And She Weighs 250 Pounds

TANDEM MANUAL

For stationary winch Landing Gear Only Tandem Instructional flying
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By Peter Darian

Introduction

I started instructing full time in 1997. I am now a USHGA Tandem Instructor and HPAC Tandem II pilot. I average approximately 350 tandems per year.  

Frustrated at the lack of tandem material and information available I have compiled my own guide for flying passengers.  Please read the following notes:

· This deals with stationary winch towing tandems only (although some points may be useful to other disciplines)

· Some of this material may be wrong

· All of this material may be wrong

· This material is not complete. It will always be a work in progress.

· This is only an account of how I do tandems. It is by no means the only way. Everyone has their own unique style. This is how I do it. Not necessarily how it should be done.

· You are responsible for your own actions. I will not be made liable or held accountable due to anything written in these pages.

Tandem Discovery Flights are essential to the growth of the sport and allow the general public to share in what we experience. 

I hope you enjoy these pages and get something from them.

Fly safe.

Peter 
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Being Professional

As pilots, we are ambassadors of our sport and should act accordingly. As a tandem pilot this is bumped up a few hundred notches as you are not only showing someone what you do, you are taking them for an experience. Even if your passenger has absolutely no intention of signing up for lessons, you are giving them a very powerful insight to what we do. This is promotion and education about our activity, Your skill and attitude will determine if their experience is good or bad. 

By taking a professional approach to tandem flying, you are helping the sport, helping the local club/school and keeping your passenger relaxed. 

Part of being professional is having a professional image. A Tandem wing that looks beat up, covered with big patches, has rusty parts or looks like it’s held together with duct tape & bungy cord will not inspire confidence in your passengers.

Another part of the professional attitude is how you do things behind the scenes. Keep an up to date, professional looking maintenance log for your tandem wings and harnesses. In this log record any work you do on the glider. If there is an accident or incident of any kind where there is an investigation, this will help you immensely. I hope this never happens to any of us. Better to have it and not need it than not having it and needing it.

The need for Perfection

The requirements for tandem flying are set really high. There is a good reason for this and it mostly involves the need for perfection. It is not good for the sport to have any yahoo flying passengers. As a tandem pilot, you are taking someone into the air that has never done this before. They are placing their lives in your hands and it is up to you to not only keep them safe, but to give them a pleasant & memorable experience. 

When flying tandems you need to be perfect. You can not blow a launch. You can not blow or beak the landing. 

I constantly have pilots asking me about obtaining their tandem ratings who occasionally blow a launch, do not make it to the landing field or whack on their landing. How good is it for the sport to be able to say to a tandem passenger : “Boy that was a close one” or “Cheated death again!”

We are humans and we do make mistakes. However if we keep our margin of safety large and extremely wide, a whoopsie or something unexpected isn’t going to take us out of that safety zone. 

I know a tandem pilot that landed in the field across the road from our flying field because he didn’t want to risk flying low over the power lines that run along the road. It was an excellent decision to make, given the current circumstances. However, he should have never got that far behind the wires in the first place. Prevention is better than cure. Carrying a glider across the road and over fences doesn’t look professional to the waiting passengers, the friends, or the general public.

A tandem accident leads to an investigation.  If it is found that that the pilot was in error, it questions our procedures, training and the reliability of our sport. A hang gliding accident always has a negative impact on the sport from every angle. 

You must have the confidence (not delusion) that you’re going to be able to have complete control over the flight, being able to cope with anything that may happen.  There should be absolutely no doubt prior to launch, in your abilities to safely control the launch and rest of the flight. Be professional, demonstrate perfection and fly safe.

Ratings & Requirements

The following information is a summary of the ratings and requirements by the HPAC in 2002. Details may have changed since the time of publication. For up to date information please contact the HPAC or USHGA or refer to their official websites.

In Canada there are two levels of tandem being Tandem 1 & Tandem 2.

· Tandem 1 allows you to fly passengers, paying or non-paying for the purposes of instruction. 

We DO NOT sell or offer rides.
· Tandem II allows you to hold and administer tandem courses, rate Tandem 1 instructors and recommend Tandem II instructors.

In the United States there are 4 different levels of tandem instructor:

· Tandem 1 instructors can fly other pilots that hold a valid USHGA H2 rating or better.

