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MESSAGE FROM CAPTAIN GUPTAMESSAGE FROM CAPTAIN GUPTAMESSAGE FROM CAPTAIN GUPTAMESSAGE FROM CAPTAIN GUPTA    
SPIN & RECOVERY EX -11 
 

Spinning is a complicated subject to analyse. Also it is difficult to make generalization which are 
true for all aircraft. One type of aircraft may behave in a certain manner in a spin whereas 
another type will behave completely different under the similar conditions. All basic training 
aircraft are designed for spin and recovery “safe” for spin training Exercise 11 of PPL Flying 
Syllabus.  
 
HKAC fleet of Cessna 152, Cessna 172 and Slingsby are designed for spin exercise.  Detailed 
Spin Recovery Procedure is described in each aircraft POH. A correct spin recovery procedure 
shall ensure a safe and positive spin recovery every time.  Any deviation from POH 
recommended spin recovery procedure could lead to a delayed recovery. And in a worst 
scenario it could end up in a serious accident.  If you have any doubt and want a clarification on 
Spin exercise please consult your flying instructor.  
 
Simon Chak, Flying Instructor has submitted an educational article AFTERMATH (please read 
below). The article has given an accident detail where both, the student and the instructor were 
killed. In the post accident analysis, many possible non standard actions on part of the student 
and instructor could have led to the fatal accident.   
 

Aftermath - Hold on Tight  by Peter Garrison 
 

THERE ARE TWO KINDS OF PEOPLE: THOSE who find spins exhilarating, and those who 
find them terrifying.   
 
I found them exhilarating when my instructor, Betty Faux, first demonstrated them to me in a 
Cessna 150 during the course of my post-private-ticket training. I promptly invited friends to 
share this great thrill. We would fly out over the ocean, climb to 6,000 feet or so, and do spin 
after spin. It’s amazing they didn’t all barf. At the time I had no understanding whatever of the 
fact that to some people the sensations of a spin are quite frightening. You might replace “some 
people”, in that sentence with “all rational people,” because it is really quite natural to 
experience some anxiety when you are thousands of feet up in the air, the little crate to which 
you have entrusted your life suddenly keels over into a rapidly gyrating vertical descent and a 
quick mental calculation reveals that you have about 15 seconds to live. But I was young and in 
love with flying, and the fact that you could get an airplane to do something so remote from 
straight-and-level flight, and that it would instantly, almost magically, recover on your 
command-why, this was absolutely intoxicating. 
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I later took a two-day spin course in a Pitts from Gene Beggs. The gist of Beggs’s doctrine was 
that an airplane would recover from a spin on its own if you just released the controls. This is not 
universally true, and I think Beggs knew it, but it was true of enough airplanes-and the ones of 
which it isn’t true you would not be likely to spin-that the hands-off recovery would certainly be 
worth knowing about when all else fails. I cannot say that I found inverted flat spins in the Pitts 
quite as amusing as upright nose-down spins in the 150, but with the aid of a patch of 
transdermal scopolamine I took them in stride. This is a student who does not really believe in 
airplanes. 
 
Many spins follow inadvertent stalls, often during botched turns from base to final or during 
ill-advised attempts to turn back to a runway after an engine failure. But in June 2006 a 
deliberate spin, during a session of flight school spin training, went terribly wrong, killing both 
student and instructor. While it is impossible to know exactly what happened to bring this 
routine flying lesson to a fatal conclusion, I am inclined to guess that an important element was 
the fact that the student did not see spins as benign and entertaining maneuvers, but rather as 
close encounters with eternity. 
 
Investigators analyzing the accident interviewed several instructors and students at the 
student’s flight academy, seeking anything that might shed light on the failure of the Cessna 
152-an airplane that does recover by itself if you release the controls-to pull out of its final spin. 
 
Two students recalled doing spin training with the instructor and reported nothing out of the 
ordinary. Both had completed the sequence without difficulty and both had discovered that the 
152 would recover from a spin of its own accord. Instructors who had flown with the student pilot, 
who was taking the multiengine CFI course, had more light to shed. 
 
