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INTRODUCTION


This handbook has been produced and assembled for the Saskatoon Soaring Club in response to member’s requests for a manual compiling club policies and standard operating procedures.   Non-flying club policies include those specified by the club charter (constitution), as well as the policies and procedures adopted by the club as a result of resolutions approved at the club AGM’s over the years, and including motions adopted at regular and special club meetings.  Flying operations include all operations in accordance with Canadian Air Regulations (CARs), training and flying procedures as recommended by the Soaring Association of Canada (Flight Training and Safety Committee) and the local  policies adopted by the club to ensure safe and enjoyable flying by all members.  


It is recognized that as regulations and club circumstances have changed over the years,  not all members are aware of the procedures and the reasons for them.  It is the intent of this manual to ensure that all members are informed on current procedures.  The handbook contains the rules and guidelines for ground operations, operational procedures for flying using both aerotow and winch launch capabilities, and the club rules and regulations.


The loose leaf format is designed to permit regular updating of contents.  Amendments and additions may be published and provided as required.
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In compiling this manual, the club recognizes the contributions of many club members, both past and current, that have developed the “uncompiled” policies and operating procedures that have effectively served the club for over twenty five years.  It is anticipated that member’s on-going contributions will help in providing timely updates as required.
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History of the Saskatoon Soaring Club


Gliding and soaring has taken place around Saskatoon for many years.  The Eley brothers, at Colonsay, Sk. built one of the first gliders and operated it from their farm during the early 1930’s.  Gliding clubs were formed in Regina and Saskatoon in the early 50’s.  A club operated for a few years in Moose Jaw during the early 60’s.  There were a number of gliders built in Saskatchewan in the 50’s and 60’s, including pilot owners in North Battleford and Prince Albert.  The early Saskatoon Club operated at Colonsay for a time, and also at a field near Martinsville. This club became inactive in the 60’s when an attempt to purchase a new glider from a German Manufacturer led to financial problems.  The money was raised and sent for the purchase, but in the meantime the manufacturer went bankrupt and the Saskatoon club ended up with neither money nor glider.


The current club was formed in 1976 largely due to the efforts of original club member Jim Koehler.  Jim had flown with the original Saskatoon Club, and had an opportunity to perfect his skills and obtain an instructor’s rating while in Australia.  With a core group of interested potential members, mostly colleagues at the University of Saskatchewan, Jim advertised and chaired a meeting of about 50 potential members in January of 1976.  This positive response led to the formation of a club with about twenty members.  Each contributed $500.00 as a startup contribution.  Of this, $150 was a joining fee, the other $350 was an equity assessment.  As original members left the club, they could apply for refund of equity in order as new members paid their equity assessment.  After a time, this was removed and replaced with a straight $500 joining fee, and later reduced to the present $150 assessment. 


With the capital raised, the new members arranged purchase of a Blanik L-13 (C-GXDU), then about two years old and available in Red Deer.  Members built the trailer in Saskatoon, then travelled to Red Deer to get it.  It was first assembled and flown at Corman Park Airport using a leased Super Cub as a towplane.  When the crosswind made Corman Park unsuitable, it was often towed a short distance to a strip owned by Don Glazier.  There was plenty of enthusiasm that first year, with records indicating the Blanik make 482 flights and logged over 161 hours in the air.


In 1977 the training and soaring operation moved to a former military triangular strip owned by Don Chovin near Vanscoy.  The club arranged for the lease of a Cessna L-19 towplane for use at Vanscoy.  With interest in soaring growing quickly, the club arranged the purchase of a used single seat Schleicher K-6 sailplane during the season.  (Again, members went into their own pockets to finance the purchase).  The Blanik became the trainer (639 flights, 124 hrs), and the K-6 was used for conversion to single seat and for soaring (44 flights. 23 hrs.)  By 1979, total glider activity increased to a total of 345 flights totaling over 170 hrs.


In 1979 it was decided that the club should acquire its own towplane.  With limited capital but keen interest and dedication of members, a group within the soaring club formed a syndicate and purchased a Cessna 150-150 (C-GQOK).  They provided the capital, bought the towplane, and leased it to the club.  Eventually the soaring club was able to buy out the syndicate members and get title to the towplane.  Again, many members bought debentures ($1000 with 0% int) to help with the financing.  These have since all been repaid.  Formation of the Soaring Association of Saskatchewan assisted with grant funding through the Sask Sport Association.


The K-6 was damaged in 1986, and the club was without a single seat aircraft for the remainder of that and the following season.  Also, in 1986, the club received notice that Chovin’s Skyport (Vanscoy) was shutting down operations, and the club would have to relocate.  The strip at Hanley served for two years, but there was only one runway and it was very rough.  In the meantime, the club was looking for a new “home”.  Cudworth offered two runways, hangar space, local towpilots, fuel, and a welcoming attitude.  A lease was signed for the use of the airport, and purchase of the hangar and adjacent land was arranged for flying starting in 1989. 


The Phoebus (C-GAZO) was owned privately by a club member, but offered for sale.  The purchase of the Phoebus for the 1988 season upgraded the soaring capability of the club, and also assured the continuation of high performance funding that was available from Sask Sport. 


  A second Blanik was leased from the Provincial Association for a few years when there was need for a second 2 seat glider.  


The Phoebus was sold in 2002 and replaced with a new Blanik L-33 Solo aircraft.  


The club also owns a  member built winch.


  During 2007 the club developed a safety policy according to the guidelines of the SAC Safety management System.
Soaring Association of Saskatchewan


All members of the Saskatoon soaring Club are members of the Soaring Association of Saskatchewan (SAS).  The association was formed in 1978 to give soaring a provincial sports governing body.  This was necessary for soaring to be recognized  as a Sask Sport funded activity.  John Toles met with Paul Hack, at that time a director with Sask Sport.  He also attended workshops conducted in Saskatoon by Jack Young, a sport consultant, and it was agreed that soaring would be accepted as a fundable sport.  From these meetings a plan was formulated that required formally incorporating a provincial sport governing body, writing articles of incorporation, and forming an executive.  The first meeting was held in Davidson with two members present from each of the Regina and Saskatoon clubs (John Toles, Larry Hesterman, Dennis Miller, Henning Dahlem).  From this meeting the Soaring Association of Saskatchewan was formed.


Over the years, the Saskatoon club has benefited greatly from membership in the provincial association.  Membership Assistance Program (Map) grants have provided direct funding to the club.  Instructor Upgrade grants have funded instructors to courses, helped train Official Observers, and provided members with opportunities to fly and learn with other clubs.  Competition Grants have provided opportunities for member pilots to participate in Provincial and National Competitions.  Grassroots Funding Grants provide a subsidy for the club for familiarization flights to introduce new prospective members to the sport.  Although funding cannot directly be used for capital equipment, funding assistance from the High Performance Funding category during the 1980’s indirectly provided more than enough funding to purchase the Phoebus. (Operating costs were covered, so that member fees and flight charges could be directed to capital expenses.)


A general meeting of the association is held annually.  Directors include an executive elected at the AGM as well as a minimum of two directors from each of the provincial soaring clubs.  Directors meet quarterly or as required to deal with provincial business.

Soaring Association of Canada

SAC is the national sports governing body representing gliding and soaring in Canada.  Saskatoon Soaring Club members are required to be members of SAC so the club can participate in the aircraft group insurance plan.  Membership includes subscription to Free Flight/Vol Libre, the journal of the SAC.


The national association was formed in 1945.  Annual General meetings are held each year in early March at various host sites in Canada.  The Prairie Zone (Saskatchewan and Manitoba) is represented by a director elected for a two year term.  


A number of committees represent various aspects of soaring including Flight Training and Safety, FAI Awards and Records, Insurance, Airspace and a liaison with Transport Canada.

The Saskatoon Soaring Club subscribes to the national group insurance plan, providing hull and liability insurance at competitive rates.  A condition of this group plan is that all insured pilots require membership in SAC.  As this is a national non-profit sports organization, the fees are deductible as a charitable donation and a receipt is issued each year .

Organizational Structure of the Saskatoon Soaring Club


The Saskatoon Soaring Club is a non-profit corporation chartered under the Province of Saskatchewan Societies Act.  The Articles of Incorporation outline the organizational structure of the Club.  The Constitution of the Saskatoon Soaring Club details how this structure is to be administered.


An Annual General Meeting (AGM) of the corporation is held within 60 days following the fiscal year end of Dec. 31st.  General membership meetings are held quarterly, or as required.  Executive meetings are held as needed to plan for meetings and activities and administer club business.  


The corporation recognizes two categories of membership:  1.  Regular flying members who have paid the joining fee and current annual fees may hold office, vote at general meetings, fly solo in club aircraft if so certified, and enjoy all other privileges of club membership.








      
 
   2.   Associate members

including those members who have paid the joining fee but are not current active members (fees paid for the year),  spouses and/or family of regular members, and persons who have purchased a day membership in order to participate in a familiarization flight, or are insured SAC members through the Saskatoon Soaring Club.


The elected executive consists of a President, Vice-President, Secretary, and Treasurer, and is elected at the AGM.  The Past President, Chief Flying Instructor, Safety Officer and Chief Tow Pilot are appointed by the elected executive and sit as executive members.  Other committee chairs are appointed as required.  The executive is authorized to issue cheques and/or use club money to pay accounts and carry on regular club business.  For unusual expenses or for maintenance estimates over $2000.00 the executive is required to seek approval from the general membership at a regular or special meeting of the club.
Duties of the President

The President is the senior administrator, providing leadership, control, and coordination of all club activities.  Specific duties include:


-  Calling meetings of the executive or general membership as required.



-  Preparing an agenda for each meeting.


-  Chairing all executive and regular meetings when available.


-  Casting the deciding vote if required in the event of a tie vote. 


-  Signing cheques on behalf of the club as one of the signatures required.


-  Attending or ensuring club attendance at all SAS meetings.

-  Attending or ensuring club interests are represented at the SAC AGM.

-  Serving as an ex-officio member on all committees.


-  Representing the club or ensuring representation at events involving soaring activity.


-  Coordinating the organization of season start-up, close-down, and club events.


-  Coordinating suitable promotion of the club and club activities.

Duties of the Vice President

The Vice President functions as the club’s deputy senior administrator, providing leadership, control and coordination of club activities in conjunction with or in the absence of the President.  Specific duties include:


-  Supporting and/or assisting the president in the performance of his (her) duties.


-  Chairing meetings in the absence of the president.


-  Acting as spokesperson for the club in the absence of the president.


-  Signing cheques on behalf of the club if designated as a signing authority.


-  Assisting as required in preparing grant applications, reports, etc.


-  Serving as a committee member or chairperson if appointed.

Duties of the Secretary

The Secretary functions as the official recorder, record keeper, and correspondent for all club business.  Specific duties include:


-  Recording and distributing minutes of the Annual General Meeting.


-  Recording and distributing minutes of all executive, regular, and special club meetings.


-  Preparing and sending out notices of meetings as required.