· Tandem II instructors can fly USHGA student rated pilots.

USHGA Tandem 1 & Tandem 2 instructors are not permitted to be paid for their services.

· Tandem Instructor can take paying or non-paying passengers for tandem instructional flights. A Tandem Instructor can also issue USHGA Tandem 1 ratings.

· Tandem administrator is the equivalent of a Canadian Tandem II instructor.

The HPAC requirements are:

HPAC Tandem 1

· Hold a HPAC/ACVL instructor or senior instructor certification; 

· have a HPAC/ACVL hang gliding advanced rating;

· have a minimum airtime of 100 hours and 50 flights or 50 hours airtime in the past 12 months in a hang glider; 

· successfully completed a Tandem I seminar; 

· conduct five flights with a Tandem II instructor and 15 flights with a rated pilot; and 

· have the recommendation of a Tandem II instructor. 

In order to retain a Tandem 1 endorsement:

· log at least 50 flights or 50 hours air time in the desired activity per year; 

· log 10 tandem flights or five tandem-hour per year; 

· use a certified tandem glider and reserve parachute (plus safety wheels for hang gliders); 

· use tandem flight only for instructional purposes. 

HPAC Tandem II

· Hold a HPAC/ACVL instructor or senior instructor certification; 

· have at least 100 tandem flights as pilot-in-command; 

· assist a Tandem II instructor in conducting a Tandem I seminar. 

In order to retain a Tandem II endorsement, instructors must:

· log at least 50 flights including 10 tandems annually; 

· use a Certified tandem glider with safety wheels and a appropriate reserve parachute 

· use tandem flight only for instructional purposes; and 

· conduct at least one Tandem I Seminar every three years. 

Equipment

Glider:

It is highly recommended that you used a certified wing that is built for flying tandem. Unless you’re a very big boy, your regular solo wing is not designed for the extra weight.

Other considerations may be:

Performance – not required or wanted for tandem flight. We want maximum control, stability and ease to land where we want.

A-Frame size – Can two people fit in-between the downtubes?

Wheels/floats. – Must be suitable. They are not there for decoration. They should be able to take a hard impact without rupturing. This is especially important for hollow floats.

It is recommended that a wire be installed in the base bar. If assembling the glider, be sure to actually have the base bar bolts go through the wire.

Wheels:

If using 3 wheel setup with the front wheels of a castor type:
· Be sure there is enough friction in the bearing so they do not spin on flight. If they spin easy, they will face switch to the wrong direction on final. Using a large ‘O’ ring (as used in hydraulic seals) can help prevent wheel spinning.

· The wheels add additional stress to the base-bar. Be sure to install a wire.

· The wheels need to be included in your pre-flight. Check: inflation, suspension, rims, look for damage, and look for anything that may be a potential problem.

· Check the tail/stinger wheel if using one.

Glider angle for 3 wheel mount:

This will vary from design to design. As like launching from a dolly, you do not want your nose too low. Be wary of launching off the stinger wheel which can happen if it’s too long. It can also cause problems on landing if the tail wheel is touching too soon.

Reserve Parachutes

A TANDEM reserve chute with a swivel is strongly recommended for tandem flight. Two solo chutes will leave you both with many broken bones if you survive. Sometimes boat tow operations argue against carrying a reserve due to the fact that a chute would be useless if wet. Given the chances I would rather have a wet parachute than none at all but realistically, an alternative mounting could be devised far from the water line.

If flying with a student using their own harness it is very important that only one chute (the tandem chute) gets deployed in an emergency situation. Two chutes deployed run the risk of wrapping around each other.
Bridle & Release

Since you’re starting off prone, there is no need for a big rope difference with the bridle. Remember though that the shorter the difference, the less you can pull in on launch.

The need for routine & systems
Established routines and systems eliminate the chance of forgetting something. This is why we have a hang check for flying solo. It seems like such an unimaginable thing not to hook in but we all know it happens.

By getting yourself into a routine, you’re establishing a system, which followed each time will ensure nothing goes forgotten. As an extra precaution, I have my launch crew double check everything for me. If I have missed anything, they let me know “discreetly.” 

Everything has to be checked and rechecked. How many times have we hooked a passenger into the harness, checked it and didn’t check it again when they get into the glider? 