One instructor described the student’s piloting skills as “lacking” in situations that required 
piloting “outside the box.” The “box” was none too capacious; “stressful” situations that caused 
the student to act “impulsively” included failing an engine or stalling the airplane. This instructor 
recalled two separate occasions on which the student had “stiffened on the controls, seizing the 
yoke, as if petrified.” On one occasion he had to jab the student in the leg to get him to relax his 
grip. He reported that the student had asked a great many questions during ground training on 
spins and had seemed “very nervous” about the future spin flight; but on the morning of the 
accident he appeared calm and to be “looking forward to the flight.” Another instructor who had 
worked with the student on his multiengine commercial certificate recalled “numerous 
occasions” on which the student acted “impulsively” in reaction to a simulated ‘stressful 
situation.” In one instance, a stopped engine failed to restart. The student appeared “panicked” 
and the instructor had to take over the controls. To get the engine wind milling, the instructor 
pushed the nose over to gain speed. At this, the terrified student grabbed the control yoke and 
held it “firmly aft.” He would not relax his grip until the instructor jabbed him in the leg 
(leg-jabbing must be a standard technique in certain types of flight instruction). 
 
A pattern emerges. This is a student who does not really believe in airplanes. His anxieties 
about flying are not far below the surface, and burst out whenever something happens that is 
not routine and expected. “Below the surface” is a merely metaphorical expression, of course, 
and does not illuminate anything about the actual mechanisms of barely suppressed anxiety. 
Rationally, we ask why someone whose confidence in airplanes is so easily shaken wants to 
become a flight instructor in the first place. The reasons may be complex, but we would not be 
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surprised to see a fearful person enlist in the army. The paradoxical vocation offers, at once, a 
veneer of bravery for public show and the hope that, through practice and perhaps contagion, 
real courage will be acquired. 
 
A sudden onset of inflight anxiety can manifest itself in various ways. The one most of us would 
consider reasonable is for the student to relinquish control of the airplane to the instructor. 
“Your airplane” is a magic phrase that solves all problems. But this student had a different, and 
a more ominous, reaction: He seized the controls and held on for dear life. The annals of flight 
instruction contain many instances of this death grip. Fear is a great multiplier of strength, and 
an instructor may be hard pressed to pry a panicked student loose from the controls. 
 
Radar returns recorded by ATC and by a nearby Air Force base sketched out the course of the 
40-minute flight. The 152 had climbed to about 6,000 msl on the way to the practice area. It had 
then performed what appeared to be seven one turn spins to the left in quick succession. At 
1527:24 it was at 5,600 msl, doing 70 knots groundspeed on a 045 heading. It then turned to 
the east while losing altitude and speed. At 1527:34 it was at 4,600 feet-descending 6,000 
fpm-with a groundspeed of 60 knots. Ten seconds later it had made a sharp turn to the right and 
was northbound at 50 knots, descending through 4,100 feet. Five seconds later it had lost 
another 900 feet and slowed to 40 knots. The last radar return came five seconds after that: 
2,800 feet, 30 knots. The 152 had given up 2,800 feet in 30 seconds. It was then only 650 feet, 
and seven seconds, from the ground.  
 
Some time after the accident, and FAA operations inspector performed a series of one-, two- 
and three-turn spins. He found that a three-turn spin produced an altitude loss of 2,900 feet in 
15 seconds; a tow-turn spin lost 1,700 feet in 12 seconds; and a one-turn spin consumed 700 to 
800 feet in eight seconds. 
 
The descent chronicled by radar is most consistent with a series of spins interrupted by 
momentary recoveries. Why this happened only after seven spins had been performed is 
unclear, but perhaps they were all demonstrations by the instructor. In any case, something 
was different about the eighth. One imagines the 230-pound student, paralyzed by the sight of 
the onrushing earth, pulling the yoke back with all his might while the instructor, a 100-pound 
woman who would certainly not have been able to overpower him, tried frantically with the 
rudder pedals to gain control of the airplane. 
 
