landing
area without obstacles. Before touch-
down look at the horizon, like in your
glider. Bend your knees a little. They will
help to smooth the bump. Always keep
your legs together!

Please do not pull the lines for the
touchdown, you're not a skydiver! Try to
fall sideways and roll over if necessary.
After landing, get up and run around
the canopy. If you can’t get up, grab one
of the lines and pull it until the canopy
closes. In windy conditions, you can also
try to lie down on the chute. You should
get out of the harness or cut the lines as
soon as possible.

Landing hazards

There is a small chance in your life
as a glidcr pilot that you will have to
bailout one day, and there is another
small chance that you will then have to

Jafer
Low
Jtarts

John Murray, 398 Miami St., Waynesville, C

H 45068

513-897.5667, www easternsailplane com, john@easternsaiiplane.com
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deal with hazardous terrain. Nobody hopes for this but the
following problems can occur, and it is worth thinking about
different landing areas. A land out in a glider also has to be
mentally prepared.

If you are forced to land with your parachute in water, try
to steer into the wind and open your chest strap shortly before
touching down. After “ditching,” release the leg straps and get
out of the harness. Swim away from the chute (usually upwind)
or swim against the drift of the water. Optionally, dive away
from the canopy.

Power lines might be in your way. It is important to keep
your feet together and stay upright. Take your arms up to dive
through the lines. In case of touching a wire, don't touch a
second wire. In case of getting stuck between the wires, don't
allow anybody to touch you. Helpers should contact the power
company and ask to close down the power line.

Obstacles like trees can be in your way. For a tree landing
you also must keep your feet together. Cover your face and belly
with your hands and elbows and keep your chin tucked in.

If you have to land on a roof or ridge, steer away from the
highest point. Then run down the roof/ridge and try to hold
the canopy open until you are safe.

All this sounds like you have to be an athlete to succeed ina
bailout. True, a bailout is no easy hike. It is your second chance
when your soaring is suddenly over. | have never done a bail-
out nor have I jumped from a working plane. But I've listened
to a number of people and heard of successful bailouts. I've

360.474.9394

Adington, Washingion

PacificAeroSport.com

DG-LS PARTS AND NEW AIRCRAFT SALES
Self-Launch - DG-1001M, DG-808C/Competition
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20 Soaring = May 2015 » wWwwssa.org

When dome properly, it all fits back in and ready for the next 180 days of use.

also heard of injuries from people who had maybe never be-
fore thought of bailing out. So I do my mental training from
time to time. Go through the steps and be prepared and your
chances to do a “safe jump”will be a lot better. Your emergency
adrenaline will hopefully do some extra work for you, and if
you consider installing a NOAH system in your glider, this
will push you quickly out of the cockpit.

Crash ... emember ...

1. What to do first, second, third, ...?

2. Mind training

3. Go through these steps every time you get bored in the
cockpit.

Some suggestions for your glider operation

Take the opportunity to practice “bailing out” and make it
a fun evening in your club: Announce an after fly party and
prepare your favorite club ship, maybe a two seater? Put a
mattress besides it and then let all pilots simulate a bailout.
If you know of a scuba diving shop, ask to borrow a lead vest
to simulate the G-forces while wearing it. You might want to
film some of these bailouts. Take the bailout time with a stop
watch and then try it once more. Improve your times. Discuss
the issues. Have fun and don't forget to have a drink together.

‘This link is to further information on parachutes: http://com-
mons.wikimedia.org/wiki/Category:Parachutes?uselang~de

Time lapse video of parachute rigging: http://youtu.be/
Ek-tbMtF-9A

About the author: Elke Fuglsang-Petersen is a German glider
pilot, who has spent three years (nof only) soaring in Colorado’s
Front Range. Besides job, family and flying gliders she bas always
been engaged in “club stuff;” like instructing, board business, media
work or rigging parachutes. During some extended cross country
flights she was able to earn a gold badge, some State and two US-
records and was awarded the AMIL-Trophy in 2013. She says,
“Soaring in my singie seated glider is the best way fo enjoy my spare
time, get out and away from all those little problems down below.
I am happy fo sometimes be able to see the world from a different
angle.” <




David Harts Flight Line column and Robert Brock’s Glider Pilot Parachute Endorsement in May Searmmg were
preat reminders of the important of parachute training. The following book excerpt provides additional tips.
— Lawrence Spinetta, Austin, TX

THE JUMP FROM THE SAILPLANE

From John Kukuski's Thesry and Technigue of Soaring (1952)

In the case of an accident in the air, the breaking up of the sailplane or collision with another machine, it is most
important for the pilot to control his nerves and to keep calm. The sailplane should be abandoned in the shortest pos-
sible time, the method of leaving the cockpit depending on the position of the sailplane in the air.

When the sailplane is in 2 normal gliding position the pilot should release the safety harness and climb overboard,
keeping his body close to the fuselage. He should first move his feet to the pilot’s seat and then push the upper part of
his body overboard head down, an energetic kick by his feet now resting on the side of the cockpit or on the instrument
panel will then send him clear of the sailplane.

When in a steep dive the pilot’s body will have the tendency
to fall down and the weight will be supported by the feet on the rlL
"-‘___ '.F—_—F-
()

rudder bar. The first move in this case is for the feet to be firmly
rested on the bulkhead as near the pilot’s seat as possible, then the ®
safety harness is released. As the sailplane approaches the ground
rapidly these actions should be performed in the quickest possible m;:r:“‘rﬁ;ii':iﬂ" = mﬁmmf
time. The jump can be made straight from the seat (Fig. 180), or
sideways when the pilot should climb overboard trying to rest his
hands on the struts bracket or skid, and sending himself clear with a hard kick of the feet. The danger in the latter
method is in getting involved with the wing.

When the sailplane is in a spin the pilot should try to abandon it as in the gliding position, but climbing overboard
into the direction of the spin—in a left spin over the left side of the cockpit.

When in an inverted spin the jump from the sailplane is quite simple and it is sufficient to mowve the feet as near the
pilot’s seat as possible and release the safety harness, when the pilot will be thrown out immediately.

On no account should the rip cord handle be held whilst abandoning the sailplane.

Opening the Parachute

‘The pilot should wait to open the parachute until he is clear of the sailplane. If it is opened too early there is the
danger of the parachute becoming entangled with part of the sailplane, especially when it has broken up in the air.

While leaving the sailplane the pilot should look around and see if there are any parts flying loose such as the rud-
der or ailerons. If so the opening of the parachute should be delayed if there is sufficient height to permit it. The pilot
should not rely on the altimeter reading in such cases as the instrument will not show the correct height due to the
high sinking speed. It is better to judge the height by looking at the ground

A pilot of average weight in a free fall will reach a terminal velocity of about 120 mph in a period of 11 seconds after
falling 1200 ft. After that time the speed of fall is fairly constant. There is no need to be afraid of a delayed opening of
the parachute as there is no danger in it, and it can be prolonged for about 800 ft if necessary.

If there is a possibility of collision with falling parts the speed of fall away from the sailplane and flying parts should
be increased. This can be done by moving the knees up close to the body and folding the hands across the chest with
the right hand feeling for the handle of the rip cord.

Pilots should be particularly careful with the opening of the parachute when leaving the sailplane in clouds, ahead of
a thunderstorm, or strong thermal currents. There have been cases in the past when an early opening of the parachute
in clouds prevented a normal descent as the very strong up-currents lifted the parachute and pilot to very great heights
where lack of oxygen and low temperatures are liable to prove fatal. It is generally better when possible to delay the
opening of the parachute until free of the cloud, as the base of cumulus or cumulo-nimbus cloud is seldom lower than
10000 ft which gives the parachute time to open before reaching the ground.

In a normal free fall the hands should always be kept close to the body with the right hand across the chest holding
the handle of the rip cord.

‘The parachute is opened by pulling the rip cord out of the pocket with a sharp jerk. Immediately after this action
the right hand should return to its previous position across the chest. The parachute should open in about 1-5 seconds
during a normal free drop.
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FLIGHT LINES

BY DAVID HART
= EDITOR

Yﬂu‘ll note parachutes are featured in both the “Teaching Soaring”
and “Repairs, Maintenance and Upgrades” columns this month.
We may take our parachutes for granted, but jumping from a glider is
not an easy maneuver and requires preparation and practice.

[ tell my students, with whom 1 usually fly weibews a parachute, to
jump from a glider in flight only if it isn't Aying anymore, either because
of a midair collision, or because of a mechanical failure, like the wings
coming off. If the glider is flyable, you will be better off flying it to the
ground rather than jumping, even if it means going into trees or ground
looping in a short field, since your body in a glider cockpit is better pro-
tected than your body hanging under an open canopy. Of course, you
always have a landable field in glide distance, and you've practiced low
energy landings, right?

I've often wondered about bailing out at ridgetop altitude or avoid-
ing pieces of the glider after exiting the cockpit. So, I've decided to
purchase a static line rig for my parachutes. Motorgliders pose addi-
tional risk to jumpers: their emergency procedures for jumping with the
motor running include a warning to stop the engine before exiting the
cockpit, by manually retracting the motor if necessary, so the propeller
is stopped by hitting the fuselage.

I've never bailed out
of a glider, and hope
I never have to, but 1
made five static line
jumps from perfectly
good airplanes as an
ROTC cadet at U5
Army Airborme School
in 1982. We built up to
the actual jumps as fol-
lows: first practicing our
parachute landing falls
(PLFs) off a low platform, then jumping from a 34-ft tower with a
static line, then being dropped with an open chute from a 250-ft tower,
and finally jumping from an actual airplane in flight.

Executing a proper PLF is essential to landing a parachute without
injury. A PLF can be executed in any direction except for straight for-
ward or straight back, so it'’s important to steer your chute into the wind
as you near the ground, then roll to the side as you make impact. We
were taught to use five points of contact with the ground, in order: feet
(together), calf, thigh, hips, then back. Done correctly this dissipates the
force of the landing.

A poorly executed PLF can be painful or even dangerous. With for-
ward momentum but no sideways roll, your points of contact when hit-
ting the ground will be feet, knees, and face; if drifting backward, they
will be feet, butt, and head. Not good! When practicing parachute emer-
gencies, in addition to practicing your egress, try a rolling fall onto grass
just to get the feel of it. It could save you from a broken leg, or worse. 2=

ULS. Army Airborne Insignia (aka fump Wings).
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PRACTICE - PRACTICE - PRACTICE

(EMERGENCY BAILOUT PROCEDURES)

By Allen Silver

1

»
Would vt Tike o
reduce vour egress ame
by 50% or more? "All you. have
L} du B Pracuce your Cmergency  ogness
Prox edures before and after cach highe. It's a -llnph‘
CONCEME vet very lew pilos do this. Afeer all, secidents only
happen o somenne elie, right® Overthe past few years 've run clinics
it conventiong, fyvang group meetings dnd FBQ's reaching pilots and instructors
how o egress therr mecrift in casé f an cmergency. It soon became apparcent_that by




WHY PRACTICING WORKS

If you have no game plan, the thoughe
process during an emergency is # four-
step, pamic-filled process that goes
something like this
Step #1 Recopmize The Problem.

Also known as the *Oh Sh™" step.
When a major problem occurs, your brsin
will rake 3 second or two to realize that
you had a midair collision and your left
wing just departed your aircraft!

Step #2 What Do I Do?

I need to bail out. Should I jetrison the
canopy first, or am | supposed 10 unfasten
my seathel?

Step #3 How Dol Do It?

Where is that emergency canopy or
door release lever? Do | push it or pall 2
Do | even have one?

Finally, you arnve at Step #4 Aawally
Doing Whatever You Figured Out In Steps
H2 amd 3 ... and hope you have enough
altitude left 1o do !

Any hesitation in these steps starts
o add up. By practicing before and
after cach flighe, Steps 1, 2, & 3 can
be eliminated (well, | suppose you'll
never really eliminate the “Oh Sh*"
step, but at least you can keep the time
0 3 minimum) and Step 4 can be
accomplished more quickly. You'll be
reacting because you've developed the
habit of practicing your cgress procedures
over and over before and after cach flight
This s often called muscle memory.

Practicing is a process, not a one-time
event. When you first learned 1o fly, your
instructor didn’t show you how to make
one landing and then said, *Great! That's
over with®™ You had to spend hours in
the pattern to get good at it Even now,
YOUu COntinue to Practice Mancuvers
you've done over and over 1o make sure
you don't lose your edge. Preparing for
an emergency is mo different. We are
creatures of habit and repetition is the
key wo reacting quickly and decisively.
Nothing but Practice, Practice and
more Practice will achieve this goal. The
results will save you precious time and
slntude which, in a real emergency, could
mean the difference berween making it
home w view another sunset or not.

STRATEGIZE WHILE YOU'RE
ON THE GROUND

Start by looking at the aircraft you are
poing to fly and establish a plan of egress.

There are certain actions you must tke in
any aircraft and you must do them in the
correct order. | have a carchy phrase o
help you remember: “CANOPY - BELTS
~ BUTT" If you fly an open cockpit
airplanc, you can skip the canopy parc
But if you have a canopy (or door) it is
extremely importane that you jettison this
before unfastening your seatbeles. I've
scen placards on some popular sircraft
that suggpest loosening belts first. Don't do
this! Your belts are the only thing holding
you in the sircraft. if you're umbling
out of control and unfasten your beles
before jettisoning the canopy or door, you
may be ejected through it or pinned in 2
position where you can’t reach the release
mechanism. Neither situstion is desirsble.
Unless you shsolutely cannot reach the
release handle with your belts on, always
rttison the CANOPY first, then release
your BELTS, then get your BUTT out of
the mirplanc.

If you're flying someone clse’s aircraft,
or a rental, become famikar wath and
discuss the emergency procedures before
your flight. Some possible questions to ask
arc
Deocs the canopy or deor jettison?

If your door or canopy has a scparste
mechanism to jettison it duning an
emergency, learn how to operste it Also,
make sure thix mechanism actually works!
If the camopy dides back, doex it lock in place?

If not, it could slam forward on your
hand and fingers. A possible solution
would be placing an clbow on the track.
Docs your camopy swing opem to the ade?

I it does, maybe a shoulder against
it will help prevent it from slamming
back shut on you during a bail out.
Acrodynamics can play strange tricks
when an aircraft 1s plummeting out of
control Don't assume the canopy will just
rip off in the shpsoream.

Also, think about how you would
actually claw and crawl your way out of
the airplane or ghder. In an emergency,
you're not worried about where you step
ar what you might bresk on the way out.
Bailing out is quite different from the way
you normally ger our of your sirplane
(unless you routinely dive out head first
onto the ramp!) and will probably be
difficult if the airaraft is umbling out
of control and pulling pesitive Gs. In
general, it's best to ry to dive out over
the side head first. Try o shither over side

head first like 2 snake o minimize the
wind blast and lessen the chance of hitting
your head on the tail But the important
thing is to get out any way you can and as
quickly as you can.

There sre many other things to
consider, but 'm trying to get you
thinking abhout the various scenanos that
might occur. Work out a possible solution
from the comfort of your hangar, while
you're stll on the ground. Remember
Murphy’s Law: whatever can go wrong,
will___and ar the most inopportune time!

What's the only thing worse than not
being able to get out of a disabled aircraft?
Find out in segment two of this three-
part series. In the meantime: Practice,
Practice, Practice! If you have questions
please feel free to call (510) 785-7070
Mon - Thurs, or email me 3t Allen@
SilverParachutescom. Visit my website at
www SilverParachures.com for additional
information.

DON'T FALL OUT OF
YOUR PARACHUTE

All the practice in the world won't help
if your parachute doesn't fit properdy.
It's rather embarrassing to be tumbling
in freefall after a successful egress and
notice 3 parachute just like yours floating
a few feet away! You can fall out of an
improperly adjusted hamess. This has
happened in the past and it's so casy o
remedy. Your parachute ngger will be
able to help you. A properly adjusted
harness will place the 3-bar adjuster shides
(if your chute has them) just below your
collar bone (see Figures | & 2).

GRAB THE RIGHT PARTS

Now that your parachute is adjusted
properly, let’s make sure you can easily
identify the nipcord from all those other
shiny picces of metal | suggest you or
your parachute ngger put a picce of
brightly colored tape on your ripcord
handle. Ths will help you 1o see and
quickly identify the handle, saving
precious time. You should always try to
pull the ripcord with both hands (Fig 3),
but what if one w inpared® Think about
und practice how you would pull the
ripcord i one srm is njured. | teach the
methods shown in Figures 4 and 5.

Before every flight, take 2 moment
and visuashze emsoning your CANOPY,
unfastening your BELTS, and getting
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your BUTT out of the aircraft Nexr,
Look, Find and Reach and take hold of

the ripeord. Next release your gnp, bt

pretend you have the nipcord with both
hands and simulate pulling . Next take
hold of yoar ripcord wath only your left
hand and simulate pulling 1. Now repeat
this process with only your nght hand
and simulate pulling your ripcord. Go
hroveh thas same process once agamn at
the end of each flight after you shutdown
(if m a powered aircraft). Practicing
before and after cach fhight only rakes a
few seconds and you'll be conditioning
yourself to react in a real emergency and
could very casily cut your egress tume by
50% or more

YOU'RE NOT ON THE
GROUND YET

Opening your parachute is, of course,
the most important part of any successful
batlout. But there are sull many steps
you can take o increase your chance of
survival and minimize injuncs. Don't go
through all the cflort of scrambling out
of your doomed sircraft and successfully
opening your parachute only to land
downwind in 20 knot winds, or create a

fireworky display m some power lines
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rate of descent and, In
extreme cases, collapse
your parachute. Ar the
very least, a qualified
parachute ngger can
sew handles direcrly
onto the rear risers

o make them caner

to wdentify and hang

Two-Handed Pull (the preferred metbod): grasp ripeord with right
band, place lcft band on wp and book lcft thumb 1n ripcord. Pull

strii gl owt — bard!

Floating back to carth under an open
parachute certainly beats trying to grow
feathers on the way down, but

if you pust dnft at the mercy of the
wind, vou can still be senously impured on
landing. Steening your parachute to avosd
hfc-threatening obstackes and to face into
the wind for landing gives you the hest
chance 1o avoid, or at least minimize,

injuries on landing

GET A GRIP

Steening your parachute s casy f you
have steering handles. They are typically
2 loop of gold or red 17 wide webbing
artached to u steering hne that goes up
to one of the rear vents on the parachute
canopy (Sce Figure 6) By pulling onc of
these handles, the corresponding vent is
partially closed and the parachute turns

I right arm s injured, grasp ripcord
with left hand and hook thumb mside
ripcord (just like in the two-handed pull)
Pull straight out from your body hard
like your hife depended on it

Not all parachutes have steenng
handles. The manufacturer may rely
on you to remember whach nser o pull
down on. The risers are those preces of
1 %~ wide webbing that the connector
links and lines are artached to. Pulling
down on one of the rear nisers has
the same effect of closing a rear vent,
although it is shghtly harder than pulkng
on just one steening line. There can be
four risers above your head and pulling
on the wrong one can make steening

more difficule, It can also increase your

onto. Installing steering
handles and making
surc you know what
they look hike and
where they are locared
will help lessen the
stress durnng an actual
emergency. Why not
stack the deck i your

favor ahead of time?

PARACHUTE STEERING 101

After your parachute is open, take 2
hold of the steering handles or rear nisers
and do not turn them loose until you
have landed. To keep the handles from
blowing around in the wind, they are
typically tacked i place with thread that
is casily broken when you pull on them
If the steenng system is properly ngped,
you should only need about 10 pounds of
force to pull the handles and steer

Up high, you can pull one of the
steering handles or nsers down as far as
you want. You won't collapse the chute;
st urns faster. Remember w pull down
only onc handle or rear riser at a time
In all hikelihood you are wearing a round
(umbrella) shaped parachute Never
pull both risers or steering handles
down prior o landing, on this type of
parachute. Doing so could dramancally
increase your rate of descent. Your round
parachute s not a rectangular parachute
(non-nigd ghder) hke a skydiver uses
and should never be flared when landing.
Pull the nght handle or riser o tum righe
and the left wo warn left, When that tam
s completed, all you have 1w do is case
the pressure off the steening handle or
riser and allow it to return to its onginal
or neutral position. When landing an
mircraft you make smaller corrections as
you get closer to touchdown, The same
apphies to steering your parachute Try w
make only minor inputs when low to the
ground as this will reduce the osallations
(swinging) and help you land softer. The

only cxcepnion i if you recognize a hife




L Figure 5. )

threstening obstade, like power lines, at
the last moment. You must miss these ar
all costs, even if & means making a low

turn or landing downwind
It does you no good to face
into the wind and land
softly in the power lines.

Remember that arm that
was injured during the
bailoat? It hasn't healed
yet, so think about how
you would steer with only
onc hand. Be creanve. If
you can't make a 90 degree
right turn because your
night arm is injured, try
making a 270 degree left
turn instead. Two wrongs
don’t make a nghe, but
three lefts do!

