From ‘Out Spinning with Beggs’

Dear Mr. Beggs:

This is in reference to your article,
“A Universal Recovery Method,” in
the August issue of SPORT AVIA-
TION. I found it extremely interest-
ing and I am sure there are many who
share my opinion.

You may find it surprising that an
old-timer of 73 is writing to you on
the subject. However, there was a
time when we oldsters were also
young and in love with flying and
aeroplanes. Just as the young genera-
tion of nowadays, we dreamed, de-
signed, built and flew the crafts we
considered as progressed prototypes.
The little group of enthusiasts, we or-
ganized, built and flew no less than
five such experimental prototypes.
And 1 say it with some pride, all were
successful.

Among them was a biplane of very
small dimensions capable of aerobat-
ics. It was stressed with 12 Gs positive
and it was powered with the small
and very light English “Pobjoy” en-
gine, 80 HP with a three to one reduc-
tion gear. For advanced aerobatics
this power certainly was not enough,
but for green beginners like us it was
plenty. The very wide diameter of the
prop was not the best for speed.
Sweeping the air like a broom in front
of the craft, it produced a lot of trac-
tion power, and vice versa, a lot of
braking in diving.

So here we had an efficient little
machine we could fly and use to try
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our skills. The little craft was very
responsive and extremely light on the
stick (you could pilot it with two fin-
gers). The general impression was
that you could do just about anything
with it.

But we knew better than that! We
knew that crazy maneuvers can end
up in a spin. We also knew there are
some different types of spins of which
we had only a faint idea. Besides,
spins at low altitude were almost al-
ways fatal and we were aware how
little we knew about the nature of
spins or the ways to recover. Accord-
ingly we were afraid of them. The im-
pression lives with you, and I am still
most interested in the behavior of a
new plane approaching deep stall.

Now, if you want to fly aerobatics,
you must not be afraid of spins!
You've got to master them!

Following this philosophy I took the
little plane really high, right up to
some 9,000 ft. where I tried to spin it
for the first time. Power off, I would
lightly lift the nose to stall the bird
and, as it hesitated, I would apply full
left rudder, full right aileron and the
stick on the belly. Reluctantly, it
would first show a tendency to follow
the aileron. Then the rudder took

over, overpowering the said tendency.
Gently it would pull the plane into a
left spin — nose down at about 45° to
Mother Earth.

As soon as the spin fully developed
I would return all commands to their
neutral position and — so it seemed
— the machine recovered all by itself.
That was rather encouraging.

Very soon in the game I noticed
something interesting to which I still
have no explanation. Anytime I got
the machine spinning and returned
the rudder and stick to their neutral
position, I could feel a light, charac-
teristic and pronounced pressure on
the stick, sort of a “hard spot.” Push-
ing the stick forward to overcome that
“hard spot,” the plane would recover
immediately. Trying the maneuver
again and again with the same result
I considered the trick a precious dis-
covery. Soon I would use it with confi-
dence. As my confidence increased, so
did the number of turns in spins.

Parachutes were a rarity in those
times. The Air Force used them, but
to us, civilians, they appeared expen-
sive, big and heavy. Also, rarely could
someone be found who really knew
how to fold a chute, making it ready
for use. Furthermore, we hardly con-
sidered them over-reliable. So, we did
not worry much about chutes and sim-
ply flew without them. However, to
retain some measure of security, we
practiced aerobatics always at re-
spectable altitudes.
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I felt more and more secure with
my system of recovery and soon 1
would try spins at lower altitudes.
This practicing eventually ended up
in a rather neat performance: the feat
was 10 full turns in a spin from an
altitude of 1000m. (3280 ft.) above
ground, recovering at about 150m
(500ft). As usual, I would have kept
all commands in the middle, the stick
at the familiar “hard spot,” and my
eyes glued to the altimeter.

There was a huge building complex
for a paper mill below and that com-
plex was painted all white. In spins,
I could see it flashing by without re-
ally watching and that became my
standard way of counting the turns.
During that last performance (the 10
turns), a performance still very much
that of a beginner, I found it difficult
to persevere and spin the craft for so
long. After the seventh turn the
ground looked so close that I could
grab it with my hand, and I found it
difficult to believe my altimeter.
Eight!

And just before the ninth turn
flashed by, I pushed the stick forward
to overcome the “hard spot.” Alarmed,
I noticed that the machine was not re-

in a spin and couldn’t get out of it.

I am afraid I lost too many words to
describe my little episode. I did so be-
cause it so clearly contradicts your ar-
ticle. In fact, I wonder now — how
come I am still alive? According to
your article, my little plane should
not have recovered after [ pushed the
stick over the “hard spot.” It should
have, instead, increased the rate of ro-
tation with little chance of recovering.

