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Helicopter hot and high  
The BEA (French AAIB) recently published an accident report 
concerning an R44. It seems the pilot was attempting to land in a 
mountainous area, but his planned landing site was considered 
unsuitable and he decided to change to one a short distance away. 
While approaching that site at a height of a few feet and at very low 
speed, the rotor was unable to provide sufficient power to maintain 
the approach path. The helicopter’s skid contacted the ground, 
causing it to turn and contact the ground heavily before catching 
fire. 
 
Taking into account the site elevation and the temperature, the investigation suggests that while the 
aircraft was in ground effect there was more than adequate power available to stay airborne at the low 
airspeed. However, once some of that ground effect was lost, possibly due to the sloping terrain, or to a 
gusting wind, the power available was insufficient to maintain level flight. 
 
Conditions in mountainous or even hilly terrain can change rapidly. To operate safely in such terrain 
requires considerable knowledge, not only of orographic meteorology but also of our aircraft’s 
performance. We must also be conscious of the human factors which may lead us to either forget or 
disregard that fact.  

File photo  
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Editorial office: Flight Operations Inspectorate (General Aviation), attn GASIL Editor, 
Safety Regulation Group, Civil Aviation Authority, Aviation House, 
Gatwick Airport South, West Sussex, RH6 0YR. 
Telephone +44 (0)1293 573225 Fax +44 (0)1293 573973 
e-mail: david.cockburn@caa.co.uk. 

Distribution: FOP Admin, address as above. E-mail: fop.admin@caa.co.uk         
Telephone +44 (0)1293 573516. 

Content: CAA staff comment and deductions are based on available information. The 
authenticity of the contents, or the absence of errors and omissions, cannot be 
guaranteed. Nothing in GASIL relieves any pilot, operator or engineer of his/her 
duty to ascertain and comply with ALL applicable regulations and formal 
documents. 

Cover up 
We have in the past described incidents of aircraft losing airspeed indications as a result of blocked pitot 
tubes. A pitot cover (provided it is removed before flight – but that’s another problem) can provide 
protection against insects nesting inside, and we have also suggested in the past that pilots might 
consider placing a plug in the static vent to provide similar protection for the static system. 
 
Recently we were reminded that infestation can present 
problems in other systems. Several Piper Arrows (and probably 
some similar aircraft) have automatic ‘back-up gear extension’ 
systems which automatically lower the undercarriage below a 
certain airspeed which in the case of the Arrow is detected in 
a separate pitot/static system on the side of the cockpit. The 
gear cannot then be raised again until airspeed is increased 
above another value. 
 
The system is not normally exercised in flight, but it seems 
that recently an instructor was demonstrating the facility during differences training. Once the system 
had lowered the undercarriage, it proved impossible to raise it again, despite increasing indicated 
airspeed. We suspect the pilot decided not to attempt to use the over-ride facility, but preferred to 
leave the undercarriage in a safe condition. 
 
The culprit was identified as what appear to be insect larvae, and the incident serves as a reminder that 
a blockage in the main pitot static system, especially if flight cannot be completed by visual reference, 
can cause serious problems.  

EASA produces bi-weekly summaries of the ADs they have issued or approved, which are available 
through their website www.easa.eu. Foreign-issued (non-EU) Airworthiness Directives are also available 
through the same site, as are details of all recent EASA approved Airworthiness Directives. CAA ADs for 
UK manufactured aircraft which have not yet been incorporated in CAP 747 can be found on the CAA 
website http://www.caa.co.uk/ads. 
 
We are aware that the following Emergency Airworthiness Directives have been issued recently by EASA; 
however, this list is not exhaustive and must not be relied on. 

Emergency ADs 

Number Applicability Description 

EASA 2012-0213-E AW139 Collective & cyclic control system 

EASA 2012-0217-E Eurocopter AS350 B3 Tail rotor laminated half-bearings 

EASA 2012-0228-E Aermacchi F260, S208 Propeller governor idler gear shaft 
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Wind 
An accident report in the AAIB’s Bulletin 9 of 2012 concerns an X’Air microlight whose pilot apparently 
lost control in turbulence while attempting to land in a crosswind. In this case, it seems the pilot had 
elected to land on what had been a possible fuel diversion field because he had become concerned that 
the weather was worsening. According to the report, having gone around from two previous attempts to 
land, at about 30 feet on the third attempt, the pilot was unable to counter a roll to the right. The 
aircraft crashed into the foundations of a house, causing him serious injuries. 
 