A policy Mark Sanderson adopted on boat tow tandems during 2002 was to have a checklist for every crew member. Prior to each flight he would call each thing out loud and they would be checked. They were not simply reading from a list, they were being professional and making the passenger feel more confident about the operation.
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On Tow

Pre launch

You have to perform all the usual checks prior to launching but you also have to tell the passenger what is expected of them and warn of the usual things that will surprise or startle them as well as reassuring them and giving them confidence in your abilities.

· I try and establish if my passenger is nervous or afraid of heights. If they are I explain that the harness is basically one continuous seat belt and they would have to weigh over 6 ton for it to think about breaking. Of course tactfulness is required here and I change my words slightly if they look like they may actually weigh 6 ton.

· I make any necessary adjustments to the hang straps for their weight. 

· I hook myself into the glider first and then ask the passenger to step into the A-frame.

· I check their harness and make it obvious to them that I am checking it.

· I ask them to watch me hook them into the main and the backup strap. By having such a system, there is less chance of forgetting anything. I explain that the straps can hold 6000 pounds and that they have two of them. The carabiner is steel and tested to 5000 kg.  This gives them confidence in the equipment.

· Hook up the line that connects their harness to yours. This gets a mention as well as they feel better about being connected to the guy with the parachute. Mentioning that they are now hooked in three ways makes them feel good.

· Before laying down I discreetly check my parachute pins and make sure the wheels are pointing straight ahead.

· I lie down and ask them to lay down beside me and stretch out. Be careful as sometimes they kneel which is sometimes hard to notice.

· Things that have to be explained to them are things that would normally cause worry for someone not knowing what to expect. The main things here are:

· The fast and sudden climb (the first 50ft)

· The sliding back relative to the pilot

· The jerk that the transition causes.

· Since the passenger is taking up space within the A-frame, it will affect your ability to turn to the left. It has to be explained to them that if their head hits the left downtube, they have to pull their head to the right up over your back.

· If the person launching you isn’t a regular employee you may have to remind them to radio the transition in to the winch operator as it is difficult to feel with the shorter difference in bridle lengths. There are several things for you to check prior to launch. These are:

· Hang check items for passenger as well as yourself

· Vario is on and audio is off. It sounds too much like an alarm and the intensity caused by the climb on tow is unsettling for the passenger, distracting for yourself and makes it difficult to communicate with your passenger.

· Wheels are pointing in the correct direction.

· Weak link is adequate for flight

· Bridle lines are around the correct way. It is easy to hook them up the wrong way when lying prone.

· Bridle lines are secure in release.

· Bridle lines should be checked about 2-3 times during the setup procedure including just prior to launch when tension is on the line.

Launch
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Launching from wheels and with a larger wing loading gives you a lot more stability and thus flexibility in regards to wind conditions. Care should be taken however not to become complacent or have a reckless attitude. If conditions look marginal, ask yourself if you could safely perform the launch a hundred or even a thousand times and get it right each time.

· If you have a nervous passenger or if they are afraid of heights then you should ask for a gentle tow and deliberately request it in front of the passenger to make them feel better. 

You should be on an understanding with the winch operator that asking for a gentle tow is really only asking for a gentle launch. Once in the air, the passenger can’t tell how quickly you are climbing. 

· Before giving the “Clear & Launch” it is good to check with the passenger that they are ready to go and remind them to relax as you start moving.

· In bumpy or difficult conditions, it is best to come off the ground with a little bit of extra speed.
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Transition

You are not as maneuverable on a tandem wing and your landing options are more limited due to the wheels. You should carefully choose where you do your transition so that in case of a weak link break or a double release, you can land safely.

The passenger has to warned prior to the flight about the jerk that the transition gives. They do not need to know why, or how or the theory of rope angles. It would mostly go in one ear and out the other. What they need to know is that there will be a jerk and it is perfectly normal. It is also good to warn them again just before you do it so it doesn’t come as a complete surprise.

This avoids that enviable question:  “what the f%$#k was that?”
Upwind turn (when step towing)
Up until this point they have never turned before. If you have a passenger that is on the nervous side then go easy on the bank angle. Either way you should warn them that you’re going to turn especially if you are turning to their side.