I wish I had a chance to read your
article at that long passed time when
I was young and active. How interest-
ing, informative and persuasive is
your discourse! How happy 1 would
have felt at that time reading about
the secrets of spins and recovery you
so aptly chat about. At that time, I
believe, I would fly promptly to high
altitudes and try systematically all
the maneuvers you wrote about. At
this time, I hope, many young pilots
will do just that.

As for me, I am at odds with the
doctor who says I am too deaf to pass
the medicall Well, at 73, it’s perhaps
time to think of angels’ wings and
how to fly to heaven.

But that still leaves me with an un-
answered question. Why did my little

covering as fast as usual. It took one
and % turns this time before she re-
covered and smoothly slid in a straight
dive. To me it looked like eternity.

1 felt a bit dizzy at first and kept my
eyes on the horizon to keep the plane
flying reasonably straight. However,
the sensation was short lived and the
rest of the story was all normal flying.

It must have looked a bit funny
on the ground where, by chance, the
airport manager was watching my
performance. As he told me after
landing, he was dead sure I got caught

: Peter Hribar’s homebuilt.

machine so reliably recover after a
wrong input by pushing the stick for-
ward when, in fact, it should continue
to spin, only at a faster rate?! And
another question on my mind — what
would have happened if I would have
ended up in an inverted spin?

I wish I could read a book explain-
ing the theory of a spin by an
aerodynamic approach. Perhaps,
there are some logical answers to
seemingly contradictory notions?

If time ever permits you, sir, I
would be most interested and truly

grateful if you would honor me with
a brief comment. As a matter-of-fact,
I never before had a chance to read a
discourse about spins and recovery, at
least not by an expert and teacher of
such broad experience as yours. I read
your article twice, slowly and care-
fully. And I think, I am going to read
it a third time after a while — even
though I have no chance to ever fly
again.

Most sincerely

Peter Hribar

75 Westwood Dr., Apt. 204

Kitchener, Ontario, Canada

N2M 2K5
P.S. Please, forgive me my poor style
and spelling. Have never seen an En-
glish class inside!
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Dear Peter,

Thank you so much for your nice

letter and the picture of the little bi-
plane that you built. Your description
of the experience that you had so
many years ago in your little biplane
was very touching. I want to try and
explain to you what I believe hap-
pened.
" It sounds like your biplane was a
nice spinning, very forgiving little
machine. You described how you
would place it into a spin by pulling
the power to idle, stalling the aircraft,
and then pulling the elevator fully
back, pushing full left rudder. This is
a perfectly described, classic entry
into a normal spin. However, you
stated that you applied full “right”
aileron at the same time, which is the
way you enter a flat spin! The normal
spin should be done with the ailerons
in the neutral position!

The application of opposite aileron
flattens the spin by increasing the
angle of attack and hence the drag on
the inside, or downgoing wing. This
increase in the lift and drag of the in-
side wing brings the inside wing up.
It has the opposite effect on the out-
side wing panel and increases the rate
of rotation of the spin. It produces a
spin in which the wing is parallel to
the horizon. At this time, the spin be-
comes one of only yaw — a true flat
spin in which there is no bank, only
yaw. :

Once the airplane stabilizes into
this flat spin, the flight path becomes
vertical down, producing a relative
wind which flows up through the tail
surfaces holding the elevators in the
stalled position. With the tail describ-
ing an arc, this also produces a certain
relative wind for the rudder and verti-
cal tail surfaces from the side. The
combined effect of these two relative
flows of air tends to hold the airplane
in the spin all on its own. It also tends

(Continued on Page 8)
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(Continued from Page 7)

to hold the elevator in the stalled con-
dition and to hold the rudder “in
spin.”

Under these conditions, the aircraft
will usually continue to spin all by
itself without the pilot having to hold
any control input whatsoever. The
position of the center of gravity rela-
tive to the wing’s center of pressure,
the overall weight of the aircraft and
its associated “flywheel effect” etc.
will all affect what the aircraft will
do when the pilot just turns loose of
the controls.

Usually, any airplane will eventu-
ally come out of the spin by itself if
the pilot will just cut the power and
turn everything loose, but not every
time! It just depends on the airplane.
Of course, the pilot may not have time
or altitude available to wait for the
airplane to recover on its own.

When a pilot completely releases all
controls and lets them seek their own
position while the aircraft is spinning,
he will find that the elevator will re-
main in the stalled position of the
stick, the ailerons will always go
slightly in spin and the rudder will
lay over into the direction of the yaw.
If the pilot will then be sure that the
power is completely off, apply abso-
lutely full opposite rudder and wait,
the aircraft will recover — if it is ca-
pable of recovering at all.