APPLES & ORANGES
The majonity of

pilots wear emergency

parachutes with round

(umbrella shaped) canopics

and you must not confuse

these with the recrangular,

w ram-air canopies used by
skydivers. They arc apples
and you're wearing an
orange. Everyone has seen
skydivers in the movies,
at 2 local drop zone, or at
an swrshow. Maybe you've
even made 2 jump. You

may have noticed or were
taught that rectangular
(ram-air parachutes)

arc flared for landing by pulling both
steering handles down at the same time
a few feet before landing, much hike
flaring an airplanc. These
“apples” arc actually non-
rigd gliders. Your round
“orange” s an umbrella,
not a wing. If you try to
flare a round parachute,

you will, ar best, increase

your descent rate, and at
worst, partially collapse
the canopy. A partially
collapsed canopy will re-
inflate in shout 20 feee
Thas 1s not good o you are
15 feet above the ground!
More on landings later.

WHERE WILL YOU
LAND?

Mast steerable, round
parachutes are designed
to have shour a § mph
forward speed. Air flowing
up into the canopy is
forced out the vents in
the rear. Kind of hike a pet

This is the bardest way to
pud the ripcord. If left arm is
mypured, grasp ripcord with
right band wnd pull acress
your body like you're clbroimg
somcone bebind you.

engine but without all the noise. This
dampens osaillations and makes the
parachute stecrable. The § mph forward
speed created by the vents cannot be
stopped. Pretend the gas peddie s stuck
at 5 mph. With thss knowledge snd

the diagram i Figure 7 you cangeta
rough wdea of where you're drifting, If
there s no wind, then you'll be going

$ mph in any direction you are facing

I you don't hke what's in front of you,
turn and head in a new direction at §
mph. In the unlikely event that the wind
is blowing at exactly 5 mph, youll be
coming straight down if you face into
the wind. Look below you and decide

if this is where you want to land. If you
see something that you would not like
to land on and have plenty of alamde,
just turn your parachute 180 degrees and
head downwind at 10 mph. Once you are
downwind of the obstacle, turn back into
the wind. You won't make o back to that
obstacle unless the wind dies down and
you have enough altitude. Power lines
or any life threatening obstacle must be
missed at all costs even if it requires a
wrn close to the ground.

' )
TIP: Steer away from roads. Besides

the obvious danger of getting hit by a
car (a real bummer after just surviving
a heroic bailout!), power lines that
often run slongside roads can be hard

k to see until it's wo late.

In our final scenario the wind is
blowing at 10 mph (or any speed faster
than the approximate 5 mph forward

/

SUN

SHIP
GAME

w Il by Robery Dven

“The Sun Ship Game™ is the only real
movie, not just a documentary,
dedicated to soaring competitions™
— Alvaro de Orlcans

Former World Mountain Cup Winner
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“The chance to own and view this work
should not be missed by any serious soar-
ing piot”
—Doug Jacobs
Former World and 8 times U.S. National
Champion

Available on DVD, 80 minutes, color

Place an order at: www.ihesunshipgame com
Single copies, US. and Canada, $29.95
Single copies International, $39.93
Quantity orders see www thesunshipgame com
Drew Associates

PO. Box 1702, Sharon, CT 06069
www.drewassociates. net
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speed of your parachuie). Facanp imto the
wind will have you deafiing back wands,
bt s better 1o land poiong back wards at
5 mph then renning with the wind and
porng 15 mph Just remember 1o glance
over your shoulder an the way down 10
sev what obstacles you anght be hacking
toward.

ON THE GLIDESLOPE

For a2 parachute 10 be certified, it mus
have 2 descent rate of no more than 24
feet per second. Descent rate = affecred
by your wepht and abo the model of
parachate you choose — for the average
person, 16 feet per second & 3 good
mumber 10 work with. Couple that with
the 5 mph forsard speed and you're
looking at 2 ghde slope of sbowm 45 — 60
degrees OF course, thas will vary with
the wand and other factors, but we're not
concerned abowt domy triposometry
duriog 3 badowt. We're dealing with 2
rule of thimbs that will belp save your
hfe. I you look down (or beland you,
depending on which way you are drifing)
about 35 — 60 deyrees, that will give you
a good dea or appraamation of where
your souchdown ares o poing 1o be If
you don't hke what's there, turn and go
somewhere else (if alttude permits). Just
remeniber, miss obstacles frst and then
face o the wind for landing

KISS THE GROUND

Hopefully, you won't be bading out
on & regular basiy, 30 | use the KISS
nwthod (Keep It Stosple Stuped) when
teackang landmgs. If you've kad any
military traammnyg, you might be familaar
with the “parachute landing GlI" or PLE
During a badoat, you're not trying 1o
he 3 paratrooper 30 don't worry abowt
it. Landing ender & modern emerpency
parachute m sbout the same o jumpang
of T of sumethany about 3-5 feet high
You could do that without any special
tramng, right? Landmg your parachete is
no defferent.

When descending wnder your
parschute 1 & wally more comfortabile
10 hang in & parachuse harmes with your
leps shaghitly out in front of you. Prios
1o landing you must get them ander you
before you land so you don't ket on your
taslbone. Keep your feet 1opether 1o belp
brace your ankles, and mever lock your
knees. Land on the balls of your feet and

26 Saaring « April 2010 » wwwssaory

try to take up most of the landing shock
wsing your leg mwocles ke the spongs of
shock abworbers, bonding them enough
(b keepuny some 1enson) 1o cushion
and slow your landing. You'll probably be
drifting across the pround when you land
and will pet pulied ofT your fees by the
parachute. Thas s when w's important for
you absor and show most of the landing
shock with your feet and lega Thas will
slso bessen the chances of recevang severe
upper body ingunes, especially to your
head. Practice pamping of T something
35 feet bigh and you'll get the sdea
Rememdbser to keep your feet and knees
vt 1ogether aad not locked.

IT'S NOT OVER YET

Once on the ground, you mus get om
of the parachute harness as quackly as
possible 10 avosd being dragped mn strong
winds. Get out of your parachute harness
even if there is no wind just in case 2 gust
suddenly comes up. It only takes shout
56 mph w drag a light person Beng
dragped over rough terram in strong
winds can be deadly 10 2 short distance.

Practice gettmg out of your hamess. If
your harmess has 3 chest strap, pet - the
abiit of vemov g thas fes. IF you are
bewmy drapged and you unfasten the leg
siraps first, the harness could senp off of
you and the chest strap coukd choke you
Some barnesses are more difficadt 10 pet
out of than others If thes 1 the case, you
gt seed 10 collapse the parachue
by reaching up sod prablviog mo more
than two lines that are ssde-by-ssde and
reel them in hand-over-kand wail you
pet the parachuse wisder control I you
are ingured, thes may not be an option
ather (remember the beoken arm from
carlier?) You maght consmder a book
knife. My company makes a *“SMAK
PAK® survival kot that sttaches directly
10 your parachate harness It has 2 hook
knife on the outside of the kit within
casy reach With ooe hand, you can use
the hook knife 10 quickly cut off 3 riser
10 collapse your parachete. It can alvo
b waed 23 2 seathelt cutter. Once out of
your harness, spread out your parachute
so someone Can il you. Use your signal
muarror, whistle or whatever survival
equipment you kave 10 summon help If
you have your cell phone with you, maybe
it T woek. I it docs, call for belp 2]
maybe call your favorne pizza place that

puzrantees dehvery i 30 munutes or les
Swrvival pear et be on you 10 be called
survival peac 10 s stored s your srcraft
I call it camping pear, whach may sot be
accessible Afier 2 badout.

Take some time 10 think sbow possible
emerpency scenanos that maybe wgque
10 your aucrafl and practice your
procedures before and dfer cach faght,
In 20 emergency, socomds can mesn
the difference between life and death
I 1he unthakable happens, you'll be
able 10 take quick and decrsave actson.
You owe 2 10 yoursell and your loved
ooes 1o PRACTICE - PRACTICE -
PRACTICE.

If you have questions plesse feel free 10
call (510) 785-7070 Mon. — Thurs or
email me at Allesse Silver Parachutes toom
Vo my website www SihverParacbuces
com for additional mfonmation.

About the autbor- Allen Silver, owner of
Selver Parachute Sales & Service, s one
of the worlds recogmzed experts
petting you out of your ssrcraft quackly
and safely. He contnibtes srnckes
writes 3 bimonthly column for "Sport
Acrobatxcs™ magazine. He 1 an FAA
Master Rigper, 3 Desipnased Parachute
Riggrer Exannner, and & the currem
chairman of the Parachute Indwtry
Association'’s  Rigging  Comsmniee
Seventeen of Allen’s 25 years o the
Califorma Awr Natiomal Guard were
survival equipment. He also has over
W yours of shydiving expenence sl
has amassed more than 1,200 jusmgps s
2 spoet and professional skydiver. He
now spends most of his tme saymng
m the srcraft and has over 1700 bours
and an instrument rating. His besiness

= devoted entirely 1o pilots and ther
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TEACHING SOARING

y glider student is alive today
because I gave him a Parachute
Endorsement.

As part of John Marten’s pre-solo
checkout last July, I included instruc-
tion on how to properly wear and op-
erate his Softie parachute. John's first
and final flight in his AC-5M Russia
glider terminated shortly after release
from aero tow when his left wing broke
off at approximately 1,500 ft above the
ground (see Soaring, Accident Report,
November 2023).

Above and Beyond

During his cockpit checkout, I
asked John if he had a parachute. He
said he had a Softie in his truck, but
that it had not been repacked in years.
Ted Fawnsworth (Master Rigger and
Certified Free Fall Instructor) had re-
cently repacked my Softie Mini-240
Parachute after more than ten years
in storage. Ted invited me to pull the
ripcord and participate in the inspec-
tion and repacking. Ted observed it
was like new, even the rubber bands
were in perfect condition. I told John
to get his Softie and I gave him the
parachute tutorial Ted Fawnsworth
had given me.

As a CFI, I was under no obligation
to include Parachute Training, or even
insist that John wear his parachute.
However, I believed it was my duty to
do everything possible to ensure the
safety of my student.

The FAA does not have a “Glider
Pilot Parachute Endorsement.” How-

BY ROBERT BROCK

Glider Pilot
Parachute Endorsement

ever, a CFI can and should expand
FAA endorsements (some of which
are woefully inadequate) to include
parachute instruction. The CFI can
create a clear and simple Parachute
Endorsement/ logbook entry, like the
example below:

I certsfy that John Marten bas recerved
snstruction on how o wear, adjust, oper-
ate, and land using his Softte Min: 240
emergency parachute. He recerved in-
struction on how fo jetiison the canopy,
unfasten seat belt/shoulder harness and
bail out of N55SM. Signed and dated.

Following John’s amazing bail out,
his used Softie Parachute was sent
back to the manufacturer for inspec-
tion. Dan Tarasievich, owner of Para-
Phernalia, Inc. (Arlington, WA) sent
me a new/free replacement mini-
Softie 240 parachute to give Johnso |
could give John what I considered to
be a new top-notch glider self-launch
endorsement, even though John had
received an endorsement from an-
other CFL

Parachute Endorsement Builds
Good Habits

Below are the basic elements of the
Parachute Endorsement with instruc-
tor Collin Gyenes and student John
Marten. Collin’s RF-5b motor glider
was the training aircraft at the Mc-
Minnville (OR) Airport.

1. Inspecting and adjusting chute for
proper fit. Bending forward from the
waist to adjust shoulder harness help
position the parachute in the correct

seated position for piloting. Collin is
6'3". His Softie Wedge is longer to
better fit his body. Both parachutes
had been repacked and certified with-
in the previous 180 days as required by
the FAA.

Coliin supervising Jobn parachute adjustment
and proper fit.

2. Opening Chute. Bailing out of a
glider, especially when it is coming
apart in the air or rapidly spinning,
is extremely disorienting. Looking at
the ripcord handle, and then pushing
the handle with both hands outward
increases survivability. Practice! Every
time an emergency parachute is worn,
practice. Practice produces recent
muscle memory that helps when con-
ditions are chaotic.

Practice and simulate: a) look at the ripcord han-
dle, b) grabbing it with both bands, and ¢) while
boiding the ripcord bandle, briskly extend arms
ontward from the chest.

3. Landing. Landing with an emer-
gency parachute like the Softie Mini-
Softie 240 is like jumping off an 8 ft
ladder.

L Soaring = May 2024 = WwWWw.SSa.org q
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Practice and simulation: a) bend
knees and position to fall sideways to
absorb the shock when landing and, b)
do not look at the ground. The goal is
to avoid a rigid stance and tightening
of muscles

Collin demonstrating knees bent, some experts
recommend crossing arms and looking abead
when landing.

4. Getting In and Basling Out. Collin
instructing John about the glider seat/
shoulder belts, how to release the belts
and canopy. Often a few seconds can
mean the difference between life and
death. Practice speeds up bailing out
and parachute deployment. Since belts
and canopy releases are often different

depending on the specific glider mod-
el, I write the Parachute Endorsement
specifically for the pilot’s parachute
and aircraft. Practice LOOKING
AT THE RIPCORD while seated in
the glider. LOOK at it before push-
ing away from the glider. Going from
cockpit with visual references to open
air can be extremely disorientating.
Note the Ripcord handle/ring is near
John's heart. It is easy to reach in free
fall. Pull the Ripcord ASAP. Seconds

matter.

Using the checklist and reviewing steps to bail ont
reinforces learning and makes it useable.

5. Teach by Example. If the instruc-
tor uses a checklist for every take-off
and landing the student is more likely
to follow that example. If the instruc-
tor also wears a parachute and prac-

Getting ready to start the engine.

tices the simple steps outline above, it
becomes a habit that saves lives. Just
ask John.

About the author: Robert Brock, Ph.D.
has been a CFI tn power and ghders for
over 40 years (8,000+ brs PIC 1n SEL,
tailwheel and gliders). D<

| SSA Convention —
October 24-26, 2024

presents a FIRC —
October 22-23, 2024

Fly=-
with
Oxygen
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Everything you need to
fly with oxygen.

1 -800-468-8 185

www.mhoxygen.com
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Bail Out Decision

Bill Burner

What follows is a true story. It is
about the decision to bail out of
your glider. It is a short story because
things happen really fast when you
jump out of a plane. The point of the
story is to lustrate how little time you
might have once you decide to aban-
don your glider in flight. Being able
to bail out successfully depends upon
your altitude above ground. Because
each accident is different and there are
so many confounding factors, it is im-
possible to define a minimum bail out
altitude. But whatever it might be for
a given crisis, it is very probably much
higher than you would think.

({4 how little time

you might have once
you decide to abandon

your glider .... 3

A close friend of mine in the Albu-
querque Soaring Club, almost 50 years
ago, was a practicing anesthesiologist
in Santa Fe. He had just bought a
competition class sailplane, the Zuni.
It was newly designed and built as a
racer in Moriarty, Mew Mexico. The
Zuni he was flying was the first pro-
duction model of this design. He was
on 2 test fight, making his final glide
back home. Knowing him, he was
probably flying at V.. But it was a
very windy and gusty day. All we know
for sure is that he pulled both wings
off the glider. He hit the ground nose
first, wingless, and at close to a vertical
angle. He had managed to jettison the
canopy and was standing up, on the
seqat pan, at impact ... He had ron out
of time.

™

I told you it was going to be short;
things happen fast when your glider
is falling apart or out of control. So,
how much time do you have to get
out of your ship and pull the rip-
cord? Or, putting it the other way:
How much altitude do you need to
get out and open your chute? Here's a
free fall table which is well known to
all sky divers. The rightmost column
shows the cumulative distance fallen,
assuming you started with a descent
rate of zero.

Table (1) Free fall acceleration, velocity and distance,
e aClly vime din)
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Free fall table for sky diving.

‘The table shows in the right column
the altitude consumed for each second
after you jump. It shows that in less
than 10 seconds you will have fallen
1,000 ft, and you will be close to ter-
minal velocity. The next 1,000 ft will
pass by in barely 5 seconds.

Keep in mind, this table is for a sky-
diver who is wearing a bagpy jump-
suit and is stretched out, belly to the
earth, grabbing as much air as he can.
However, a glider pilot, who is wear-

ing shorts and a T-shirt, and fumbling
around trying to find the ripcord, will
be falling faster. And his time remain-
ing correspondingly shorter.  Also,
consider that skydivers start down-
hill by leaving a jump plane which is
in level flight, whereas a glider pilot,
abandoning a sick glider, is already in
descent mode, and probably several
seconds down this skydiver's free fall
table when he actually exits.

The bottom line is that, for disasters
which occur within 2,000 or 3,000 ft
of the ground, time is short, critically
short. It is imperative to act quickly to
egress your ship.

Where are you most likely to get
into such a mess? It could be anywhere,
hopefully high. Altitude is safety for
parachuting. But a threat we all face,
on every flight, is at low altitude.

That threat is air traffic around the
airport. Midair collisions are likely to
require the pilot to bail out, and that
could well be within just a few thou-
sand feet of the ground, likely some-
where on this short table.

Moral of the story: Waste no time,
get out as quickly as possible.

Once out of the plane, pull the rip-
cord immediately, especially if low. Do
not worry about proper body position
or attitude or anything that is going to
slow you down, just get out and pull.

Emergency parachutes are designed
to do one thing well, and that is open.
If you pull the ripeord, it will open.
Even a partially open parachute might
be enough to save your life, which is all
that matters at that moment.

Factors which go into the split-
second decision you must make:

Egress
Obviously, the biggest problem is
egress. It is a time consumer, time that
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is precious. We know how hard it is to
climb out of our gliders on the ground.
Toss in: g forces and wind blast, either
one of which can be overwhelming;
the disorientation and difficulties of
being thrown around inside the cock-
pit; reaching the canopy jettison han-
dle, which might take a few seconds
to find because it is bouncing all over
the place; unfastening the seatbelts;
etc. It is impossible to simulate on the
ground how extremely difficult egress
will be.

“It is impossible to
simulate on the
ground how
extremely difficult
egress will be. )

The descent rate of your broken
glider

It will have consumed a lot of alti-
tude, possibly thousands of feet, before
you finally clear the glider.

Can you get it inverted or produce
negative gs?

That would help immeasurably with
egress, if you can manage to make it

happen.

Type of glider

If Schweizer, or all metal, consider
riding it in. They have remarkable
crashworthiness. Fiberglass gliders
will provide little protection.

Skydiver rule of thumb

The ferst 1,000 7 of free fall take 10
seconds; add 5 seconds for cach addifional
1,000 fi. That is not 10 seconds to do
something, but 10 seconds until im-
pact. Technically you will be 89 ft un-
derground at exactly 10 seconds. If ex-
iting at 2,000 ft, you are 15 seconds off
the ground. 3,000 ft is only 20 seconds
until impact, etc. Remember: This is
what skydivers experience, after start-
ing with a zero—descent rate. The time
until impact shown on the referenced
free fall table will be much shorter for
glider pilots than skydivers.

A final point is on landing

€€ 1and with

both feet together. P

I 'will put on my orthopaedic hat for
this one: To aveid injury it is really
important to land with both feet to-
gether. Military parachutists practice
this on every jump. The reason is that
parachutes tend to oscillate as they

descend. According to Murphy's Law,
you will most likely hit the ground
during the down swing of an oscilla-
tion. The natural impulse is to reach
out reflexively with whichever foot is
going to hit first in order to cushion
the down swing. But that is a mistake.
Doing so will cause all the force of the
impact to be absorbed by that one foot
and ankle alone.

Keeping your feet together really
helps to spread out the force of the
impact. But, keeping your feet to-
gether is not natural, in part because
the harness you are suspended in tends
to spread your legs apart. So, on your
way down, practice pulling vour feet
together a few times, in anticipation of
the landing. Pulling your feet together
will take a little more effort than you
think. So prepare in advance to do it.

Conclusion

Get out quick — your life may de-
pend on it. And keep your feet to-
gether on landing — your legs will
depend on that.

For a video on bailing out by G.
Dale, go to https:/Mwww.youtube.com/
watchPv—cDXIxHAmEX08t-106s

About the author: Bill Burmer 5 a re-
érred arthgpardic surgeen with exiensroe
sky drovng and parachuitng experience.
S
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Jump...or Wait}

About Exfreme
Soaring Accidents

By Greg Swiderski, GFI-G




here is a saying among sky-
divers that, “You don’t need a

parachute to skydive, you need
it only if you want to skydive again.”
For a glider pilot, the parachute is an
emergency rescuc equipment  an acro-
dynamic antigravity brake, reducing
the jumper’s free-fall speed about ten
times, for safe return from the sky to
the Mother Earth. The fall speed of 15
mph is usually safe for touchdown, if
you use your legs as shock absorbers +
but 150 mph is certainly not.

The parachute should save the life of a
crew in an emergency, when + according
to the possibly best judgment + remain-
ing in the glider will be a much worse,
potentially tragic choice. To perform
this important function, the parachute
belongs to the cockpit as a package, to-
gether with the pertaining knowledge
and determination of the pilot; basic
knowledge about parachuting, situ-
ational awareness, fast analysis of the
emergency, decision to jump, bailing-out
technique, parachute opening and ma-
neuvering, terrain analysis and touch-

down technique. No dive and pull up,
neither touch-and-go, nor crash-and-go.