-  Booking or arranging for meeting rooms as required.


-  Preparing and administering all correspondence as required.


-  Preparing and administering reports as required.



-  Administering the club mailing address.


-  Distributing incoming correspondence as required.


-  Participating in the promotion of club activities.


-  Assisting in preparation and administration of grant applications.

Duties of the Treasurer 


The treasurer functions as the financial controller and adviser for the club. The position requires a good working knowledge of bookkeeping, accounting, and budgeting.  Specific duties include:


-  Maintaining accounting books for the club.


-  Preparing a clear, concise and accurate financial statement for the AGM.

-  Providing a current financial report at executive meetings if required.


-  Arranging an annual audit if required by members at the AGM.*


-  Assisting the executive in preparation of an annual budget and planning document.
-  Administering all banking matters for the club.


-  Invoicing members for fees and flying charges as required.


-  Signing cheques as an authorized signature on behalf of the club.


-  Writing cheques for disbursement of funds and pays bills submitted to the club.


-  Acquiring authorization from the executive to pay accounts not previously approved.


-  Administering the insurance requirements for the club.

        * not required if approved unanimously by members at the AGM.
 

Duties of the Chief Flying Instructor

The Chief Flying Instructor is responsible for the training and development of club instructors, the administration of student pilot training, and the supervision of all flying operations.  The position requires a Transport Canada Instructors Rating (Gliders) as well as level 2 or higher certification by SAC.  Specific duties include:


-  Attending all regular and executive meetings when available.


-  Chairing meetings of the Instructor’s Committee as required.


-  Providing leadership in all issues involving flight training, procedures and safety.


-  Serving as a member of the Safety Committee.


-  Providing leadership and supervision to all club instructors.


-  Supervising the general operation of all student instruction.


-  Supervising general flying operations or appoints a duty instructor/dutypilot.


-  Organizing and providing for ground school instruction as required. 


-  Organizing and providing for flying instruction as required. 


-  Supervising the maintenance of  student progress records.


-  Ensuring that all requirements of student training are completed as required.


-  Supervising the completion of pre-solo requirements and authorizes student solo flight. 
-  Conducting or arranging for flight testing as required for licensing.


-  Cooperating with the Transport Canada Authorized Person.


-  Encouraging suitable candidates to complete requirements to become instructors.


-  Attempting to maintain an adequate number of instructors.

Duties of the Chief Tow Pilot


The Chief Tow Pilot appointed by the club executive and is responsible for supervision of the aerotow operation within the club.  The position requires an experienced tow pilot with not fewer than 100 hrs. flight time as pilot in command in aeroplanes, including no fewer than 100 glider tows as specified in Canadian Air Regulations (CARs).  Specific duties include:

-  Providing leadership in aerotow issues involving flight training, procedures and safety.


-  Providing leadership to all club tow pilots.


-  Monitoring  the condition and recommending necessary maintenance of the towplane.


-  Supervising the maintenance of towplane log books and records.


-  Training suitable candidates as tow pilots and supervises training tow flights.


-  Certifying suitable candidates as competent tow pilots.

Duties of the Safety Officer 

The Safety Officer is appointed by the club executive and is responsible for coordinating safety operations.  Specific duties include:


-  Overseeing the club safety program


 - Chairing meetings of the Safety Committee as required.


-  Supervising the provision and maintenance of all safety equipment.


-  Administering all incident and accident reporting according to SAC guidelines.


-  Providing leadership in all matters involving safe gliding operations.


-  Developing programs and organizing safety instructional workshops as required.

Duties of the Fleet Maintenance Officer

The Fleet Maintenance Officer is appointed by the club executive and oversees the maintenance of all club aircraft.  Specific duties include:


-  Assuring that each club aircraft operates with a valid Certificate of Airworthiness.


-  Receiving Airworthiness Directives (AD’s) and acts on them accordingly.


-  Arranging for a certified AME to conduct maintenance and carry out inspections.


-  Arranging for appropriate and timely Annual Inspections of all club aircraft.


-  Arranging for any other required inspections or maintenance.


-  Inspecting aircraft involved in any incident or accident for possible damage.


-  Clearly placarding any aircraft deemed unfit for service and notifies the executive.


-  Maintaining current maintenance manuals and procedures for each aircraft.


-  Overseeing the maintenance of all Journey Log and Technical Log entries.

Duties of the Soaring Association of Saskatchewan Directors

Each soaring club in Saskatchewan is entitled to a minimum of two representatives as SAS directors.  These reps are selected and approved by the club.  Specific duties include:


-  Attending all regular and special SAS meetings as available.


-  Representing the interests of the club as voting directors of SAS. 


-  Reporting to the club on the business conducted at SAS meetings.


-  Submitting written reports to SAS as required regarding flight activity, SAS sanctioned 
    events, and use of SAS funds.

Duties of the Chief Official Observer

The Chief Official Observer (O.O.) is an experienced O.O. appointed by the club executive and is the senior club official for all matters involving FAI badge and record claims.  Specific duties include:


-  Providing supervision, training and assistance for all certified club O.O.’s.


-  Ensuring an adequate supply of current claims forms and current guidelines.


-  Reviewing all claim forms and authorizing their submission to the SAC.


-  Cooperating with the SAS in maintaining current provincial records.


-  Maintaining records for the Saskatoon Soaring Club.



-  Developing and facilitating workshops on FAI awards and procedures as required.

Duties of the Transport Canada Authorized Person


The TCAP is trained and certified by Transport Canada to issue student permits and certify licenses for temporary privileges.  This removes the inconvenience of an applicant, who having met all the requirements for a permit or license, having to wait for processing by   Transport Canada before exercising the privileges of the permit or license. Specific duties include:


-  Issuing student pilot permits in accordance with CARs sec.421 (1).


-  Certifying student permits as temporary licenses in accordance with CARs sec. 421 (7).


-  Cooperating with the CFI to ensure that all requirements for permits/licenses are met. 


-  Forwarding all necessary forms and documentation to Transport Canada as required. 


-  Confirming that the fee is correct and submitted in accordance with CARs Sec. 104.01


-  Maintaining copies of required documentation for a minimum of 2 yrs.

Duties of the Industry Canada (Spectrum Management) Authorized Person


The ICAP is trained and certified by Industry Canada to conduct examinations and issue the Radio Operators Restricted Certificate (Aeronautical).  This certificate is required before a pilot can operate a radio on the frequencies designated for aeronautical use.  A soaring club may approve an ICAP.  Specific duties include:


-  Administering the written and practical examinations to candidates.


-  Notifying Industry Canada of successful candidates and forwards documentation.


-  Maintaining a file of test results and required documentation for licenses issued.


-  Cooperating with the club CFI to assist in training candidates for the air radio license.

Pilot Qualifications

General Qualifications


To fly club aircraft as PIC, members must be in possession of a valid license for aircraft as applicable.  A current Cat. 3 or higher medical validation certificate must be in effect.  Any pilot, upon being assigned a medical restriction or suspension must report the restriction or suspension immediately to the CFI.  


It is club policy that all club aircraft possess a working radio and that to fly club aircraft as PIC, members are required to be in possession of a Radiotelephone Operator’s Restricted Certificate (Aeronautical).

Student Dual


To receive instruction, a student must fly with a qualified club instructor or instructor authorized by the club.  In order to receive instruction beyond the requirements for a “six pac” introductory training membership, a student must:


-  Be a member of SAC for insurance purposes.


-  Be approved for club membership by the executive.

-  Have paid fees required for annual club membership

or 

-  Be a SAC insured visiting member from another club.


-  Be familiar with the theory (ground school topics) applicable to the instruction.


-  Meet the general medical requirements as for solo flight. (alcohol, drugs, fatigue, etc.)

Solo Flight - Student Permit


To fly solo in club aircraft a student must be certified for the aircraft to be flown and the method of launch to be used.  He (she) must have paid the club joining fee and be current in club accounts.  All club and Transport Canada requirements must be met including:


-  Carrying a valid student permit during the flight.


-  Flying day VFR only.


-  Flying under an instructor’s supervision.


-  Not carrying passengers.

Solo Flight - Glider Pilot License


To fly solo in any club aircraft a licensed pilot must be certified for the aircraft to be flown and the method of launch used.  He (she) must be a current paid up regular member and meet all the club and Transport Canada requirements.  A minimum of one (1) instructor’s check flight (TC flight review) is required at the start of the season .for each seat as certified.  In addition, a check flight is required for any member who has not flown as PIC within the previous 60 days.


A visiting member from another SAC insured club may fly solo in a Saskatoon Soaring Club glider if approved by the CFI or duty pilot.  A minimum of one (1) dual site check is required for visiting members not familiar with the airfield or equipment before flying solo.


The CFI or duty pilot may deny the privilege of solo flight to any member if he (she) feels that the pilot’s experience is not commensurate with weather or field conditions, or if there is any reason to believe that solo flight could pose a danger to the pilot or equipment.


To fly in the L-33 Solo, all club requirements must be met including:


-  Competency certification by CFI or designated  instructor.


-  A thorough briefing by an experienced  L-33 pilot/instructor before the first flight.


As well, it is recommended by the instructor’s committee that:

- The first flight should be made in conditions of minimum wind and in stable air. 

- The first aerotow flight should be to 3000 ft. AGL.

- The first flights should be ballasted as required to be well above minimum pilot weight.

Carrying Passengers


To carry passengers in club gliders, the pilot must meet all Transport Canada and club requirements for currency and competency including:


-  A minimum of 10 hrs. glider time as PIC.


-  Suitable training if for rear seat PIC. 


-  A log book endorsement (passenger carrying, front/rear seat) by an instructor


-  Within the previous six (6) months, have a minimum of five (5) take offs and landing 







or


have successfully completed two (2) instructor’s check flights with log book so 
 
    endorsed. 







and


-  Within the previous 60 days, flown as pilot in command in a glider







or


   successfully completed an instructor’s currency check flight with log book so endorsed.

Tow Pilot Qualifications (SAC minimum standards)

To act as a pilot in command of an aircraft towing gliders for the Saskatoon Soaring Club, the pilot must meet all Transport Canada and club requirements including:

1) An experienced glider tow plane pilot is a pilot having not fewer than 100 hours flight time as pilot-in-command on aeroplanes, including not fewer than 100 glider tow flights. 

2)    No person shall act as the pilot-in-command of an aircraft towing gliders unless one of the 
following requirements is met or exceeded: 

(a) If a tow plane pilot holds a Glider Pilot License and has performed a minimum of five training tow flights under in-flight supervision by an experienced glider tow plane pilot, he shall:
(b) 
i.    hold a pilot license or permit valid for aeroplanes,
ii.   have acquired not fewer than 45 hours pilot-in-command flight time in aeroplanes, 
iii.  have not fewer than 5 hours pilot-in-command flight time on the tow plane type. 


      iv.  have a logbook entry certified by an experienced tow pilot including “skill level and    

experience satisfactory for towing gliders    

      v.   be thoroughly familiar with the operating limitations of the glider being towed and with 

necessary emergency procedures.

