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CHAIRMAN’S AIRWAVES

Let’s tick the 
talk box
By Andy Aiken

The weather has been typically 
appalling and, like me, I’m sure 
many of you will not have even 
bothered venturing down to 
the airfield, but at least that’s 
given a little more time to look 
forward and think about the 
challenges for 2018.

Forum membership is growing slowly: we now have 
285 registered users, of which 85 are confirmed BMAA 
members, so again I would urge you to sign up and 
make the forum a place where we can exchange views 
and share information in real time.  

Let’s try and make 2018 the year of communication. 
With this in mind, I’d like to try to do some things a little 
differently.  

Every two months the council meets to discuss 
progress on issues and actions. A lot of this is routine 
administrative stuff, but some is more strategic and 
relates to issues the members should know more about 
in a timely fashion.  

In future, the minutes and actions will be published 
on the BMAA website within 14 days of the meeting. 

Hopefully the February minutes, if not already 
published, will be up on the website by 5 March. It’s a 
small change, but hopefully a step in the right direction.

There’ll be more changes and improvements coming 
soon. In the meantime, please contact me directly if 
you have ideas or suggestions to improve the way your 
association communicates with its members. My contact 
details are on the inside back page of this magazine.

And since I started with the weather, hopefully by the 
time you are reading this, spring will have sprung and 
we will all be venturing out to commit a little aviation. 
So take care, and remember that we may all be a little 
rusty.�

in our opinion have a significantly detrimental effect on the 
safety of flight outside. 

The diagram shows the significant increase in local controlled air-
space and the pinch points that it creates. 

LOA makes the point that access to Class D is available to all 
radio-equipped aircraft. It is unlikely that the single LOA controller 
position will be able to communicate on the single frequency to 
enable unfettered access to the airspace. 

A recent Airprox Board report between an aircraft inbound 
to LOA and an aircraft taking off from another local aerodrome 
within the proposed airspace makes note that the Oxford con-
troller was too busy to pass traffic information. What hope, then, 
that they can accommodate the number of aircraft likely to be 
needing a service?

For local airspace users, this is a very significant pair of airspace 
change proposals. 

However, for all leisure pilots, the principle that an aerodrome 
can attempt to establish a significant volume of controlled air-
space for its own use at the expense of many other users is one 
that affects us all. 

The BMAA will be formally responding to oppose this ACP, but 
the support of our members, with their own point of view saying 
how it would affect them, is just as important. Please make the 
effort to read the document and respond.

Search online for London Oxford Airport consultation report 
to find the proposal and respond before 5 April.

You can also view the consultation at oxfordairport.co.uk/
the-airport/public-consultation-2/, or just email your opinion to  
consultation@londonoxfordairport.com.�

SAFETY

If in 
doubt, sit 
it out
by Safety Officer John Teesdale

There have been two recent cases of failed precautionary land-
ings after pilots were caught out in unsuitable weather conditions. 

Fortunately, no injuries were sustained in either event, but it 
could have been very different. On the plus side, we can say these 
pilots did not enter IMC. Inadvertent flight into IMC from VMC 
results in fatalities in 97% of cases.

Both pilots were relatively inexperienced, in one case only very 
recently qualified, so we are issuing a reminder to pilots on the 
importance of preflight planning, maintaining situational aware-
ness and the value of regularly practising the precautionary land-
ing procedure. w
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38 Microlight Flying

Planning
Pilot A, only recently qualified, was told by an instructor to stay 
“in the local area” due to low cloudbase (1100-1200ft). This was 
intended to mean 4-5nm, but he interpreted it as meaning up to 
13nm.

Pilot B was planning to fly home, some 200nm. The forecasts 
were for low cloud, broken at 1100ft after 50nm, and lowering 
cloud and worsening visibility later, bringing occasional light rain 
and drizzle, broken cloud at 700ft, then a 40% chance of 3000m 
visibility, light drizzle, mist and broken cloud at 300ft.

Despite this forecast, the pilot, who had another qualified pilot 
as passenger, set off following the coastline along with another 
aircraft.

The CAA Skyway Code gives excellent guidance on preflight 
planning, including this guidance on meteorological conditions:

“For operations in Class G airspace, the legal VFR minima allow 
flight in potentially very poor conditions. Clear of cloud and visibility of 
1500m is all that is required if below 3000ft and less than 140kt.

In reality… in conditions approaching 1500m visibility, the cloud 
ceiling would likely mean flying dangerously low. The legal minima are 
not a good reference point for decision making because safe VFR flight 
normally ceases to be possible long before the visibility is that poor. They 
are limits, not targets”.

And: “Generally, VFR flight with a cloud ceiling of 1500ft AGL or 
less warrants special attention to terrain and obstacles. A 1500ft cloud 
ceiling could be shrouding the tops of nearby hills”. 

This was very relevant to pilot A. The code continues: “VFR 
flight below 1000ft AGL is generally only suitable for circuits or very 
local flying in areas you are familiar with. In practice, VFR flight with a 
surface visibility less than 5km is not recommended. You are unlikely to 
have a clear horizon to control the aircraft by, and navigating visually 
will be difficult.”