How tough is the decision
to bail out ... ?

As in any hazardous situation, there is
a probabilistic luck (good or bad) factor
involved, but let’s leave that aside at this
time. We will need it later for consider-
ation of what can and should be done to
help if the ugly luck happens.

For now, let’s imagine that everything
with bailing-out went fine and the pilot
is hanging under his parachute and en-

joying the panoramic view. For an ex-
treme midair accident survivor, it is the
most beautiful sight in his/her life. But
the second phase of the rescue opera-
tion is still ahead, and coming fast: the
safe landing. Some mancuvering may be
needed to avoid bad terrain or objects
(power line, buildings, traffic); a proper
body rotation to land downwind some
harness prep if decp water is below. All of
this is not banal. It could mean a differ-
ence between a happy walk from the site,
or being taken on a stretcher for a long

recovery. Here also the luck factor plays a

.

strong role, but again, it can be helped a
lot by the skill and the cool wit.

In the USA, parachutes are obligatory
only for certain acrobatic situations per
federal regulation, and for SSA-sanc-
tioned competitions. In many European
countries, all glider flying is done with
parachutes on, and some pilots think our
approach is “scary.” But let’s remember
that almost all general aviation flying,
as well as transportation and cargo fly-
ing, is being done without parachutes.
Gliding accident fatality statistics do not
show any advantage of one system over
the other = but there are too many factors
complicating the objective comparison to
advocate any radical change in the estab-
lished approaches.

An overwhelming majority of glider
accidents are related to landings and
takeoffs, but the competition racing is
certainly the type of glider flying

«

higher risk, because of the traffic conges-
tion and the potentially hazardous style
of flying in a large group of gliders and
some tow planes.

May private glider owners opt now-
adays for “softic” type of parachutes, be-
cause of their cushioning convenience,
certainly important for a multi-hour
flight, Thus, the parachute becomes func-
tionally more a cushion than a lifesaver.
There is not much wrong with such an
approach, provided that the main des-
ignated function and the preparedness
are not ignored. Nobody knows when,
where, at what circumstances and alti-
tude the bad luck might suddenly strike.
The penalty for being unprepared can be
very harsh.

The available glider accident records
indicate the following typical reasons
which make bailing-out necessary. I am

dividing them here in five classes: &
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A) Structural damage, as a result of
acrobatic maneuver or excess spoed.

B} Structural damage due to strong
turbulence (wave rotors, clouds).

C) Structural or control system dam-
age due to incorrect assembly.

) Structural damage due to a midair
collision.

E) Control system damage due to
other reasons.

Since classes A and B became very
rare for the modern, very strong, com-
posite gliders, lets concentrate on the
remaining three classes of accidents.

Here are several examples from recent
yrars:

*During a competition, in straight
flight pilot A} was hit from bchind
in the tail. Both glders involved in
the collision sustained structural dam-
age, necessitating bailing-out. Pilot AT
jumped and landed successfully (she had
a solid parachute training, with over 100
jumps), the other pilot perished without
jumping. Class [

* During thermalling in a competi-
tion, pilot AP was hit in the bottom of
the fuselage by another glider, which
was entering the thermal at high speed
with a pull-up. AD landed successfully,
the other (very young and talented) pilot
perished without bailing-out. Class I

* During the WGC in Texas, two glid-
ers collided in a thermal. One returned
successfully to the airfield (assisted by
two friends), the other pilot jumped and
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landed without problems. Class ). Both
had FLARM units.

* During a thermal flight in Leszno
(Paland), a pilot experienced a sudden
loss of pitch control in his private Jantar.
He was considering bailing-out in-
stantly, but stable behavior of the glider
and an altitude reserve induced him to
experiment with flying the glider down
to the critical altitude (1500 ft), safe for
bailing out. He succeeded in maintain-
ing the speed within a reasonable range
without using the spoilers, so he decided
to continue and land, taking advantage
of the large, open airheld. He landed
successfully and saved his glider. The
reason: wrong assembly and preflight
check. Class C.

The glider shook and entered
a very fast left spin ...

« A pilot of a new, composite, high-
performance glider, equipped with a sta-
bilator {(one-piece, “Aoating” horizontal
stabilizer), experienced sudden loss of
pitch control. The glider went into an
uncontrolled dive, the pilot bailed-out
and landed successfully. The reason: de-
lamination of the control transmission
lever {design and manufacturing fault).
Class E.

How tough is the decision to bail out,
especially from your own, pricy and be-
loved glider? Meither being a witness
of the ahove-described accidents, nor
having opportunity do discuss it rela-
tively fresh with the survivors, I can only
speculate about their mindsets. There-
fore, | am adding here a description of
one more accident, which I know well in
detail, because 1 was the particapant + the
single pilot.

It was an acddent Class C + wrong
assembly. | was a univemity student
and a fast progressing glider pilot at the
Warsaw Aeroclub in Poland. | had a Sil-
ver Badge and abowve 50 hours of flight
time. One summer weekend morning,
I took off in a popular glider 5Z1)-12
Mucha 100 (no radic) for a final fight
in basic aembatics, completing the task
according to the training program. The
weather was perfect, with blue sky, good
visibility and no wind, making it easier to

keep the sequence of maneuvers aligned
and boxed within the assigned space. My
maneuver sequence was: left spin 360, a
loop and a left hammerhead, then the
same sequence to the right. T was towed
to 1100 m aldmde AGL (abour 3600
fr AGL), aligned the glider with the
Vistula River, put my sunglasses in the
cockpit pocket and entered the left spin.
After aligned recovery, | dived to gain
enough speed for the loop and started
pulling up to the sky:

Suddenly, I heard a very loud crashing
noisc behind my back. The glider shook
and entered a very fast left spin or spiral,
I was not sure. 1 knew right away that
something catastrophic happened. The
controls were useless. Bailout was neces-
sary. When I was opening the belts, I took
a look to the left + the left wing was gone,
all of it. I was not scared of jumping. [
made shout ten jumps previous year with
the AW Parachuting Section, although |
joined them only in my quest for fying.
The medical commission disqualified me
for a pilot training for being too lean, but
somebody from the Aeroclub approached
me with the advice: “Join the parachuters,
they will take you + and once you are the
Aeroclub member, all will be easier” It
was one of those precious, life-changing
bits of advice. In this case, it was probably
even more than changing,

S0 I made an instant decision, and the
first point was what should be the prop-
er way of bailing-out? I do not remem-
ber that I was ever given in my primary
training any instruction about bailing-
out, just the remark before soloing the
Mucha, that, “The lever on the right
(hinges) side of the canopy is for releas-
ing the canopy in emergency” Okay,
that should be easy, then what®s nexe?
Thinking fast about my jump, I suddenly
realized that no-wind is a big problem.
I might be hit by the spinning glider, or
my parachute might be destroyed. It be-
came the fight for life. 1 decided to delay
the opening as much as reasonable + at
least 5 seconds, to create separation.

I grabbed and yanked both levers of
the canopy locks, but nothing happened.
The relative wind was pressing hard the
canopy. Maybe also the unused lock was
not working? Maybe 1 had not prop-
erly synchronized my hands? It took me
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four tries and a couple of spin rotations.
Finally, I forced it up more from the left
side, and it flew away violently. | glanced
at the fast rotating altimeter’s pointer,
prayed “God help me,” dived down to the
inside of the spin and started counting
the seconds of delay. 1 always enjoyed a
nice free-fall, but this time | was really
very scared of the wreck above. From that
fear | exaggerated with the delay, because
when | opened the chute, the ground was
really close.

... Suddenly my yellow Mucha
whizzed by from the right ...

I landed on a grassy field, not far from
some storage buildings, some trees and
a farm. While 1 was unfastening my
parachute, 2 man shouted to me from
the storage side. I looked at him, instead
of up, and suddenly my yellow Mucha
whizzed by from the right, barely miss-
ing me, and landed not far away. 1 was
lucky to be on her missing-wing side.
The other wing landed earlier, all within

Fly with either
or both
displays for 5 Qe
maximum
flexibility

Variometer Display (CNd)

100 yards. | pushed the chute into the
cockpit, found my glasses and went to
the near brushes for a nature call. When
I was retuming I stopped two women,
who were dragging my lost wing to the
farm (I wondered what was their recy-
cling plan) + and then | joined incognito
the growing crowd of gawkers, surround-
ing the glider wreclk.

Finally a car from the AW-Club came

% they were not sure how the “airshow”

ended, because the hangar w
i.l'.l:'." the lower 'part i d'_tht ac

ssion found
1 rl].r t]'u: cause: th: left wing's
e-threaded pin was not inserted in
the upper ear, also a small screw, whose
position should indicate the correct-
== of the pin assembly, was missing.
The gliders were serviced and assembled
by full-time mechanics, and we blindly
trusted their jobs. After the formal de-
cision, | returned to flying (with much
more preflighting) and even to jumping
(I was once lured to a group skydiving
from 16 thousand feet + performed from
a perfectly sound airliner, leased for the
occasion. | know, with no cash stash it

his

5TE 001115

makes me look wacky, so please keep it
private). Oh, and 1 don't fly aerobatics, if
there is no wind. Such a stupid prejudice

Conclusion: I had my share of a clear
luck, but my parachuting expericnce was
alsa a big help.

The Awviation Peych
possible negative reactions of the pilot
(or a crew member) to a sudden severe
danger:

* Megation (Impossible! Why me?).

gy says about

* Incapability of making a fast and real
situational evaluation and a plan for res-
cue action.

* Panic — automatic, intuition survival
reaction for self-defense, which might be
irrational and harmful.

* Psycho-physical paralysis, resignation.

* Chaotic reaction, no rational plan.

* Unawareness itical risk elements,
resulting from lack of relevant knowledge
and training.

Problems with these negative reactions
became especially painful, if we see the
cases when some pilots fall to bail out
and perish in crashed gliders (with their
parachutes unactivated), as shown abowve
in two examples. In some cases though,
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the full scope of the reasons might not be
clear. Obligation of having a parachute
for some flights should be combined with
proper instruction and training, related
to fitting, servicing, maintenance, stor-
age, opening, mancuvering, and landing.
"The most cthcient instruction and train-
ing could be certainly provided by a para-
chuting school. Making at least one jump
would break a psychological barrier and

assure the know-how.

I knew right away that some-
thing catastrophic happened.

Another important approach to the ex-
treme accidents is prevention. Here, the
midair collision risk comes to the front
nowadays and stimulates the progress
in related technology. The Swiss-made,
GPS-based FLARM. dominates the
soaring market, and justly so, because
it is (unlike the radar-based ADS-B)

Soaring = September 2014 = www.ssa.org

smartly tailored to the glider competition
type of flying, giving you almost perfect
situational awareness. Unfortunately, to
be fully effective, it must be ubiquitous
(everybody has one, including the tow
pilots) + and the price is quite high for
many aspiring young pilots. Bill Mc-
Collum once wrote that it is a simple
device and should not cost more than
$100. We would like that. Nevertheless,
some solution has to be found. Leas-
ing is onc option, but it should provide
enough training time to use it effectively.
Together with the Audio-Vario, it should
help in keeping the pilots concentra-
tion of visual and mental attention not in
the cockpit on the glass gadgetry + but
outside, before the glider - in time and
distance. In this effort more help from
the Club instructors could be provided,
both in specialized training to break bad
habits, as well as by more custom-tailored
BFRs, fitting the pilot’s individual pro-
file, the type of flying activity he or she
is involved or aspires to and the type

of glider he or she flies. A part of it is
a psychological evaluation of the pilot,
especially his or her attitude to risk and
operation rules, to catch early and correct
a hazardous mental attitude and risky
behavior. It may save some lives too.
Let’s keep in mind the rule (I have
seen it in Tom Knauffs pilots’ lounge on
the wall) that in extreme situation, the
pilot’s skill does not rise to the occasion,
but falls to the level remaining in his’her
memory from the relevant training.
About the Author: Greg Swiderski,
CFI-G, Ph.D. Learned to fly gliders and
parachute jumping in Poland. Immigrated
from Germany in 1986. Learned to fly
powerplanes and then refurned fo soaring.
Currently teaches giiding and flight safety
at the COSA Ghiding Club in Marion,
Obio. Shares flying private SZD Jantar
Std2 with bis son Marcin. Also teaches al-
pine skiing. Likes spending summer vaca-
tions in Poland, flying in mountains, sail-
ing and kayaking. Lives in Columbus, Oh.
(greg441212@hotmail.com) =
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SOARING TECH

BY BILL COLLUM

Getting Out Alive

With the 2010 soaring scason fast
approaching, it's nme once again to

polish up our flying skills and rend 1o our
cquipment. For many sailplane piots, an
emcrgency parachuce 1s a srandard cockpar
accessory. Usually trouble free and ready
© be deployed instantdly in an emergency,
a parachue s sull a complex pacce of
equipment that requires occasional artention.
Let's spend a fow manures looking into the
hastory and rechnology behind the modern
parachute, and then consider how they can
best be cared for and used.

The wdea of what we think of as “the
parachuee” dates back 1o the ffreench-
century. While the conceprt predares his
designs by scveral years, Leonardo da
Vinci is credited with the first workable
parachute capable of lowenng 3 human
from 2 sigraficant heighe. With 3 pyramud-
shaped “canopy” held open by a square
wooden frame, the surface ares of da Vinci's
parachure was probably sufficient ro make a
pamp from a high tower survivable. In facy, in
July of 2000, Adrian Nichols of the UK, built
a parachute from da Vinci's ooginal design
and used it to make 2 successful jump from 2
hex air balloon floating 7,000 feet over South
Africa

About 3 century later, Vencrian inventor
Fausto Veranzio improved on da Vinci's
design by replacing the pyramsd-shaped
canopy with a dome-shaped sheer of
saitlcloth, lowering the weight of the
appararus, and increasing irs deag In 1617,

he implemented his design and made a
successful jump from a tower in Venice.

In the late 17008, Frenchman Louts-
Sebastian Lesormand crcated the first
“emergency parachute™ mrended o make
possible a coatrolled descent from 3 damaged
balloon. In 1793, his dessgn was used for
the first nme when Jean-Picrre Blanchard
used a Lenormand-desgned parachore wo
escape from his ruprared hor air balloon
Blanchard then began developing s own
parachure desgns, made cotircly from folded
sulk withour the wooden frames required
by previous desgns. The first use of such 2
“framcless™ parachute occurred m 1797 by
Andre Garnenn, who later went on 1o test

Phato courtesy of US. Libwary of Camgress, Public
D in

additional improvements o Lenormand's
design m an cffort 10 increase stability and
reduce descent speeds,

Gleb Yevgeniyevich Kosenlikov of Russia
first concerved the modern “pack® parachure
n 1911 after witnessing the death of 3 palot
fricnd. Determined 10 make flying safer,
Kotenlikov devoted himself to the creation of
a parachute system suitable for use by pilots
and capable of bemng worn within the nghe
confines of a cockpir He oreated a system
in which a folded parachure was packed into
a ngd meral container, whach was worn on
a pilot’s back. He s also credited with the
invention of the “staric line® which opens a
parachure automarically s the wearer falls
away from an srcraft,

When Grane Morton had made the fest
“Jump” from an strcraft in 1911 over Venice
Beach, Califorma, he made use of a loose
canopy held bunched in his arms and thrown
out into the wind as he leaped from the
Wright Flyer in which he rode as a passenger.
Albert Berry made the firse jump from an
aircraft m flighs using a Kotenlikov-style
“pack® parachure on March 1, 1912 This
test, conducred by the US. Army, proved
the basic design, which was 10 become the
basis for the parachures thar would be ssued
1o puots in later years. In 1913, Slovakan
Stefan Banic patented a soft “knapsack” style
parachute based on Kotenlikov's ideas, which
then bocame the real progenitor of most
modern parachute designa

In 1919, Leabe lrvin of Los Angeles
made the first true “free BHT jump using
a pack-style parachute. He later went on
to found the lrvin Air Chute Company,
which evenrually made many thousands
of parachurcs thar were used by Air Forces
around the world The company, whach s
snll m existence voday, claums thar their
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parachues have saved more than 10,000 lives

Parachutes were, 25 a rule, not used
regularly by pilots uonil af ver World War L
However, artillery sporrers, flyng in haghly
inflameablc hydrogen-filled rethered
ballooes, did use parachures during WW1
w0 escape when under fire by encimy aircralt

Fowards the end of the war, Everhard
Caltheop of the UK created a parachure
designed specifically for awcraft crews.
Afrer resting by Magor Thomas Orde-Lees
who demonstrated thar a parachure could
be deployed at low alurudes by jumpiog
from the Tower Beadge into the Thames,
the Royal Flying Corps adopred Calthrop's
design. While nor wadely used, a few RFC
flight crews were equipped wirh Caltheop
parachures late in the war

Parschurcs came into general use o the
years berween WWI and WWIL By the
19305, mor only were military pilors and
thght crews usually equipped with pack-style
emergency “chutes” parachutes by thes were
also used 1 cquip units of “awborne® infantry
which could be quickly deployed by aw (the
concepe of the “parstrooper”™ s credired w
the fralan Army which creased the firss such
unit in the lare 1920s),

Parachutes voday are rounincly used, not
only o save the lives of piloey but also ro
deliver soldicrs and their equipment (up to
the size of light armored vehscles) wherever
and whenever they are needed. Some asr-
droppable
weapons make
wse of parachures
o slow thew
fall, piving the
delivering awcraft
fune 1o escape
before detonanon
Parachutes are
also used
MO CSONCT
applications, such
= showing down
a reentering
spacecralt for
a safe landing.
Some rerurmng
sarellites have
even been
snatched

The anthors som wews a

Nationad 290 Pilos Emergency
Purackeze before “mounting
wp" o fiy tn s comtesz | mast
cuses, comtest rudes reywire
plots w0 wewr  approved
emergency parachuses Photo midsir by
b Bell Collsm. spc(u[ly

cquipped aircralt, which fly by and saag their
parachurcs

The author's son wears a National 490
Pilot Emergency Parachute before “mounting
up” ro fly in a consest. In most cases, contest
rules require pilots 10 wear approved
emergency parachures

By far, the rype of parachure thar will

14 Soarmg « May 2010 * wwwssa.org

be maost familiar o sadplane pilots s the
“backpack,” “chair,” or "scar” style emergency
chute, In 3 backpack style, the pasachute is
folded mro 2 soft contamer, which the user
wears like 2 knapsack Subrtle diffcrences i
packing style and the shape of the contaner
can be used to taper the size and shape of the
pack for inproved comfort. For mstance, the
parachute that | routincly wear s packed so
thar it is shghrly thinner ar the rop than ar
the bortom, providing 2 bit of exura *lumbar
support” to make long hours in the cockper
2 linthe more condortable. A “chau”™ style
parachute & packed o 3 contmncr, which
starts ar the wearer's shoulders and continues
down roward thew “sear” A “sext” style
parachure & packed entircly 1o a rhick
contamner on which the wearer sies. These
are rare i the soanog communty, but are
popular wirh pilots of old “war birds™ which
often have a pilor sear thar is “dished” deeply
enough ro sccommodate a thick sear-sryle
parachute

A modern emerngency parachure consises
ol five magor assemblses: the mam canopy,
the body harnesy, the suspension lines
thar connect the canopy 1o the harness,
the deployment mechanism thar s used
to release the canopy, snd the pack, which
containg the entire ssembly. Differences
i the amount and strength of the materials
used in cosstrucning the parachure can resule
n significant differences in performance.
Parachures arc usually rared i rwo ways
the maximam sale wser woighe and the
maximum deployment speed. For example,

Puracbute viggers tmupect awd repack o pelots
emergency pavochute Photo US. Navy, Pulic
Domuin.

the parachute thar | wse m my ssilplanc, 2
Model 490 made by Natonal Parachures,

s rated for 3 241 -pound pelor and can be
deployed at speeds up to 1490 knoms

Any parachute intended for cnmergency
use must, sccording o FAA regulanon, have
been mnspecred and repacked somenime
within the previous 180 days (see Docker
No. FAA-2005-21829, Amendment Noa
91-305, 105-13). This et be accomplished
by m appropratcly hoensed *parachure
nigger” Such inspections usually only run
2 few dollars ($50-360 seems 1o be show
the rule), whach s moncy well spest 1o
ensure that a crical prece of equipment
will operate properly when it's needed. To
further promose reliabiliny, its also a good
idea o store the parachure whenever possible
i 2 remperarure-controlied environment,
protecting & from extremes of hear and cold
Stonng the parachure far on its back, rather
than standing & up on its botrom edge for
long periods can prevent the canopy marerial
from “scrrling” over ime and changng the
geometry of s folded shape. To protect it
from wear or damage (and possible accidental
deployment), store the parachute m s
storage bag whenever it's not acrually in use.