The National Transportation Safety Board’s findings of probable cause are often silly, 
tautological (“the pilot’s failure to remain clear of terrain”) or obtuse, but this one is positively 
perverse. Choosing to ignore all the evidence presented in its own accident report-including 
evidence that it is practically impossible not to recover form a spin in a 152-the Board blames 
the accident on “the failure of both the flight instructor and student pilot to regain control of the 
airplane in a timely manner during an intentional spin maneuverF..A factorFwas the 
instructor’s inadequate supervision of the flight.” Do the people who write these things know 
something we don’t know, or are they just idiots? 
 
This article is base on the National Transportation Safety Board’s report of the accident and is 
intended to bring the issues raised to the attention of our readers. It is not intended to judge or 
to reach any definitive conclusions about the ability or capacity of any person, living or dead, or 
any aircraft or accessory. 
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Beijing Olympic Experience 2008Beijing Olympic Experience 2008Beijing Olympic Experience 2008Beijing Olympic Experience 2008   
by Teresa Wong 

 
As a Chinese, a Hong Kong Chinese, it is my honor for being able to serve in the first Chinese 
Olympic.  As a PPL, helicopter pilot, this is a wonderful experience in my life to work with the 
Chinese Air Force and the Beijing Olympic Broadcasting Team.  
 
I was first informed that the job would last for about one month, it would be very tough and very 
stressful to deal with a lot of multi-tasking, not only aerial instant interpretation, but also the 
daily schedule arrangement to coordinate the Air Force’s pilots and their logistic support, a 
team of interpreters who are professional airline pilots, as well as aerial shooting camera 
professionals.  I said no problem, because I have been managing the most demanding and 
tough CEO for 22 years, my husband!    
Before I went to Beijing, I had to prepare myself to fit in that post, including improving my 
mandarin skill as I am not a professional interpreter, I have to familiarize with the Beijing map 
in details and the bearings of the new stadiums as well as the military air base.  I bought a 
book with the helicopter’s jargons in Chinese.  I have to memorize all the names of the 
contact persons coming from all over the world, including French, German, Chinese, Canadian 
and American.  Many friends asked me how I got this honorable job, this is because I have a 
friend knowing BOB. 
 
On 27 JUL 08, about 1100hrs, right after landing Beijing, I rushed to the headquarters of BOB 
(Beijing Olympic Broadcasting Team).  It was the exclusive team for broadcasting the event to 
the world.  It had the ground team with cars, motor bikes and the helicopter team for aerial 
camera shooting which I worked with. 
 
The first 7 days planned as rig days which were for installing the camera head and radio 
transmission systems for 6 helicopters. It was unexpectedly tough because the hangar was 
huge and the weather was hot and dry. I always felt thirsty no matter how many bottles I drank. 
My workload should have been supported by another 4 persons but I was alone for everything. 
I was totally exhausted everyday, but I still felt good.  It was until when the team arrived I felt 
relieved.  Thereafter I collapsed and had a fever for two days.  
 
In one occasion, I was asked by the Air Force Company Commander why I worked so hard in 
the Olympic, away from my family and stayed there for a month.  I said, because I am a 
Chinese, and this is my honor to serve my country! He was very impressed and even invited 
me to join the Communist’s Party!  
 
All helicopters were made in China, 20 plus years old, same as those used in Shek Kong. For 
aerial shooting, we had to fly very close to the trees, the wires, the poles, the barricades under 
poor weather condition. We always applied radical steep turns to rush for the best position 
because there was no “take-two”,  
 
All air force pilots were young, quite handsome! They were temporarily transferred from Bao 
Din Airbase, where the best fighter pilots are retained to protect the capital city of China.  
When flying, they switched on as if in the war zone, they were under stress because they did 
not want to fail the expectation of the nation.  They were well co-operative to the demand we 
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made and made sure that the flying position created the best angles for aerial camera 
shooting.   
 
For operating 6 helicopters, there were 60 crew members including the Chief, pilots, 
maintenance team, gatekeepers, control tower and the security team.  Apart from BOB’s 
helicopters, they also have to take care of CCTV’s helicopters, which has long hour of shooting 
and more frequent sorties for Olympic.  They took the shooting from early morning to midnight, 
not only covering the games, but also for the subsequent documentary.  The locals said they 
were capturing the historical record for the whole nation, so they would do as much as they 
can.  In an occasion, we had to ask the tower to force them to land before we can take off 
because they were just hanging around our flying route.  
 