(c) If the tow plane pilot is not the holder of a Glider Pilot License but has performed a minimum of five training tow flights under in-flight supervision by an experienced glider tow pilot, he shall:


i.    hold a pilot license or permit valid for aeroplanes,
ii.   have acquired not fewer than 65 hours as pilot-in-command flight time in aeroplanes.
iii.  have not fewer than five hours pilot-in-command flight time on the tow plane type.


      iv.  have a logbook entry certified by an experienced tow pilot including “skill level and 

experience satisfactory for towing gliders”.

     iv. be thoroughly familiar with the operating limitations of the glider being towed and with 
          necessary emergency procedures.

(c) If the tow plane pilot has not performed five training tow flights under in-flight                                          
supervision by an experienced tow plane pilot and does not hold a Glider Pilot License, 
he shall:


i.    hold at least a Private License valid for aeroplanes,
ii.   have acquired not fewer than 100 hours pilot-in-command flight time experience, of  
which 25 hours may have been acquired in gliders, and
iii.  be thoroughly familiar with the operating limitations of the glider being towed and, with 
necessary emergency procedures. 

Ground Handling


As there is a potential for glider damage on the ground, precautions must be taken when moving and ground handling gliders.  Insurance records indicate that more gliders are damaged on the ground, especially by wind, than in flying accidents.

Glider Movement  


Gliders should only be moved under the supervision of qualified pilots, with adequate personnel to cope with weather conditions.


By hand, gliders should be moved backwards with a suitable tail dolly attached.  Controls should be secured as required for wind conditions and surface (rough ground).  Canopies must be secured.  The pushing force should be applied to the leading edge of the wing close to the root, and never from the tips, but with personnel at a wingtip  for leveling and steering. 


By vehicle, the glider should be towed forward.  In strong wind conditions, it is better to keep the nose into the wind.  This may necessitate carefully towing the glider backwards with the rope attached to the tail handling bar. Controls must be secured, spoilers open, canopy latched, and tail dolly attached.  The towing rope must be a minimum of not less than one half the wingspan of the glider being towed In light wind conditions, the person walking the wing should be positioned on the into-wind side keeping that wing low.  In moderate or strong wind conditions, at least one other person must be positioned in front of the wing root and able to stop forward motion of the glider or release the rope if required. 

Glider Parking


Gliders temporarily parked and unattended for an extended period must be secured with suitable tie-downs or tires on a wing as conditions require with the into-wind wing lowered.    Canopies must be latched, spoilers open, and controls secured.  If more than one glider is parked, wing alignment should be similar with a minimum of five (5) meters between gliders.  


Gliders temporarily parked for short periods must be secured with tires or have at least one person attendant on the lowered wing, with the spoilers open and canopy latched.  Gliders parked outside overnight or for extended periods must be securely tied down (wings and tail).  Portable radios and other equipment must be removed and master switch turned off.  Spoilers must be closed and controls secured with aileron chocks and rudder restraint.  Canopy cover must be securely in place.


Gliders hangared must have the master switches off, canopy secured and parachutes properly stored.  Battery should be removed and charged or prepared for charging if so required.


The pilot of the aircraft is responsible for its safety from the time he assumes control on the flight line until it is safely parked as above or clearly handed over to the next pilot.

Flight Operations

General Policies


Flight operations are designed to meet the needs of all members.  Student training is an important part of the club activities.  The needs of licensed members must be accommodated for soaring and recreational flying.  Private owners need launch facilities available when they come to fly.  To introduce new prospective members to gliding and soaring, aircraft and certified pilots must be available to take  familiarization flights (fams).


The home field for the Saskatoon Soaring Club is the municipal airport at Cudworth, Sk.  Flying operations commence at Cudworth on weekends when conditions are suitable in the spring, and continue until conditions in the fall dictate time to shut down for the season.  During the summer months, flying may be arranged on weekdays.  Evening training sessions can also be arranged.  Other suitable locations close to Saskatoon may be arranged  for instructional use.

Students are given priority for training on evenings and weekend mornings.  Soaring instruction and regular soaring has priority on weekend afternoons.  Familiarization flights are available to the public whenever there is flying subject to the availability of a glider and pilot.  The individual desiring a flight becomes an associate (one day) club member, and must complete and sign an application for associate membership and waiver of liability.  Although the general policy is to not let Fam flights interfere with instruction and soaring, every effort is made to accommodate associate members and introduce them to our sport.  It is also club policy to use instructors or experienced members to fly the Fam flights,   An associate membership form with waiver of liability will be required before the flight.  Flight charges in excess of the regular FAM fee (normally a 20 min. flight) will be charged to the member.


Flying is normally on a “first come” basis.  Soaring is limited to one (1) hr. of complete flight time when others are waiting to fly unless by previous arrangement, such as for approved badge or cross country flights.  Instruction for the students may be scheduled if necessary.  When not flying, all members present are expected to assist in the flight operation - getting out and returning equipment, running wing, retrieving gliders, keeping time sheets, etc.  The CFI will arrange for a tow pilot and duty instructor (and/or duty pilot) as required for each regular session.  The duty instructor/duty pilot is in charge of all airfield activities during regular flying sessions.  He (she) may appoint a field manager to assist with ground operations on busy days.  The duty instructor will also ensure that all members receive a briefing on the day’s planned activities (weather forecast, launch procedures, circuit pattern, fam flights expected, etc.) prior to commencement of gliding operations.


Members who bring guests will be responsible for their movement and behavior on the field.  They should be advised that smoking is not allowed on or near aircraft or hangars, pets may not run loose, children must be closely supervised, and vehicles must be parked in approved areas.  Unless properly briefed and supervised, guests do not take part in the normal flight operations other than as spectators.  Qualified members who take guests as passengers must follow the requirements for familiarization flights, but flight charges may be billed to the member’s account.

Flight Line Policies and Procedures


The flight line operations shall be conducted in accordance with training policies and standard safety procedures.  All aircraft will be given a daily inspection (D.I.) each day before being flown, the daily inspection sheet to be completed and stored in the aircraft.  Prior to each flight the pilot or student will carry out a “walkaround” inspection.  Standard ground signals will be used even when radio calls are being made.  The assigned duty pilot is responsible for recording the times in the flight sheet.  Vehicles and spectators must be clear of the active area.


The towrope and/or cable is to be inspected before the first flight each day, and regularly as needed.  It is the pilot’s responsibility to check that it is laid out properly and that a correct weak link and ring are being used before attaching it to the glider.


If it is necessary to approach the towplane with the engine running,  it must be done with great care.  With the engine running at idle, walk behind the wing strut to convey the message to the pilot.  Move away with similar caution.  If possible, get the pilot’s attention from beyond the wingtip first.  The pilot can then slow the engine to idle or stop it.  The winch cable must be treated with the same respect as an airplane propeller.  A moving cable can be very dangerous.


Gliders are normally lined up adjacent to the flight line in the order of launch.  For efficiency, the glider and pilot(s) should be ready to go before the glider is moved on to the flight line.  Unnecessary delays can interfere with other gliders landing or waiting to take off, and may result in the glider being moved to the back of the order for a launch later.

Weather Limitations


Club gliding operations will be conducted in day VFR conditions only.  This includes sunrise and sunset times as well as ceiling minima.  Gliders in the air must stay well away from active weather cells (thunderstorms).  Flying shall be suspended if there is visible lightning within the Aerodrome Traffic Zone (5NM).  If it appears that a thunderstorm is approaching, equipment on the ground must be secured and/or attended as conditions dictate.  


The maximum wind in which gliding may operate is 26 knots headwind and 9 knots at 90 degrees crosswind. Other maximum wind speeds/crosswind components shall include: 

     Wind Angle

Maximum Wind
         MaximumWind

                       Relative to Runway

at Given Angle
          at Given Angle

       (degrees)


      (Knots)

                (Km/hr)
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          11


        19




75 

       
          10


        18




90 

        

9


        16


As well, gliding operations shall be suspended if the gust differential is greater than 10 knots (18 km/hr) at ground level.


These are maximum conditions based on the Crosswind component graph for the Blanik and the Cessna 150-150.  Other gliders including  may be more sensitive and should be flown in lesser wind conditions.  These conditions also assume experienced pilots who are comfortable with strong winds and/or crosswinds.  These conditions may not be suitable for student training or flying by pilots who are not as experienced.  The Duty Instructor or Duty Pilot shall have the responsibility of assessing conditions and suspending flying operations if he/she feels that conditions are not suitable.

Off-Field Landings


Unintentional off-field landings rarely occur during normal club operations.  However, in the event of a rope/cable failure, adverse weather (thunderstorm over the airport) or even lack of attention, the off-field landing guidelines shall apply as for cross country flights.  A radio call should be made as soon as the pilot recognizes that an off-field landing may be required.  The towplane should circle the area to locate the landing area and report the status of the glider.  The glider pilot shall remain with the glider until assistance arrives.  The glider shall not be left unattended.

Checklists


The Saskatoon Soaring Club has adopted the standard SAC recommended checklists, with modifications as required.  These checklists have been developed as easily remembered mnemonics.  All pilots are expected to use them (call them out loud) in all aircraft, including private gliders.  

Prior to Launch


“CISTRSCO


C - Controls


...free, full movement, correct direction


I -  Instruments

...check instruments, set altimeter, radio on and ready


S-  Straps


...snug for pilot, passenger if applicable


T-  Trim


...set for takeoff,  ballast if required


R-  Release


...free movement, full return


S-  Spoilers (and/or flaps)
...check for proper operation, then closed and locked


C-  Canopy


...closed and locked, rear side vent closed if solo


O - Options


...wind, runway for emergency release, etc. (think ahead!)


Note – Blanik L-13 gliders have semi-retractable gear.  Ensure the gear is down and locked as part of the pre launch check.

Prior to Release


“PALL”   Application varies depending on winch launch or aerotow.


P-  Position


...correct position behind towplane, rope snug




or  (winch)
...lowered nose,  wings level, yawstring straight


A-  Altitude


...confirm altitude is correct


L-  Lookout


...check traffic, safe for release and turn




or  (winch)
...check landmarks for release location, traffic 


L-  Location


...locate runway, confirm safe location for release


After Release

“RATT”  or  “CATT”


R-  Rope  or  Cable

...rope or cable released and clear of glider


A-  Attitude


...position nose of glider for normal gliding attitude


T-  Turn


...right turn away from towplane or winch


T-  Trim


...re-trim for desired speed.

Prior to Stalls, Spins, or Maneuvers


“CALL”


C-  Cockpit



...check no loose objects, vents closed, straps tight


A-  Altitude



...must be above minimum required


L-  Lookout



...perform an “S” turn, check traffic


L-  Location



...not over airport, town, farm buildings, etc.