The report notes that the forecast indicated post-cold front conditions, with occasional showers of rain, 
hail and snow. The forecast indicated 40 knots of wind at 2,000 feet altitude and 30-35 knots at 1,000 
feet. We remind pilots that the convective activity suggested by any forecast of showers can be expected 
to cause considerable mixing of air, and consequently gusts at the surface of up to the strength of the 
gradient (2,000 foot) wind. We suggest that flying a microlight in 30 knots or more of wind is inadvisable. 
 
Human factors textbooks note that there are many possible reasons why a pilot may feel pressure to 
carry out a flight. Such pressure would encourage a pilot to find evidence that conditions were actually 
better than forecast. We have warned in the past about accepting verbal reports of weather at one’s 
destination, so any such reports must be treated with extreme caution, especially if the person giving it 
may also be feeling pressure for the flight to take place. 

Wet grass 
SafetySense leaflet 7, “Aeroplane performance”, available like all 
such leaflets free for download from www.caa.co.uk/safetysense, 
draws attention to the reduction in acceleration on take-off, and 
also to the additional ground run required to stop after landing if 
the surface of the runway is short wet grass. Many pilots have 
discovered that the increase of up to 60% quoted is no 
exaggeration. If longer grass is wet, there is also the potential for 
the propeller to spray water onto the wings during the taxi and 
take-off phases. Certain aircraft types are known to suffer a 
notable loss of performance with wet wings. 
 
However, as the pilot of a Musketeer apparently found recently, the hazards of wet grass are not 
restricted to the decrease in take-off and landing performance. It seems that having gathered speed 
during a downhill taxi, when the pilot attempted to slow down and turn on the wet grass, the aircraft 
slid sideways into a hedge, causing damage to the wing, fuselage and tail. 
 
It is important to consider the effects on our flight of all the environmental conditions we are likely to 
experience on a particular day, and make appropriate allowances. 

Winter draw(er)s on! 
Perhaps a little later than usual, we ought to draw pilots’ attention 
to the hazards of operating in cold and possibly freezing weather 
which are the hallmarks of a UK winter. SafetySense leaflet 3, 
available like all such leaflets free for download from the CAA’s 
website www.caa.co.uk/safetysense contains a considerable 
amount of extremely useful advice, which we do not propose to 
repeat here. If you intend flying at any time during the next few 
months we strongly suggest that you download the leaflet, study it, 
and follow its advice. In addition, please recommend others you may come into contact with to do the 
same. 
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Electrical power 
The AAIB report on the Archer ditching referred to elsewhere includes some perhaps unexpected findings 
about light aircraft compasses. The aircraft apparently experienced an electrical power failure, and the 
report considers the alternator had been producing no output for some time. The investigation 
considered the consequences for the aircraft compass. 
 
An aircraft’s compass deviation would have been corrected, and the 
deviation card produced, using compass readings taken with the 
electrical system and equipment operating normally. With the 
alternator selected off, or not operating, the compass deviation 
would differ from when the electrical system was operating normally. 
A flight trial of a similar aircraft determined that with the alternator 
selected on and off the compass heading would vary by 12° on a 
southerly heading and 8° on a westerly heading. 
 
We may occasionally forget that electromagnetic fields produced by any device can and will modify the 
earth’s magnetic field as detected by an aircraft compass. Switching off equipment which was selected 
ON when the compass was swung, or adding another device in the cockpit, is likely to produce changes in 
the compass deviation. A fix-point  navigation technique, such as that recommended by the Royal 
Institute of Navigation in their leaflets ‘VFR route planning’ and ‘visual navigation techniques for pilots’, 
free for download from their website www.rin.org.uk >SIGS > GANG>resources, should keep a pilot close 
enough to his planned track to combat most changes in deviation. However, the error produced by a 
failed alternator, especially if no check features are available, can be expected to cause significant 
deviations from planned track.  We should bear that in mind when considering our actions in the event of 
electrical failures.    

Rotor downwash 
The CAA’s GA SafetySense leaflet 15 ‘Wake vortex’ is available like all such leaflets free for download 
from www.caa.co.uk/safetysense. It includes a warning that the vortex from a helicopter can be 
considerably more powerful than that of an aeroplane of similar size. In a recent accident report, the 
BEA (French AAIB) have written that the turbulence produced by a helicopter is 8 times that from an 
aeroplane of similar size. 
 
