


















































ir experience flights are a vitally impor-
it means of inlroducing newcomers to the
art, and halp to promote public awareness and
erest. They offer a boost to club funds and
w als@ provide useful flying experisnce for the
s invalved. And they ara fun.
However, the Civil Aviation Authority has ex-
:ssed doubt in recent years about the legality
this long established praclice and so lengthy
cussions have taken ptace between BGA of-
ars and representatives of the CAA to clarify
itiers.
The CAA want to make sure that they control
commercial flying in the UK and are particu-
ly keen to regulate any flying that is in their
inion “public transport”. On the other hand,
1y are happy to allow genuine trial gliding
sons to continue in the traditional manner and
3 remains a thoroughly legal activity.
The grey area lies in the middle. 30 whenis a
U lesson not a trial lesson? Unfortunately, only
egal precedent will define this, and there
sn't been one yet.
Because of this, the BGA Executive Commit-
1 has taken the unusual step of produging this
per. The purpose of this paper is to encour-
g trial lessan flying at those clubs which have
rhaps felt intimidated. to remind all ciubs of
iir potential liabilities and penalties if their ac-
ities extend to *public transport” flying, and
netheless to encourage an organised and
‘ofessional’ approach to the conduct of
urses and triai lessons.
The Committee has deliberated at great
wgth before producing this paper and is very
nscious of the burden of trust that it carries in
ering this, its own, interpretation of the law. It
ould be borne in mind that the CAA them-
ves have not issued a definitive statement on
2 subject.
Ultimately, however, the responsibility for the
tions of sach ciub rests with the officers of that
iIrand — in the extreme — with the pilot carry-
J out each flight.
Both the ability to perform trial lesson flights
d the freedom to manage this aspect of our
i affairs are characteristic of the very satis-
story relations that exist between the BGA and
ver aviation authorities. Clubs are thersfore
jed 10 be reasonable in their application of this
zility while at the same time taking every op-
riunity to introduce the sport ta the general
blic.

vints in favour of air experience
ying

1ss participation. One of the aims of the
wors Council (which gives the BGA an annual
ant of around £50000 plus extra contributions
‘the British gliding team) is o encourage mass
rlicipation in sporl.

While it is plain that gliding will never be huge
this respect, the BGA nevenheless shares this
n — at the moment on the rathar modest na-
nal scale of 10000 active pilot members and
1Q0C course or trial lesson members each
ar.

The actual retention rate (/e trial lesson par-
ipants who eventually go on to fly solo) is low
serhaps not surprisingly in view of the time and
stinvalved in training — but it is still imporiant,
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SUCCESSFUL AIR
EXPERIENCE FLYING

We have been asked by the BGA Executive to publish this
paper in its entirety. It is a guide to encouraging air experience
flying and a reminder to clubs of the possible pitfalls as well

as the benelits

both from the Sports Council viewpoint and from
the point of view of a club wishing to recruit new
members, that anyvone should be able to visit a
club and find out what the sport is about.

Public awareness. The public at large has com-
paratively little idea of what gliding involves and
the best way to tackie this is to show them. We
know that virlually everyone who has a trial les-
son anjoys the experience and leaves with a pos-
itive impression of gliding. The robustness of the
gliders and the safety of the sport come over
very well and even the "what if the wind stops?”
brigade go away satisfied.

Good neighbourliness. As the public opinion
towards aviation planning approvals seems
gradually to be worsening, it is important that ex-
isting clubs should maintain good relations with
the communities in which they operate. Very
often this aim can be met by “charitable” efforts
- for example by giving tria! lessons as prizes
for school fetes, etc.

Recruitment. At the more highly organised
clubs, around 2% of trial lesson members, go on
to take further training, either via courses or by
becoming full members : and betwean 5% and
15% of those who attend courses go on to be-
come members. While these figures are not at
first sight greatly impressive they do nonethe-
less remind us where many club members origi-
nelly found out about the spori. For example,
after many years of running courses, it transpires
that over one-third of Booker G.C.’s current
membership (450 in total) began by coming on
acourse.