Remember that the maximum forecast visibility that will ever 
be given on a TAF is “greater than10km”, but 10km is only just 
over 5nm, or 6 miles.  Personally, I like to be able to see a mini-
mum of 10min (yes, minutes) in all directions. The distance de-
pends on my speed. At 60kt in a microlight, 10min is, of course, 
10nm. At 120kt in the Pitts I need 20nm. 
I don’t send students off to fly cross-country in any less than 

20nm, or nearly 40km, since 10km is rubbish for navigating. 
Draw a circle of radius 10km around your airfield on a chart, and 
you will see what I mean. Don’t even think about 1500m. Flying 
at 60kt, you cover 1500m in 48s!

There were other human factors involved in Pilot B’s decision. 
Both aircraft were taking part in Fly-UK and had encountered bad 
weather earlier in the trip. 

They had landed successfully at an alternate, but this had re-
sulted in the need to hire a car, and delays. 

When planning the return leg home, their decision was in-
fluenced by the inconvenience of the alternative, which was to 
find hangarage and alternative transport home, then take time off 
work to return for the aircraft. 
The PAVE checklist includes E for External pressures – time 

pressure, delays, passengers. This was relevant to Pilot B.

Situational awareness
Pilot A had flown 13nm, and because conditions were no worse, 
he pushed on to fly out to the coast and followed the coastline 
around a high headland some 19nm from base. He then turned 
back inland and encountered rising ground and lowering cloud-

Deddicated
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Pilot B on short final for a field which turned out to be the wrong 
choice (top); and the outcome (below)
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Both pilots allowed conditions to 
deteriorate too far to allow a proper 
procedure to be carried out

“”

base. Due to inexperience, he lost situational awareness and, un-
able to find a field, landed in treetops.

Pilot B was a few miles short of a planned alternate when dete-
riorating conditions made him and the pilot of the second aircraft 
decide to carry out a precautionary landing. 

Pilot B chose a field which both he and his passenger believed 
to be suitable but turned out to be a standing crop of barley. The 
aircraft inverted on landing. 

The pilot of the second aircraft, having seen this, then chose a 
different field and carried out a successful precautionary landing.

Pilot B commented on the speed at which the situation de-
teriorated, resulting in a loss of situational awareness. They saw 
lowering cloud ahead, which prevented them from reaching their 
planned alternate. 

They tried to reverse their course back to another alternate, but 
the cloud had lowered behind as well. They had very little time to 
select a field and, unable to make a proper inspection, made an 
error of judgement on the surface. 

While en route, it is vital to maintain situational awareness. 
When conditions deteriorate, you must make a decision in good 
time. Press-on-itis only reduces the chance of a successful out-
come. 

If flying with other aircraft, think about the additional work-
load should visibility reduce. Trying to navigate or find a field 
while maintaining awareness of the position of the other aircraft 
could overload you. Have a plan prepared of what to do in this 
situation.

Precautionary landing procedure
Both pilots allowed conditions to deteriorate too far to allow a 
proper procedure to be carried out. 

The precautionary landing procedure is designed to mini-
mise risk, but needs time to carry out effectively. This procedure 
should be practised regularly, but flying safely close to the ground 
requires good handling skills. If you are unsure, have some re-
fresher training with an instructor. 
Years ago, when we flew unreliable two-stroke engines on fairly w

Whoops, better call Special Branch, lads

slow aircraft, the emphasis during training was on procedures for 
engine failure en route. These days, with reliable four-stroke en-
gines on faster aircraft and British weather, it could be argued that 
you are more likely to need the precautionary landing procedure.

Conclusions
It is easy to be wise after the event, but in both cases, the fore-
casts were not good and gave the pilots concerned little chance 
of success. 

When planning a flight, especially where the conditions are 
only marginal to begin with, you must be realistic and plan for 
deteriorating conditions and alternatives, as forecasts are often 
wrong. 

It is also important not to allow factors such as inconvenience 
to come ahead of safety. Continuation bias, aka Press-on-itis, is 
an easy trap to fall into.
Another tip – don’t imagine that gadgets such as GPS or 

SkyDemon are going to save you if you get into IMC. 
Please obtain a copy of the CAA Skyway Code, if you don’t have 

one already. Read the chapters on Pre-flight Preparation, Meteor-
ology and GA Risks first, in relation to the above. Then read all of 
it! It really is very good.

Plan carefully, be realistic, fly cautiously and land happy!�

This could possibly be one of the most important MF articles 
ever written.
Why?
Because it contains information that could save lives.
As you may remember, last year the BMAA launched a series 

of pilot courses, and the first, at HQ in Deddington, was called 
Aviation First Aid.

Now, some jokers have asked if that means first aid for their 
aircraft, after which several of them needed first aid, but it is, in 
fact, for pilots, passengers and anyone else who might need it.  
Such as the student pilot who forgets to shout: “Clear prop!” 

before starting up, and needs first aid when the CFI gets hold of 
them. 

The structure of the course is virtually identical to that of the 
Emergency First Aid at Work syllabus taught by organisations 
such as St John’s Ambulance. However, it covers more than nor-
mal courses.   

Health warning: 
this article may 
save a life
Rob Mott on a crucial new  
BMAA course for members