The report in question concerns an AS350 whose 
commander elected to fly a shortened circuit pattern in 
order, as he thought, to land before a light aeroplane 
which he had observed on the downwind leg. It seems he 
announced his intention on the radio. However, as the 
helicopter rolled into the final approach, the pilot of a 
DR400 which he had not seen announced his presence on 
‘final’. Apparently, the helicopter commander then 
applied power to accelerate, continuing towards the 
runway and thereby overflying the aeroplane. As the rotor 
downwash struck the aeroplane, it was tipped over 
forcefully onto its wing, and the pilot was unable to regain 
control before it contacted the ground, causing 
considerable damage. 
 
Most aeroplane pilots know to avoid flying into rotor downwash or wake vortices. Helicopter pilots must 
constantly remember that their presence can hazard other aviators, and take all steps to minimise that 
hazard. However, if we enter a traffic pattern without ensuring we are aware of every other aircraft’s 
position in that pattern, it is very difficult to stay far enough away to avoid causing them problems. 

File photo  
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Carbon Monoxide 
This article was written several years ago, but is worth repeating here. You’ve no doubt seen the little 
Carbon Monoxide (CO) indicators in some aircraft. In fact, we hope you see them every time you fly, 
because they are the only way you will have of knowing that dangerous fumes have entered your cockpit! 
 
You may find yourself in the same situation as the two pilots who were flying on a navigation exercise 
some winters ago, with the cabin heating selected. They were actually able to smell fumes, and at the 
same time the cardboard CO indicator started rapidly turning dark. They turned off the heating and 
opened the window side panels, and the smell quickly disappeared. They managed to convince 
themselves that the indicator was not becoming any blacker and flew on, checking each other regularly. 
Concern about the problem (and no doubt the cold!) persuaded them to cut the trip short. 
 
On landing, a cracked weld was found in the exhaust system. After repair the problem did not recur, and 
the crew appeared to have suffered no lasting ill effects.   
 
However, we shortly afterwards received a report from a pilot who had had a very narrow escape. He 
actually suffered all the symptoms of hypoxia, including the characteristic general feeling of well-being, 
while flying his light aircraft at quite a low altitude. He also noticed that his skin had developed the pink 
hue which is common in CO poisoning cases. Unfortunately, although he could see that the CO detector 
in his aircraft had turned dark, he was affected so much that he did not treat his situation as the 
emergency it was. He was fortunate to make a safe if rather erratic approach and landing back at his 
base airfield, and subsequently suffered a severe headache. And a PA24 fatal accident in 2001 was 
attributed to carbon monoxide poisoning.   
 
Carbon Monoxide has no smell itself, and by supplanting oxygen from the haemoglobin in the blood can 
rapidly cause all the symptoms of hypoxia. These vary from individual to individual, but can generally be 
regarded as similar to the symptoms of an excess of alcohol in the system, with its attendant euphoria, 
slurred speech, erratic behaviour and impaired decision making.   
 
It is also difficult to flush CO out of the blood afterwards, so if you have been subjected to Carbon 
Monoxide poisoning, even without any obvious symptoms, you should seek medical assistance as soon as 
practicable. It is not a good idea to continue with the flight. 
 
Please note, the cardboard indicators themselves have a limited life. Replace them at the recommended 
intervals, and at any time after the cockpit environment has been affected by chemicals. Carbon 
Monoxide is a killer. 

GPS 
We continue to caution against the use of GPS navigation systems as the primary means of navigation. 
Although a GPS-derived position is extremely accurate, even systems certified for IFR use are open to 
human errors. Anyone who fails to cross-check the information displayed against the information they 
have previously planned using a more traditional means and common sense is placing themselves and 
their passengers at risk. 
 
The AAIB report into the ditching of a Piper Archer last year, published in Bulletin 10 of 2012, questions 
why the aircraft was far from its flight planned track when the pilot decided to ditch his aircraft. 
Although the aircraft seems to have suffered a failure of electrical power, the subsequently radar-
derived track did not seem to correspond to the passenger’s statement that it seemed to have been 
following close to the track displayed on the GPS set before the loss of power. 
 