Downwind turn (step towing)
You don’t have to do too much with the passenger on the downwind turn, since it is a turn without tension. Watch that the passenger doesn’t put their head down as this will make it difficult to see the rope and the wingtip.
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With full landing gear, the wheels hang down further than on regular gliders and it is often necessary to pass the rope under the wheel. This is easy to do if the glider remains in a turn because with your left hand on the rope and your right hand on the base bar it is easy to come out of a left hand turn but difficult to bank the wings more to the left. Things often happen a little quickly if you come out of the turn prematurely and the rope tension is coming on fast. You need to turn a little more to the left but can’t do so immediately because you need your left hand to pass the rope under.

Releasing the line

The passenger often needs a little reassurance here. It’s not so much the actual release but there is a common myth that the tow line is the safety line and without it you will go plummeting to your death. They are often surprised by how smooth it feels off tow.

Off Tow

Letting the passenger fly

The first thing the passenger will notice off tow is that it is a lot smoother without the tow rope. This is a perfect opportunity to allow the passenger to fly the glider for a while. Some people will be reluctant due to nervousness. To help encourage the passenger to try I often say:

“Even if I wasn’t here there is nothing you could do to screw up.”

This reinforces the fact that you are there with them and that they can’t mess up. 

If they start turning sharply as they’re in control, they sometimes start to panic. I find to good to talk to them in that situation so they know I’m still there and not freaking out. If I think they’re nervous then I’ll generally mention that they can’t flip the glider over - even if they tried. That seems to be a common concern.
How you let them fly is up to you and will depend a lot on how you have the both of you hanging. I don’t like having the passenger directly beside me as the more widely distributed load makes control more awkward and it takes up a lot of your available space in the A-frame.

By hanging the passenger higher as I do, it makes it difficult to fly using the base bar as I am in their way. When I have the passenger fly, I have them put their right arm over me and use the downtubes.

You have to be very clear with instructions as often they will have difficulty with turns. A lot of people will just try to twist. 

Watch and feel carefully what they are doing and sometimes by holding the steering bracket on the wheel you can help without them noticing.

Some people will simply not want to try and that is fine. You can simply give them a little instruction and demonstration on how it is flown and sometimes they will change their mind.

If you let the passenger fly, you should have them put their hands back on you with enough time to set up for your approach so generally no lower than 500 feet. Something potentially dangerous that can happen, is when they put their left arm back on your left shoulder strap they can put it over your arm and lock your left arm. Always be aware of this and change back at a safe altitude and deal with it immediately when it happens.
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Landing

Pre-landing

If the passenger is flying the glider then at 500 feet you should be taking the control back for the approach and landing. When they take their hands off the frame and put them back on you sometimes they will put their arm back over your left arm, which will lock yours and limit your control. Be aware of this and be ready to deal with it as soon as it happens.

Approach and final approach

Before turning onto final you need to check their hands and make sure they are not holding onto the A-frame at all. 

We are one of the few forms of aviation that speed up for the landing. You have to brief the passenger on what is about to happen. They need to be told:

· That you will be speeding up for the landing and it is going to look a little scary.

· You are going to land on the wheels and don’t have to do anything special - except relax.

On final approach check to make sure your wheels are facing the correct direction.

If they are hanging a little low you can have them lift their feet slightly. Care must be taken with this however as if they bend their knees, their knees may hit the ground, which could hurt. Wording has to be careful with how you say this. 

“If you like, just before we touch the ground, you can lift your feet slightly”

Worded in a not so effective way:






[They lift their feet]

“If you like, you can lift your feet just ^  before we touch…” 

· tell them ‘when’ before the ‘what’ (and the what in the correct order) to get them do it at the correct time, the correct way.

A television example was in MASH when they were defusing a bomb and someone else was reading out the instructions…

Instruction: “Unscrew the cap”


They unscrew the cap

Instruction : “after cutting the red wire.”

Where possible, try and make a right hand turn onto final. It is easier to turn that way and there is little chance of intimidating the passenger.
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The actual landing

It takes a while to perfect wheel landings. I prefer taking good speed to give myself more time in ground effect. 

Be smooth and try to time it so your arms are almost at full arm extension by the time the wheels touch. It gets your weight right which decreases the chances of the wheels catching on bumps. You will probably do a couple of ‘bouncers’ before you get it right.