I was an interpreter between the pilot and camera operator.  BOB employed a French 
company to set up the transmission system as well as the intercom system in the cockpit.  
Unluckily, it was not function well as planned.  For all the interpreters on board, we have to 
wear 3 sets of hearing devices.  First one was an earpiece for listening to the camera 
operator only.  The second one was a headset hung around the neck for using its speaker to 
communicate with the camera operator.  The third one was the old style headset for 
communicating with the flying crews.  It was an unpleasant experience to hear many voices 
speaking at the same time, different languages at one moment, and choosing the correct 
language to answer the right persons, one by one.   
 
Moreover, most of the time, we were very busy for the operating tasks, communicating and 
identifying for the leading racers, giving out instruction to the pilot.  We had to find the most 
suitable route for tracking the racers, without disturbing the competition and compromise the 
safety issues.  There was no retake, no waiting.  To respond immediately was the most 
important element because the helicopter can’t be flying too slowly or it needed time to go 
around to the right position again when one shot was over. Each helicopter carried 6 people on 
board including pilot, co-pilot, mechanic, camera man, radio transmission technician and 
interpreter.  We didn’t have much cockpit space, worse than any economy class in the world. 
Sometimes, we had to be on board over 3 hours of flying.  Everyone on board was 
exhausted. 
 
During the game time, we woke up at 0400hrs and arrived to airbase at 0530hrs.  We even 
could enjoy the moment of sun rising and fresh air with a thin layer of fog subside. We usually 
finished the work by 2200hrs, and after the dinner, I needed to prepare works for the next day.  
All our land traveling was provided by Beijing Olympic, we had the privilege to keep away from 
congestion, as our vehicles could use “Olympic special motor lanes”.  We could go into any 
stadiums, free of charge, and get the best viewing seats, as our leisure after works. 
 
The whole 4 weeks in Beijing, I was inspired by the Chinese’s team work, making that first 
class Olympic in terms of the organizing power of the whole nation, the manpower and also the 
money power. The attention to details in every segment was well planned and prepared.  As a 
company director and a mother of two kids, I could see that in the coming decades, there 
would be a lot of opportunities in China.  
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Hong Kong Aviation Club Limited 
2008 ANNUAL GENERAL MEETING 
Monday, 22

nd
 September 2008 at 1900 

 

Nomination for President and/or General Committee members must be made on 
an official nomination form, which must be signed by the Nominee, Proposer and 
Seconder, all of whom should be FULL members or LIFE members of the Hong 
Kong Aviation Club Ltd.  The Form should then be left in the office marked to the 
attention of the Hon. Secretary.  The nomination will then be noted on the 
nomination sheet displayed on the notice board. 

 

NOMINATIONS SHALL BE CLOSED AT 
19:00 HOURS 

ON MONDAY, 15
th
 SEPTEMBER 2008 

 

 

to the following new members who have recently joined us: 

HONORARY Member 
 

Mr. WEBBER Michael Lewis  
 

FULL Member 
 

Mr. FACEY, Alexander Guy 
Mr. LEAH, Mark Jason 
Mr. TAN, Tze Aun Adrian 

 

General Member 
 
Mr. CHAN Kai Wing     Mr. CHAR On Man   Mr. CHEN Yeh Ming Steve  
Mr. CHEUNG Siu Wah    Mr. KWOK Chi Kay Peter  Mr. KWOK Fung  
Mr. HO Wing Kwong Ricky   Mr. LAM Ho Yin    Mr. LEE King Pok Roland  
Mr. LO Chun Yu Toby     Mr. NG Chi Ngai    Mr. POON Sun Biu Alfred  
Mr. ROSSITER David    Ms. TAM May Ho Wendy     
Mrs. YAN Ho, Wai Ching May   Mr. YEUNG Sai Him John  
Ms. YEUNG Mei Wah Rebecca  Mr. YEUNG Siu Cheong James  