Ultimately, the recruitment of new members
is vital to the health and indsed the future devel-
opment of gliding and this is probably the single
best reason for trial fesson flying. In other words,
it anly 2% of trial lasson customers stick with the
sport, and your club wishes to recruit, say, 10
more members —then do 500 trial lessons.
income. The good news is that the 98% who
dor’t come back again {even though they may
think more wermly of gliding} still leave their
launch fees in the club kitty. The club needs
maney to pay its bills and trial lesson flying — es-
pecially for groups —is a fun way of keeping the
club solvent at the same time recruiting, doing
good PR work, eic.

Pilot development. The experience of attend-
ing an Air Experience instructor course (plus —
for those wha pass — the subsequent “free” fly-
ing with students} is of great benefit to those club

members who undertake it. Such training forms
a useful gpportunity for “experiencad™ solo pilots
to submit, willingly, to further instruction. This is
invariably beneficial but might not always be wel-
come except under the circumstances of an AEI
course!

The course is effectively a watershed in the
pilot's career and is a useful end in itself; al-
though plainly the long term goal is the provision
of an adequate supply of qualified AEI instruc-
tors and eventually to enable them to progress
{following suitable additional experience and
training) to becems fuit instructors.

Fun. Gliding is a fun activity. That's why we do
it. Air experience flying is fun too.

The pitfalls in air experience flying
Responsibility and insurance. |t should go
without saying that the club {and also the indi-
vidual pilot) is responsible for the safe and sen-
sible conduct of flying. This point is reinforced
by the formal BGA Laws and Rules requirement
to have "adequate” insurance cover (*adequate”
is currently defined as at least £250000, with
£500000 “recommended”). The recommended
approach is safe practices backed by plenty of
insurance cover. Can any club afford the risk of
bankruptcy if a trial lesson goes wrong?

Note that the possibility of substantial claims
following an accident can arise irrespective of
whether or not the club was acting legally, oril-
legally, although the extent of such ctaims might
possibly be influenced by the acceptability of the
operation in guestion. Technically, also, the in-
surers may wish to dispute a claim {leaving the
club to pay) if they feel that flights were con-
ducted illegally, or if the true nature of the club's
flying was not properly disclosed to them.

The solution to both of thesse worries is 1o ex-
plain very ctearly the nailre and extent of trial
lesson flying when the insurance policy is inau-
gurated.

Clubs generaily cover themselves by obtain-
ing insurance for each glider (£25Q 000/glider for
passenger liahility and 3rd parties is mandatory
at BGA clubs) and also by arranging a so-called
"aerodrome operators policy” ta cover risks not
directly assaciated with the aircraft themselves
{eg winch cable accidents) including "member
to member” cover.

The pitfall is that it always remains the pilot in
command who is ultimately respansible tor the
conduct of each flight. Instructors ocught there-
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PETER A. HEARNE

any years age when the world was a
great deal younger, | used to spend a tair amount
of my time at the French national centres of
Montagne Neir and St Auban.

It was long before the days of plastic potiution
in the Hautes Alpes, Sisteron did not evan exist,
Gap was the home of Fournier RF4s and only
Fayence and St Auban heid sway. One llew
around in thgse wonderful Breguet 904 two-
seaters of the same warm terracotta hue as a
Breton Fisherman's trousers. Dritting down the
valleys in the "restitution™ at the end of the day
one could really believe in 1859 that one could
stay up forever and thal the moderately ciaimed
1:36 was a ploy by “Les Frangais” to deceive the
foreigner much the same way as they try to keep
their best wines tor thamselves. Naturally!

And, of course, thers was the monoplace 901
also with flaps, retractable wheel and optimised
laminar section, to my mind the prototype of
today's glider configurations, though not quite
such a good performer as the two-seater, the
Air-100, a French built Weihe which flew delight-
fully hands-off, the Javelot a son of poor man’'s
Skylark 2 {but sturdy) and the MNord-2000, a
French built Olympia which was guite dreadful.

In those days, 5t Auban had not yet acquired
its concrete palace of an HQ. The "sleves” had
one barrack hut and the other was the canteen
and lecture room. A third, | think, served as of-
fices. The centre ocperated on a friendly para mili-
tary basis with duty rosters for the student of the
day, the student who swept out the passages, the
students who got the "Met Flight” out of the hangar
at dawn and 50 on. Many of the studenis were
French Air Force NCOs, so it was littie like being
in the Foreign Legion without the blood!

Helping a gnarled French Engineer Warrant
Officer to drag out a Storch from the hangar at
5.45am taught me more "French verbs" than any-
one ¢an use in palite society.