No matter how you touch down, as soon as your wheels are on the ground move your weight as far back as you can. This will reduce of you beaking due to the wheels grabbing.

If it is gusty or bumpy when you come in, your reaction time needs to be good and you will need to really feel the glider and how it is behaving in the wind. Speed is money in the bank and will help especially if you get sink at the worst possible time.

In dealing with tricky situations try to remain calm and focused. Stating that these are really difficult conditions and the appearance that you’re struggling will not put the passenger at ease.
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Body Dynamics

It helps to have knowledge of your body dynamics in order to tow properly. It is almost essential to understand the body dynamic thing when teaching students in the air.

When you hang by yourself in a glider as in flying or during a hang check, gravity makes you hang straight down – unless you upset this by adjusting your body position as in turning for example. This is the basic dynamics of solo flight.

When flying tandem, there is the complication of another body mass. When you hang somebody beside you, you will no longer be in the middle. Your body will be offset to your side as the centre of the combined mass of both bodies is in the middle.

If you have trouble visualizing this, put a basket ball in a pillow case and hang it in your hand. It hangs straight down. Now if you hold another basket ball in another pillow case in the same hand then they will offset each other. The resulting  cleavage will be directly below your holding hand..
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When you are flying off tow, you will both be hanging off center. If the passenger flies (especially on the down tubes) they will notice the difference. They should be warned of this so they don’t try and pull themselves into the middle which would push you out to one side and cause a turn to your side. If they are flying on the base bar they can do what you do – (probably without realizing it) and twist a little. By twisting, the centre of gravity is in the same place but the upper torso of the person flying will be more center in the A-frame. 

When flying on the downtubes, trim flight will mean one really bent arm and one extended arm. If they have trouble reaching with their extended arm, have them move their hand higher on the downtube. 

When you winch tow solo , in order to fly straight, you and the tow rope must be in the middle. If you move your body or tow point off to one side then this will generate a turn or correction. Of course with changes in the air you may have to make corrections in order to maintain a straight path but once straight, we keep our body and the tow point in the middle to stay that way.
When you tow tandem with a single tow point, twisting takes place to maintain equilibrium. You will feel like you are in the center of the A-frame and for the tow your upper body will be unless you’re making corrections. Why you do not go off in a turn is because the back end of your combined mass moves the other way to compensate.
If you aerotow tandem you would most likely use a two point bridle attachment which attaches to you and the passenger keeping you a little more on the side as per regular flight.

Miscellaneous points and notes

· Value for money. Passengers can’t really tell the difference between 1,000 feet and 2,000 feet. In all honesty we could take them up to 500 feet and they would be happy. However, what they are aware of is time. If their flight is over in 60 seconds then they will know they didn’t get a very good flight. If I have a low cloud ceiling that prevents me from going very high, I spend more time on tow purposely not gaining height, just to make their experience last a suitable amount of time.

· With a glider mounted with a full wheel setup, you also have to preflight the landing gear. I’ve witnessed broken wheel rims, flat tires, wheels that pivot during flight, missing bolts, worn pivot axles, loosened suspension and broken stinger wires. Imagine what it would be like to have a wheel fail during landing.

· Placing your hand on the hand of the passenger can have a great calming effect on a nervous or tense passenger.

· Thermalling makes 75% passengers queasy.

· Belching loudly or screaming as you leave the ground doesn’t impress the passenger.

· Tandems rarely help you get laid.

· If the passenger wants to take their own camera up, a good place to secure it is on their right hand so when they’re not taking pictures, it can rest on your back.

· If it’s too windy and gusty to fly then don’t fly. Simple as that.

· Flying in rain will turn your wing into a heavy dive bomber.
· Never put yourself in a position where you can’t reach your landing field.

· If you have a passenger that is beginning to freak out while on tow, and wants to land. Releasing the line with tension on will not make them feel any better. Turn off line about 30-40 degrees to get the winch operator to drop tension and then release. The winch operator should always be watching but be wary of lockout in case they are not.

· A person that goes quiet is often a person feeling nauseous.

· If someone wants to be sick, have them turn their head out to the left. Tell them you won’t watch.