Pre-Landing Check


“RSWAFTS”


R-  Radio advisory


...on or immediately prior to entering circuit


S-  Straps



...check and tighten as required

W- Water & wheel


...check water dumped, gear lowered and locked


A-  Airspeed



...select for circuit and landing


F-  Flaps



...set flaps as required, retrim for circuit speed


T-  Traffic



...check in circuit and on runway


S-  Spoilers



...check operation, observe spoilers open and close

Aerotow Procedures


This is one launch method used by the Saskatoon Soaring Club.  It is an effective and safe method of becoming airborne.  The objective of the tow pilot is to efficiently and safely get the glider to the agreed release altitude above or upwind of the runway for training flights, or in an area of good lift for soaring flights.  As this is basically formation flying with the aircraft attached, procedures must be followed carefully including:


- The minimum towrope length is forty (40) m, with sixty (60) m recommended.


- The tow rope will be equipped with a suitable weak link at the glider end.


- The proper rings will be used at both glider and towplane ends of the rope.


- The rope will be inspected daily for wear.


- The rope will be checked for knots and laid out properly before each flight


- Tow height shall be to 2000ft. AGL unless otherwise arranged with towpilot


- The towpilot will make the radio call prior to each takeoff


- Use of radio communication between towpilot and glider pilot should be minimum.


- The “high tow” position is to be used for all aerotows unless otherwise arranged

Launch Procedure for Tow Pilot

Before the first tow of the day the tow pilot must do a thorough daily inspection.  A circuit may be flown to confirm safe operation of all systems, and observe atmospheric conditions such as instability, turbulence and wind shear. The tow pilot must meet with the duty pilot or duty instructor to confirm tow pattern for the conditions expected, tow speed for glider(s) being towed, release altitude, or any special training conditions such as simulated rope breaks or alternate glider circuits.  If relieved or replaced, this information must be clearly transmitted to the new tow pilot. 


Before each tow following a towplane shutdown, the towpilot will complete a “walk around” inspection and check with the glider pilot to confirm tow expectations.  


Before each launch, the towpilot must check vital actions and settings according to the pre-flight check list.  Flaps should be set equal to the downward deflection of the ailerons.


In the event of an aborted takeoff by the glider before liftoff, the tow rope should be released.  The towplane must continue so as not to be overtaken by the glider.  If the launch is aborted after the glider is airborne, the towpilot should release the rope and continue the take off.


In the event of an emergency during the tow, the tow pilot must instruct the glider to release immediately by rocking the towplane wings.  If the climb is not as expected, the tow pilot should check the glider for open spoilers. If necessary, signal the glider pilot to check spoilers by repeatedly yawing the towplane (“rudder waggle”).  If the glider pilot signals he (she) is unable to release, the tow pilot must return to the airport and release the rope from the towplane.  The towplane will need to remain clear of the traffic area until the glider has landed.  Normally, any unusual conditions can be communicated using the aircraft radios.


Following the glider release, the tow plane shall turn left, reduce power (typically 1700 - 2000 RPM) retract flaps, and descend to circuit height.  The towrope is usually released over the end of the runway prior to touchdown.

Starting the Launch


A wing runner is normally required for regular launches.  (The Blaniks may be launched without a wing runner, but the pilot must be trained in this procedure and weather conditions must be favourable.)  Standard hand signals approved by SAC are to be used.  This provides the pilot and launch crew with suitable communication, and also provides launch information to others both on the ground and in the air.  The sequence to be used is:


-  “Ready for Hookup”  given by the pilot who then confirms the correct weak link, ring.


- “Open” given by hook-up person, repeated by pilot as hook is opened.


- “Close”  given by hook-up person, repeated by pilot as hook is closed.


- “Secure”  given by hook-up person after checking for secure hookup.


- “Tail Dolly Off”  called by pilot, repeated by wing runner if tail dolly has been      
  
     removed.


- “All Clear Above and Behind”  called by pilot, repeated by wing runner if clear.


-  “Wings Level”  called by pilot, repeated by wing runner after leveling wings.


-  “Take up Slack” called by pilot, repeated by wing runner as hand signal initiated.


-  “All Out”  called by pilot, repeated by wing runner as hand signal initiated.


The “Stop Launch” command and signal may be initiated by any member in the launch area if he/she sees any potential problem with the launch.  


For experienced pilots and experienced wing runners, control of the launch may be taken over by the wing runner following the “All Clear” command.  The pilot signals the wing runner with a “thumbs up” signal to initiate the remaining sequence.

The Standard Aerotow Pattern


The pattern is designed for maximum efficiency while keeping the glider within a safe gliding range in the event of a premature release.  Wind direction and strength will determine the shape of the pattern.  The normal procedure is for the initial climb to continue along the runway centerline to a height of 300 ft, then turn into wind as needed. This will produce the best climb gradient while keeping the glider upwind in the event of a premature release.  At about 1000 ft. the towplane begins a shallow 270 degree turn that as required bring the glider back across the extended runway centerline at 2000 ft.  Release will be over the upwind end of the runway.  The stronger the wind, the farther upwind the release should occur.  This pattern keeps the aerotow clear of the circuit for other gliders that may be landing during an aerotow.  Variations from this pattern should be arranged with the towpilot before the aerotow and other glider traffic advised.  For higher tows, the towplane can continue around in a similar pattern as required.


Circling in thermals or coming back to thermals is acceptable if the glider pilot is experienced and the thermal is sufficiently large.  Requests for release points or tows to potential thermals may be arranged by radio communication between glider and towplane.  The release point must be within a safe gliding distance and upwind of the runway.


The rope should be dropped at the runway threshold so that the next glider can be preparing for launch as the towplane taxis back to launch position.


Whenever possible, towplane takeoffs and landings should be on the grass adjacent to the gravel (paved?) runway (08-26) at Cudworth.

Air Signals



There are three air signals that may be used between towplane and glider.  


1.  Towplane “waggles” wings in a rolling motion (wave-off) -  release immediately!

2.  Glider moves to left and waggles wings - cannot release!  Towplane returns to within  
                                                                                                                        gliding distance of the field, preferably over the runway, and releases from towplane 
       end.  The  glider pilot will attempt to release the rope before landing. (note - with the  
       pilot and mirror on the left side of the Cessna towplane, it makes more sense to move 
       to the left than to the right of the towplane.  Normal procedure is to move to the right.)

3.  Towplane waggles the rudder in a deliberate motion.  Glider pilot must immediately 
             
     check for spoilers open or other problems.  If a problem persists, glider pilot must be 
   
     prepared for a wave-off (signal to release) from the towplane.

Minimum Heights    


The minimum height for a normal aerotow shall be 1000 ft.  For circuit training, a 1200 ft. tow normally allows the towplane to land and backtrack without interfering with a normal glider circuit.  To practice emergency procedures the instructor may simulate an emergency release at a lower height, but the towpilot should be made aware prior to the takeoff.


For a rope break or emergency release below 300 ft. the glider is to land ahead turning slightly into wind or to a safe landing area as required.  Between 300 ft. and 500 ft. the glider may turn for a downwind or crosswind landing if wind conditions are suitable.  Above 500 ft. the glider may fly a complete modified circuit landing into the wind.  Above 1000 ft. the glider should be able to complete a standard circuit.  In all cases, the wind and runway conditions must be considered as part of the pre-launch checklist (O - options) so that the pilot is  prepared in the event of a premature release.  In each situation, the SOAR decision making model should be applied
Aerotow Retrieves

The club towplane may be used to retrieve club or privately owned gliders that have landed out while flying cross country.  The landout must be at an airfield, or field that is suitable for an aerotow.  Such a retrieve must not interfere with normal club operations.  The member will be responsible for the retrieve tow cost at the rate currently in effect.

Winch Launch Procedures


This is the alternate launch method used by the Saskatoon Soaring Club.  It is intended for student training, especially for circuit practice.  It is an inexpensive and efficient method of launching gliders.


At Cudworth, runway length provides launches of from 1000 to 1500 ft. depending on wind conditions.  If a field is useable (summer fallow or harvested) and the winch can be positioned off the end of the runway, higher launches are possible.


The L-13 may be winch launched using the nose hook, but the “Y” bridle and use of the   center of gravity connections shall not be used for safety reasons. 

Winch Drivers


Any regular or associate member may train as a winch driver, but glider pilots are recommended.  All students using the winch should train as drivers so that responsibilities can be shared.  Training may be provided by any experienced driver (>100 launches).  The trainee must be familiar with all aspects of regular and emergency launch procedures.  A minimum of two launches must be observed from the cab with an experienced driver.  The student driver may then assist with and/or conduct the launch under close supervision of the experienced driver.  When competent and comfortable, the student driver must conduct a minimum of five (5) satisfactory launches under the supervision of an experienced driver before launching solo.  A winch driver endorsement may then be entered into the glider pilot’s log book.  Training must include:


-  Locating, positioning, and securing the winch.


-  Carrying out a daily winch inspection before the first launch of the day.


-  Performing a walkaround inspection before each launch.


-  Handling and splicing the cable.


-  Retrieving the cable.


-  Obtaining a Restricted Radiotelephone Operator’s License (Aeronautical)

Winch Launch Crew


Launch personnel are responsible to the duty instructor or assigned duty officer.  As it is possible to be using both aerotow and winch launches in the same vicinity, it is imperative to coordinate the operations.  All ground personnel must be briefed and understand their duties.  The launch crew shall normally consist of the following personnel:

-  Time keeper, responsible for the flight sheet records.

-  Hookup person and wing runner

-  Spotter with radio positioned on opposite side to wing runner.


-  Cable retrieve person.


-  Glider retrievers.


-  Winch operator.


Some of these duties can be combined if operating under suitable conditions with fewer personnel.  Also, students normally rotate through these positions when not flying.

Winch Cable Attachment

Winch cables shall not be attached to the glider until the occupants are properly secured, the canopy closed and locked, and the pilot-in-command has given the "Ready for Hook-up" order.  The cable must be in line with the longitudinal axis of the glider and not off to one side of the runway.  

All people and equipment not taking part in the launch are to be to the side or the rear of the glider.

Winch Launch Signaling Devices


The only acceptable launch signaling device used shall be radio communications between the glider and the winch.  Speeds may be communicated as required between glider and winch for better launch control.  Standard arm signals shall still be used by the wing runner so that others in the launch area have visual feedback of the impending launch. 


A wing runner shall be used for all winch launches.  A spotter with radio should be positioned on the side opposite the wing runner.  Both should watch  for cable overrun and be prepared to give an immediate “stop launch” signal and radio call in event of a problem.

Starting the Launch
The following radio signals are to be used to clearly communicate between glider and winch:


-  “Glider (call letters) Ready for Hook-Up”-  given by the pilot after the pre-flight check has been completed.  Winch driver starts winch engine and responds “Standing by for launch” or, if engine warm-up is required, will so advise.  The hook-up person then repeats the instruction to the glider pilot and proceeds with the hookup appropriate for the glider.  


       - “Glider (call letters) ready for winch launch to (maximum ASL height of 


launch anticipated) runway (number).  This is an advisory to local traffic, but also advises the winch driver to prepare (check traffic, foot on brake, 


guillotine armed, idle speed).  The glider pilot completes the launch sequence as for aerotow (tail dolly off, all clear, wings level).