The Storch, incidentally, was a wonderful attair.
On the left hand side of the cockpit were a series
of ¢chains which connacted the trimmer wheel and
flap whee! to the actual surfaces. When you knew
better you ignored the trim control wheel and flew
with a glove on your left hand hauling direclly on
the chains much as a church bell ringer pulls his
ropes. Together with the gothic arch of a wind-
screen, it truly was like flying a cathedral trom the
pulpit.

The Storch, licence-built by Morane Saulnier,
was an immensely strong and sturdy beast, ideal
for towing through or argund in the terrifying {at
first) rotor systems that exist in that part of the
world. Somehow the Rallye doesn’t quite have
the same son of "bottom” that the Storch pos-
sessed. Rope breaks in rotor conditions were
graduaily eliminated by increasing the size and
strength of the rope. {(BGA please nate.)

The only weakish points were the Salmson
radial engines, built around 1925 to an immediate
post-war dasign; World War 1 that is. Still on one
occasion when the engine did die (oil pump drive
sheared) the tug pilot put it down unharmed on
tha dry river bed of the Durance. Such was the
strength and STOL capahility. Derigging it wasn’t
much fun though and | feamed even more French
verbs.

THE FEAST

OF ST THOMAS

To get to the point of the story, one day in the
early sixties. | arrived at St Auban for a "stage”
and found that my cupboard was totaily empty of
coat-hangers, an essential requisite for the small
space available, Nor, I'm afraid, did | have a
French dictionary or the slightest clue as to what
was the French word for a coat-hanger.

Being Sunday morning, | made my way to the
shopping centre of Chateau Arnoux, all of thres
shops in those days, and discovered one rather
old and decrepit generai store which was open.
All my Franglais explanations of what | wanted,
including my sketches, were met with incompre-
hension. Suddenly, somebody said, “Go and get
Uncle Thomas.” From the back of the shop there
emerged a neatly dressed rather frail old man. It
was obvious that he was somewhat put upan be-
cause hewas immediately harangued by the chief
female, something to tha etfect of, “Hera is some
bloody foreigrer, | don't know what he wants bui
find out what it is 50 we can sell it to him. But mind
he doesn't want Yvette, because it's Sunday and
she doesn't start work till the svening. After all,
we are a Christian country.”

‘t was bowled over by his
charming smile and manner
and his somewhat formal
way of speaking’

With infinite charm the old man said in perfect
but heavily accented English. "Good moming sir,
In what way can we help you?”" | was bowled over
by his charming smile and manner and his some-
what formal way of speaking. | quickly explalned
my errand and four coat-hangers duly appaared
for which | paid a modest sum.

As | was leaving, | congratulated him on his ex-
cellent English, to which he replied, “But of course
sir, | was one ot the assistani head waiters at the
Savoy for several years before the 1914 Way.™

*My goodness”, | said, "l never expected to find
someone from the Savoy in a place (| nearly said
dump) like this.”

The old man suddenly became quite agitated.
“You know the Savoy 5ir?”

“Well of course | know of it, but 've only once
heen there to ding." | answered.

“Please sir, please will you teil all my family
here that the Savoy in London truly is the best
hotel in England.”

“But of course | will, surely ihey don't doulit you,
it's 50 well known?”

"Of course, it is, in England sir! But here in
France living near the Savoie, there is a Hotel
Savoie in every litlle village. When | say [ was an
assistant head waiter at the Savoy Hotel, my fam-
ily truly belioved that | was only a barman al some
small commercial hotel. They don't understand

the ditference. Could you teil them sir? Please?"
He regained his old worid cormposure, 'l wouid be
most grateful, most grateful "

So standing in the middle of the shop and nat
quite putting my hand on his shoulder, | delivered
a long speech in Franglais to the effeci ot:

How surprising it was to find such an imponant
person from the most famous hotel in Angleterre
in litle old Chateau Arncux. That the Savoy was
the centre of British social life in London in the
early 1900s, altended by lords, ladies, cabinet
ministers and their wwes and companions and, ol
course, royalty, both foreign and domestic.” The
latter point apparently clinched things because
Uncle Thomas had apparently often talked aboul
serving King Edward and talking to him about the
ententg cordiale. | concluded that an assistani
head waiter at such a hotel was at the very least
equal in rank to the Prefect of the Department or
even the Minister of Cooking.