Modern parachures make use of several
different rypes of canopees, includung the
famaliar round canopy, rectanyular ram-air
nflatable wmgy, and traogular Rogallo-type
deles wings. While the mapority of sport
yumpers make use of ram-air style canopies
which, with a lirrle rraining, can be “Sown”
like 2 wing, mast emergency parachures sull

Stdens pilots lesrn boz w bandle an emergeny
pavachute. Phato US. Iibrary of Comgress, Publec
[ omaisn

make use of the round canopy whach requires
lierke or no skl 1o “floar™ safely o Earth
Even though it can't be as effecvely
“fSown,” as the shaped canopy, 3 round
canopy can be controlled to some extent
The canopy can be “steered,” by palling
on the rear rsers or steering handles i
cquipped. This makes it possible to am
the parachute o the wand ro reduce the
landing impact. As simple as a round-canopy
parachure & wo use, it's stll worth spending
some time at your local sport-pumpang
center to betrer understand how & can be
controlled. Even better, trear yourself toa
Jump Of TWO to gain some expenence with
the procedures — and emotions — wwvolved
n leaping from an sirceft Yoy, Vve done it
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a couple of times and, na, | wouldn't wane o
do it on a regular basis, bur I'm glad | tried
it | found that | didn't so much mind the
“jumping” big, bur | felr distincrly helpless
and uncomfortable hanging under the
canopy for the two or three mimutes it ok
to float back down to the ground. Thar's 2
discomfort thas I'll willingly accepe, however,
if arcamstances ever force me to use 2
parachuarc agamn.

While many modern sport jumpers use
3 hand-deployed “droguc”® chute, throwing
it out by hand into the srstream to draw
the mam canopy our of the pack, most
emergency chuses make use of a “nipcord”
mechamism, first created by Polish inventor
I'eodore Mosacki. When activared by
pulling on a release handle, the “npcord”
pulls a cable, which releases several pins
holding the back of the pack closed, relcasing
a sprng-loaded drogue chute. The drag on
the deogue then pulls out the main canopy,
which s inflased by the ssrstream

The npcord handle 1s not always casy
to find in an emergency, especially if itis
the same silver color as the parachute’s
buckles, strap adgusters, and other firnings
| suggrest wrapping the handle in boghedly
colored, casily recognizable tape. Since n
an emergency there won't be mech nime o
fumble around, | also sugpest char you spend
a bit of tume raming yoursell o look for,
recogmize, and grab thas color when under
stress (I'm used to emergency mechanisms
being designared by yellow and black stripes;
0 I've used yellow and black clecincal tape
to wrap my nipcord handic). | also sagyrest,
the next time you bring your parachute in
for 3 scheduled mnspecnon and repack, thar
you pull the npcord o deploy the parachuse
while it’s strapped 1o your back. This wall
give you an idea of the force and range of
motion requiced to deploy the parachute

lesmmg tle NOAH emorgemcy prlat egress system installed tn o DEG-800
Phote courtery of DX Flugaenpbau

16 .\'oanng- May 2010 * www.ssa.org

when if's actually needed. Ir will also give
you 2 chance 10 examane the entire parachure
up close 10 soe how i's construcred and
assembled before it ts macked back inw s
container by the rigper

Even if you are weanng an cmergency
chute, it may not be so casy 1o make use
of 1. Emergency cgress from a damaged
sailplanc can be difficalc. Not oaly does
the low, rechined scanng posinon and
narrow conhines of most sailplancs make
leaving the cockpit difhicult under the best
of condmons (especrally with a 15-pound
parachute strapped 1o your back), aircraft
damage leading 10 high cennfugal or
other “(G" forces o potential palor injuncs
following & smdair collimon may make
quickly exiting a severcly damaged sailplanc
almost impaossible. It s clear that some kind
of emergency cgress sysicm would shave
cnncal seconds when they count most, and
perhaps even allow a pilot to be "epecred”
from a damaged salplanc in what would
ocherwise be a non-survivable ssruation.

DG Flugzeughau bhas been 2 pioncer
i creaning a palot “epecnion” system for
salplancs. Their NOAH system (short
for *“NOtAussticgs Hilfe,” German for
“Emcrgency Evacuanion Assistance”) is
essentially a pancumanc cushion, which s
bl into the pilor sest. In an emergency, the
polor activares the system, which etnsons the
canopy, releases the seat beles, and inflates
the “air bag™ in the scat borsom. This lifes
the pilot 1o the level of the cockpin side rauls,
allowing him or her 1o simply roll our of the
« n\kpﬂ

e NOAH system s designed to be
casily operated by a palot who may be under
a great deal of stress in the most adverse of
cwcamstances. 1O clawms rhar the system
can be acovated in less than one second by
the pulling of 3 single chearly marked lever

The NOAH system
was cornfied in
Germany w 2002 DG
now offers the system
a8 a0 opoon on most of
thewr arcraf. NOAH
provides 2 ssgnifican
amount of addinonal
mafery whale adding only
2 few pounds of wewght
and a few percent to
the cost of a new DG
ssilplane, and is, 1
believe, an oprion worth
scnous consderanon
I hope thas other
manufacrurers take DG
up on their offer to help
them adape the system

for thew own products

In recent years, it has become increasingly
popular o equip bght aircealr with "whole
planc® parachutes. These so-called “ballistic™
chutes are stored i 2 canuster artached 1o the
fusclage and are deployed i an cmergency
0 lower the entire aircralt 1o the ground
A sohd-tuel rocker s usually employed 10
drag the canopy out of its container and
away from the aircraft for rapad canopy
wflation. Sull relanvely rare on sailplancs, |
know of at least one motorghder, an Urban
Air Lambada, whach was saved by such a
“ballisnc® parachute af rer undergoing an in-
flight strecrural fadlurce.

A limuranion of such hallstic parschure
systems was illusrated by 3 recont mmdair
collision, which rook place ncar Boulder,
Colorado. A Cirrus SR20 hat 2 Piper Pawnee
owing a sailplane with two people on board.
The Cirrus wasequipped wich 3 ballstic
parachure system, which funcrioned properly
deploying a large canopy 1o slowly lower
the damaged aircraf. However, the collision
caused a fire, which quickly engulfed the
fiberglass Cirrus. It appears thar the rwo
people aboard leaped wo thew deaths rather
than busn i the wreckage as it was lowered
by the parachuce. While a ballistic parachute
system certainly adds a ssgnaficant extra
margin of safery, my personal prefesence is
10 continue wearnng my personal parachure
cven o grcraft that are so equipped

Fhere are no regulatory roguirements that
force a smilplanc palot to wear 3 parachute
{unless performing acrobancs) Weanng a
parachuse s a chosce. If you fly a sslplanc, i's
2 choice you may want 1o seriously consder
Even though the odds of ever nceding one
arc small, of the day ever does come when you
do need 2 parachuse, | prosuse you thar youll
be very glhad 1o have onc.

Some manufacrurcrs of prot emergency

parachuses..

Nanonal Parachute Company:
wwwnationalparachure.com

Strong Parachures

wwwstrongparachu e com
Butler Parachure Systema

wwsehutierparachut
Softic Parachutes

vwwesofficparachures.c

If you have a rechoology thar you'd like
1o have discussed, would hike 1o suggest 3
product for review, or have questions or
comments on thes arncle or on any other
edition of Soaring Tech, 1'd be glad w hear
from you !)rup MC 2 NOTC 3 sl rngs a

Lorg Be sure o mnclude the words DO
NOT PUBLISHT on the subyect hine of for
some reason you don't want 1o soc your
words printed in a future edition of Soaring.
See you on the porch,

Bill D
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SAFETY CORNER

SAFETY PARACHUTES

So who uses safery parachutes more than anyone clse in
private aviation? Well, the parachute guys they all have backups,
but these aren't the same style we wear. And the law says the
acrobatic pilots must also wear saifery chutes. But then, there
aren’t so many acrobaric guys in overall numbers. That leaves
glider pilots. And the urilization is a prerty high percentage,
alchough | don't know that there are any accurate figures as to
thar usage This isn't just something thar popped into my head,
bur [ was rold this by the people who pack parachutes. They
know where their bread is buttered.

Okay, then, if using a parachuee is such a good idea (I always
refer o & as my Plan B, or my other insurance policy) why arc
safery parachutes not universally used in soaring? Actually, the
aurens brw discourages it Huh? Think abour i!

The current law harkens back to World War 11, when the old
round nylon chutes were deemed necessary to be repacked every
90 to 120 days The new safety chutes we wear, are all synthetic
fabrics thar are coated for separation, and to hold the air in. There
isn't that much that happens o them berween repacks if they
are kepe in cool, clean, dry places between wearings. ‘The rubber
bands that are used to organize the canopy risers, are prone o
heat damage, and are the most vulnerable component to any
lengeh of time between repacks. Basically, the hotrer and werter
place the parachute has been, the sooner it needs to be repacked.

So, I said thar the law discourages the use of parachutes.
Why? Like a lot of the low speed limie signs along urban sections
of the highway, it rurns a lot of otherwise law-abiding citizens
into awbreakers. Everybody knows thar modern parachures,
sored properly, don't need a repack every 120 days. As a resule,
most of us are breaking thar rule at least part of the time.

“Thar still doesn't explain why ALL glider pilots are not wearing
parachutes, all of the time, while in the air. Think abour it
again. Who isn'e The fixed base operators and the clubs during
rides and durning training. Whoa! Isn't thar the optimum time o
introduce parachute usage? | can understand the problem wich
fitring a ride passenger every time with a parachure, and then
taking the time to give them training in how to use it, if the
need arose. How many of you actually pay attention on every
commercial airline flight to the evacuation instructions in case
of an emergency landing, or have hung on every word during a
lifeboat drill on a cruise ship? Yawn.

Bur during fight instruction? Wouldn'’t that be the optimum
time to introduce parachutes, and instrucrion in their usage? Ie
would be, excepe the 120-day repack rule poses a huge cost and
potential liability to the operation or club. Lets say, God forbid,
at some point a student acrually had to use 3 sfery chute owned
and repacked by the operator. And the EA A, or the insurance
carrier, came along and inspected the repacking log and found
a deficiency. Or the user claimed thar the parachute was fauly.
Or thar the user dlaimed thar they hadn’t been provided adequate

training in acually using the thing. Whar then?
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The cost factor to a club or fixed base operator is not
insubstancial cither. Maybe $50 for each repack, every 120
days with a bunch of parachures, and we can be ralking abour
real money here, in a perennially marginal indusery. And a
time consuming ocher liyer of maintenance, inspection and
burcaucracy.

This all brings me to a recent conversation thar | had with
Allen Silver of Silver Parachutes, who is leading a movement 10
lengthen the rime berween parachute repacks to 180 days, or

TWICE 3 year.

Silver Parachuse Sales & Service is spearheading a mult:-
organizational effort to extend the repack cycle of emergency
parachutes from 120 days to 180 days.

A notice of Proposed Rulemaking regarding the 180-day repack
has just gone out for public comment. All pilots who wse emergency
parachutes are encouraged to comment on this NPRM.

Two years ago Allen Silver and Darin Silver; working on behalf
of the Parachute Indwstry Asseciation & United States Parachute
Association; petitioned for an exemption to the 120-day repack cycle.
“We're discovering that the newer panschute materials perform
betzer when handled less frequendy,” says Allen Silver, @ master rigper
warh over 40 years experience i the ficld of parachutes. “Right now,
twenty-five other countries safely wse repack cydles of 180 days or
longer.”

In a letter dated Augusz 10* 2005, the FAA stated that since such
@ large group was requesting the exemption, it would be appropriase
to initiate a rule change projecs. This is good news for everyome who
wears & pavachute. Darrin Sidver notes, “In addition to the safety
benefits, pilots will now see redwced maintenance costs on their
parachute equipment and can make it through an entire airshow
or comtest season withous the downtime of having a parachute
repacked ™

Comments regarding the Notice of Proposed Rulemaking
(identified by Docket Number FAA-2005-21829) may be semt wsing
any of the following methods

DOT Docket Web ste:
Go to http:ldms dot gov and follow the instructions for
sending comments electronically

Fax: 1-202493-2251

Mail:

Dacket Management Facility

U.S. Departmens of Transportation

1200 New Jersey Avemue, SE

West Building, Ground Foor, Room W12-140
Washington, DC 20590-0001
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For all of our sakes, please stop reading this now, and join
me in sending in this set of comments to help the government
modernize the rules, 1 think, for all of our added safery.
Perceptive minds would ask why a parachute packer would try
to lengthen the time of use before a parachute repack? Wouldn't
this decrease his business and the number of repacks done?
Allen points out just the opposite. In fact, this would encourage
individuals to use parachutes and more closely follow the bw.
It would akso lessen the cost factors to clubs and fixed base

usage. Just two times a year might make it much easier to pack at
the beginning and end of the season.

Lets go on to discuss some of the pracrical considerations.
Even though 1 walk a hilly 1.5 mile route out my front door
day of cach weckend at 63 years old, I still have trouble lifting
mysclf from the seated position in my glider to get out. Lifring
myself by putting my hands on the side rail of the cockpit
gives almost no leverage what-so-ever. Trying to get out of the

These days, every induslyy needs fo
stve for 100% sasfaction
Customers expect & That's why we
created the FedEx® partiolo of services.
Because every delvery can be a e or
death situation for your small business.
To find out how we strve for your 100%
safisfacion, go to fedex.com.
< ; >
FedEx salutes Fed
L—b;t:-—:_——% —= ",’. ’ = _—-;_::———_-'r:—:J
Thec'qrqruotorgllder T
100 km 8393mgh 320 km 7325 mph A 2
) | e ———___/ AMS
200 km 7284 mph 400 km 71.47 mph { — DCARAT >
300 km 7181 mph 500 km 69.18 mph | '. S~ N
L
v g —'[ ]— ~
JANS Y AMS-USA  Z2oZan
Ygladers TEL (707) 925727
m Stama@uiioam
a2 Augpest 2007 = SOARING Magazine = Celebratingg 75 Yesws
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would be worrisome. Below 800 fi ACL, | am nor sure thar i
wouild even be smart o ory. DG has designed an ejection seat,
that sounds like it might help, but | have never seen one. Also,

the DG glider’s low cockpit side rails might be an advantage here.

Mext comies the question about hooking a lanyard o the
hull of the glider and to the ripcord of the parachute. This was
talked abour 3 lot 10 or 15 years ago. There mighe be a regional

to this option. In the east, where gliders mighe be

fAying much closer 1o the ground having the lanyard deploy the
chure immediarely, might be a lifesaving advantage. Here in the
west, where we tend o fly ar somewhar higher abimades AGL,
the idea of germing away from the glider, and nor having the
[ni::hl:m.gunﬂ:u: rudder, before &plnml:ltpdntdlun:.

becomes more anracrive. All of this considerarion is made more
complicared by the revelations a number of years back, abour
older glider canopies hitting the pilot’s head, when the glider’s
cnopy emergency release handle & pulled in flighe.

5o far we have been mostly talking abour single place airoafy,
but there are additional rules and factors in muld-place aircraft.

In a ewo-place ghder, if there were an emergency, and only

the frone pilot was wearing a parachute, and jumped our, the
persan in the back seat would be pretey much doomed. The
plider would be o of CG, and probably uncontrollable.

My understanding of the rule is thar boch pilots must wear
parachures in this siruation, and rthar both pilots must say with
the ship, if only one or the other is wearing a chure.

Omne could argue char this is a loc of ralk abour very linde
subsrance (wver the last 20 years thar 1 have been doing chis
column, there have only been a handful of successhnl parachure
zaves from ghiders. The most recent were the rwo high alimude
accidents wre described in the last two years. The first was the
nﬂuﬂ:h’tﬁ:th‘nh:upinclnudmﬂmm a long
distance recond attempt in an enormously strong wave oreared
by the core of the jet stream. The pilot

“This may be an urban miyth like the ssory about the guy n Arzona
who pancaked his car into a mesa, by strapping a JATD assist
rocket to the trunk of his car. 5o 1 don't have a way of verifying it
But then, it was told to me by a usually reliable source.

The story is that they were having a contess out in the desent
northeass of Los Angeles. The pilot in question was fying an
older fiberglass glider in the Sports Class. He was coming back
for a relighe and heavily ground looped the ship on binding, He
pot our and inspecred the glider, bur couldnt see much damape,
=0 he ook a second wow.

Just afrer he lifred off on aero wow, he came up on the radio
and reported char the glider was breaking up benearh him.
'['Il:_ra] h:ud:lmlr'llm:s‘ph}rh}r Fh}f'nf[hcu:ﬂ:s.;rmns.
hoped thar he could just nurse the ship to a safe altimude w be
able o bail out, and parachute to safery.

50 they slowed the tow plane down to just above stall speed,
made slow wide tums near the airport, and took him m an
exira high akinede. Wichour stopping, all along the way he
was reporting his intentions. Finally he sarted o address his
wile who was crewing for him on the ground. He said thar thas
possibly was the last rime that he would ever speak o her, and he
just waneed her 1o know how he fele. He was delaying releasing
from the tow plane so thar he could speak 1o her juse thar much
longer. Finally, this was it, he was pulling the mow release, and he
would probably be saying poodbye forever. Then the radio nally
went silent.

A woman'’s voice was heard o come up on the radio, and she
md.'Rug:"[]‘l:dtns:H}rpu:dlncdmd:gn:md.:nd
thar is the end of the story.)

The reporting, period for comments for this proposed rule
changr is coming up just after our publication date. 1 hope that
all of you will join me in making our voices heard in support
of this lengthening of the time period

successfully parachured to safexy, while

sustaining some injuries in the high

MINI VARIO

for parachute repacks Along with that |
would encourage all of you o give me your

winds. Our second example was the mid-
air collision berween the glider and the
business jer thar we ralked abour last year.
In thar case the glider pilor also bailed our
ar above 15,000 fr, bur only sustained
light abrasions on landing,

‘The only low altrude parachure save |
can remember, was Jim Indrebo’s contese
finish in 2 Concepr 70, where the wings
came off of the glider. This had w have
happened at least 35 yeas ago. (1 saw Jim
last week, and he still is looking presty
good these days) Anyway, after that, when

near pilol's ear.

Jim was instructing students, he would cell in ght kL BCLAIER: "Nekd
themn to act like the wings were coming off " 2-yoar guaranig. 3 che Soariog 5 'Id!: Suri";l
of the ghider every rime thar they exived ONLY §169 L= "-TJL AHNEFM-B ’ )
their cockpit after they had landed, so Salistias —r - -y

. : ) PO. Box 15756 sponsibility for the opinions expressed or
that they could pracrice gerring out in an Sants Ang, CA 02735 " ke in Safery G . which
emergency. This may be a pood exercise (949) T95-0421 « Faor (049) F57-1610 and "I ey of
for all of us o follow. VISA and MasterCand Accepted bl veREn I_J'ullnnﬂ*'_r

Finally, | will sawe the best story for lase. — the coneriburing suthor.

feedback on this topic.

Our special thanks go to Allen Silver.
He read me the rior acr, abour how | had
my parachute straps adjsted roo loosdy.
1 countered thar | didn’t ke 1o mlk on
the radio with that high picched a voice.
Bur he also told me how my hook knife

'H.'ﬂ'ld's Smallest Variol
= Chips lo cap, headband or glasses

= 200 hours baltery hfe.
= 0-1200 FPM range.
« Fasl response and very sensilive

was packed wrong, how | might fall ou
of the sraps if | bailed our, and the other
stuff | needed o do. This is safery. guys.
nquipn:nt.:m:l}rmlrutufi‘r_ And listen.

SS4-
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27




SAFETY CORNER

PARACHUTE SAVE FROM FLIGHT LEVELS (Part 1)

“There was an accident with a Schleicher ASH-26E this
last November near Reno/Sparks, Nevada that elicited
great sympathy from me. Fortunately, the pilot lived and
has recovered from his back injurics, but many years ago, 1
experienced almost the same set of problems ar thar spot; and
ncarby, was similarly, spontancously enveloped in a lenticular
cloud. So, if you detecr me getring really involved in this
description, you will understand why.

The details of this recent accident are remarkable, and o
address them 1 am going to change my normal, casual formar o
a more formal type of organization of the material.

The Setting - The north/south Sierra Nevada Mountains of
California and Nevada are geologically a tilt block, the west
side has sunk down beneath the central valley, and the cast side
forms an escarpment. Visualize a wedge shaped door stop. On
the west side, the mountains slope down gradually, and the cas
side drops off sharply. At their crest on the south end, the peaks
reach almost to 15,000 ft (5,000 meters), and the shape of the
wedgpe is shorter and steeper. Much farther north near Lake
Tahoe, the east crest is down to 10,000 fe (3,300 meters) and
the mountain range is much wider, a lower, wider wedge.

At the far south, the mountains end as they turn west
near the Gardock faule line at Tehachapi. There is a jog, and
a gap, mid-range, in the alignment near the volcanoes at
Mammoth Mountain, and a bifurcation of the main ridges
near Markleeville and Lake Tahoe. But a major change occurs
at Reno-Sparks, Nevada, There is a gap in the mountains
at Highway 80, The main ridgeline jumps 22 miles west to
Donner Summit, and the Sierras diminish in altitude as they
merge imo the south end of the volcanic Cascade Range, ar Mt
Lassen.

So if you told me that there was a wave Right accident in
the Sierras, but you didn 't tell me where
it occurred, | would predict Tehachapi
in the south, where the ridge rums;
Mammoth Mountain, at the jog and gap:
and at Reno/Sparks, essentially where the
escarpment ends, or at least, bifurcates.
Civen only one choice, I'd say Reno.