The report suggests that the GPS track guidance displayed may have been based on an erroneous 
destination being selected in the equipment. This theory is supported by a track deviation made by the 
pilot on the previous flight which was also considered to be possibly due to an incorrect destination being 
programmed into the GPS. Human beings are susceptible to slips and lapses. Don’t let a seemingly 
accurate and labour-saving device take you where you don’t want to go! 
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Control restriction 
A recent report involved a Vans RV8 whose pilot was unable to reduce power for his approach and 
landing. Power restrictions should be regarded as a possibility at any time, and as with all emergencies, 
we should consider what our actions should be in such a situation long before we ever are confronted 
with the reality. The possibility would be a suitable subject for discussion with a flying instructor, 
perhaps in conjunction with a revalidation flight. In general, however, if sufficient power remains to 
maintain level flight, we should all be capable of carrying out glide landings from whatever point we shut 
down the engine, ideally at an aerodrome with a long enough into wind runway to provide a suitable 
margin for error. 
 
However, in this particular case, the pilot had recently been flying over large expanses of water, and had 
sensibly positioned a life raft in the rear cockpit where he could access it in the event of a ditching. 
Having landed at an aerodrome from which no more long sea crossings were anticipated, he then moved 
the raft, possibly to gain access to items he considered more important. 
 
It seems that during the take-off and climb, the raft moved into a position where it rested against the 
throttle lever, preventing it from closing. In an honest report, the pilot reflects that he should have 
secured the life raft properly to prevent any movement. He also considers himself very lucky that the life 
raft had not moved further and obstructed the rear stick. Turbulence, or a bumpy runway, can easily 
cause unsecured items to move. Especially in an aircraft with controls which cannot be reached from the 
pilot’s position, it is essential that any items carried are secured so that they cannot move and restrict 
any of these controls.  
 
The aircraft landed safely, and the pilot in his report acknowledges the considerable assistance he 
received from the air traffic services throughout. Remember, even if there is no-one else in the cockpit, 
we are not alone! 

Old Warden 
Every summer, displays take place at Shuttleworth Old Warden aerodrome, and for many of these the 
ATZ at becomes activated by NOTAM. This summer, there were several instances of pilots flying into that 
ATZ when it was active without obtaining the necessary information about traffic inside it to allow them 
to fly through it safely. 
 
Whether these pilots failed to download and read the NOTAMs, or 
just forgot the ATZ was active, flying through an area in which a 
flying display or practice is taking place is hazardous. While it may 
seem obvious, and even patronising to say it, display aircraft can 
be expected to change their track and altitude very rapidly, 
greatly increasing the likelihood of collision with another aircraft 
which the display pilot is not expecting. Most collisions occur 
close to aerodromes, don’t add to the number! 
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Transponder Mandatory Zone 
We have been asked to remind pilots that flight through a notified TMZ 
such as that around Stansted normally requires the aircraft to be fitted 
with a serviceable and working Mode S transponder. The Stansted TMZ 
is that Class G airspace underneath the parts of the Stansted CTA with a 
base of 1500 feet amsl. 
 
However, as described in the UK AIP aerodrome section AD-2 -EGSS, the 
pilot of an aircraft that wishes to operate in the Stansted TMZ without 
serviceable Mode S transponder equipment may be granted access to it 
subject to specific ATC approval. This approval may be obtained from 
Farnborough Radar on frequency 132.800 during their hours of operation 
(0800-2000 Winter (Summer 1hr earlier)) or from Essex Radar on 
frequency 120.625, at other times. If you don’t have a Mode S 
transponder and you don’t have permission, STAY OUT! 



The last option? 
Elsewhere in this magazine we refer to a fatal ditching. It seems the pilot decided that, having become 
lost over the sea with no electrical power available to make a radio call, ditching his aircraft beside a 
ship offered the safest course of action. 
 
It is quite possible that he was correct in his decision. However we would like to remind pilots of a 
procedure which, if able to fly at sufficient height, and fuel permits, may attract the attention of an air 
traffic controller with a radar set. A radar return which seems to be flying equilateral triangles in the sky 
is an indication to a UK military controller that an aircraft may be suffering from a radio failure and 
requires assistance. If a pilot flies straight for 2 minutes along each leg, followed by a sharp turn to the 
left (left if your radio has ‘nothing left’ – turn right if your receiver seems all right) through 120 degrees, 
a controller may notice the manoeuvre and send someone to investigate. Of course, selecting 7700 on 
our transponder, if we can, is much more likely to attract attention, and most transponders seem to 
require less power to operate than a radio receiver and so may still operate for a short while after the 
radio dies. 

Magnetos 
Cessna has recently informed multi-engine operators of Continental Motors Inc. Service Bulletin SB12-3 
(or later revision) or Slick SB1-12 (Corrected Copy) (or later revision) drawing attention to failures 
recently identified in certain Slick magnetos that may have been installed as spares after November 1, 
2011 to Cessna multi-engined aeroplanes, and recommending their replacement. 
 