The eftect was dramalic. After a moments si-
lence, | was bombarded with guestions, particu-
larly about le Roi des Anglais. In two minutes they
had realised that this poor old man, whom they
ignored for most of his life with them, really had a
most interesting past, a man of quality cenainly,
possibly even a man of substance.

It was, | am sure, a little like the Road to
Damascus, one moment indifference, the naxi
enthusiasm, emotion and embracing all round.
Within a minute, the only other customer was
driven out of the shop, the door was locked and a
rather good red vin d'henneur produced fram the
back room. Baing Sunday, with no flying. | could
not, of course, refuse.

Thatevening | was again in the town with some
German siagieurs. In the only reasonable bar !
saw Thomas surrounded by his friends playing
dominoes. The news had obviously spread be-
cause as soon as he saw me he gave out a ter-
rific shoul and immersed me in a great bout of
cognac drinking with his mates, who had previ-
ously been equally unbelieving, for the rest of the
evening. The Germans I'm afraid, he studiously
ignored. Afer all he was a 1914 man.

During the next three and a half weeks, | ran
inte Thomas from time to time in the town and




































TRAVELLERS' TALES

POLAND

John Kenny recalls his
gliding holiday
of last summer

hey do things differentiy at Zar. | didn't ses
anyone do a Dl there; to take off with the air-
brakes open is normal. You fly in the tug's slip-
stream because it's smoother there and you do
S turns on base leg ill you are low enough to
turn finals, then lang in the opposite direction to
lake off, even if there is a 30km/h tailwind. You
land as far as you can into the field and when
you park the glider you won't find anything to put
on the wingtip. Tyres are for wheels.

Janny and |, from Vectis GC, had booked a
package trip to the Zar Mountain Gliding School
in the Beskid Maly mountains of southern
Poland. The passengers applauded when the
Tu 154 janded at Krakow — funny no one has
ever applauded one of my landings. We met the
other Brits on the course there, boys and girls
from the Buckminster and RAE GCs and were
taken in an assortment of vehicles the 100km to
Zar, arriving at the hotel in the early hours.

Looking out of the bedroom window in the
marning, the view was breathtaking. We were
looking down a mountainside to a lake — abvi-
ously the airfield was behind us at the top of the
hill on a plateau. When confronted with a pano-
rama, | always look for landing fields and saw a
little meadow and thought that, though the slope
was rather steep. | could just scrape a well
braked glider into it. A moment later | noticed a
windsock at one corner and didn't eat a very
hearty breakfast.

“Me next, the tug
was enormous and the
tow rope minute”

Documentation and briefing over, we had
check flights in a Puchacz in descending order
of experiencs, the calm and utterly competent
Peter going first. No problem, he had flown at La
Motte. Me next, the tug was enormous and the
tow rope minute. You charge off downa 1in 10
hill, hence the open brakes to prevent you over
running the cable and you land back uphill, be-
cause it's too steep to land down.

Shou'd you have a cable break, you retract
the wheel, close brakes and air vents — and land
in the lake. The Yak 12 and Wilga tugs are flown
with spirit and close to the =~~~=+y, the moun-
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fain air is rough and flying on short ropes in the
slipstream really does seem to help.

Andrzgj is the sorl of instructor | would like to
be ‘when | grow up; calm, skilled, only touches
the controls in extremis and can instruct with hu-
mour in a foreign language. He says [ can fly a
Pirat, | say maybe tomorrow when the viz is bet-
ter — and the adrenaline supply has been replen-
ished.

The fleet is about a dozen Pirats, two Bocians,
Puchacz, Jantar 2, Junior, Cobra 17, Muchas,
etc. The more adventurous characters, Alex, Phil
and Pete flew about nine types each. They nor-
mally like pilots going to Zar to have about 45hrs
Pl and lots of aerotow experience but the early
solo pilots in our party, John, Jim and Alan, did
wonders and seloed there.

The mountain soaring is wonderful, perhaps
not quite Alpine — more like a cross between
Talgarth and Aboyne. Jenny describes one of
her flights below.