Remember, the world's altitude record in
gliders, was set behind the south end of the
Sierra Nevadas ar near 50,000 fr (18,000
meters). For those of you who fly on the
Appalachian Ridges in the castern US.,
you know that most of the problems and
acodents happen at the water gaps, where
the crassings are much tougher 1o do than
just flying along the unbroken ridge lines.

The Pilot - Another reason | have
sympathy for the circumstances of this
acadent is that the pilot and | similarly

Highly Experienced
Staff

www.soarsandance.com

started in soaring as teenagers, and have had a lifelong exposure
to this sport. Unlike my misspent flying carcer, however, this
pilot became a flying professional, and currently works for one
of the major overnight package carriers. He is in his mid-50s,
and had become more interested in glider record attempes.

The flight that resulted in the accident, actually was wdl
planned in advance. The motorglider was equipped for this type
of wave flight, and a flight plan was filed with the FAA two days
before he took off. For example, the ASH-26 E was equipped
with a higher volume oxygen system, an altitude encoding
transponder, and a turn and bank gyroscopic system. The date
and time of the flight were carefully planned with soaring
metcorologists, and with other similarly inclined pilots. One
of them was flying nearby Reno, just below flight levels ar the
time of the accident, and was experiencing many of the ame
conditions as the accident aircraft.

The Flight - Prior to the Accident

From the National Transportation Safety Board accident
investigation:

The personal Hight was performed under the provisions of 14
CFR Part 91, and an instrument fight rules fight plan was in
effect. The fight originated from Inyokern, California, about
645 a.m.

Preliminary information from the FAA indicates that the
pilot did not report experiencing any difficulties during the
flight. The pilot had been cleared to fly in an airspace block
berween Flight Level 180 and 280 (18,000 ft and 28,000 f or
6,000 and 9,000 meters). Controllers (ar the Oakland Center)
opined that the pilot’s communications sounded normal during
conversations within minutes of their losing radio and radar
contact.

So if the flight rook off from Inyokern (at the southern end of

Spectacular
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nfo@soarsundance.com

(505) 832 2222

email us at




the Sierras) at 6:45 am. and the ASH was in Reno at %:32 am.
The flight lasted over 2 3/4 hours covering about 300 mile
I'm not surc if there was a remote sart point, but if there was,
it couldn't have been far. My information is that the first part
control of the Los Angles Center, and then handed off o the

There are certain aspects of this Sight that, at frst, don't come
to mind. First is the red line, or VINE, of the glider, which is
146 knots below 10,000 fi. Above 10,000 f it is more complex,
]?ﬂh:l:ﬂ:stru:ml:mdut]lﬁ mdl:hui[thmn:rmzrm
:hlﬂkcmmcﬁmtmhncucﬁpm%mﬂmmpurmﬁ
Because he was fying north from the outside, into the core
of a strong jet stream which was centered between Bridgeport
(south) and Susnville (north). Reno fit slightly on the north
end of the core area. How fast are we talking about® 130 to 180
knots, winds aloft ac 30,000 ft in that core area.

Hight, at those altitudes. This was 2 motorglider with an
electric instruments. There wore frequent communications on
the radio with the air traffic control centers. Then there was the
Mode C tramsponder. At those altitudes, the transponder was
and down California’s Ceniral Valley, and from far to the st
into the Nevada desere.

5o, because this weather system was rdatively dry, meaning
that there were fower clouds than might be imagined from
such a strong weather system, the pilot dected to kave the
electric turn and bank instrument “turned off.” Actually there
is 2 rdatively small daw from the tum and bank, but at the
extremddy oold temporatures at thes altimdes the batterics were
operating far bddow thdr optimum outputs.

My own experiences at those altimdes along the Sicma MNevada
{and may not have been necded in this dryer air mass.)

Ch:h:rﬂuudlcuﬂdnmntimcfth:ghkr’sm:n
canopy, and batteries, there is not much else to report about the
first 260 miles.
shape of the mountain range, this brought the ASH-26E to the
changr in shape of the rdge line south of Lake Tahoe, where it

M. Rosc is 16 miles southwest of the Reno Airport (6415 ),
and at 10,776 b is a powerful standing wave producer, especially
many years ago, have pone o over 42,000 f. in this locton
hhyh]ﬁmibmﬂ:.:nd:htga:h:ﬂﬂingﬁdg:ﬁ]t.d::
crest of the Sierras jumps sharply westward at Interstate 80 to
ridges of which Pea Vine Mountain is the @llest ar 8266 f just
10 miles northwest of Reno International

It was behind Mt R:E,:nd]lﬁtwmcf]h:lmﬂﬂﬂ:l:pkt
was able to regain the wave, going to Sight levels in the low
20,000s. Here is the NTSB report again: FAA air route mrafhe
conirol conter recorded radar data for dhe last 8 minutes 13
scconds of recorded fight indicates that at 0932:17 the glide
m:amcmﬂmkﬂmm&ﬂmﬁﬁﬂ
the glider’s altitude had decreased to 18,800 fi, and at 0939:06,
it had increased to 20,800 R

The last mode C radar hit ocommed at 93930, At this time
the glider was located about 0.8 nautical miles north-northeast
(030 degrees, magnetic) of Sparks. One minute later, the glider
was about 2.2 nm and 032 degrees from Sparks.

‘The main wieckage was found about 2.6 nm north-northeast
of Sparks. The wings and the horizontzl smabilizers were pot with
personnel, various other com ponents from
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target rapidly descend on their D-BRITE

a parachute. The controllers tdephoned
911 and advised lol authorities of the
siiua Hon.

The pilot, with his deployed parachute,
was located about l.ﬁnmurlm,?&cglm
from the main

The Reno Airport, devation 4,415 k.
mean =3 level, is located abour 4,8 nm
south of the acddent site. At 0956, Reno
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ar the airpore: wind from 190 degrees ar 29 knots with guse
to 38 knots; 10 miles visibility; few clouds ar 10,000 feet, and
25,000 feer.

An acquaintance of the pilot reported to the National
“Transportation Safety Board investigaror thar, ar the time of the
acadent, he was soaring scveral miles from the accident site.
The acquaintance stated thart his friend was engaged in a cross-
country wave soaring activity. Lenricular douds were present in
thearea

My informarion had rhe pilor noricing thar the canopy was
douding up ar the beginning of this sequence. He tried to wipe
the inside, bur the condensarion was on the outside in the form
of a lenticular doud. Ar that time, realizing thar there could be
a problem, he reached down and rurned on the turn and bank.
This would allow him to safdly mancuver in cloud. However,
even at the best of circumstances it takes cight to nine minutes
for the gyros to spool up. Shortly thereafter, the glider was fully
engulfed in cloud, and the pilot lost control of the aircraft. The
wing, roots made a3 dean swath through the fiberglass as boch
wings came off. Wharever stresses the wings departing made to
the fusclage structure that produced forces thar exploded the
ultra cold canopy. We know this because the fusclage was found
with the canopy frame still locked in place.

Still very high, the pilot egressed through the space previously
occupied by the canopy. Shortly thereafter, the horizontal
stabilizer reached its VNE, and departed the rail. 1 can'’t explain
this, but the pilot’s shoes were found, sill in the cockpit.

The next sightings came from the air traffic controllers, when
they called 911. Nearing 500 ft AGL, still over houses at the
edge of Sparks, the pilot reportedly shouted to people on the
ground to help carch him. His first touch down, drifting fast
downwind to the cast, was on an embankment sloping up from
the subdivision that he had just passed over. This area has low

flar rocks, sagebrush, and soft sandy soil

mountains on the west side of Reno were 50 ks with gusts ro
70.
Analysis

Qops' | hir word count, and 1 just ran out of room. Next
month we will consider the ramifications of many of the facrors
involved around the time of the ASH-26Es breaking up. We
will then try to return to the overall lessons learned from this
whole incident. There is just so much to consider, and hopefully,
to lcamn from here.

Until then, | want to go back o the theme that | began this
picce with, how pleased | am to be reporting thar the pilot in
this accident lived, and has recovered mostly from his injuries.
He is one of us. | have worked hard to ger the details as dose
as | can to the truth. There is no maliciousness in trying to
report whar happened, since, as you will see next month, there
arc so many things to be leamed from this incident. 1 also have
experienced almost all of the things thar happened 1o this pilor,
in close proximiry (forrunately without the crash), so | am not
taking this lighdy.

ing, Wym St

DISCLAIMER
“Neither, the Soaring Society, the Soaring Safery Founda-
tion, nor SOARING Magazine assumes any responsibility for
the opinions expressed or statements made in Safety Corner,
which are and remain the sole responsibility of the contribue-
ing author.”

READY TO HIT THE AIR WAVES?
We're all suffering from a bit of “Cabin Fever,” but some great
soaring contests are in the works right now! Check the calen-
dar listing on Page 40 for contests close to your area!

berween the rocks As the pilot landed,
he immediately hit on his butt, which

injured a number of his vertebrae, but fep—————

not his spinal cord. Falling down he
suffered concussions on the front of his
head and the side of his head.

The police arrived first, followed by
a helicopter, which took him to the
Washoe Medical Center nearby. My
current understanding is thar the pilot

asan Grreat!

ASW 28- 18T @m.!loah!

—— r -2 -
l[’ ASM26E
————— s

. . ;\sthOt!V

has mostly recovered and is back ar work.
My brother, who is the foreman of
our Reno crew, called me on the phone
within 10 minutes of the accident. He
happened to be in Sparks that morning,
and said that they had broken in on radio
programs and announced the breakup
of the aircraft over town, suggesting, that
residents stay inside to avoid being hit by
debris. His statement was that the wind
was howling, somewhere in excess of 35
knots where he was. Others reported
later that winds close to the base of the

398 Miams St Wayneswille, OM, 45068 P 513-897-5667, F 513-897-5909 NOW www sastermsailplane.com
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SAFETY CORNER

PARACHUTE SAVE FROM FLIGHT LEVELS (Part 2)

Last moath, in this space, we described the November 2005
accdent involving a Schlcicher ASH-26E which occurred over
Reno/Sparks, Nevada, during a high alrirude wave flighe. If
you will remember (or better yer, re-read thar column), the
motorglider left Inyokern, California, ar 6:45 thar morning,
and some 2:45 minures larer and 300 miles further north was
positioned ar fHight levd 20 (20,000 f:./6,400 m.) over Reno.
Maost of thar Righe had occurred ar Righr levels in the mid-20s.
Since the glider was now in the core of a strong jet seream, with
the VNE of rhe ghider and the wind speed approaching cach
other at thar altitude, the sailplane either drifred backward into
a lenticular doud, or onc formed all around the aircrafr. Ar
first, the pllot arrempred o spool up the glider’s turn and bank
insrument, bur losing all visibility, lost control of the sircraft
before the artificial horizon became operable. He parachured
away from rthe fusdage, sl ar flighr levels, afrer the wings came
off and the canopy exploded. The Reno tower air traffic conerol
staff poticed the rapidly descending aircraft on radar, and saw
the parachure coming down on the castern outskires of Sparks.
We left off last month wich the pilor being taken o Washoe
Medical Center by helicoprer.

Analysis

So, trying 1o repear little of whar we described last month, |
thought we would work backwards ro some conclusions at the
end of this column. My emphasis will be, unlike the Narional
‘Transportarion Board or the FAA, on the gliding or survival
aspects of the flight.

The Parachute Descent

My first question concerned the use of a lanyard on the
ripcord of the parachure, artached to the cockpic wall. I'm not
sure here, bur my inital indicarion was thar the pilor manually
pulled the ripcord soon afrer he lefr the aircrafr through the now
missing, canopy, ar somewhere near 18,000 fr. Let's stop here and
digress for 2 moment. If you consider your average sky diver, he/
she uses a “Hershey Bar™ shaped parachure thar has a ghde ratio
of around 3 or 4 1o 1. He jumps our of a perfectly good aircraft
and spends much of the time in free fall doing all of che silly
stuff we see on relevision all the time (just joking here, guys).
Only near the ground do they pull the ripcord and steer to a
sclecred landing spor. They wouldn't be caught DEAD doing
this on a day with 35 to 70 knot winds on the ground! If you
did a rime/altirude graph, it would be a steep sloping line 1o the
point thar the parachute opened, followed by a much shallower
linc ro rouchdown. Our backpack survival parachures, by
contrast, generally have a 24 fr round canopy, which is steerable,
bur 5 much less mancuverable, wich prerry much a zero 1 LJD.
Bail our ar 18,000 fr in a 100 knor (or more) wind, pulling the
rip cord immediarely, and the graph of your majpecory is going
to carry you a long way downwind.

Ceerting back ro our accident, my guess is thar the wings came
off of the ASH somewhere dose o the University of Nevada,
Reno, just north of the high nise casinos downrown. The pilort’s

first choice was to either freefall to 3 much warmer altimude
before pulling the ripcord, or doing what he did, by pulling it
almost immediardly.

My poine is thar this decision radically changed his poine
of impacr on landing, | think for the betrer. Sparks is an older
desert communiry, some warchouses, businesses, mostly
residenrial, with some strip malls, and a few carchment basins
and parks thrown in. This is an almost fully developed urban
sctting, mastly of one to two story buildings, streets, power lines,
low wrees, you ger the idea. The 20-story Nugger Casino would
have been just to the south.

Going back ro our model of the vecror componenes, the
parachute/pilot were descending ar 16.3 ft per second, but
covering the ground (ar landing) horizonrally ar 30 ro 40 milkes
per hour. Consider the full heighe of the pilor and parachure,
lirerally against the buildings, power lines, trees, fences,
auromobiles, crc, which sideways, become very hard objects
indeed. Those of you who would like ro simulate this parachure
landing, you could have your wife or girlfriend drive your sedan
along ar 35 mph, climb up through the sunroof, stand fully
erect, and jump off. (I didn't think so.) Those are prerry much
the forces involved.

| was ralking o Allen Silver (Silver Parachure (510) 785-7070,
if you have parachute related questions) who is my parachute
packer/dealer, ar the recent Dallas, Texas SSA Convention, |
brought up this accident and his concerns were thar the piloe
mighr have succumbed ro the remprarion ro sit in the leg straps,
which is much more comfortable on the ride down, rather than
having them pull hard on the crorch. On landing, your legs are
your shock absorbers, and they need 1o be fully funcrional.

1 asked abour rhe direcrion of the person’s body on landing,
facing into the wind, or downwind. It wam't clear in our
accident which way the pilor was facing on rouchdown. Whar
we do know is thar he immediatcly hit hard on his buer, which
caused the spinal injuries, and wenr down hitting his forchead
along, with the side of his head.

It was very forrunate thar the pilot had crossed the warchouses,
and the new housing thar is going in on thar far castern fringe
of Sparks. The hills and mountains rise out of the valley foor,
enough thar it makes building much more difficulr on the
rising ground. This may have been another big plus, because
something (the slope, the brush, or the rocks) stopped the pilor
from being dragged by the parachure along the ground, afer the
first rouchdown.

Allen said thar if this were him, he would have had a hook
knife readily available, and only afrer he was on the ground
would he cur away the webbing of the risers, only after he knew
that he wasn't going to curt himself up with the knife, on impact.
“This would have collapsed the chure canopy and kepe him
from being dragged. Allen also said thar the raising slope may
have been 1o our pilor’s benefit. If he didn't have a hook knife,
something snagged the canopy ro have kept the pilot from being

June 2006 + SOARING Magasing an

31



dragged. It s impossible to get out of the harness very quickly. have this right, but | think the other pilot ook off from Minden
On flacrer ground with a high wind, the tendency is for the (30 miles sourh of Reno) and was flying VFR also on a record
person to touch at first, with the canopy never really touching arcempt, in the same wave system. However, he was staying x
the ground, and becoming airborne again, sideways, for another  lower altitudes, which means that he was staying below 18,000
hundred yards before hitting hard, again and again, perhaps fr and facing lower wind speeds. His flight took him to a rum

facally.
Other Flights

point toward Susanville, California, maybe 70 miles NNW of
Reno. He was rerurning toward Reno when the first ASH lost

“The NTSB report mentioned a friend flying a similar glider its wings, and was unaware that the accdent had occurred. He
in the same area at the time of the accident. | am notsurethar I continued ar high speed southeass 1o near Coleville where he

www.jaxida.coni
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Protects your aircraft

- against sun, rain, and snow
2 ply fabric with UV-coating
Self-polishing action in the wind

- Easy for one person to fit f remove

_ encountered problems with cloud and staying with
the wave system. The winds were very strong, and

\OA Co he abandoned the flight, returning o Minden. It
07 50,

¥y e was at that time that he learned of whar happened
-wg‘L-_\_- . in Reno carlicr.
- y | mentioned that | had had a similar experience
'w as the acadent glider in the same general vaciniry.
This was more thar 30 years ago, and it was where |
crossed the Reno Air Races at Reno/Stead Airport in
carly September. Also in strong wave.

My flight started at Minden, with some time
spent banging around in rotor. 1 got into the
primary wave near Spooner Summit ar Carson Ciry
and went rapidly north 10 Reno, at maybe 17,800
ft. Looking down, | could sce the tiny cars and
planes as | passed far overhead. This is the same gap
mn the mountains that our accident fight pilor faced,
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of altitude, until | turned around to ger back to near
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the 10,776 fr Mr. Rose, southwest of Reno. [ picked up the wave
again and was almost immediarely back ro the 17,000 frievel.

Mowving south ar 80 knots indicared ar Washoe Lake, a
lenocular doud formed, and enveloped me in maybe three
sconds. | had been in clear air, and rthere were no lennies
ncarby. Boom! | couldn't see anything. | am a glider piloe, and
my first instincr was ro stay in the lift. Reality ser in and char
mstinct only lasted about 2 nano-second. Let’s do the math
rogether. Turning right, upwind, staying in the lift zone of the
wave, my 80 knots of indicared airspeed would have gotten me
prerry much nowhere into an 80 ro 100 knot headwind. Tuming
left, downwind, my 80 knots airspeed (which is acrually more ar
thar altirude) plus another, say 90 knots tail wind, gave me a 170
knot ride out of the back of the lenricular. This rook abour 30
scconds or less, and the ride down in the downwash of the wave
was specracular. [ probably lost 5,000 fr in a minure or two, bur
hey, it was clear air?

This is one of those long ago incidents, thar you remember,
but don't dwell on. Unril you do an acaident reporr like this one
and realize the acrual danger you were in back then. And then
you (me) swallow hard!

The Battery

I sad in last mondh's column thart [ thoughe thar dhe piloc
of the ASH was really well prepared for this Highe wirh the
cquipment thar he was using, There was a rurn and bank in the
glider. My old Libelle had one, bur how many of you have them?
And could you use ir, even if you did have one? The ASH pilor
didn’t turn his on, because he was worried about the batrery
drain. Thar means thar his barrery was oo small, no marrer whar
its capacity actually was
The Weather Analysis

In the last column, | mentioned thar the pilor had filed a Highe
plan two days in advance of this Highr. This meant thar he had
very good prior informarnion abour the size, shape, and moisture
content of the storm thatr was approaching. It was relatively dry,
lined up in the right direcrion o provide a strong wave, and
timed to allow an carly start. (How many of you have started
soaring fighr ar 6:45 a.m?)

Bur what s wrong with this picture? He was going ar high
altirede into the core of the jer ssream. Even this wasn't lost
on him, he had an alticude/airspeed conversion chare. Thar
high altirude Aighe, in the 20s Aighr levels, allowed him ro ger
the high achieved speeds thar he was able o produce ar the
beginning of the day in the first 300 miles. Bur like the U-2
pilors who are ar the very rop of their flighe ceilings (VNE and
stall speed cross each other in the 70 o 90,000 fr level) thus
meant that there had ro be a very precise balance of airspeed
and wind speed. The ocher pilor’s Highr ar lower altitudes was in
st thar much lower wind speed thar the risks were diminished,
while the rewards (high achieved ground speed) were harder ro
accomplish.

Summary of Causcs

The flight planning with the weather forecasts was probably
flawed if the ASH- 26E pilot needed to stay at those very high
alticudes throughout the flight, especially going into the area
of the core of the jet stream. The decision to leave the tum
and bank off throughout the Hight, in retraspect, was also

Hawed (even though this was a dry system with fewer than
normal lenniculars). No martrer the size of the barrery, it was oo
small. Fiddling with the tum and bank ar the ame of the loss
of visibilicy may have distracred the pilor from taking cvasive
action. I don't think thar he had a hook knife for the parachure,
bur anyone doing this kind of Hight needs one.
Conclusion
This column is not to be construed as criticism of anyone,
especially the pilor in this acadent. | have wmied 1o ger this as
close ro the acrual trurh as possible. Bur the real reason for
going through rhis exercise & o ger everyone rhinking abour
the various risks and facrors of rthis kind of Right (especially me,
thinking back!) Anyway, [ am espedally pleased thar this piloe
lived and was able 1o recover from whar truly was an academ
-George Thelen SS1-
DISCLAIMER

“Ncither, the Soaring Society, the Searing Safery Founda-

non, nor SUARING Magazine assumes any responsibility for

the opinions expressed or statements made n Safery Comner,

which are and remain the sole responsibility of the contribu-

ing aurhor.”