When the rate of rotation of the
spin slows to the point at which the
natural nose heavy condition of the
aircraft takes over from the cen-
trifugal forces generated by the rotat-
Ing masses located ahead of and be-
hind the center of pressure of the
wing, the nose will pitch down all on
its own. The rotation of the spin will
abruptly stop. The stick will move im-
mediately to the true neutral position,
as the flow of air over the control sur-
faces of the elevator and ailerons
streamlines these surfaces. The only
thing the pilot has to do at that mo-
ment is to neutralize the rudders,
take hold of the stick and smoothly
pull the aircraft out to straight and
level.

Now, let’s go back to the particular
situation that you described in the let-
ter. You described how, when you
neutralized all controls, you felt a
“hard spot” in the elevator. This was
caused by the flow of air up past the
elevators as the aircraft descended in
the spin. When you push the elevators
forward against this relative flow of

air up past the tail surfaces, of course,
you will feel pressure against the
stick.

Now, what the aircraft does when
you push the stick forward in the case
of an upright, stick back spin, or when
you pull the stick back in the case of
an inverted spin, will depend on what
you have first done with the rudders!
To simplify that, one must say that it
depends on what you have done first
with the rudders — before you apply
“nose down” elevator. That deter-
mines whether the aircraft is going to
come out of the spin immediately or
whether it is simply going to acceler-
ate the rate of rotation.

If the pilot has first applied full op-
posite rudder against the rotation, the
aircraft will recover almost im-
mediately when the nose down
elevator is applied. If, however, on the
other hand, the pilot still has full in-
spin rudder applied when the nose
down elevator is applied, the rate of
rotation will increase dramatically.
The aircraft will not recover then
from the spin even in spite of full nose
down elevator as long as the in-spin
rudder is held. The reason that the
aircraft cannot recover is because of
the strong inertial forces created by
the center of gravity of the mass of

. » » what the
aircraft does . . .
will depend on
what you have
- first done with
the rudders!

the aircraft located ahead of the
center of pressure of the wing as well
as that located behind the center of
pressure. As the autorotation con-
tinues, due to the unequal stalled con-
dition and hence the unequal lift and
drag of the two wings, these inertial
forces produced by these two center of
masses — ahead and behind the point
about which the aircraft is yawing
— create enough centrifugal force try-
ing to hold the aircraft in the stalled
condition that the full nose down
elevator is not powerful enough. It
cannot “push” the aircraft on through
the point at which the stall will be
broken. In these accelerated spins, the
pilot can cycle the stick all the way
from stop to stop — doing anything he
wants to do with the stick, left aile-
ron, right aileron, stick back, foward
or whatever — and the aircraft will
not recover as long as the pilot is still

on that “in-spin” rudder!

Again, let me emphasize that the
rudder is the key to spin recovery! The
power and the stick can really get you
into trouble. If you will simply cut the
power and take your hand off the
stick, the aerodynamic forces at work
will place that stick in the most per-
fect position to set the aircraft up for
the recovery. This will be ac-
complished by simply applying full
opposite rudder! It really is that sim-
ple!

Again, let’s go back to the spin inci-
dent that you described in your letter.
You state in your letter than my arti-
cle clearly contradicts what you ex-
perienced in your little biplane on the
day in question. You further state
that your airplane should have simply
accelerated its rate of rotation when
you pushed the elevator past that
“hard spot,” instead of recovering if
my theories are correct.

No, I must disagree with you! I say
that your aircraft behaved in a per-
fectly predictable manner and that
what you described in your letter goes
along perfectly with my articles and
theories! Please let me explain.

Your recovery technique that you
developed and trusted with your life
was probably reliable enough to de-
pend on so long as you truly had the
rudders in the neutral position — and
as long as the center of gravity did
not change. However, it was very
dangerous and unpredictable if you
should inadvertently be holding some
“in-spin” rudder.

You described how you would neu-
tralize all controls. Then, when you
wanted to recover, you would push the
stick forward, through the “hard
spot.” The aircraft would recover.
After the explanation in an earlier
paragraph regarding the use of the
rudder before applying nose down
elevator, I am sure you can now see
what happened to you on the day in
question when your aircraft did not
recover as you expected. I am quite
sure that you were holding, inadver-
tently, a little bit of “in-spin” rudder.

Peter, I hope I have answered the
questions you had in your mind re-
garding your experience in the spin
in your airplane. Again, let me thank
you for your interesting letter and the
picture. The words that you used in
your letter could have only come from
the heart of a man who has “been
there.”

I am very sorry that your doctor
does not see fit to give you your med-
ical certificate so that you may con-
tinue to enjoy.the thrill of flying. Per-
sonally I cannot see where being even
totally deaf should keep an individual

(Continued on Page 9)
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