While normal power checks would be expected to identify magneto problems, these are usually carried 
out just before take-off, and discovering an unserviceable magneto at that point is likely to cause 
inconvenience at best. Until suspect components are repaired or replaced, Cessna recommends operators 
do post-flight magneto checks in addition to the required pre-flight magneto checks. These may help to 
sooner identify a magneto malfunction. It is not known whether other aircraft or engine manufacturers 
fit similar magnetos, but pilots may wish to consider carrying out similar post-flight magneto checks. 

Unlatched canopies  
We have often warned readers about the need to avoid being distracted by events such as doors coming 
open on take-off. At the same time, it must be remembered that some aircraft may experience serious 
performance reductions if doors or canopies come open, and the total loss of a door or cockpit canopy 
could result in possibly catastrophic damage to the structure and attached flying controls. 
 
Several modern light aeroplanes have large cockpit canopies which 
are hinged at the front and latched at the rear. This arrangement 
would appear to reduce the risk of damaging the structure if the 
canopy were to unlatch in flight.   However, the shape of such 
canopies is usually that of a three-dimensional convex curve, 
similar in an exaggerated form to the shape of the upper surface of 
a wing. If the latch at the rear of the canopy comes open in flight, 
the ‘bernouilli effect’ of the air flowing over the canopy will 
attempt to ‘suck’ the canopy open and hold it in a position well 
above the rest of the aircraft structure, possibly beyond the reach 
of the pilot if he were to attempt to close it again. 
 
The air flowing over such an open canopy would interact with the slower moving air in the lee of it, 
generating turbulence resulting in drag. That drag may be sufficient to overcome the thrust available 
from the engine, forcing the aircraft to descend in order to maintain a safe airspeed, as the pilots of two 
separate aircraft involved in accidents reported in the AAIB Bulletin 10 of 2012 discovered. We should all 
be aware of the need to pay particular attention to the condition of our latches and to the security of 
our canopy before take-off. However, since air turbulence has been reported as the instigator of some 
unlatching events, we must also be aware of, and remain within, the manufacturer’s recommended 
airspeeds for flight in turbulence. 
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Mandatory Permit Directive 
The following Mandatory Permit Directive (MPD) has recently been issued by the CAA. Compliance is 
mandatory for applicable aircraft operating on a UK CAA Permit to Fly. MPDs can be found at 
www.caa.co.uk/mpds. Owners of aircraft with Permits to Fly and their Continued Airworthiness Managers 
should register to receive automatic e-mail notification when a new MPD is added to the website, 
through www.caa.co.uk > Publications > Subscriptions > New User Subscription Registration, and choose 
the ‘Safety Critical Information’ category.  
 

 
MPD 2012-004E Yeoman Dynamic WT9-UK Fuel cock lever MPD 2012-004E Yeoman Dynamic WT9-UK Fuel cock lever 

PLBs and ELTs 
Readers will be aware that all 406 MHz PLBs and ELTs must be registered. 
As published in AIC P134/2012, the registration of these beacons for 
aircraft use has recently transferred fully to the UK Distress and Security 
Beacon Registry at the Falmouth MRCC. 
 
This changes the registration address previously published in SafetySense 
leaflet 21c “Ditching”, available like all such leaflets free for download 
from ww.caa.co.uk/safetysense. An amended SSL 21d will be available 
from the web site in the near future. 

GA Safety Evenings 2012 - 13 
GASCo, the GA Safety Council to which the CAA is a major contributor, is organising this winter’s series 
of Safety Evenings. The evenings are of value to everyone involved in general aviation, whatever they 
fly, operate or maintain. Logbooks will be signed when requested as proof of attendance. The 
programme of currently confirmed events is shown below, but more will be announced when 
confirmation has been received. 
 
For updated information, including more specific contact details for the organisers, see the CAA website 
www.caa.co.uk/safetyevenings or the GASCo site at www.gasco.org.uk. Organisations wishing to host a 
future safety evening should contact GASCo on 01634 200203 or by e-mail to office@gasco.org.uk. 
 