· If your passenger is a pilot using their own harness, warn them not to deploy their emergency chute except for some reason that the tandem chute can’t be deployed. 
· Two solo chutes do not equal one tandem chute.

· If taking pictures with a wing mounted camera, you will be surprised at how difficult it is to use up 24-25 pictures in a flight. It feels like you’re taking a picture every 20 seconds. Click like crazy on final to use up remaining pictures.

· Even if you are flying a certified wing (as you should be), it is recommended you install a wire in the base bar.
· Passengers should be connected to the pilot by an additional method other than around the keel. This is in case of the keel breaking. A shared reserve hang strap is suitable. 
Incident examinations

All incidents here are true events that either happened to myself, I witnessed, or had told to me. Names have been withheld or changed.

The missing wheel bolts

A tandem pilot was laying down in the glider with his passenger. He noticed that some bolts were missing from his right front wheel. He said to the launch director: “Barry, I just noticed that some bolts seems to be missing from this wheel. It’s every second bolt so it’s probably supposed to be that way. I’m sure it will be fine but can you please remind me to check it with Brian.”

Peter: If I was the passenger I would be on the edge of unhooking and leaving. It is a priority to keep the passenger informed and calm. You have just told the passenger that:

· A part of the glider may be defective

· You didn’t check the glider very well before flying

· You don’t appear to know very much about the glider

· You’re forgetful and need to be reminded of things. I wonder what else is forgotten? 

Be careful what you say in front of the passenger.

Hooking passenger in (or not)

It is important to establish a routine for checking passengers harnesses and hooking them in. Failure to hook a passenger in completely could mean leaving them behind and running the tail wheel up their butt. For a wheel launch scenario this would be something you should easily notice. However, I have witnessed:

· Passengers only hooked into a main strap – no back up.

· Third line (rope) not attached (if the passenger lets go on tow they will probably be pressed to the keel)

· Knee hangers not on

· Passenger or pilot helmet strap not fastened

Establish a routine and stick with it. As a backup, have your launch director double check everything for you and discretely notify you if you forget anything.

Double releases

Double releasing on a tandem flight not only startles the passenger but is a large inconvenience and detracts from your professional image.

One day I had a large group of tandems and I did two double releases. I’m generally lucky if I do one a year. With the high tandem tensions some release kick back and release themselves. It is really important to lock that long lever and prevent it from happening.  On this occasion, the jerk from the line change was actually pulling the release forward close enough that the base bar would touch the long lever and release the second line. If I think that the base bar is too close I’ll either push out briefly at transition time to get the base bar away or turn slightly to the left.

Release rope breaking

I was on my second step and the rope that goes from the biner through the release and back up the other side to the biner broke. It gave a jerk that felt the same as a transition. My release was sitting and extra 6 inches in front of me with the tow line still attached. It took me a second to realize what happened and then I released the rope. At that point releasing with that amount of tension required that I warn the passenger. In retrospect, I’m lucky that I didn’t rip my tow loops out.

There is the lesson of inspecting your harness, and using suitable line. It is a good example of how you can have unusual things happen during flight and it’s your ability to keep calm, keep your passenger calm and use your head to deal with it the best way you can that makes you a great tandem pilot.

Staff talking in front of passengers

The suspension on one of my wheels was starting to get a little loose.  It was getting to a point where it needed to be tightened but it was still safe for use in its current condition. One of our temporary staff members who was running rope and assisting passengers get in and out of their harnesses asked me casually in front of my passenger if “I had fixed my landing gear.”

He has just stated that I broke something that’s going to raise questions in the passengers mind such as how hard did I hit to damage my landing gear. It’s also put me on the spot. If I say no then how is that passenger going to feel?

My response was “Yes. There wasn’t anything really wrong with it, it just needed tightening.” I hadn’t made the adjustments yet but I couldn’t answer anything else in front of the passenger.

Some things such as the integrity of the glider, repairs, previous criminal convictions, your current hangover, etc.  should never be discussed in front of the passenger.

Tow rope catching the passengers 

I was doing my downwind turn once with a female passenger and as the rope was coming tight her upper body turned into me as her feet was pulled outwards. The tow rope had caught her feet. She managed to free her feet in time before anything serious could happen.