            - “Take Up Slack, Take Up Slack” - given to the winch operator in a clear voice, 


but loud enough that the wing runner can hear it and be prepared. 


- “All Out, All Out” - given when all slack is out of the cable and the glider slowly starts 


to move ahead.


- “Stop, Stop” - given to the winch driver if the pilot or any of the launch crew sees a 


potential problem and calls for a stop.  Pilot immediately pulls the release.


The exact wording of the launch commands is to be used.  Note that the last three are repeated and that each has a different number of words (3,2,1).  This can assist the winch driver if the words are not clearly transmitted.  If there is any doubt about the commands, the driver will not begin or will stop the launch and attempt to communicate with the glider.

Take off and climb


The pilot must keep the glider running smoothly on the main wheel until stall speed is exceeded. Following liftoff, the glider may be gradually rotated when minimum launch speed is attained. Rotation continues until recommended climb angle (50-55degrees) is reached at recommended launch speed (L-13 – 53 kts, L-33 -  58 kts).  This ensures that the glider is always at an angle and speed that allows for immediate safe recovery should the launch fail at any time. If the speed is slow or fast, the pilot will call the airspeed to the winch driver in a clear manner using double digit phonetic numbers.  (ex. 4-5, 4-5).  Minimum winch climb speed for the L-13’s is 43 kts, for the L-33, 48 kts.  The maximum winch launch speed is 65 kts.  Partial flap may be used to reduce the take-off run for the Blanik L-13’s, but a speed of 54 kts. must not be exceeded with flaps extended.  The pilot must be aware of speeds approaching the minimum or maximum limits.  If the speed moves outside of this range, the pilot must lower the nose to normal flying attitude and release. 


When there is a crosswind the pilot must attempt to stay over the runway by keeping the in-to-wind wing lower as required while controlling adverse yaw
The stress on the cable and weak link is greatest near the top of the launch.  As the top approaches, the winch driver will be gradually reducing cable speed (idle speed at top of launch) and the pilot must be reducing the climb angle accordingly.

Release

At the top of the launch (cable 80(), the pilot must “nose over” to normal flying attitude before pulling the release.  It is important that there be minimum tension on the cable at time of release. After release, the pilot flies a 270-360 degree right turn to observe the location of the chute.  When the chute is on the ground, the pilot will make a radio call stating “Glider (call number) released at (altitude ASL), chute is clear of the active runway”.  (or “not clear” if there has been a retrieve problem). This is an advisory to other aircraft in the area.  


To prevent cable problems associated with a late release, the winch driver may radio for “nose over and release” if at dle power.  The winch driver may also call “chute clear” to let the pilot know the release is clean and chute is well clear of the glider.
Cable Retrieve


The chute must be removed from the cable before returning the cable to the launch area.  A retrieve weak link (light rope strand) must be attached between the retrieve vehicle and the cable.  Slow, smooth acceleration and deceleration is important to prevent loose coils from forming on the winch drum.  Maximum return speed should be 20 kph.  The retrieve must never start until the drum has been checked for “snags” and the winch driver signals “OK”.  If there is a problem, the driver will turn on the winch spotlight.  Cable must never be pulled from the drum while this light is on.  Retrieve driver must maintain visual contact with glider traffic and not interfere with a glider that is landing.  The cable must be pulled in a straight line to the launch position so that is properly aligned for the next launch.

Minimum Heights

The winch launch should not be used if cable length or wind conditions produce launches of less than 800 ft.  As the glider is released over the runway, a slightly modified circuit can be safely flown from an 800 ft. launch.  No maneuvers other than as required for circuit entry should be attempted with launches at less than 1000 ft.  Medium turns and stalls may be taught and practiced at heights above 1500 ft.  As steep turns, steep stalls, spins and spiral dive maneuvers require heights above 2000 ft. they are not normally taught and practiced when using the winch launch.


The minimum heights for reacting to cable breaks or winch failures are somewhat lower than for aerotow failures because the glider is over the runway and close to the launch (landing) position.  Below 200 ft. the glider must land ahead on the runway.  Between 200 and 300 ft. a straight ahead landing is preferred, but well coordinated “S”turns may be required.  A landing on a crosswind runway is permissible if wind and traffic conditions are suitable.  No circuit is to be attempted below 300 ft.  Between 300 and 500 ft. a modified circuit with well coordinated turns

 may be flown if conditions are suitable.  The circuit may be small with the aiming point well down the runway.  When using a winch launch, a downwind landing is not normally an option.

For releases above 500 ft. a somewhat modified regular circuit is recommended.  In each situation the SOAR decision making model should be applied.  
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Circuits


At Saskatoon Soaring Club facilities, both the towplane and gliders fly standard left hand circuits as recommended for uncontrolled airports unless otherwise indicated in the Canada Flight Supplement for the airport in use. (ex. Cudworth - right hand circuits runway 08). Right hand and modified circuits may also be flown as part of the student instruction, but in a manner that does not interfere with normal flying activity.  The duty officer and other aircraft should be informed of intended changes to the standard circuit for training purposes. 

Glider Circuits

The standard circuit shall consist of an optional cross wind leg and a standard downwind, base, and final approach.  Minimum entry height to the downwind leg shall be 700 ft. AGL at a point approximately 3000 ft. upwind and 3000 ft. to the circuit side of the planned touchdown point.  The circuit can then be adjusted as required for wind conditions.  Minimum height in the  downwind leg opposite the planned touchdown point shall be 500 ft.  Turn on to base should be at a minimum of 400 ft, with turn on to final approach at a minimum of 300 ft.


Airspeed in the circuit shall be as calculated as 1.3(stall speed) + wind speed.  However, the minimum circuit speed shall be 45 kts for the L-13 gliders and 50 kts for the L-33.


Upon entering the downwind leg, a radio call shall be made indicating the glider, the  circuit direction, the airport and runway number, and confirming the gear is down and locked.  (Gear should be down before entering the downwind leg.)


Once the radio call has been made and the downwind leg entered there shall be no circling.  Circles below a height of 1000 ft. is not permitted for students or pilots not certified for cross-country flight other than to maneuver into position for proper circuit entry.

Safety and Emergency Procedures


Over the years the Saskatoon Soaring Club had adopted a number of safety procedures as club policy.  The goal is to always have a safe operating environment for pilots, ground crews, launch personnel and spectator.  When an accident does happen, there is seldom one single cause.  Usually a chain of events occurs that leaves no suitable options for preventing the accident.  With suitable training and strict adherence to safety procedures, the club has maintained an excellent safety record.


“Safety is an attitude, a frame of mind.  It is the conscious awareness of one’s environment all day, every day.  Safety is knowing what is going on, knowing what can injure someone, knowing how to prevent injury, and then acting to prevent the injury or damage.  To do this does not require a genius or PhD or even a degree or title or rank.  All it requires is intelligence and a reasonable amount of native ability to see, hear, smell, and THINK!”  (USAF Aerospace Study)


“ There are old pilots and there are bold pilots, but very few old, bold pilots.” (unknown source)


“ A superior pilot uses his superior abilities of judgement and decision making so as to prevent situations that may require the use of his superior skill.”  (unknown source)


In situations that require decision making, the Saskatoon Club has adopted the SOAR model as developed by the SAC Flight Training and Safety Committee.


S-  situation.  Assess the present situation.


O-  options.  Assess the possible options to prevent a problem.


A-  action.  Decide on the most appropriate action.


R-  Repeat.  Reassess the situation as a result of the action, repeat the process.




- from Soar and Learn to Fly Gliders  appendix A

Student Pilot Training



All student pilot training is in accordance with procedures established by the SAC Flight Training and Safety Committee. A ground school is taught by a qualified instructor or instructors.  Club instructors require a valid Transport Canada Instructor’s Rating.  As well, instructors are encouraged to participate in an instructor’s course provided by SAC and receive a SAC rating.  It is a club requirement that only instructors with a SAC class 2 or higher rating may authorize first student solo flights or conduct flight tests.  These flights should be authorized by the CFI.


Students have the most potential to learn to fly the glider in calm, stable air conditions.  This also provides the safest conditions for learning.  Whenever possible, initial student training shall be conducted in mornings, evenings, or on non-soaring days.  Once basic aircraft control skills have been mastered, students progress to learning to fly under more challenging  conditions.  Soaring instruction flights should be introduced and students should be comfortable 

 flying under a variety of conditions before going solo.  Soaring flights provide the student with opportunities to fly for longer times and at greater altitudes, providing potential for adequate training in stalls, incipient spins, full spin recovery, spiral dive recovery, and steep turns.


Calm, stable conditions with little crosswind are required for learning the aerotow, winch launch, circuits, and landings.  The first solo flight(s) should also be made in these conditions.


Prior to first solo, all students must have completed suitable training as required for emergency situations such as rope (cable) breaks and modified circuits. 


During training, the instructor will also arrange with the tow pilot to demonstrate a “wave off” and a “too slow - check spoilers” signal.  This must be done under radio communication.  This provides the student with an opportunity to see these signals and be able to clearly recognize them should they be required.

Glider Traffic


All pilots must be aware of the circuit direction and aerotow pattern in use before taking off.  Soaring is not permitted within the aerotow pattern area during an aerotow, and gliders should not fly through this pattern area during an aerotow.  As the aerotow pattern area is upwind of the circuit area, there should be no traffic problems with gliders landing during the tow.


The maneuvering area for gliders below aerotow release height must be upwind of the airport but on the opposite side of the runway centerline from the aerotow pattern.  (Standard aerotow pattern to the circuit side of the runway centerline, maneuvering area to opposite side).  Under soaring conditions, the aerotow pattern may vary considerably for release in best soaring conditions.  Glider traffic near the aerotow pattern must keep clear of the aerotow, and radio any potential conflicts.


When more than one glider is soaring in the same area, radio communication is recommended (use soaring frequency, 123.4 if more than minimum communication is required).  Rules of the air must be followed.  These include joining the thermal and circling in the same direction, and staying on opposite sides of the circle. If there are more than two gliders at or near the same height, an even spacing around the circle must be maintained.  

Premature Releases - Aerotow



Should the tow aircraft abort the takeoff on the runway due to an emergency, the tow pilot shall release the glider and move as far as safely possible to the left side of the runway.  The glider must also release, and move to the right to pass if necessary.


In the event of a “wave off” or rope failure, the minimum altitude guidelines must be followed as per Aerotow Procedures - Minimum Heights.
Premature Release - Winch Launch

Should the winch driver see a serious problem with the launch, he (she) will stop the launch by stopping the cable or, if necessary, using the guillotine to cut the cable.  The glider must attempt to regain normal attitude, attain flying speed, release the remaining cable and land as required.