 

 

Date Time Area Venue Contact 
21 Nov 1930 Leicester Leicester Aero Club, LE2 2FG 0116 2592360 

23 Nov 1930 Blackbushe The Bushe Cafe, GU17 9LB 01252 877727 

4 Dec 1930 Bourn Aerodrome building, CB23 2TQ 01954 719602 

5 Dec 1930 Seething Clubhouse, NR15 1EL 07976 661784 

6 Dec 1930 Saltby Buckminster Gliding Club, NG33 5HR 07790 914198 

10 Jan TBA Enstone Enstone Flying Club   

11 Jan 1930 East Midlands The Whitehouse Hotel, Kegworth DE74 2DF 01332 810444 

14 Jan 1930 Southend The Flight Centre, SS2 6YF 01702 546420 

15 Jan 1930 Rochester Holiday Inn, Maidstone Road ME5 9SF 01634 869968 

16 Jan 1930 Lydd Biggles Restaurant, TN2 9QL 01797 320734 

17 Jan 1930 Goodwood Goodwood House PO18 0PX 01243 755066 

25 Jan 1930 Andrewsfield Andrewsfield Aviation, CM6 3TH 01371 856744 

7 Feb 1930 Nottingham Truman Aviation, Tollerton, NG12 4GA 01159 815050 

7 Mar 1030 Gransden Lodge Cambridge Gliding Centre, SG19 3EB 07801 398714 

14 Mar 1930 Devon LAA The Ley Arms, Kenn, EX6 7EY 07776 075996 

18 Mar 1930 Glasgow Airport Glasgow Flying Club, PA4 9LP 0141 899 4565 

19 Mar 1930 Fife (Glenrothes) Tipsy Nipper Restaurant, KY6 2SL 01592 610436 

Date Time Area Venue Contact 
21 Nov 1930 Leicester Leicester Aero Club, LE2 2FG 0116 2592360 

23 Nov 1930 Blackbushe The Bushe Cafe, GU17 9LB 01252 877727 

4 Dec 1930 Bourn Aerodrome building, CB23 2TQ 01954 719602 

5 Dec 1930 Seething Clubhouse, NR15 1EL 07976 661784 

6 Dec 1930 Saltby Buckminster Gliding Club, NG33 5HR 07790 914198 

10 Jan TBA Enstone Enstone Flying Club   

11 Jan 1930 East Midlands The Whitehouse Hotel, Kegworth DE74 2DF 01332 810444 

14 Jan 1930 Southend The Flight Centre, SS2 6YF 01702 546420 

15 Jan 1930 Rochester Holiday Inn, Maidstone Road ME5 9SF 01634 869968 

16 Jan 1930 Lydd Biggles Restaurant, TN2 9QL 01797 320734 

17 Jan 1930 Goodwood Goodwood House PO18 0PX 01243 755066 

25 Jan 1930 Andrewsfield Andrewsfield Aviation, CM6 3TH 01371 856744 

7 Feb 1930 Nottingham Truman Aviation, Tollerton, NG12 4GA 01159 815050 

7 Mar 1030 Gransden Lodge Cambridge Gliding Centre, SG19 3EB 07801 398714 

14 Mar 1930 Devon LAA The Ley Arms, Kenn, EX6 7EY 07776 075996 

18 Mar 1930 Glasgow Airport Glasgow Flying Club, PA4 9LP 0141 899 4565 

19 Mar 1930 Fife (Glenrothes) Tipsy Nipper Restaurant, KY6 2SL 01592 610436 

8 

http://www.caa.co.uk/default.aspx?catid=1446&pagetype=90�
http://www.caa.co.uk/mpds�
http://www.caa.co.uk�
http://www.nats-uk.ead-it.com/public/index.php%3Foption=com_content&task=blogcategory&id=161&Itemid=58.html�
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=detail&id=1175�
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=detail&id=1175�
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=detail&id=1175�
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=detail&id=1175�
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=list&type=sercat&id=21�
http://www.caa.co.uk/safetyevenings�
http://www.gasco.org.uk/pages/news_item.asp?i_ToolbarID=1&i_PageID=498�
http://www.gasco.org.uk�


<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<

    /BGR <>
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /CZE <>
    /DAN <>
    /DEU <>
    /ESP <>
    /ETI <>
    /FRA <>
    /GRE <>

    /HRV (Za stvaranje Adobe PDF dokumenata najpogodnijih za visokokvalitetni ispis prije tiskanja koristite ove postavke.  Stvoreni PDF dokumenti mogu se otvoriti Acrobat i Adobe Reader 5.0 i kasnijim verzijama.)
    /HUN <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /LTH <>
    /LVI <>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /POL <>
    /PTB <>
    /RUM <>
    /RUS <>
    /SKY <>
    /SLV <>
    /SUO <>
    /SVE <>
    /TUR <>
    /UKR <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