If you have not planned your soaring vacarion for 2006, time is
slipping away! Check our the list of contests and events on the
Soaring Calendar section, Page 40. E-mail your club’s calendar

listing ro magazineg@ssa.org for timely publication.
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CHUTE SMARTS

by Allen Sliver and Darrin Sliver

Why do you wear 2 parachute? The regulations require
parachutes for acrobartic flight only under some circumstances,
yet pilots routinely strap one on before an acro flighe.

As a vital picce of safery gear, the parachure has saved some
lives. Unforrunately, many pilots don’t think much abour
actually using it. All you have to do is practice your emergency
egress procedures before and after cach fighe

It's a simple concept yet very few pilots do this. Afeer all,
accidents only happen 1o someone else, right? However, with a
little pracrice you can improve your egress time by more than 50
percent,

Owver the past few years |'ve run clinics at conventions, fying
group mectings, and FBOs teaching pilots and instructors how
to cgress their aircraft in case of an emergency. Soon after |
started doing this it became apparent that by reaching pilots o
pracrice these procedures before and after cach flight, the time
needed to egress an aircraft was drastically reduced.

The reason is simple. If you have no game plan, the thought
process during an emergency is a four-step, panic-hlled process
that goes something like this

Step 1: Recopnize the Problem. This is also known
indelicately as the “Oh sh**!" step. When a major problem
occurs, your brain will take a few seconds 1o realize that your
left wing has left the airplane

Step 2: What Do 1 Do? This is where you decide you need 1o
bail out. Once that decision is made, you need to prioritize the
method of bailing. Do you jettison the canopy/door or unfasten
your scatbelr firse?

Step 3: How Do | Do It? At this point you have to
understand how to put the procedure into action. You need to
fird the canopy release lever. Then, do you know whether to
push it or pull ir?

Step 4: Actually Doing Whatever You Figured Out in Steps 2

|
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and 3. Lat’s hope you have enough altitude left 1o do ir.

Any hesitation in these steps starts to add up. The time it
takes you to go from one step 1o another will seem like an
cternity if you happen 1o be plunging toward the ground or
trapped in an inverted flar spin. And time, of course, is altinude.

By pracricing before and after each flight, steps one, two
and three can be dramarically reduced or even climinated, and
step four can be accomplished more quickly. You react quickly
because you've developed a habir of pracricing egress procedures
over and over.

Pracricing is a process, not a onc-time event. When you first
learned to fly, your instructor didn't show you how 1o make one
landing and then my, "Great, that's over with.” You had to spend
hours in the pattern to get good at it. Even now, you continue
to practice mancuvers you ve done over and over to make sure
you don't lose your edge. Preparing for an emergency is no
different.

Humans are creatures of habit, and repetition is the key to
reacting quickly and decisively. Nothing but pracrice, pracrice,
and more practice will achicve this goal. The resules will save
you precious time and altitude which, in a real emergency, could
mean the difference between making it home to view another
S|unset or not
Plan on the Ground

Seart your planning by looking at the aircraft and establishing
a plan of egress. There are certain actions you must take in any
aircraft, and you must do them in the correct order. | have a
catchy phrase to help you remember: "Canopy, belts, bur.”

(If you fly an open-cockpit airplane, you are excused from the
canopy part.) It is extremely important that you jettison the
canopy or door before unfastening your scatbelts.

Some airplanes carry placards that suggest loosening your
scatbelts first. Don't do this! Your belts are the only things
] holding you in the aircraft. If you're

tumbling out of control and unfasten your

belts before jettisoning the canopy, you

may be epected through it or pinned in a

position where you can't reach the release

mechanism. Neither situation is desirable.

Unless you absolutely cannot reach the
release handle with your belts on, always
jettison the canopy first, then release your
belts, and then get your butt out of the
airplanc.

If you're flying a borrowed or rented
airplane, or if you purchase an airplane
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in which you don't have much time,
take the initiative to become familiar
with the emergency procedures before
flying acrobatics. Some possible things o
consider:

Does the canopy or door jettison?
If your door or canopy has a scparate
mechanism to jettison it during an
emergency, learn how to operate it. Also,
make sure this mechanism acrually works.

If the canopy slides back, does it lock
in place? If not, it could slam forward on
your hand and hngers. A possible solution
would be placing an elbow on the track

Does your canopy swing open to the
side? If it docs, maybe a shoulder against
it will help prevent it from slamming back
shut on you during a bail out. Acrodynamics can play strange
tricks when an aircraft is plummeting out of control. Don'
assume the canopy will just rp off in the slipstream.

Also, think about how you would actually claw and crawl
your way out of the airplanc. In an emergency, you're not
worried about where you step or what you might break on
the way out. Bailing out is quite different from the way you
normally ger our of your airplane—unless you routinely dive
out headfirst onto the ramp. Ik will probably be difhcult i the
aircraft is tcumbling out of control and pulling positive g's. In
general, it's best to try to dive out head first over the side. This
minimizes the chance of hitting your head on the tail. But the
important thing is to get out any way you can and as quickly as
possible.

The Mechanics of Chates

All the practice in the world won't help f your parachute
doesn't it properly. It would be rather embarrassing to be
tumbling in frecfall afrer a successful egress and notice a
parachute just like yours foating a few feet away. Yes, you can
fall our of an improperly adjusted harness. This has happened
in the past and it's so casy to remedy. Your parachure rigger will
be able 1o help you. A properly adjusted harness will place the
three-bar adjuster slides (f your chute has them) just below your
collar bone (sce Figures | & 2).

With your parachute adjusted properly, make sure you can
casily identify the ripcord from all those other shiny picces
of metal. You or your parachute rigger should put a picce of
brightly colored tape on your ripcord
handle. This will help you quickly identify
the handle, saving precious time. You
should always try to pull the ripcord with
both hands (Figure 3), but what if one is
injured? "Think about and practice how
you would pull the ripcord if one arm
were injured. | teach the methods shown
in Figures 4 and 5.

Before every flight, take 2 moment

and visualze jertsoning your canopy,

Two-Handed Pull (the prefermed method) grasp rpcord with right hand, place left hand on
top and hook loft thumb in ripcord. Pull straight out — hard!

with both hands, and simulate pulling it. Grab it with only your
left hand and simulate pulling it. Grab it with only your nghe
hand and simulate pulling. Go through this process once again
at the end of your flight after you shut down.

Practicing before and after cach flight only takes a few seconds
and you'll be conditioning yoursclf to react appropriately in a
real emergency.

Opening your parachute is, of course, the most important
part of any successful badout. But there are still steps you can
take to increase your chance of survival and minimize injurics.
Don't go through all the effort of scrambling out of your
doomed aircraft and successfully opening your parachute only
to land downwind in 20-knot winds, or create a fireworks show
in some power lines.

Floating back to carth under an open parachute certamly
beats trying to grow feathers on the way down, but if you just
drift at the mercy of the wind, you can still be seriously injured
on landing. Steering your parachute to avoud life-threatening
obstacles and to face nto the wind for landing gives you the
best chance 1o awoid, or at least minimuze, injuncs on landing,

Steering, your parachute is casy if you have steering handles.
"They are typically a loop of gold or red webbing attached to
a steering, line that goes up 1o one of the rear vents on the
parachute canopy (See Figure 6). By pulling one of these
handles, the corresponding vent is parmally closed and the
parachute murns.

Not all parachutes have steering handles. The manufacrurer
may rely on you to remember which riser to pull down on.

unfastening your belts, and getting our of
the aircrafe. Look at the nipcord, grab it

IMWmemM%HIMﬂﬂMMMWW%h‘
the two-handed pull). Pull straaght oul from your body.
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This is the hardest way 10 pull the ripcord. I left arm is injured, grasp
rpcord with right hand and pull across your body ke you're albow-
ng someone behind you.
The riscrs are those picces of | 1/4-inch-wide webbing thar the

connector links and lines are arrached ro. Pulling down on one of
the rear risers has the same cffect of closing a rear vent, although

it s shightly harder than pulling on just onc steering linc.

Bur warch out. There can be four risers above your head, and
pulling on the wrong onc can make steering more difficuls. It
can also increase your rate of descent and, in extreme cases,
collapse your parachute. At the very least, your parachute rigger
can sew handles directly onto the rear risers o make them
easicr to identify and hang onro. Installing steering handles and
making sure you know what they look like and where they are
located will help lessen the stress during an actual emergency.

After your parachute is open, take 2 hold of the steering
handles or rear risers, and do not turn them loose unal you
have landed. To keep the handles from blowing around in
the wind, they are rypically tacked in place with thread thar is
casily broken when you pull on them. If the steering system is
properly rigged, you should only nced abour 10 pounds of force
to pull the handles and steer.

Up high, you can pull anc of the steering handles or risers
down as far as you want. You won't collapse the chute; it just
tumns faster. Remember to pull down only one handle or rear
riscr ar a time. Pull the right handle or riser to mum right and the
left to rum left. When that rum is completed, all you have 1o
do is case the pressure off the steering handle or riser and allow
it to retumn to its original or neutral position. When landing
an aircraft, you make smaller corrections as you ger closer
rouchdown. The same applics to steering your parachute.

Try to make only minor inputs when low to the ground, as
this will reduce the oscillations (swinging) and help you land
sof ter. “The only exceprion is if you recognize a life-threatening
obstacle, like power lines, at the last moment. You must miss
these cven if it means making a low turn or landing downwind.
It does you no good to face into the wind and land sofily in the
power lines.

Remember that arm thar was injured during the bailour® It
hasn't healed yer, so think about how you would steer with only
onc hand. Be creative. If you can’t make a 90-degree night rurn
because your right arm is injurcd, try making a 270-degree Icft
tumn instead. Two wrongs don't make a right, bur three lefis da
As the Ground Rushes Up

The majority of pilots wear emergency parachutes with round
38 May 2006 - SOARING Magaszine

canopics, and you must not confuse these with the recrangular,
Everyone has seen skydivers in the movies, at 2 local drop zone,
or ar an air show. Maybe you've even made a jump. You may
have noticed or were taughe thar recrangular, ram-air parachures
are flared for landing by pulling both steering handles down ar
the same rime a few feet before landing, much like flaring an
sieplanc

These “apples” are actually non-rigid airfoils. Your round
“orange” is an umbrella, not 2 wing. If you try to flare a round
parachure, you will, ar best, increase your decent rate, and ar
worsz, partially collapse the canopy. A parnially collapsed canopy
will re-inflate in abour 20 feer, bur this is not good if you are 18
feer above the ground.

Most steerable, round parachutes are designed to have abour a
5 mph forward speed. Air flowing up into the canopy is forced
out the vents in the rear—kind of like a jet engine bur withour
all the nosse. This dampens oscillations and makes the parachure
steerable.

‘The 5 mph forward speed aeared by the vents cannot be
stopped. Pretend the gas pedal is stuck ar 5 mph. With this
knowledge and the diagram m Figure 7 you can get a rough idea
of where you're drifting. If there is no wind, then youll be going
5 mph in any direcrion you are facing. If you don't like what's in
front of you, turn and head in a new direction ar 5 mph.

In the unlikely cvent that the wind is blowing ar exactly 5
mph, you'll be coming straight down i you face into the wind.
Look below you and decide if this is where you want to land.
If you see something that you would nor like ro land on (like
those ever-present power lines) and have plenty of altirude,
just turn your parachure | 80 degrees and head downwind ar 10
mph. Once you are downwind of the obstadle, turn back mto
the wind. You won't make it back o that obstacle unless the
wind dies down and you have enough altmude.

Tip: Seeer away from roads. Besides the obvious danger of
gerting hir by a car (a real bummer after just surviving a heroic
bailout), power lines usually run zlongside roads and can be
hard to sec until it’s too lare.

In our final scenario the wind is blowing ar 10 mph (or any
speed faster than the 5 mph forward speed of your parachurc).
Facing into the wind will have you drifting backwards, but
it’s better ro land going backwards ar 5 mph instead of facng
forward going 15 mph. Just remember to glance over your
shoulder on the way down to sce what obstacles you mighe be

For a parachute to be certified, it must have a decent rare of
no more than 24 feet per second. Decent rate is affected by your
weight and also the model of parachute you choose, but for the
average person, 16 feet per second is a good number to work
with. Couple thar with the 5 mph forward speed and you're
looking ar a ghdeslope of abour 45 to 60 degrees. Of course,
this will vary with the wind and other facrors, bur we're not
concerned about doing trigonometry during 2 bailour. We're
deahing with a rule of thumb char will help save your life.

If you look down (or behind you, depending on which way
you are drifting) abour 45 o 60 degrees, that will give you a
good approximarion of where your touchdown area is going to
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be. If you don't like whar's
there, tum and go somewhere
cse (if alrimde permiss). Just
remember, miss obstacles first,
and only then face into the
wind.
Landings, the Final Fronticr

Hopcfully, you won't be
bailing ourt on a regular basis,
so 1 use the KISS method
(Keep It Simple, Stupid) when
weaching landings. If you've
had any milizary training, you
might be familiar with the
“parachute landing fall” or
PLE During a bailour, you're
not rying to be a pararrooper,
sodon’t worry abour it

Landng under a modern
emergency parachute s abour
the same as jumping off of something 3 5 feer high. You
could do thar withour any special training, righ?® Landing your
parachuze is no different.

It is usually more comfortable to hang in a parachute hamess
with your legs slightly our in front of you. Just make sure to ger
them under you before you land so you don't hir your railbone.
Keep your feet together to help brace your ankles, and don't
lock your knees. Land on the balls of your feer and oy ro take
up mosz of the landing shock using your leg muscles like the
springs of shock absorbers, bending them enough o cushion
and dow your landing_

You might get pulled over by the parachure or you mighe
fall over if you're drifing across the ground, bur if you absorb
maost of the landing with your feer and legs, you are less likdy
to receive severe upper body injuries, especially o your head
Practice jumping off something 3 to 5 feer high and youll ger
the idea

Once on the ground, you must ger our of the parachure
hamess as quickly as possible to avoid being dragged across the
ground. Ger ourt of your parachute harness even if there s no
wind, just in case a gust suddenly comes up. It only takes about
5 to 6 mph o drag a light person. Being dragged over rough
terrain in strong winds can be deadly i 2 shorr distance.

Pracoce gertring out of your hamess. If your harness hasa
chest strap, ger in the habir of removing thar firse. If you're
being dragged and you unfasten the leg straps first, the hamess
could szrip off of you and the chest strap could strangle you

Some harnesses are more difficulr o ger our of than others.

If you have difficulty gerting our of yours, you might need to
collapse the parachure by reaching up and grabbing no more
than two lines thar are side-by-side and redl them in hand-over-
hand until you ger the parachure under control.

If you are injured, this may not be an oprion cither
(remember the broken arm from cardier?). You mighr consider
a hook knife or even a survival kit thar arraches directly o your
parachute harness. 1 make onc thar has a hook knife on the
outside of the kit within easy reach. Wich one hand, you can use

Figure 6.
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Figure 7.

a hook knife o quickly cur off a riser to collapse your parachure.

Once our of your hamness, spread ourt your parachure so
somcone can find you Use your signal mirror, whistde or
wharever survival equipment you have o summon help. If
you have your cell phone with you, maybe it wall work. If it
does, call for help and maybe call your favorite pizza place thar
guaraneees delivery in 30 minutes or less.

Take some time to think abour possible emergency scenarios
and pracrice your procedures. In an emergency, seconds can
mean the difference berween life and deach. If the unthinkable
happens, you'll be able ro make quick and correcr acrion. You
owe it o yourself and your loved ones o pracrice, pracrice,
e SS4-

Aboutr the author: Allen
Silver is the owner of Silver
Parachute Sales & Service,
pilors worldwide since 1972,
He is an FAA Master Rigger, a
Designated Parachure Rigger
Examiner, and has served as
chairman of the Parachure
Industry Associarion’s Rigging
Committee. Allen also has
over 40 years of skydiving
experience and has amassed more than 3,200 jumps as 2
sport and professional skydiver. He s always happy w©
discuss parachutr safety and cn be reached ar 510-785-7070
or onlinc ar www.SilverParachurcSales.com.
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SAFETY CORNER

e BY GEORGE THH EN

FOR LACK OF THE RIGHT STUFF

On a beauriful winter day carly last February, my 21-year
old nephew Scott left work carly o get a hittle exercise. He
was raised in Truckee, California and he was used 10 the high
mountain conditions there. By the time he was 15 years old, he
had dimbed El Capitan, the biggest rock in Yosemite National
Park. Later, he climbed high volcanoes in Mexico and the
Chilean Andes. To say he was in superb physical shape is an
understatement.

It was late on this particular day and the avalanche danger was
“moderate” when Scott parked his truck near the Sierra Crese ski
area and rode the chair lift up to the high divide. He intended
to dimb up a bit from there and ski down the 9,000-foot drop
on the back side of the mountain to Donner Lake — the site of
the historic Donner Party tragedy. As on other occasions when
he had done the same thing, he brought his cross-country skis,
which don't have releasable bindings.

As you may have guessed by now, Scott inadvertently triggered
an avalanche. He rode it down to just above the spot where the
transcontinental railroad - built by Chinese coolies built back in
the 1800 — poes over Donner Pass. There, the avalanche swepe
Scott into the branches of the last tree above a huge cliff. He was
hanging upside down by one ski.

Some 3,000 cars passing each hour on Highway 80 were in
plain view, only a couple of miles away and the sun was going
down.

After a while, Scott was able o work
his way free, lower himself down 1o the
snow and retrieve his boot. The big problem was that 5 of the 6
tendons that connect the lower kg 1o the knee were tom away
He crawled caterpillar-fike back up the mountain, reaching back
at every step to drag his kg roughly into normal position so he
could go on.

As darkness fell, Scou’s father called Search and Rescue To
pursue his own search, Scout's brother, an pre-Olympic downhall
skicr at the University of Nevada-Reno, raced to the mountain
with survival equipment. He climbed the mountain with 2
headlamp, followed Scott’s tracks and found the marks kft as
Scott dragged himself through the snow. He didn't find Scoer,
though.

I was about 11 M. by the time Scott had dragged himself
back to the ski lifr, passing out necar a ski patrol shed. He came
to at the sound of an approaching snow grooming machine
and flagged down the driver. A big cheer went up among the
volunteers scarching the mountain when the news was radioed
out

Days later, after repeated surgeries on Scout’s injured leg, |
asked him how many of his “nine lives™ be had used up in b 21
years

“Uh, about cleven,” he told me.

The Uncle in me won out over compassion as | asked, “Where

The Parachute Survival Kit: It only makes sense to plan for the unexpected.

December 2004
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The Essentials: A Ziploc® bag, good quality sunglasses and head
procection “George Moffat Style” 1o shield from the sun. In time, you
wall compale your own list of necessary survival gear.

was the snow beacon your mother bought you?”

“At home in the drawer,” Scotr said.

And so 1 queried, “Where was your oell phone?”

“Uh, Michelle had it,” he said.

Oh, for the lack of the right stuff?

Think about the similaritics to what we do in gliders. Fying
local... donc it before.... an opportunity presents itself. .

You're just making a local flight, when something great comes
along,. .. perhaps [pick one: a) a cdloud street: b) a lenticular
cloud; or ] a shear line moving over the airport

Too often, what thought process there is goes something like
thix “Hmmmm. .. aw, what the heck! I've done this before,
although in thix case, the car keys are in my pocket and | don't
have |pick one: a] much drinking water on board; b a map; ¢
my cell phone or my handheld: d] my landout kit; ¢} any oxygen
in the cylinder; f] a coat, walking shoes, 3 hat, long panes,
parachute or a crew[

In my view — based in part on thinking about Scout’s
experience — here's a partial list of the "Right Stuff” for glider
pilots
48

Parachute Survival Kiss

“Safety Corner” fans know about the pilot who parachused
o safety after 2 mid-air collison with another glider. In that
case, the pilot landed in trees and wiggled out of the parachute
hamess. His next problem was bang 50 ft up in the air

Orther issues can arise after 2 wave Hight bail out or i any
mstance involving high winds on the surface. The moral: you
need to think about making & safely to the ground and the
possibility of being dragped along at 25 10 30 mph, unable
w get out of the parachute harness and unable 1o collapse the
chute. This is serious business, and may cven be facal.

I use Allen Silver's survival kas hooked 1o my parachute
sraps. Available in two different versions, both indude the all-
important items a shroud line cutter, metal signal mimror, and
whistle. The kits are available from Allen Silver Parachutes, Box
6092, Hayward CA 94540 (510) 785-7070. E-mail: silver@®pia
COMM OF WWW. DIa Comy sifver.

Hats

The traditional “soaring hat™ isn't a good choice for pre-flighe
tasks like assembly - it 1t big cnough 1o really shicld the head
and face. (Think de-hydration. .. right before flying. .. bad
news!) These days, my nigging chapeau is a cheap straw hat with
a wide brim.