In the event of a winch or cable failure, the minimum altitude guidelines must be followed as per Winch Launch Procedures - Minimum Heights.
Air Regulations and Rules of the Air

Saskatoon Soaring Club members are required to adhere to all air regulations pertaining to glider flight as well as the standard rules of the air, including:


-  Meeting head on  
-  both aircraft turn right


-  Converging courses  - give way to the aircraft on your right


-  Overtaking  

-  overtake on the right side of the aircraft being overtaken


-  Landing  

-  give way to a lower glider in the circuit. (normally, land long)


-  Thermal entry 
-  turn in the same direction as other aircraft in the thermal


Inspections


The towplane, winch, and all gliders must receive a daily inspection before each day’s use.  All towpilots and winch drivers must be competent in performing a daily inspection before being approved for launching gliders.  Students may perform the daily inspection on gliders under the supervision of an instructor or qualified pilot.  The glider inspection must be checked and initialed for the appropriate glider on the daily flight sheet.


Before each flight, the pilot is required to do a “walk around” inspection to ensure that the tail dolly has been removed, there are not control locks in place, there has been no visible damage from the previous flight or pushing the glider on to the flight line, and that everything “looks right”.


Annual and 100 hr. inspections by a certified Aircraft Mechanical Engineer (A.M.E.) are required on all club aircraft.  Privately owned gliders operating without a Certificate of Airworthiness (C. of A.) must be thoroughly inspected for airworthiness by the owner (or designate) each year and the required Annual Airworthiness Inspection Report (AAIR) form must be submitted to Transport Canada.  

Aerobatics


It is club policy that aerobatics are not to be flown in club aircraft. 
Parachutes


Parachutes are not normally worn in training gliders in regular use for training or soaring. Most single seat and higher performance gliders are not equipped with seat cushions as it is expected that the pilot will wear a parachute.  Parachutes are required when participating in competition beyond the regional level where there are a number of gliders sharing the same airspace.


Parachutes must be carefully stored in a dry area where there is no danger of damage by mice.  


Active parachutes are to be repacked and certified by a qualified packer immediately prior to the start of the soaring season.

Incidents and Accidents


By following all operating and safety procedures, and applying common sense and decision making skills, one goal of the club is to provide a safe yet enjoyable gliding environment.  In the event of an incident or an accident, there are procedures to follow.  An analysis of the incident/accident may prevent it from happening again to someone else.  


“Learn from the mistakes of others.  You probably won’t live long enough to make them all yourself”. Although this adage originally had general applications, it has implications for soaring safety as well.  


An incident is defined by the SAC Flight Training and Safety Committee as “any glider, gliding or soaring related event that does not damage and/or injure anything or anybody, but it is clear that it could have, and only prudent action or luck or whatever else prevented a more serious result”.


An accident is defined as “any glider, gliding or soaring related event that damages and/or injures anything or anybody.  This usually results in an insurance claim, but must be considered as an accident even if damage or injury is so minor that no insurance claim is made”.


An Aviation incident/accident is “an event that happened while preparing for, during, or after the flight of an aircraft.  The event must have a close relationship with the aircraft being in the air”.


A Non-aviation (or ground) incident/accident is “an event in which gliders or launching equipment is involved, but not in relation to flight”.


In the event of an incident or accident, an Incident/Accident Reporting and Coding Form must be filled out.  One copy is to be submitted to the Safety Officer and one copy to the CFI.

Cross Country Flying


Gliding soon loses its appeal if all flights are around the airport area.  The Saskatoon Soaring Club encourages members to qualify for cross country flying, to seek badges and award, and to participate in soaring competitions.  

A cross country flight is defined for club purposes as any flight which extends beyond the normal glide range of the airport, allowing for enough height for a safe circuit. That is, a thermal is required in order to get back to the field.  To venture beyond this glide range, the member must have his/her log book endorsed by an instructor certifying that cross country flying in club equipment is permitted.  To qualify, the member must first:


-  meet the qualifications for the bronze badge.


-  have completed a soaring flight of minimum 2 hrs duration.


-  have received a briefing from the instructor who will certify the log book.


Before attempting any cross country flight, the pilot must have suitable arrangements for a retrieve vehicle and crew, a base phone number, and be properly equipped.  Required documentation includes aircraft and radio licenses, pilot license, proof of insurance, and the aircraft Journey Log.  Equipment includes a set of tie-downs, water, maps, and base phone number.  Also recommended are suitable clothing (jacket, etc.), sunscreen, repellent, and food.  If a badge is being attempted, the flight declaration must be completed, camera loaded and sealed, barograph sealed and turned on, etc.


If a land out is required, the following OWLS guidelines (obstructions, wind, length, surface) for field selection guidelines must be followed:


-  safety first, convenience second.


-  if available, a suitable field near an approach and occupied farm house is preferred.


-  airports or landing strips are the safest choice if available.


-  stubble fields, summerfallow fields, and short cropped fields are satisfactory.


-  avoid power lines, fences, hilly terrain, trees, livestock and rocks.


-  avoid fields that require a down-slope landing.


-  judge wind speed and direction from dust, smoke, ripple patterns on water, etc.


-  judge field size by using  road patterns, buildings, etc.


-  below 2000 ft. AGL. always have three potential fields in sight that appear suitable.


-  at 1000 ft. have a field selected.  “Picture” a runway and touchdown point in the field.


Once the pilot is committed to a field, the following landing guidelines must be followed:


-  at 800 ft. enter a circuit for landing on the “runway”.


-  attempt to fly a normal circuit and landing.

-  on a soft or cropped field, flare and “hold off” as long as possible.  Touch down slowly.


-  on a short field, touch down and brake quickly.  Use the nose skid if necessary.


Once on the ground, the glider must be secured (tied down) before leaving it.  The pilot can then locate a telephone to call his (her) crew.  It is a courtesy to contact the farmer if possible, and report any damage to the field or crop caused by the landing and/or retrieve from the field.

Club Assets and Equipment


All current regular members have access to the club equipment and input into its use.  Any new equipment purchase, sale or equipment, or use of equipment for other than regular club activities will be determined through appropriate items of business at regular or special meetings of the Saskatoon Soaring Club.
Hangar and Land


The club owns the hanger (54x48ft) and approximately two acres of land at the airport site at Cudworth, Sask.  This provides hangar facilities for the three club gliders and the towplane.  Priority for hangar space is for club equipment.  If not required, space may be rented to private owners at a pre-arranged rate.  Some hangar space is available for private owners in the Cudworth flying club hangar.  The soaring club hangar contains a furnace and air compressor.  Keys are available to members on request. 

Launch Equipment 


The club towplane is a Cessna 150-150 (C-GQOK) retrofitted with a Horton STOL kit.  Qualified club members serve as tow pilots.  There are also associate members (tow pilots only) available, often during the week by arrangement as well as on weekends.


The winch is based at Cudworth but may be transported to other approved locations for circuit training as needed.  All club members are encouraged to train as winch drivers.

Gliders


The club owns a Blanik L-13 two seat glider (C-GXDU) as well as an L-33 Solo single seat sailplane (C-GKNG).  Every Pilot in Command (PIC) must be thoroughly familiar with the performance, weight and balance, and limitations of the aircraft under his/her command. Every member should have a copy of the Pilot’s Notes for each glider type that he/she commands. These should be reviewed at least once per season, normally before the first flight of the season.  Extra copies are kept in the filing cabinet in the club hanger and are available upon request
Ground Handling Vehicle


The Kawasaki ATV is used for moving gliders around the airfield and returning them to launch position after landing.  Only members or persons specifically authorized by a responsible member may operate the vehicle.  As a three wheel ATV, it is somewhat unstable and is intended only for moving gliders, towing out cable and transporting materials and personnel around the airfield.  It is not to be ridden at high speeds.
Riding Mower

A 20 hp riding mower is used for maintaining the grass in the vicinity of the hangar and tie-down areas.  It may be used as required to maintain the taxiway and grass runway.  It should only be used by members who are familiar with the operation of the mower.
Miscellaneous


Miscellaneous equipment is all the other equipment owned and used by the Saskatoon Soaring Club,  including:


-  1  Colibri datalogger


-  1 computer with StrePla software installed


-  1  Repogle barograph

-  3  hand held aviation radios with chargers

-  3 aircraft (glider) batteries and charging equipment


-  1  8 x 10 ft. storage shed


-  1 set aircraft booster cables


-  1 12 v battery charger


-  3 towropes, rings, weak links, etc.


-  2 cable recovery parachutes - winch

 
-  1 emergency extraction kit and first aid equipment


-  various tie-down and control restraint equipment


-  miscellaneous spare parts - Blanik


-  miscellaneous tools and maintenance equipment

Appendix A

Articles of Incorporation, Saskatoon Soaring Club


The club was originally incorporated as the Saskatoon Soaring Club in 1976.  This was changed in 1983 to the Saskatoon Soaring Club Inc.  


Originally, only one class of membership was assigned.  This was amended in 1983 to two classes of membership, Regular Membership and Associate Membership.  This was further amended in 1985 to add a category of Day Membership.  This was further amended in 1987 to remove the Day Membership category and include it under Associate Membership.

Under the original articles, the minimum number of directors shall be 4, the maximum 8. A director is required to be a member of the Corporation.  No director shall be a salaried employee of the corporation.


The Saskatoon Soaring Club Inc.  is a membership rather than a charitable corporation.


There are no restrictions to the activities the corporation may carry on or on the powers the corporation may exercise.


All bylaws of the corporation shall be made, amended, or repealed by the members in general meeting.  


Under the original articles, upon the liquidation or dissolution of the corporation, “Any remaining assets shall be transferred to the members.  The amount of remaining assets a member is entitled to is based on the amount of equity that member has invested in the corporation.”  When equity memberships were discontinued in 1987, the articles were amended  to provide that. upon dissolution, any remaining assets would become the property of the Soaring Association of Saskatchewan.

 The most recent amendments to the bylaws were made in March, 1987.  These remain in effect as the: 




Saskatoon Soaring Club Inc. Bylaws

Membership
1. Any individual of any age who is interested in promoting any phase of gliding and soaring may apply for membership.

2. The membership reserves the right to refuse or revoke any application or membership on any grounds whatsoever.

3.  There shall be two articles of membership as described in the Articles of Incorporation and as follows:


a)  regular membership, the members of which shall be entitled to vote at all meetings of members, hold office and be entitled to instruction in, or solo use of, the corporation’s gliders.


b)  associate membership, the members of which shall be entitled to the same rights as a regular member, except that they shall not be entitled to vote at any meeting of members, nor hold office, nor be entitled to instruction in or solo use of the corporation’s gliders.

4.  Members who have not paid the annual membership but have equity or have paid the initiation fees of the corporation, shall have associate member status.

Membership Fees
5. The membership fees and term of membership for each class of membership shall be prescribed by vote of the members.

6.  Upon expiry of a term of membership for non-payment of fees, the membership shall remain in force for a further period of three months or until the membership has by notice been suspended or cancelled, whichever is the earlier.

Membership Initiation Fees
7.  All regular members shall have paid a non-equity initiation fee to the corporation.  Any associate member equity holder must transfer his or her equity to the non-equity initiation fee to become a regular member of the corporation.