The first gliding took place at Zar in 1930 with
bungy launching. In the 1950s a cable railway
was built to haul the gtider from the bottomn land-
ing lield to the launeh point 15001t up the hill.
The hotel haif way up the hitl was built for gliding
folk and has eighty rooms and the hangars,
workshops and stores are extensive. Now with
state subsidies cut, activilies are not so intense
and overseas visitors are welcomed with warm
hospitality.

On non-soaring days, CFl Toni, took us on ex-
peditions to the PZL glider tactory, 1o Krakow,
Zacaopane etc in his minibus. Being on hoiiday, |
had to fall in fove — she is a beautiful lady called
Mucha Sto, sider sister of the well known Mucha
Std. Sto is now middle aged, has the perfor-
mance of an Oly 2 and the most devine handling
qualities, riding the rough mountain air at incre-
dibiy low speeds.

Poland is a very friendly country. | tike it.

Jenny’s account

"'s no problem — it's normall”

Well it may be normal to find 3m down near
the slope of the bowl when thermals are popping
in Paland but o a flat fielder it took all my courage
plus lots of nagging "Mare left leg, more left leg!”
trom the back seat to nudge me cver the toot
hills and tuck into the main slope.

The flight in the Zar Puchacz was at my re-
quest to be shown how to soar locally. After a
check flight and sewveral highly exciting Pirat up
and downs | felt | was ready for more than just
tiying streffa (F've probabty missed out several
¢zsz's in this spelling}. Streffa is the modified
circuit flown at Zar to allow for the fact that the
400m site with its 1 in 10 slope has no room be-
tween the mountains for a normal circuit. One
S'es in front of the mountain (I call 15001t hills
mountains) on the cpposite side of the valley
until a suitable height is reached to land up the
slope again.

“Please show me how you locals soar?”

So | flew the usual exciting aerotow. Which
way would the tug flick at the facing mountain;
how close to the slopes would we go in weaving
in and out of the minor hills in front. I've seen
more bows in a 60t tow rope than | thought pos-
sible, even when following the advice for turbu-
lent air and flying inside the slipstream.

After pulling off at 700m inte a thermal, at
200m from a 700m peak | suggested that this
time | would like a demo. The glider was pulled
into a high g 75° of bank and up we went like a
train. Now it's well known in my club that I'm a
firm believer in the biue bits rematining on top of
the green bits and that "g” is an American ex-
pression, so whilst greatly impressed — into the
seat — | was beginning to feel uncomforiable.

"Couid we ease oH the bank please?”

“OK you fly.”

So | did, we didn't zoom up at 4m/sec, mostly
just 2-3, but | was abls to focus on the scenery
and the cheering that broke out when wa out-
climbed a hang glider was mulii-lingual and
genuine. After 90min soaring above the beauti-
ful Beskid Maly range where it's true about ther-
mals from sunny slopes, we were recalled as the
glider was needed to teach aerobatics, but that
is someone else’s story.

AIR
LINES

& met by accident during rush hour in
the Tube. The train was packed with home going
commuters and | almost didn't recognise him in
a suit. He grinned at me and we edged our way
clase enough to talk.

| hadn't seen him since the previous surmmer
when he had been just another young pilot build-
ing up his flying time by the laborious msans of
towing gliders at the club where | flew — four
minutes from take-off 1o release height and one
minute to descent; hook on another glider and
five more valuable minutes in the logbook. Now,
he told me happily, he was studying for his ATPL
licence. He'd even been offered a job, subject to
his exam results. In a few months he could be
flying commercial jets. It was impossible not to
envy him his future and, silently, to wish him the
luck that is so oiten better than talent.

Standing, swaying with the crowd, shouting
above the heads bent over tightly folded news-
papers while we rattled through tunnels deep
beneath the city we remembered storms and
great clouds, the glitter of ice on frozen wings,
the death of a frisnd. space, freedom, and the
constantly changing but always changelass sky.
TERRY HURLEY

Spruce Goose 2 is a T-21 fitted with a self sus-
taining engine {see October 1990 issue, p248)
and Jack Elliott wrote to say the syndicate have
had an interesting seascn including a trip from
Strubby GC to Sutton Bank for the Slingsby
Week in August. They took it in turns to fly the
T-21, stopping at Kirton Lindsey and Pocklington
for refusling, using winch and car launches.

Yearbook correction: On p21 a photograph, an
untrimwned proof print, was cradited to Wifliam Mafpas
when in fact it had been taken by Tony Challans of his
wife Margaret.
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