Since then I have noticed my passenger’s feet coming close to the rope on a couple of occasions.  The risk of the passenger’s feet are greater when:

(A) There is a lot of slack in the rope during the turn

(B) The turn is performed in sink

(C) The passenger pulls themselves into a more upright position which lowers their legs.

If you notice that the rope is getting close, you can use your leg to either lift the passenger’s leg or guide the rope clear. This is only possible in spaghetti or knee-hanger harnesses. The other option would be to ask the passenger to bend their knees which (to lift their feet up). 

If the rope caught their feet badly and there was a chance of hurting the passenger then releasing and turning to the right would be the best text-book solution.

Catching the wingtip

The danger with step towing is the possibility of catching the wingtip on the downwind turn. With a good tow field, a good winch operator reduces the risk of this happening. Sometimes however, you can have less than ideal conditions. The only time I caught the rope with the wing was with a heavy passenger, short tow, light winds and occasionally sink. I instantly released and turned away so the rope would not stay hooked. My passenger oblivious to what just happened thanked me for a fantastic flight.

There have been many occasions where I’ve had the rope going for the wing due to sink or the winch operator coming on too fast. It takes a quick reflex to shallow the bank to lift that wing. It often brings you out of your turn and makes it a messy maneuver.

Something else to watch out for is the passenger looking down as you do your downwind turn. This will impair you visibility to the wing. 

Bridle in tail wheel

I have had two tandem flights (one in Canada and one in Arizona) where there was a rope break which forced me to release and land. What was special about these two flights is that the bridle caught in the tail wheel which put me in a extremely dangerous situation. Not only was I dragging 1,000 feet of line from the farthermost point of my center of gravity, the line parachute in both cases opened and inflated acting as a drogue chute. Performance was moderately compromised in both cases.

The first time was at an airport where the line was in danger of catching runway lights.  The drogue chute was a large square kite style which severely compromised control and performance.

The second time was in a large open field.

The lesson learned from these scenarios is that when you release the rope from a line break or any situation when there isn’t tension on the line, hold the bridle and drop it out the side clear of the stinger and tail wheel.

No waiver

I once had a tandem passenger that wouldn’t sign a particular part of the waiver as they didn’t like the terms and conditions. They didn’t fly.

April

April has got to be my best achievement with tandem flight. April is not afraid of heights, she is terrified of them. She was only there because she bought her dad a flight for his birthday. After his flight we both convinced her that she should go. She reluctantly agreed. As we lay there in the harness, the poor girl was practically in tears. I requested a soft tow and we had a nice gentle climb. She bit my neck as we left the ground. She held on tight and even let me do a step with her. We got about 1,300 feet. She didn’t like sharp turns and I had to turn really gentle. She loved it. It was gentle air, a gentle tow (close to the ground) and smooth turns. A frightened woman ended up having a really pleasant experience.

Being late

I was once the winch operator for a tandem flight where the tandem pilot turned up almost 45 minutes late. This was totally unprofessional and presented a bad first impression to the customer. As it was, the conditions had since died off and they got a short & crappy flight as a result. The conditions were perfect at the original scheduled time.

Sometimes there are circumstances that you can’t prevent that are going to make you late. In that case you apologize and make up some excuse even if it is something as simple and vague as “I’m sorry I was held up. It couldn’t be avoided.”

The pilot in question said: “I’m sorry I was late. I was cutting grass and lost track of the time.” Translated, he just told the passenger…

· Hi, I don’t really care enough about this flight to be here on time

· I’m going to be your pilot but I’m really forgetful and today a bit of a space cadet.

Use a bit of thought with what you say and be tactful.

Flying cross country

When using a tandem glider that is equipped with a stinger and tail wheel, it is not advisable and not recommended to go cross country as you are much more limited with where you can land. Gliders with stingers need a relatively smooth surface to land in which is why we always land in our regular flying field where we know the terrain. Landing cross country means landing in an unfamiliar field and risking a whack. Whacks don’t leave the passenger with the desired impression.

I’ve seen a tandem pilot go cross country on occasion. This is the same pilot that many years ago beaked in a unfamiliar field giving the passenger a moderate blow to the head which left them with a sore neck for a couple of days.

Landing out also adds the complication of transporting the glider back to the flying field as gliders equipped with heavy landing gear are more difficult to transport.