8.  The amount of the initiation fee shall be decided by the regular members at the annual general meeting of the corporation.

9.  No new equity memberships shall be acquired.  All new members will pay a non-equity initiation fee.  It is provided, however, that the Executive may grant to a member wishing to lend funds to the corporation debentures or securities as the circumstances may require it.

10.  No interest shall be paid in equity invested in the corporation.

11.  Requests for withdrawal of equity shall be written and addressed to the President.

12.  Requests for withdrawal of equity shall be dealt with on a first come, first served basis.

13.  Equity of members shall be paid out only on approval of the directors.

14.  Equity is not transferable unless approved by the directors.

Meetings of Members

15.  The annual general meeting of the corporation shall be held within 60 days of the fiscal year end of the corporation.

16.  Six members, or ten percent of the members, whichever is the greater, shall constitute a quorum for a meeting of members.

Directors

17.  The number of directors may be six, consisting of a President, Vice-President, Treasurer, Secretary and Chief Flying Officer.

18.  The president shall preside at all general meetings of the corporation and at directors’ meetings, and shall be an ex officio member of all committees.

19.  The Vice-President shall perform the duties of the President in his absence or inability to act.

20.  The directors may appoint other such officers as may be required and shall assign duties to them. 
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	Currency and Recency Requirements – CAR’s
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In order to be considered current, a pilot, in addition to holding a valid Medical Certificate must meet the regulatory requirements for recency and currency. The recency requirements may be found in CAR 401.05 and in the corresponding standard in CAR 421.05.
The recency requirements address three time periods, 5 years, 2 years, and 6 months. If you wish to act as pilot-in-command or co-pilot of an aircraft you must meet both the 5 year and the 2 year recency requirements. If you wish to carry passengers you must also meet the 6 month requirement.

To meet the 5-year requirement, you must have either;

· flown as pilot-in-command or co-pilot within the previous 5 years; or 

· completed a flight review with an instructor and written and passed the PSTAR exam within the previous 12 months. 

To meet the 2-year requirement, you must have successfully completed a recurrent training program within the previous 24 months. There are seven ways to meet the recurrent training program standard and they are detailed in CAR 421.05(2). They are summarized as follows:

· complete a flight review with an instructor; 

· attend a safety seminar conducted by Transport Canada; 

· participate in an Transport Canada approved recurrent training program; 

· complete the self-paced study program in the Transport Canada Aviation Safety Newsletter 

· complete a training program or PPC required by Part IV, VI or VII of the CARs; 

· complete the requirements for the issue or renewal of a licence permit or rating; or 

· complete the written exam for a licence, permit or rating. 

To meet the 6-month requirement for carrying passengers, you must have completed 5 takeoffs and landings in the same category and class within the previous 6 months. 

 Glider pilots have the option of completing 2 takeoffs and landings with an instructor.

Appendix c
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SASKATOON SOARING CLUB

POSTAL ADDRESS:

510 CYNTHIA ST.

SASKATOON, SK   S7L 7K7

PHONE: (306) 975-0844

1   SSC Safety Policy

The Saskatoon Soaring Club strives to provide a safe and efficient operation in all aspects of a gliding club to its members and to the public. Recognizing that all activities have an associated risk, part of the gliding club strategy to ensure safety is to plan for safety by identifying and minimizing risks wherever possible and having an open environment for feedback from all members. This includes the areas of flying operations, training programs and maintenance planning.

All members are encouraged to think pro-actively about safety, and to bring forward ideas or recommendations for the improvement of safety.  Flight safety shall be encouraged and maintained in the following ways:

· High member training standards;

· Thorough pre-flight preparations and planning;

· Maintenance of aircraft and equipment to the highest standards set forth in the CARs and the manufacturers’ recommendations;

· Directors to include a focus on safety at all directors’ and club meetings;

· Safety audits;

· Maintaining meaningful feedback to all members to encourage their input on safety issues
This manual shall be the responsibility of the Safety Officer, who shall annually and in conjunction with the CFI and other pilots as required, undertake a complete review and update of the Safety Program and amendment of this Manual as appropriate.

2   Structure and Role

2.1 Reference Documents

Various SAC documents and templates available in 2007 were used in the initial development of this manual and of the Club Safety Program.  Those SAC reference documents have since been revised and merged into a newer SAC document titled: “Safety Training Package for Club Safety Personnel” which can be found in the Safety and Training Section of the Document Vault of the SAC website.  It should be understood that while this Safety Program manual addresses the basic framework and features of the club’s Safety Program, other pertinent portions of our club’s Standard Operating Procedures handbook describe some of the more detailed and specific safety-related operating procedures to be followed by the club.
2.2 SSC Club Safety Program

The objectives for this program are to work together to cultivate a safety climate within our club that will promote safety. A team approach is essential. The Board of Directors, CFI and Safety Officer will work together to reflect these objectives. All club members are encouraged to participate in this program.

Whereas the CFI is responsible to the board for all flying and training activities, the Safety Officer should be the main and independent watchdog whose prime interest is how the club operates from a safety viewpoint in all ground and flying operations, though the club Safety Officer is not responsible for, and should not be perceived to be responsible for safety.  The SSC Safety Program is driven by the Board of Directors (BoD), with some of the roles being performed by the Safety Officer (SO) who reports to the club BoD.  The role of the CFI as the person responsible for the flying operation at the club is shown as integral with that of the Safety Officer (see diagram on next page).
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The BoD shall drive the overall program, and shall review safety and the progress of the club program at each meeting of the BoD, and at all general meetings of the club.  Following each Annual General Meeting, the BoD will appoint (or re-appoint) a member of the Board as the Safety Officer who is the one primarily responsible for overseeing implementation of the club Safety Program and for reporting to the BoD and to all general meetings of the club.

The review and feedback process from and to the members is to be performed primarily by the SO. At the same time he or she shall provide feedback to the SAC by filing incident and accident reports as required by the SAC national program and this club program.
Annually the safety program will be reviewed and the necessary updates will be incorporated into the program, and lessons learned from this will be used to improve the club’s operations, and training, and safety programs as indicated by these reviews.  A checklist of the actions required under this Safety Program is contained in Appendix A.

3   Risk Areas, Safety Goals, Performance Measurement Targets and

     Safety Performance Objectives

Annually the club’s CFI and SO, plus other club directors and selected members will review the following lists and make changes and additions as necessary. The Safety Officer will maintain the club lists in separate readily retrievable paper files for annual retrieval, review and update.

3.1 Safety Management of Risk Areas
Annually our club, under the leadership of the Safety Officer, shall review the list generated in previous years, by running (brain-storming) sessions with a cross-section of club members to identify possible additional hazards, derive their associated risks (the Risk Assessment) and subsequently to develop strategies to handle and reduce these risks. The risk assessment process is described in Appendix C.  The most current list of hazards to be managed by the club is shown in Appendix D.  Note: While it is anticipated that other sections and appendices of this manual are less likely to change from year-to-year, Appendix D will be updated on a yearly basis following the completion of the annual risk assessment process.

3.2 Club Safety Goals

Our club has the following safety goals:

· Safety issues are to be the first item on the agenda of all club Annual and Special Meetings, BoD meetings, seminars, and courses, whether or not there is a specific safety item for discussion;

· Annual review of the Safety Program, including the Risk Assessment by reviewing and identifying hazards and associated risks to the club and making adjustments;

· Improve the quality of the club’s SOPs, and manuals, recommended practices, etc., with safety in mind;

· Perform a Club Safety Audit every three years

The overriding goal (stemming from all of the above goals), is to minimize the severity and frequency of preventable incidents and accidents.

3.3 Performance Measurement Targets and Safety Performance Objectives
The club’s stated targets and performance objectives are to be reviewed each year. Safety performance is a difficult subject to measure.  However there are certain activities that can be monitored from one year to the next to gauge progress:

Performance Measurement Targets

· Address the identified high-risk hazards by setting goals and targets for completion of tasks;

· Increase incident/accident reporting within the club and to the Association;

· Increase/improve safety feedback within the club;
· Reduce number of safety-related incidents
Safety Performance Objectives
· Establish a more standardized process whereby all licensed pilots and solo status students must get signed off by the CFI at the beginning of each flying season before being able to commence solo flights.  The details of this process will be included in revisions to the club’s standard operating procedures (SOP) document.
· Improve conversion and upgrading of skills training within the club (e.g. encourage and facilitate the achievement of the Bronze badge, and make this a requirement for members wanting to progress to  solo cross-country flight)

· Complete a Safety Audit every three years (a significant portion of this audit will include a review of the SOPs and the club’s operations in general).  Those responsible for the safety audit may at their discretion invite input from an external non-club member.

· The Safety Culture in the club is to be promoted by club leaders such that safety behaviour is fully integrated into everything we do.

4   Safety Analysis and Reporting Process

It is important that all members in the club, particularly those involved with the safety program understand the basic safety process. It is accomplished by the club in several steps as shown in Figure 1 below:
· A safety issue or concern is raised, a hazard is identified, or an incident or accident happens;

· The concern or event is reported or brought to the attention of club leaders;

· An acknowledgement that the report has been received is sent to the initial reporter(s)
· The event, hazard, or issue is analyzed to determine its cause or source;

· Corrective action, control or mitigation strategies are developed and implemented;
· The corrective action is evaluated to make sure it is effective. If the safety issue is resolved, the action can be documented and the safety enhancement (risk reduction) implemented. If the problem or issue is not resolved, it should be re-analyzed until it is resolved;

· Feedback and lessons learned are provided back to the initial reporter(s) and the general club membership.
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Figure 1:  The Basic Safety Process

The club’s internal system for reporting of serious incidents and accidents as they occur during the season is to use an incident/accident report form available at the flight line – see Appendix B. In addition, the Blue Book also located at the flight line is to be used to express and report safety concerns, and to report less serious incidents. A report shall be filed if an incident has a more serious safety concern that could have led to an accident had preventative or avoiding actions not been taken.

Following receipt of a report on an incident or safety issue, acknowledgement will be given in a timely manner by the SO to the reporter. After an analysis of the root causes and strategies to reduce the likelihood of a repeat incident show that the issue or hazard is likely to be resolved, the conclusions shall be documented and fed back to the person who reported the incident.  At the same time this feedback shall be given to all club members through the club newsletter, etc., as appropriate. The same process is to be used for accident reporting within the club.

5   Role of the Club Directors, CFI and SO, and Club Members

Safety should be discussed at all board and general and other club meetings as the first agenda item.  The club Safety Officer will regularly look at the Blue Book and other incident reports that are received and take action and provide feedback to the writer as appropriate, and publish any feedback in the club newsletter or by notice.

An accident or incident report shall be written by those concerned after all accidents, and for incidents that could have led to an accident if preventative actions had not been taken, whether the pilot(s) concerned is/are involved in a club or privately-owned glider.  This report is additional to the report that goes to the Transportation Safety Board of Canada (TSB), and the insurance company for making a claim.  These reports shall be submitted to the Safety Officer who shall also work with the CFI for follow-up. Minor incidents shall be tracked and if a series of similar incidents are detected, appropriate actions shall be taken by the SO.