In the air, the traditional hat has a built-in Haw when you look
directly up, as you often do m gaggle flying, The back of the hat
hits your upper back or shirt collar, pushing the hat bam down
and cutting off your vision. I've scen John Sinclair fip the back
of his hat up “fedora” style 10 avoid thix,

Other solutions include cloth sun visors ala George Moftat
Carctully sclected narrow-brim ball caps without the button
may be a choice for those of you with more exposed scalps.
Ziploc®Bags

I'here is nothing clegamt abour cither urinating or vomiting
in a ghder, but the big problems I've had arise after the fact
A garden varicty Ziploc® bag takes two hands 1o close and u
opens if it hits the leading edge of the wing, On more than one
occasion, | have flown for hours with a plastic bag fapping on
my left wing, a big smear across the hiberglass behind . Most
of my problems are solved by using gallon sized Ziploc® Easy
Zipper plastic bags with the plastic pull-tabs.

Sunglasscs

My favorites are Serengeti “Drivers” for their superior optics,
protection and comfortable frames. Here are the things o
consider when choosing what's nghr for you: Is the glass area big
enough to give you enough protection from ULV hight? Arc the
frames small enough on the sides not to block your peripheral
vision? Are your frames black to cut down reflection? Are the
frames spring loaded to stay on your face with a nasal cannula
looped over your cars too?

Experience and some thought will guide your “right stuff™
list. Let my nephew (now fully recovered) be an example of how
o be unprepared. I'm not out 10 sell anything here, but ket me
know this winter what you carry m your cockpit, and why. In a
future column, | would like 10 share your ideas of what you feel
are essentials.

—George Thelen
-~

Soaring Magazine



uring a trip to Flonda, |
accepted an invitation 1o visit
the Orlando factory of Strong
Enterprises, onc of the leading
parachute manufacturers in the US. Ted
Strong founded his company m 1960 and
since then has produced nearly 40,000
emerpency parachutes, not a foew of which
have been sold 1o glider pilots
I met with Ted Strong and Bob Gilmour
(Operations Manager) for a tour of their
facrory and a discussion of parachutes and
their use in gliders. Here are some observa-
tions that emerged from this interesting
alternoon

Why wear a parachute?

For soaring pilots, the basic answer to
this question is “midair collisons ™ Cliders
rourincly fly close 1o cach other; incvitably,
close sometimes becomes o dose. All
around the world, parachutes are required
for pilots m glider competition, so all ghd-
ers built for competition will have a cock-
pit thar accommodates one. Since most
single-place gliders were at onc time con-
sidered competition-capable, room for a
parachute & pretty much standard. (Some
ghiders built principally for training may
not be set up for parachutes, though they
can usually be adapred.)

Another reason is the possibility of in-
flight structural failure. Ghiders are
strong, but alvo slippery — they can build
up speed rapidly in a dive, and at high
speed, Autter and even normal control
deflection can cause failure. There is ot
least one case of rwo pilots successfully
bailing out of a glider thar was badly
damaged by a lightning strike.

I'he need for parachutes i not merely
theoretical, nor even especally rare. | have
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met four pdots that have made successiul
parachute jumps from disabled aircraft,
and | know of a number of others. I'm a
member of the Caterpillar Club, having
bailed our of a disabled 1.5-4
in 1988, —
A visit
Modern
Parachutes
The typical
modern pars-
chute is made
of coated rip-
stop nylon fabric, o)
sclected for lobn Good
strengrh, durabil-
ity, low wagpht
and low porosi-
ty. It is packed
in a heavy and
durable nylon
contamer and
atrached 1o the
pilot with a
strong hamess of
nylon webbing,
It’s held dosed by

onc or more nylon

fo a pa 7‘11(‘/)"1(’

sailplane pilots.

loops with 2 metal pin
through cach. These pins are
atrached to a ripcord made of
stainless sted cable. Pulling 2 metal
handle at the end of this cable withdraws
the pins and allows a spring-loaded pilot
parachute to leap out into the airstream.
When this inflates, it strerches out the
main canopy, which itsclf then quickly
inflates. Normal deployment happens in
perhaps 200 - 300" of descent, and slows
the pilot from a descent rate of up 1o
10,000 fpm (rypical terminal velocity in
frectall) to around 1000 fpm

Parachutes are reasonably expensive
around $1000-$1200 new. This reflecrs
moderarcly expensive materials, bur also
the amoumt of skilled labor (mostly sewing)
needed 10 assemble one. Properly cared for
(see below) they have a very long life.

manufacturer yields

some useful advice for

4
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I'hey are exceadingly rdiable in service
They do not require grear skill of the nig-
ger who packs them, they presume no skill
of the user beyond the ability 1o pull the
ripcord, and they deploy properly in an
cxtremely high percentage of cases.

Selecting a Parachute
The basic principke is that 2 parachuse

1o open a pavachute, the piles
pulls on a ripcord handle like this
(shoum bere outside of its pockes)

should it the paot, the aircraft and the
type of flyng that the two of them do
Parachutes are rated by the waghe of the
suspended load they can safely carry (mod
ern ones have a sewn-on tag that gives this
informanion), and you should take care tha
yours will safely carry a pilot of your
weight (or the weight of anyone who'll use
it). Parachuses also have speed ratings — the

maximum sirspeed at which a safe opening

Saaring Magezine

40



~

S L

is asured: this rating should be high
enough 10 cover the normal (and abnor-
mal) speeds of which the aircraft is capable.
The parachute should certainly fir the
aircraft well, and contribute to 2 relaxed

(Strong
sells 14 versions of its ParaCushion model)
to ensurc that almost any pilot can be
happy in ncarly any aircraft. It's sometimes
sad that a skilful rigger can pack any para-
chute so it's comfortable, but this may be
an cxaggeration — nggers are supposed 1o
pack according to the manufacturer’s
nstructions, and have only limited free-
dom to improvise. It is true that a lumpy
repack can make a parachute uncomfor-
able for the pilot.

In a sense, the comfort of a parachute is
secondary to its ability to perform in an
emergency. Bur a truly uncomfortable
parachute may get left on the ground, and
will thus be of no value ar all.

Maintenance
“Rigger” is the term that applics to the

by anyonc in an aircraft must have been
inspected and repacked within the previ-
ous 120 days. You need 10 find a qualibed
rigger to do this

In most areas, you can take a fellow
pilot’s recommendation — glider pilots
will know the local nggers who work with
emergency parachutes. You should estab-
lish thar the rigger you plan ro use is
bcensed and familiar with your rype of
parachute (some riggers may specialize —
say, in skydivers’ rigs). You should save the
owner's manual which includes the repack
mstructions, and have it ready for usc by
your ngger. A competent rigger will always
refer 1o the manufacturer’s repack instruc-
ions, and will check 1o see if any
Asworthiness Directives apply.

i you are having trouble locating a nig-
ger, your parachute manufacturer will
almost certainly know of the qualibed rig-
gers in your arca. Another option s 10
send the parachiste back 10 the manufac-
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turer. This involves some shipping cost
and dclay, but is a sure-fire way 1o get an
expert repack. In addition, the manufac-
turer will be very aware of modifications
that may apply, ::Klwipmbablybcn

It's a good plan to send a rig back to the
manufacturer every 3 years or so for this
sort of inspection.

Every emergency parachute has a
“repack card” on which repacks and main-
tenance are recorded: it's analogous 1o an
amrcraft’s logbook. If the repack card is
missing, there is no way 1o 1ell the history
of 2 ng or what modifications have been
accomplished. Such a rig would be a good
candidare for a repack by the manufacror-
er. (if you are considering buying a used
rig without a repack card, it would be 2
good plan 1o make the purchase condi-
tional on a factory inspection and repack )

Pilots have some misconceptions about
riggers and repacking. Parachutes are
extremely reliable. It does not take enor-
mous skill to pack a parachute properly —
you do not need a ngger with 15 years
expenience in order to have confidence thar
your parachute will work. (Over the years,
Bob Gilmour has inspecred and packed
abour 5000 parachutes; of these, only 2
couple looked as i there might be some
question whether they'd open reliably)

Ir's worth pointing out that whar a ngger
docs cvery 120 daysis called “1 & R™ —
Inspect and Repack. Of these, the inspec-
tion s the more important (though it can't
be done without ako repacking). A para-
chute that wasn't repacked for a very long
time would not be kegal to fly with, yet if
you could be certain it had been well
stored, you could depend on it 10 work reli-

ably, even after a period measured in years.

Ted Stromg holds a typscal spring-loaded pelot
parachute. When the ripcord is pulled, the
palot chute springs out, inflates, and pulls the
main pavachuse out of the comtainer.
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Wear and Damage

The main threats 1o a parachute rig are
ultravioler light (UV) and contamination.
UV is surprisingly effective at degrading
the strengsh of synthetic fabrics — one test
showed that 24 hours of exposure to direcr
sunlight can reduce the strength of certam
thin synthetic fabrics by over 40%.

Of course, in normal service an emer-
gency parachute sees very lintle light of any
kind — & spends nearly all its life packed
inside a reasonably light-tight container.
But the same can't be said of the hamess
and risers — pilots are not always careful
about keeping their parachute nigs out of
direct sunlight, and these often show some
fading, which is one typical effect of UV.
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An emergency parachute is repacked by stretching it out on & long table and carcfully inspecting and foldimg each section

I'he carcful pilot will use 3 canopy cover
to ensure that his parachute continer and
hamess see 3 minimum of UV exposure.

Contamination can take many forms,
but the most common are water and dir.
A parachute that gets truly wet (perhaps
from 2 water bottle that spilled or 2 pee-
bag disaster) will probably need to be
opened and thoroughly dried (indoors —
never in direct sunlight). If left wet for a
long time, damage is possible.

Dirt can be insidious, since the thick
nylon of which harnesses are usually
made can hold a lot before it's
apparent to the eye. One
effect is that normally
supple fabric becomes
stiff. You should ask
your nigger to check
for this and to con-
sider washing a
hamess or container
thar appears to be
dirty.

The best long-term
storage for a parachute
& not in the cockpit of a
ghder, but someplace like 2
clothes dloset at home (the

proverbial “cool, dry place”)

1 s close-wp voew

Bailout Advice

Lots of ghder pilots wear a parachute
cach nme they Hy. Surpnsingly few of
them have thought carcfully abour what
they should do in case they needed to use
it. Here are some points:

Pilots have an understandable rductance
to leave their aircraft, even when it sn't
“perfectly good.” Yet in some sinuations
you'll be seriously compromising your
safety if you have to spend time convine-
ing yourself of the wisdom of bailing out.
You can deal with this in part by some on-
the-ground preparation. Tell your-
self that your parachute is 2
reliable piece of gear that
can be counted on 1o
funcrion as designed.
(if you truly fecl
otherwase, it makes
hirtle sense 1o put
yourself 1o the
¥ expense and trouble
of wearing onc).
Admit that i 2 prob-
lem arises, tme may
be short and decisive-
ness may be important.
You should know (and
occasionally practice) the emer-

You'll sometimes hear that para- shows how a pin  gency exit procedure for your
chutes should be opened and swaged to the stainless  ghider. There may be some spe-
“aired” for best results, but mod steel ripcord cable  cial canopy-jettison knobs 1o
em fabnics have made thix engages a small mylow  pull, and the sequence may be
adwice prerry much obsolete. loop 10 hold the pars-  1mportant — in the air when

chute container closed.  seconds may matter is no time
24

to be puzzling out the nght procedure
You'll need 1o release your beles, but not
the parachute harness staps. This s obwi-
ous, butr many pilots are in the habt of
undoing both when they exit from a glider
after landing. Practice getting out of your
cockpit with your parachute on.

A common question pilots have is how
to avoid being hit by the glider's il once
they have bailed out. At airspeeds less than
250 knoss or so, this should not be a con-
cem: as you leave the glider you are going
the same direction and speed it is, so you'll
tend to Gall away deanly. If your glder s
out of control to the point that a bailout
looks challenging, consider extending the
spotilers, lowenng the pear and using posi
tive flap seetings — in general, extra drag is
your fniend here.

You should not be concerned with your
position as you pull the ripcord. Sport
parachutists learn an arched, belly-to-carth
freefall position, but this is 2 refinement
that is unimportant in an emergency
bailout. You should look art the fpcord,
pull it with both hands, and keep pulling
until its free end appears.

How high is high enough? If you are
actually pulling the ripcord while 1000° or
more above the ground, your chances are
excellent. Below 500°, they are deteriorat-
ing rapidly. To this must be added the alti.
tude you lose while getting out of the ghid-
er (pracnice in exiting can reduce this)

Most emergency parachutes are steerable,
by pulling on cerain shroud lines (they will

Soaring Magazine
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Square Parachutes?

question that occasionally comes up

is whether a “square™ (ram-air)
emerpency parachute is suitable for 2
mancuverable than round s, and
can usually be somewhat smaller for the
hands, they can give a gentler landing.
But they are not a good choice for
anyonc who is unfamiliar with ther use
{(fewer than 20 jumps on a ram-air
canopy), who expeas to lend his para-
chute to another pilot, or who might be
mcapacitated during an emergency. In
short, they aren’t of much interest to
ghder pilots — it's best 1o leave them to
sport parachutists.

Static Lines?

A static line & a linc attached both 1o
a parachute and to an aircraft from
which the wearer might jump. If he did,
the act of falling would cause the static
linc 10 open the parachute, withour the

need 10 pull 2 ripcord. Some gliders pro-

wide a strong ring (usually near the
pilot’s left shoulder) intended 1o be the

artachment pomt for a staric line — typ-

ically, a lanyard of nylon webbing ako
clipped to the ripcord.

But this arrangement does not find
favor with parachute manufacturen.
Seatic lines are widely used on sport
parachute rigs for student training, but
they are never artached to a ripcord han-

dlc — they pull more dircctly on pins
specaally

to withstand a pull of 300 pounds — a
force that can casily be exceeded by a
body falling to the extent of a static line
if the sudden pull comes in an awkward

direction. You should probably not use a

sanic line except with a parachute ng
be colored, or have small handles). The
technique is obvious — i you pull the night
finc, you turn right (usually rather dowly).
A round parachute isn't very mancuverable,
though it may give you a chance 1o steer
away from obvious dangers, such as power-
fincs. As you ger near the ground, plan 10
sieey so you're facing into the wind well
before touchdown.
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Auq'mms.wu make a parachute. Fvery inch of every seam is inspected.

Retire an Older Parachute?
One view is that a parachute has a i
ed service life and should be retired once
this has expired. There are riggers who'll
refuse 1o pack an emergency parachute that
s older than 20 years (most will be quite
happy 10 sdll you a replacement). Ted

Strong and Bob Gilmour do not agree with

this notion. Thar view s that a comperent
inspector can tell the condition of 2 para-
chute, so there is no need to impose 2 lim-

ited service life on an emagency parachute.

There is an analogy with older aircraft —
materials can age and weaken, but refable
methods exist to determine whether the
spar in a 1946 }-3 Cub s airworthy, so
there & no sound reason to impose an age
limir on the Piper Cub. 50-year-old nylon
parachutes exist that under test show that

they retain a high percentage of their ongi-

nal strength. New designs offer many
advantages, but a well-maintained para-

chute need not be retired simply because u

is old.

Reliable materials
One of the challenges of manufacruring
parachutes is ensuring that suppliers do

Serious parachutists keam the “PLF”
(parachute landing Gll) - a sort of “nack
and roll” technique 1o soften a landing, If
you haven't learned this, it would be
unwise to try to improvise it. Instead, plan
to touch down with your feet and knees
rogether, your knees bent, and your leg
muscles tensed. You must not look at the
ground as you touch down — the sight of

and other materials. There have been
some notable problems in the past.
Probably the best known one involved
the accidental use of acid-treated nylon
mesh in Security parachures. This treat-
ment was found 1o weaken adjacent fab-
mmuac.mqu‘-duapam
affected.
Strong Parachutes encountored a less
serious but still roublesome
abour 25 years ago. A supplicr of material
for shroud lines began using a latex coat-
been made. In service, this coating would
to stick together. The problem could be
climinated simply by washing the affect-
edmhnduuah#’ohm
factory shut down production for
a couple of weeks and rented dozens of
recalled from their owners. No doubr
there were 2 number of sharp discussions
with the supplicr about the importance
of disclosing even the smallest change in
material specifications.

it approaching will make you involuntarily
straighten your legs, which often leads 1o
broken ankles. Having your kg muscles
relaxed may mean that much of the
impact is taken in your rear end, which
can lead 1o back injuries

Your problems may not be over once
you're on the ground. If these's any real
wind, there is a chance your parachute
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Ted Serong sits in his latest parachute “harnes”

muy drag you across the ground; you can
deal with this by grabbing some shroud
lines and hauling them in hand over hand.
Those running shoes you wear because
theyre so comfortable in the cockpit may
not have done much to protect your ankles
during your landing. You may be far from
any cvilization, or cven a road. Your ghder
may have come to carth nearby, or far
away. You'll do well to have some sort of
survival kit atrached to your parachute har-
ness (some manufacturers, including
Strong, offer a pocker for this purpose). A
really wdll-equipped kit would probably
nclude a personal ELT (swatch it on before
you land) and perhaps an aviation radio
transmitting, " Mayday” on 121.5 MHz, it's
usally possible 1o raise an awliner within a
few munutes

Practice Beforehand?

In pnnapal, it would be a good idea 1o
learn how to use a parachute before need-
ing onc during an emergency. Bar this may

26

not be practical. A couple of jumps are
not sutficent — hgure on 15 or 20 10
reach the point that you are relixed and
becoming competent in controlling the
canopy and landing. Most ghider pilots are
probably not going to make 20 jumps.

A compromise might be to make a
“tandem” jump. You and an instructor use
a special harness designed for two, and a
large “square” canopy that an handle the
combned weight (it was probably
designed and builr by Strong Enterprises,
as they are the pioneer and foremost man-
ufacturer of this type of rig). You should
explam to the instructor that you are
looking for an experience somewhar dif
ferent from the typical thnll nde — that
you'd like some instruction in Hying the
canopy and setting up for a bindng, It
won't be the same as a landing under a
“round” rescrve parachute, bur the expen
ence will cermainly be of some value

I'hanks go to Ted Strong and Bob
CGilmour for raking the ime 1o meer with

@ AWD all terrain vehicle. This aam be launched out of & small cargo plane with four people
aboard, then flown (under & gaent ram-air parachute) to & precision landing. Note the two small winches at the froms, wsed 10 steer the parachuse

me and to show me their factory. They are
responsible for most of the useful informa-
tion in this arricle; any errors are my own.

About the awthor:
John Good has
been flying gliders |
since 1980. His
current glider isa
Discus 2a and he
has approxamardy
1500 hours and
T W holdsa
Commercaal Ghider rating, John
instructed for several years and has
served as SSA Regional Direcror from
Region | and Chairman of the Contes:
Commuttee. John is now the Assocate
Ednor for Saering Magazine
<johngoodé®sa. org)
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goes far beyond the repack and inspection performed

y 120 days by an FAA rigger. What you, the consumer,
do between the repack cycles is the most i nt aspect
of parachute care Manufacturers generally agree that
their parachutes can last up to 25 years. In order to insure
that longevity, there are several things you can do.

As a ngger specializing in the service of emergency para-
chutes I receive parachutes in my shop on a daily basis
Many show almost no signs of wear over periods of
use while others only a few months old look as if they are
ready to be retired. Both of these conditions are due to the
amount of care taken by the owner during use and storage.

In order to protect your » from damage the first
place to look is in your cockpit. If the seat is bare wood or
aluminum it should be covered. Aluminum can tum a
container black within a few flights. A piece of tight
woven aarpet or other substantial padding can be used on
the bare seat. Make sure all areas that might come in con-
tact with the parachute are free of sharp objects, pop niv-
ets, weld pints, nail/screw heads or the hook portion
{scratchy side) of Velcro.

The component parts of your parachute system should
be checked often, preferably prior to every flight. Leg and
chest snaps should operate easily and be free of dirt or
grease. The ripcord cable should move freely in the cable
housing insuring that no debris impedes the pulling of the
pins. Veloro tends to attract twigs, threads, etc and should

( (ir‘. and maintenance of your emergency parachute sys-
tem

)\Take Care Of Yo

be picked dean often. Make sure there are no nicks or cuts
on any portion of the harness webbing Your parachute

should always be stored in its ca bag between
flights in order to protect it from dirt as well as UV expo-
sure. If your parachute did not come with a carrying bag,
any nylon or canvas bag will work. This is the first line of
defense in protecting your investment.

Probably the biggest threat to a parachute’s service life is
damage by UV rays. Leaving your parachute in an aircraft
expased to sunlight for hours on end is extremely harmful
over time. The cumulative damage caused by UV hLight
will weaken your parachute harness and the canopy
inside. UV light can penetrate through the outer container.
Cover your chute if you plan on leaving it in your aircraft,
even for a short time. The carrying bag, canopy cover or
even a acket or shirt will help. A lightweight space blan-
ket is ideal and will also reflect some of the heat on those
hot flying days.