Ropes around wrong way

Once in a hurry, I accidentally hooked my ropes around the base bar in the correct order but into the wrong pins on my release. Ie. Short rope over the base bar in the bottom pin. Of course when I transitioned, nothing happened. After realizing what had happened I continued the tow to the highest altitude I could with the rope over the base bar and then released and flew back to launch. 

I now double and triple check my lines. I check them when I hook them up. I check them before I ask for tension. I check them with tension on. I check them before I give the clear and launch. If I forget to check them once, chances are I would catch it on the other three times I check them.

Left arm lock

On several occasions when I’m taking over for the landing, the passenger returns their left hand to my left shoulder strap by going over my left arm instead of under. This basically locks up my left hand and makes it difficult to move. It is something to be aware of and deal with quickly.

Downtube break

A visiting tandem pilot was taking a friend of an employee for a flight. Upon landing he was surprised by a change in terrain (a small rise) He pushed out slightly to climb up, took on speed again and touched down with speed. It was slightly uneven muddy ground and the first wheel caught and the glider piled in. It’s broke a 1 ½ inch downtube which I used to think were indestructible. 

Peter: By my observation, the pilot was distracted by the first little maneuver that he momentarily forgot about the entire landing process and touched down with too much speed. Touching down on the ground at full arm extension, your center of gravity is further back making it almost impossible to whack – provided there are no holes or ruts to catch the wheels..

Keel breaking in flight

This happened to a tandem flight in New Zealand during high stress aerobatics.
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Tandem test

What is the easiest way to turn a tandem glider (with a passenger)

(A) Left

(B) Right

(C) Tuck

(D) Loop

When flying tandem, your reserve parachute should be…

(A) Larger than solo

(B) 16 gore, non PDA

(C) Rocket deployed

(D) Repacked every 3 years
If the rope breaks while on tow you should

(A) Curse loudly and then proceed to get set up to land

(B) Calm and reassure the passenger & release the rope

(C) Calm and reassure the passenger & release the rope and dropping it out the side

(D) Pull in hard to make it look as if something on the wing broke

Which would be the most suitable wing to take a passenger on a flight with you?

(A) Falcon 140

(B) SX22
(C) A purpose built, certified tandem wing

(D) Condor

When flying tandem, are you generally flying with a higher wing loading or lower wing loading.

(A) Higher

(B) [image: image20.jpg]


Lower

(C) Yes

(D) Wing loading is similar to solo flight

Compared to flying solo, all flying speeds will be

(A) Faster

(B) Slower

(C) The same

(D) Ballistic

In Canada, how long are you required by law not to fly after consuming alcohol?

(A) 15 minutes

(B) 1 hour

(C) 8 hours

(D) 24 hours

When flying Tandem, will your stall speed be faster, slower, or the same? 

When should you check your passenger’s harness and helmet?

(A) Just after they put it on.
(B) When you have hooked them in and they are about to lie down in the harness

(C) After releasing the tow line

(D) As you leave the ground

If you are flying a student and they choose to wear their own harness. You should consider and discuss the following…

(A) A side mounted chute will rub against the pilot and get in the way

(B) The height must be carefully checked.

(C) In an emergency situation, 2 parachute deployments are a hazard

(D) The second tow release should be removed.

Before landing you should check

(A) That the wheels are facing the correct direction

(B) The passenger is not holding on to the A-Frame

(C) The wind is blowing the right way

(D) That the tow rope is not being pulled out across your landing path

When more weight is added what should you do with the hang straps?

(A) Add an extra one for the fatty

(B) Move the straps forward

(C) Move the straps back

(D) Keep them in the same place

To help calm a nervous passenger in the air, the best way is to

(A) Sing to them

(B) Touch their hand for reassurance

(C) Tell them you love them

(D) Tell them that you’re nervous too

Where possible, make the turn onto final… 

(A) To the right

(B) To the left

(C) A diving turn to lose excess height

(D) Downwind

Tandem hang glider flights in Canada are

(A) Instructional

(B) Sometimes naked

(C) Promotional

(D) Beneficial to the industry by income created from the ride

When was the last time you blew a launch?

On average how many launches do you blow per year?

When was the last time you didn’t make the landing field or the landing area?
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