Copies of all accident and incident reports will be sent by the club’s SO to the SAC head office as soon as possible after the event to assist the Association to analyse safety trends within the soaring community. These will then become part of the annual review process for safety improvements in the club.
Under no conditions will a member of the club be blamed or disciplined as a result of an incident or accident, or for making a safety-related report unless the member shows willful negligence, disregard for rules or regulations, or has criminal intent. This does not prevent the club from altering flying privileges, e.g. to require extra dual training.

Annually, the CFI, Safety Officer, Chief Tow Pilot, and the President will review the Club’s Risk Assessment to verify that any corrective action plan that has been implemented is effective and meets the objectives of the safety program and of the club.
6   Documentation

This manual may be amended at any time. After an amendment is approved by the BoD, copies on the manual or amendment pages shall be distributed to manual holders to ensure updated manuals only are used by members.  Records should be kept of:
· all activities related to identification of hazards, risk assessment, and actions taken;

· results of all investigations of accidents and incidents, including analysis and actions taken;

· all safety reports issued or received including analysis and actions taken;

· any safety recommendations and safety alerts issued to club members (by e-mail, club newsletter, posting in club hangar, etc);

· findings of club audits;

· actions of the club Board of Directors regarding the Club’s Safety Program

Appendix A

Check List for Actions to maintain this Safety Program

	Frequency or Timing
	Action Required
	Persons Responsible

	Annually (after election of new BoD at AGM)


	Appoint/confirm one member as Safety Officer responsible for the club’s continuing Safety Program
	President and BoD

	Continuous

	Safety to be the first agenda item of all BoD and Club Meetings 
	Safety Officer(SO)

	Annually before start of Flying Season
	Review and Update club Standard Operating Procedures (SOPs)
	CFI, SO,
Chief Tow Pilot(CTP), Maintenance Officer



	Throughout the season
	Monitor activities of the club with respect to safety and include results in the annual Safety Report to the club AGM

	SO

	Annually
	Review and update Lists of Hazards and Risks, the Risk Assessment, and Safety Goal lists & Prevention Strategies

	CFI, SO & CTP with club members

	Annually
	Review Safety Performance measurements and compare against targets; set targets for current season

	SO with CFI and CTP

	Every 3 years
	Complete a Safety Audit (this may be a review of the last Safety Audit after correction of problem areas) and send updated copy to SAC National Office

	CFI, SO, (plus club audit team if one has been appointed)

	As they occur
	A Safety concern is raised and investigated, reported back if possible, and acted on as detailed in this manual

	SO & CFI

	As they occur
	Incident reported, acknowledged to reporter, analysed, and prevention strategy developed, documented; reported back to initiator and club, and actions taken to implement

	SO, CFI and others as needed

	As they occur
	Accident happens; emergency procedure from club SOPs activated, actions documented; accident investigated and causes analysed (may request assistance from SAC, or SAC may ask to assist); reports generated and published according to this Manual; SO and CFI follow-up to issue final report and send copy to SAC National Office

	Emergency Coordinator, President, CFI, SO, (as available at the time); SO & CFI follow up

	Annually, after the end of flying season
	Write annual Safety Report (including analysis summary, and mitigation strategies and/or recommendations) and present to Annual General Meeting of the club

	SO




Appendix B

Accident and Incident Reporting Form

The club Safety Officer or CFI should complete details within two weeks of the event. The pilot(s) should be given the opportunity in the first week to write his or her comments on the form. Forward the form with the CFI/Safety Officer’s comments promptly by mail or e-mail to SAC. Use additional paper as required. This report also is to be completed for all events involving passengers:

Club: _________________________ Date of incident/accident: _________________ Time of event: __________________

Aircraft Type: __________________ Registration: __________________ Airframe Time: ________________hrs

P1 - Pilot Age: _____ Total Time: _________ In Last 30 days: ________ On Type: ____________________

P2 - Pilot Age: _____ Total Time: _________ In Last 30 days: ________ On Type: ____________________

Weather conditions:

_______________________________________________________________________________________________________

Wind speed/direction: _____________ Conditions/Visibility: ____________________________ Runway in use: ____________

Aircraft damage: ________________________________________________________ Estimated Cost of repairs: __________

Injuries: _________________________________________________ Name of person who notified TSB: _________________

Location of accident/incident: ________________________________________ No. of flights by P1 in location: _____________

Description of the occurrence and events leading up to it (basic facts and observations):

Use additional sheets as needed.

Club Investigation and Analysis with statement of probable cause (include pilot’s view if possible):

Corrective Actions required to prevent recurrence:

Reviewed by CFI/Safety Officer (include relevant comments):

Date: ____________________ Signature: ____________________________________________

Appendix C:

The Risk Assessment Process

The facilitator, usually the Safety Officer, will supervise this process. The Executive and a cross-section of extra club members should be chosen; this will improve the overall outcome of this process.  They will hold a working session at which hazards are first listed then categorized. The risk levels are next agreed and put into the risk assessment.

Step 1: Identify and List Hazards to Safety

The whole group is invited to participate in a free-flow of ideas. Some unexpected hazards and those that have been forgotten might appear again on the list.  The facilitator or other person will record the ideas.

Step 2: Categorization of Ideas

The group will next organise the list into categories or subject areas, such as launch point operations, airfield infrastructure, maintenance operations, and so on. Looking at the list will suggest other required broad categories.

Step 3: Risk Assessment (Estimating and Evaluating)

The group will be asked to assign a severity to each hazard in each of the categories.  There are two components to risk that the group should consider: the severity or consequences of an event if it occurs, and its probability or likely frequency. The hazards categories and their likely frequency of occurrence are to be assessed as indicated in the matrix grid below:
	RISK ASSESSMENT

	Frequency of

occurrence
	HAZARD CATEGORIES

	
	A. Catastrophic

(loss of equipment,

fatal injuries)
	B. Critical

(major damage to equipment, major injury)
	C. Marginal

(minor damage,

 minor injury)
	D. Negligible

(no damage,

 no injury)

	a. Frequent
	1
	2
	3
	4

	b. Probable
	2
	3
	4
	5

	c. Occasional
	3
	4
	5
	6

	d. Remote
	4
	5
	6
	7

	e. Improbable
	5
	6
	7
	8


These numbers are somewhat arbitrary but the overall intent is to identify the major or highest risks. Here 1 signifies a bad risk assessment and 8 a good risk assessment. We might want to act immediately on risks that show a 1, 2 and 3. 4 is undesirable, and will likely require a club management decision whether to accept the hazard or act to reduce it, i.e. will this risk be acceptable? 5 or 6 may require management review. Risks 7 and 8 are probably acceptable.

Step 4: Compiling Overall List
The group will compile an agreed overall list of the hazards, with the highest risks listed at the top.

Step 5: Prevention / Mitigation Strategies

The group’s agreement is required for all the unacceptable risks starting with the most severe risk. Risk control also may warrant immediate attention from the BoD before all the analysis is done, then a longer-term solution developed to handle that risk. Other risks may require urgent action. These and other levels of action should be agreed. Having identified the critical risks, the next task is to develop a strategy for eliminating or reducing each risk to an acceptable level. At the same time the lowest risks should be dropped off the list, for example, those with hazard categories of 8, 7 and/or 6.

The Strategy for handling the identified risks should next be completed and submitted to the BoD, with suggested time-frames to fix them. This part of the work may require consultation with those who will be responsible for doing the work to fix the problem. It is important to get their acceptance of the risk level for that hazard, and of the need to eliminate or reduce it.  The Safety Officer shall undertake to monitor progress with mitigation actions taken, and report to the BoD on progress.
Appendix D:

2007 SSC List of Hazards to be Managed

(compiled from Hazard Identification and Risk Assessment Workshop on March 17, 2007)

Though this is not a complete list, these are the specific hazards which the club had agreed to manage by developing appropriate prevention and mitigation strategies.  It is recognized that additional hazards may be threatening the club. Hazard areas will be considered on an ongoing basis including all facets of the operation, including flight-line and maintenance procedures, the airfield, new aircraft, etc.
Note: As of 2009, many of these listed Hazards have already been adequately remedied.

	
	Hazard
	Strategy

	1
	Possibly unsafe condition of the hangar door cables 
	Inspection and repair or replacement of cables as necessary

	2
	Newly installed radio in Blanik L-13 (XDU) is not receiving or transmitting reliably
	Thorough testing and repair until radio is functioning reliably

	3
	Fire extinguisher is long overdue for inspection
	Have fire extinguisher inspected this year (and in the future according to the recommended inspection schedule of the particular fire extinguisher model)

	4
	Lack of Standard Operating Procedures (SOP’s) for fuel-handling
	Establish appropriate SOP’s for use of club’s fuel tank

	5
	Frequent excessive driving speeds of our 3-wheel ATV vehicle
	Establish SOP for safe use of ATV (including maximum speed limit)

	6
	Lack of clear protocols for limiting use of specific runways under various conditions. Examples of current areas of concern include:

· ill-advised downwind take-offs on runway 17 at start of day for convenience to save time
· marginal runway distance when launching dual Blanik L-13 flights from runway 35 in light or no wind
· poorly established starting point on runway 08
	Establish clearer SOP guidelines for safest possible selection and use of available runways

	7
	Dirty prop, wings and windscreen
	Exercise more diligence in cleaning dirty prop, wings and windscreens of towplane and gliders (even multiple times a day if required)

	8
	Excess grass height, badger and gopher holes  (i.e. issues of overall runway maintenance)
	Always ensure that grass is adequately cut and holes are filled before runways are used

	9
	Inadequate emergency response plan and procedures; concerns include:

· Lack of adequate ‘dummy-proof/panic-proof’ display of emergency numbers and procedures
· Unfamiliarity with club’s first aid kit
· Not routinely checking contents of first aid kit
· Lack of first aid training of club members
	Develop a clear Emergency Response Plan in the SOP’s to address these issues.  Design and implement a panic-proof display of emergency numbers, etc. at the flight line.

	10
	Frequent ‘sticking’ of rear-seat altimeter on Blanik L-13 (XDU)
	Repair or replace altimeter

	11
	Tattered windsock, inadequate size of windsock
	Ensure a well-maintained, adequately sized windsock

	12
	Inadequate glider battery maintenance
	Establish procedures for proper testing and replacing of batteries


SSC Board of Directors (BoD)





Safety Officer (SO)





CFI





SAC Safety Program Standard for Clubs





SSC Safety Program Manual





Safety Program Implementation





Reporting by and to the members





SAC Reporting and Feedback to Clubs





   Reporting to    SAC





Report





Analyze





Correct





Evaluate





Response/Acknowledgement





Not Resolved





 Resolved





Safety Concern, Problem,


 Hazard,


 Occurrence





Document





Feedback to Reporters(s)








PAGE  
- 5 -