Improper storage is another danger to your parachute
system. Always store your chute in a cool, dry place free
from extreme temperature changes. A locker ina hangar is
fine, but beware that mice can crawl through small air
vents and do costly damage. More than one parachute has
been chewed up for nesting material and ruined by drop-
pings and unne

Keep your parachute away from heat sources, such as
water heaters, furnaces, washers or dryers. If storing your
chute in the vicnity of any of these things, always keep it
off the floor to t water damage in the
event of a leak. The trunk of your car can reach
extremely high temperatures. Over time pro-
longed storage in your trunk can cause deteri-
oration of the fabric. Make sure that any bat-
tery aad from jumper cables or batteries s no
where near your parachute. Aad residue can
be instant death to your nylon parachute.

Humidity and dampness can cause severe,
irreparable damage to the parachute if not
repacked according to FAA regulations. Mold
may appear which, gone unnoticed, can
require major repairs or worse. More impor-
tantly humidity can hasten the breakdown and
sometimes meltdown of the rubber bands used
to retain the lines of your parachute.
Unfortunately, | have condemned out many
parachutes ruined by rubber bands stuck to
the lines and canopy after being unopened for
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months or years. There s ust no way to remove them
Once this happens the entire mess is often stuck to the
mside of your container preventing your parachute from
opening properly. If you are lucky, you will discover this
during a not a bailout.

If you live in a high humidity chimate, 1 strongly urge
you to strictly follow the FAA requirements of servicing
your parachute every 120 days If you intend not to use
your parachute for six months or more, | recommend the
following, procedure for prolonged storage. Open the
parachute container and remove the lines from the rubber
bands. Take care not to snag the lines on any Velcro on the
container. Remove the rubber bands
from the container and throw them
away. Put the canopy in a large plastic

te from the container to pre-
vent the Velcro from damaging the lines
and fabric.

If you ship your parachute to a nigger
for servicing, you can pull the ripcord at
home for practice. Don't stand too close
to your priceless heirlooms because the
pilot chute should fly out several feet.
Box it up using the guidelines above. Use
a good box that the chute will fit into
tightly. Do not put styrofoam, shredded
paper or wood chips imto the packing
box_ It can clog the housing and
most riggers will be ready to holler at
you because of the mess

The FAA certifies two rankings of para
chute riggers. A senior rigger can do repacks, spot-clean
your parachute and replace elastic keepers or hand-tack
ings that may have come loose. Only minor repairs that do
not affect the structural integrity of your parachute can be
performed by a senior rigger. Any other repairs, which do
affect the structural integrity of a parachute (incdluding
changjing connector links) must be donc by a master rig-
ger. In order to be certified
as o master riggrer, a mini-
mum of three years expe-
nence 18 required. Any
ngger should always have
access to the proper man-
ual for your particular
parachute and all the
cquipment necessary to
do the job.

Parachute nggers have
an FAA issued heense that
looks like a pilot’s hoense.
It will say if he or she is a
senior or master rngger

and what parachutes they

are rated to pack (seat, back or chest). Don’t be afrasd to
ask to see it. Any rigger worth his or her salt won’t mind
the request.

As a master rigger, | relate a regular repack and inspec
tion cycle to an annual on your aircraft. It's preventative
maintenance. If there are AD's or factory service bulletins
on your chute, the work can be done on a timely basis.
Often, | recommend upgrading an older parachute with
factory improvements that appear on newer models. It
could be an improved system or using four con
nector links instead of twao These items may not be criti
cal to the proper functioning of your chute, but even the
slightest upgrade may enhance your chances of survival
In an emergency.

Doing your own parachute rigging can backfire costing
you money and possibly your hfe Once | received a para
chute with a home sewing job that had sewn the canopy to
the inside of the contamner! I dont think the
could have opened. Do not wrap any kind of tape around
webbing to secure loose ends. All adhesive will eventual
ly deteriorate nylon. Occasionally, | receive a
whose owner has glued some padding to the harness or
container. Glue will also cat up the fibers over time. Please
consult your rigger before using any home remedies

My goal is that your state of the art
emergency parachute will last up o 25
years and be an effective hife saving
device should the need arise The vast
parachute to save their lives. Proper care
and mamtenance will help assure a posi-
tive outcome in the rare event of an emer-
gency bailout. Always practioe your emer
pency drills before and after cach flight to
keep everything fresh in your mind.

I strongly recommend wearing a nigid
helmet on all (lights. If your wing snaps
off and your head impacts the inside of
the aincraft rendering you unconscious,
having a properly maintained parachute
is a moot point. When considering the
purchase of a new aircraft, take your

parachute and helmet to see of their is
room for both in the cockpat.

Please check out my other safety articles on the Silver
Parachute Sales & Service website at www.piacom/silver.
I am always available for safety seminars providing in
depth emergency batlout procedures. Call or e-mail me
with your questions Remember, there is no excuse for
putting your safety at nsk with an improperly mamtained
parachute. -~

-

ABOUT THE AUTHOR: Allen Silver owns aned operstes
Silver Purachute Sdes & Service,
« pamchule bft, in the San
Francisco Bay Arew. He has been
an FAA Master Rigger since 1974
and in 1991 was desigmated & a
parachute Rigger Cxaminer, for
the FAA. He also s the chir-
murt of the Parachule Indusiry
Association  (PIA)  Rigging
Commitiee. This s & world wide
orgunization tha! represents the
parachute industry.
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gential customer comes into a

The phone rings or a
typical parachute rigger's shop and the usual barrage of
questions regarding the purchase or maintenance of an
emergency parachute begins. Most people are cager to
larn and ask very good questions. But rarely does a
week go by that at least some of the following is not
heard:

Do you have anything cheap? Twelve hundred dollars
is way too much. I'm never going to use the parachute
anyway. Oh, yeah, did | mention, it must be cheap?”

“What do you mean you won't pack my parachute? It

was my grandfather’s. Can't you just wash the oil and
prease off it? The UV damage doesn't look that bad, does
i

“I'm 62" and weigh 220 pounds. My aircraft doesn't
have room for a parachute. The military surplus chutes
won't fit. What do you have that's lightweight, comfort-
able and small Oh, yeah, it must be cheap.”

“But | just purchased the aircraft and the previous
owner threw in the chute for $500.00. | know he wasn't a
parachute nigger, but he said it was okay. Now, you're
telling me it only has about five years service bfe left and

Soerrg Maguwe 2



needs a lot of work to make it airworthy”

, these or similar scenarios are heard far
too often. Probably the most common excuse use to
avoid purchasing a stateoftheart parachute is the cost. A
new rig will run in the neaghborhood of twelve to thirteen
hundred dollars. Yes, this is a major investment, but it is
a direct investment in your life Compared to the cost of

Today's will last ive years with
proper care and maintenance. This out to .
mately $50.00 per year. Even t the total sum s paid

out initially, a prorated cost of $50.00 per year is pretty
cheap insurance. For many that is not even the cost
of an hour of flight time. Very few airplane parts can be
for fifty dollars but for that amount you can
own one of the safest parachutes on the market. Your life
is worth $50.00 a year. You owe it to yourself and your
loved ones to make it home for dinner.
No one ever intends to bail out of his or her aircraft and
the huge majority of pilots never will. But you need to
u-uwmhathimuhyywuuyhnwwumyarpan—
chute for real. That cheap, UV , uncomfortable
cushion may yhillsﬂwsanslachonol
knowing you saved a few hundred bucks on your para-
chute worth it?
The size of the parachute 1s another factor that affects
many pilots. Unfortunately, the stron safest
prom< i smparss puwym’ilubcmeﬁmcm
and size may have to be sacrificed somewhat in order to
enhance your chances of survival in an emergency.
Current, stateoftheart usually give the aver-
age pilot a number of choices as to the style and size of the
p.a:lnﬂcwh&shﬂmmlmmgahghkwdofs&ety
Before you purchase a parachute, whether it's new or
used, please find a parachute ngger that you trust to help
ymmktﬂ\smpahmdmnﬁdmnsthekeytu
decision. You're not
mmdbhmw about parachutes. That's the
nigger's pb. When you bought your aircraft or selected a
mdnmcd:dn'tymaktmmdaﬂgﬂupuﬂadvn’

.
articles from Soaring magazine or pull up his website at
<www.piacom/silver> if you have access to the Internet.
Call the author or talk to another competent rigger, but
communicate with someone who is knowle le about

Mmyphmnzhymmupmluuudfm-r
adrcraft. If you fall within the parameters of aircraft spe
(mnyupblsowmdpﬁdwﬁgh!(mnllyu
250 pounds) at which most manufacturers rate !L-k

canopies, you will be fine. The problem arises when the
lpuvr;mm&cmﬂmsauub

available, you w:!lbcg;vmg
ymml“hcbuidtaudasucu:dul

Many companies mn the are current-

ly developing and even stronger, highter weight

available as to when they will be on the market.
If you purchase one of the modern, higher speed, stan-
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dardmegwyp-a:humthemzh:tuﬂ:ywﬂnhe
advice of a chances are that parachute

ngger,
will be able to move from aircraft to aircraft with You

run into trouble when trying to get by with ing old
and cheap that doesn't fit you or the airplane.
times over a of years, you may end up spending
more money by ing, parachutes several times

Advice from the author and many other riggens is free,
please ask for it. If you can, attend a safety seminar on
emergency procedures that time discuss the vari-
ous equipment options avi If there has never been
a safety seminar in your ana, arrange for one. The author
dtuwvcralmﬁmmhymtuu!m&lbwmdo

more. The only cost to your organtzation would be to
«wcrhucxpum Many groups offer the safcty talk in

umtnwuhuwmﬂym
» are no short cuts or substitutes for purchasing a
safe, reliable - ome that will save your life
Unfortunately, when it comes to , the old
axioms ring true “if it sounds too good to be true, it prob-
ably is" and “you get what you pay for”. You need to
decide that your life is worth $5000 a year. You need to
leamn the emergency that are proven offective
and practice them over and over. Then you will have
every opportunity to survive an emergency bailout,
Hopefully, this article has provided you with some infor-
mation to live by.
ABOUT THE AUTHOR
Allen Silver owns and oper-
ates Silver Parachule Sales &
Service, a parachute loft, in the
San Francisco Bay Area. e has
been an FAA Master Rigger
since 1974 amd in 1991 was des
ignated as a Parachute Rigger
Examiner, for the FAA. He also
is the chairman of the Parachute
lnduslry Am'-ﬁws (PIA)

Ri Committ

WS ofA&-ns bus:
ness is lltwtd to providing
mh:xmbn!r.llgldnp‘d:.
He is one of the largest dealers
natiomwide for the Softic line of
emergency parachubes manufactured by Para-Phernalia Inc.

Allen retired after 25 yours of service with the California Air
National Guard and has over 35 wears experience and more
than 2700 jumps as a sport and professional skydiver.

Feel free to cull or wnite with questions or parachule needs o :
Silver Parachute Sales & Service, PO. Box 6092, 11
CA. 945406092, Tel. (510) 7857070, FAX (510) 7859213, emuil
to silver@pia.com or look for Allen ot the 1998 SSA
Convention. "

Have you ordered your 1998 SSA Desk Calendar yet?
This year's set of pictures are outstanding and this cal-
desk will surely offer you many oppor-
tunities to share the sport with your colleagues and
friends.

With winter coming on and more computer time like-
zit‘s dsoagdumcmadathr Screen

ver and the CD-ROM of the 1997 Sailplane y
Call the SSA at (505) 392-1177 and place your order
today.
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There are many things over which

s anse such as, am | going
tohﬂmtlu:nxks’Amlehlt
trees? Or am [ going to get lucky and
land in a soft field and have someone
hand me a cold beer? I the wind

to be zero mph, or is to
mhng at twutpt;“mph’ Aiumh
you have no control over these !hmy,s
you do have control over the

chute that you are wearing, hat
can be all the difference you need to
land safely.

When you are prepanng o pur-
chase a parachute or if you need to re-
evaluate your existing , you
must ask some very pertinent ques-
tions. There are two important ques-
tons must ask. First, what is the
_-A:: rated at in knots or miles
per hour? And second, what is the
rate of descent with my waght?

One very |mpat:mt fact that you
need o know in order to make an
mformed choice and select the best

for yourself 1s what speed

the pu'adute is rated at

are tweight
(undct Ibs), 1 struxgll;rs::lgt you
to choose a that s rated at

150 knots or higher. This means the
my can withstand an openi
while you are travdmg at 1
knots without sustaining major dam-
with the maximum recommend-
suspended weight on it Even
though a paradml! with a lesser rat-
ing will probably save your life, it’s
mce to have a little extra in
reserve-just as it is preferable to have
premium tires on your car as opposed
to retreads. Under normal conditions
things may work fine, but an emer-
gency balluut is far from normal.

You may argue, “But | fly a very
slow glider or aerobatic awrcraft, |
don't nwd a high speed parachute.”
True, but let's assume your aircraft
was just involved in a mid-air mlll
swon, leaving you with no wings. It
will come out of the sky hike a lawn
dart. Even the most docile atrcraft can
come down quite rapidly under
advense conditions. When you look
up, you need to know that the para-
chute you chose to save your life will
be above Most certainl
!bmthmzrmbwshytm h.u)l'
purchased a stronger canopy.

There are also srvu'al factons which
will affect the rate of descent of your
parachute with your waght suspend-
od under it. Ideally, | would like to see
you descend at a rate of 16 feet per
second or slower under an open
canopy. Most manufacturers will say

APRIL 1996

All
Parachutes

Are Not
Created

by Allen Silver

l

as an example, “This has a
rate of descent of 16.3 feet per second
with a 205 pound person.” With these
figures from the dealer or manufac-
hnuywslmldbcabbm&u:mm

the rate of

* length of s hnes
* tensile  strength of suspension
lines
* matenals used n manufactunng
stype  of rmeinforcements  for

smethod used to construct the
anopy

Pe are often under the asump-
tion that a 24° diameter parachute is
the same size no matter which com-
pany manufactured it. Another mis-
conception is that the bigger the
canopy (26" or 28° in diameter), the
slower #t will come down. As you

may have guessed, that is not always
the case.

A simplified way that many people

use to explain the size of your ¢
is to say that if the distance from lﬁ

skirt of your parachute to the apex is
12 up and 12° down, it is a 24" diam-
cter ;nnd'uu_

as an

Using the above canopy
cnmpkwhaumldbcdxffamt
If the inflated dimension

(how wide it’s open across the bot-

tom) s W across or 177 across
instead of 21’ across, is this shill
a 24’ parachute? Yes, but probably
one with a very fast rate of descent.
The length of the suspension bnes
can and does vary greatly.

Iuslnesrawdalmln
.mdanmhuatﬂ)bs choose the 600
Ib. lines.

The nylon doth used for canopy
construction has varying degrees of
and Ii 3

e e & o e o ot

area of a surface, not to be con-
fused with bility, the measure
of a vdmw:luur that will

through a given arca of doth in one

minute & a given pressure. This =
usually measured in cubic fot per

minute (cfm). What I'm trying to say

is a smaller i

ot of mabial o o

0-3 may come down slower than a

la:ﬁmmtymm

Most manufacturens use concentric
bands of tape or webbing (of vanous
strengths) on the canopy for added
reinforcement. Some may sew 47 67
of suspension hne directly to the
wmpyud-koﬁnsmaysgvl(ra
more. The stronger the renforce
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parachutes
He has over 33 yoars experence and moro than 2625 pavps as i sport and professional skydwer.
For theve soasans he performed a wngwalking/skydving routine of arshows Sroughout the western
United States. Afver rotiring from wngwaking Allen remans on the airhow crall as an arshow
announcer.

Allon 5 usaaly avalablo Monday-Freday at (510) 785 7070, and wil bo happy o help, il possiie.

ments and the more hne sewn direct-

EDS ly to the canopy should yield a
Get the mom from your  Stronger parachute.
preciom sxygen supply! Finally, the construction of the
Owr Elecwons pulse -
Domand Symem canopy (how all the preces are assem
Ourhiests off ihe others bled) s vital to its seee and strength

The size of cach pse wedge gore of
material that makes up your para
chute and how many are used on the
same sizee canopies often vanes If
each wedge gore s a few inches nar-
rower at the skt (or bottom), the
inflated dimension will be narrower.
Your parachute should be modified
(mesh covered openings in the rear of
your parachute to vent air and make
it steerable). A modified parachute

Mechanical VARIOMETER

= Fast Response

= Self-contained, no bottle

« Stable Zero

« Full scale: Sm/sec = 1000 ft/min

« In production 30 years, used
in all Blaniks

= Quality Czech craftsmanship

« Two year Warranty

FIN swtommen wbiy e limey
L e e S L)
of waypen prexsmdy o you
inhak, wany bt e VO
e (I ow commcrtemal
Canmds & sk ey

1z [y weagcd cyplisdos
Call or write soday
M—- .h 'm - S.... ('.--’n-'

TOA LI A Tl Lot Uiy Tl BOD 108 - I0A
t e e T il
ol B0 448 11y Fan B AT

410.799.9497
fax: 410.799.8320

‘239 o0 including shippng
MasterCard/Visa

ICARUS Instruments, Inc. 7585 Washington Bivd., Baltimore MD 21227

will greatly reduce the oscillations
and allow you some maneuverability.
There should be steering handles on
the parachute o help you identify
what and where to pull. They should
be a contrasting color. Thes wall allow
you to quickly identify them and miss
ife threaterung obstacles and face
into the wind on landing,

When you are consadening a partic-
ular brand of emergency parachute to
purchase, remember to ask the speed
that the parachute s rated at, with
150 knots or higher bang a good
spoed rating for the average weight
person. And, also ask what the rate of
descent 1s, with 16 feet per second or
lcss being ideal Don't forget to check

the packed dimensions of the harness
and contamer to be sure it will fit m
yuur awrcraft, with your height and

rta ts why all parachutes are not
created equal. And this & also why
you need a trusted parachute rigper
to help you make the best choice for
your particular needs. a

First FLUGHT TO AEROBATICS
Fur FrLeer or:

GROB G-103's, G-102
SCHWEIZER 1-26's 1-36,
2-33's (B), 2-32's (ouss)

PEGASUS 101A & 5 TOWPLANES

(619) 782-0404]

31930 HicuHway 79

e @uevon

Warner Sermics Ca 92086
619) 782-9251 ¢
. LOCATION, -

h“ﬁhbh“ﬁ.

SOARING
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XC TIPS

chute business since 1972
(http://silverparachutes.com/).  He
also produces the SMAK PAK and
specialized aerobatic safety harnesses.
Allen has written about where to at-
tach things to your parachute (go to
Allen’s homepage and scroll down
for the article: “How to correctly at-
tach a survival kit to your parachute
harness”). If you already have one or
carry a SPOT or similar device, the
question is whether you have it in a
safe area. I would guess roughly 25%
of pilots have it secured incorrectly.

When you start thinking about
bailing out, what will you have on
you when you hit the ground (notice
I didn't say do a beautiful stand-up
landing)? Allen has a great motto:
“Survival Equipment must be carried
on youw. If it’s stored in your aircraft,
it’s called camping gear.”

I carry a lot of camping gear. I try
to keep enough that I can be comfort-

BY GARRET WILLAT

Survival

llen Silver has been in the para-

able to spend the night. Lots of water,
tie-downs for the glider, first aid kit,
food, rope, flashlight, etc.

When SPOT came out, I got a first
generation unit. I am a big believer in
them. Actually, we are such big believ-
ers, we require our private owners going
cross-country to carry one. We are in
an area where cell service is very limited
and the road traffic in the summer can
be very limited. Even if you land at a
county airport, there might not be any
way to contact anyone. It also gives us
the ability to see if we can leave at 5:00
pm, or if someone needs to stay late to
make sure everyone gets home.

There was a nearby site that had
someone crash/land on the side of the
mountain and nobody knew it until
the next day; then they had no idea
where to start looking. With everyone
registered on glideport.aero, you can
see where everyone is.

Later when the InReach came out, |
switched to that system because of the
ability to have 2-way communication.
Plus, you're able to type in different
contact information, which happened
when I landed out in Finland after

only being in country for less than 8
hours and wasn't really prepared. If
I had my SPOT, I could have sent a
message back home while everyone
was asleep, but my crew had not ar-
rived, so home would not have known
whom to contact in Finland. Thank-
fully Adam knew I was going to be
landing out and was able to check his
email, and I was able to send him a
message from my InReach. Thanks,
Adam Woolley, for picking me up.

I clip my InReach to my chest strap
but 1 always look at that little plastic
clip and wonder if it is really strong
enough. Turns out ... it is not. Which
really puts a damper on my great safety
plan. Which got me wondering, how
should I attach it?

I have seen some people have their
SPOT mounted in their glider. How-
ever, it will not help you if you bail
out. You might not be near the glider
wreckage. You could be close but not
know where it is; you could be in a
different canyon and really not close
enough to get the attention of ground
personal.

‘The ELT is going to help the rescue
crew find the glider, but let’s make it
easiest for them to find us.

XC Tips 1s excerpted from the Wings
& Wheels e-newsletter, published week-
ly. Subscribe at wingsandwheels.com/
newsletter. S

EXTEND YOUR

HORIZONS

THE NEW STEMME TWIN VOYAGER S12
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