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Make Insurance problems 
just plane sailing . . . ~ "· 

CONSULT THE AVIATION INSURANCE SPECIALISTS 

FOR A COMPETITIVE QUOTATION CONTACT: JOHN MARTIN 

GLIDERS, SAILPLANES, 
AND POWERED AIRCRAFT 

LOWNDES LAMBERT 
AVIATION LIMITED 

FACILITIES AT LLOYD'S 

Lowndes Lambert House, 53 Eastcheap 
London, EC3P 3HL 
Tel (01) 283-2000 Telex 8814631 

VARCOM SAILPLANE COMPUTERS 
IMPROVE YOUR CROSS-COUNTRY PERFORMANCE 

THROUGH BETTERVARIOMETRY, BETTER INFORMATI ON 

SYSTEM INCORPORATES: VARIO , AVERAGER, 
AUDIO-DIRECTOR, FLIGHT DATA RECORDER, 
DISTANCE AND FINAL GLIDE CALCULATOR 

EASY AND INTUITIVE TO USE 

BAROGRAPH AND STATISTICS PRINT- OUT 

LET US SEND YOU DETAILS OF :* SYSTEM OPERATION * BAROGRAPH * PlAICE AND DELIVERY 

CONNEVANS LTD ., REIGATE. SURREY RH2 9YR TEL: 0737 247571 FAX: 0737 223475 

a for Glider Pilots by Chris Robinson 

only £8.50 

is an exciting new book for all Glider Pilots containing hundreds of interesting questions 
related to Gliding. Topics include Theory of Flight, Navigation, Air Law and Meteorology. 
Of interest to all levels of pilot from ab initio to ·instructor, the wide range of questions are 
structured in many cases. The answers are comprehensively illustrated with diagrams 
and the explanations are hopefully easy to fol low. 
An ideal way to revise those forgotten points or to learn the basics for the first time. 

Prices INCLUDE 
VAT and P&P. 

Ill ft NOW ONL V £79 
Automatic Bectronic FINAL GLIDE Computer 
based on the powerful CASIO FX 730-P. 

Microsoft FLIGHTSIMULATORV 4.0 
Now with Gliding, Ridge and Thermal 
Soaring. Experiment with designing 
your own Glider! Random Weather 
and Dynamic Scenery. Superb 
comprehensive documentation 
IBM Compatibles only £45 

SAILPLANE & GLIDING 



The Complete Glider Service 
.... SPARES .... INSTRUMENT S .... PART S .... MATERIAL S .... SE RVI CE 

HIGH QUALITY MAJOR REPAIRS: in all materials. 
Schlcicher gliders asp ciaUty. 

TOST: Wheels, tyres, weak links and re lease hooks. 

DOPES AND PAINTS: Ma in stock ists fo r Neoge ne 
products. 

INSTRUMENTS AND RADIOS: Winter age nts -
most other makes available . 

MATERIALS: For a ll your repa ir and re-build needs: 
G ll Finnish birch ply, German steel tube, glass cloth and 
ceconite. 

INSTRUMENT CALIBRATION AND SERVICING 

COUNTER, POSTAL AND CARRIER SALES 
SERVICE: All items competitively priced . 

Open M mday to Friday 9am to Spm 

Saturday 9am to 4pm 

London Sailplanes 
Limited 

Tring Road, Ounsrahle, Bed~ LU6 2_1P 
Dunstahle (0582) 662068 

G- CAMBRIDGE 
A SELECTION FROM OUR PRODUCT RANGE FOR 1991 

CAV 11 
Vario - Avnagcr - Audio 

[,329+VAT (£378.35) 
CVS ll Vuio - c mpatiblc 

with okkr CambriJgl' acccssmic' 
£268+VAT ([,308.20) 

M-NAV 50 
Vario/ Nav Sys tem - Four funCtion audio 

Speed .ommand - Final G lide Computer 

£998+ VAT (£1147.70) 

Our Record Speaks for itself. 

CAMBRIDGE AERO INSTRUMENTS 
WARHEN-SUC~AIUlUSH AIRPORT 

snav 
Vario/Nav sysrcm - Graphic final glide display 

Programmable Tasks and statisnn 
£1674+VAT (£1925.10) 

Version 3 . .1 Software 
upgrade availahk 

/lvailabl~ roll/: 

RD AVIATION LTD 

E & OE 

IU\ AOX l!'i'JA W RHEN. VEHMONT ll31o74 USA 
PI ION !:: : (Hil2) 4'H>-7753 FAX { ~02) 4%-1>2.13 

UNIT 23, BANKSII)E, KlflLI NCTO N. OXON QXS IJE 
~ 081>5-~41441 r X UH65-~4 24 'J 5 

f\U CI\MU IUUGE I'RODUC S CAH HY A LL 2-YEAR WARRANTY. tf11w ll'ill l~[{f-r you atllli(t~ 011 the · tll l'ril.\ c>( dUft'rPJif rystems. Full /lr-hvrU'' <¥;n:icc ""Pf'tJTI 
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Winter Brea ~ks. • • 

in places like Tenerife can be a lot of fun. Winter brea'ks in 
pl:aces like your tailplane are no fun at all! 

Accidents don't i~ ust happen during the height of the soaring season, 
they go right on all the year round. M any of them occur without 
anyone even leaving the ground! 

Fortunately, we at Mowbray Vale have seen the many and varied 
ways people find to bend their gliders - and sometimes other· 
people's! 

So if you are insured with us, it's almost certain that we will get you 
back in one piece in plenty of time for those spring thermdls. 

Contact Carol Taylor or Stephen Hill on 
Thirsk {0845} 52 30 18 - 2 4 hr. Ansa phone Service. 
Or write to: 

MOW BRAY VALE INSURAN'CE 
8 Castlegate, Thirsk, North Yorkshire Y07 1 HL. 
Telex: 587 470 Represented at Lloyds Fax: 084 5 525483 

SAILPLANE & GLIDING 



A CROSS-COUNTRY INSTRUCTORS' 
RATING 

Dear Editor, 
When the BGA puts increasing emphasis on 

how many cross-country kilometres an instruc
tor does (presumably as an indication of how 
fit he or she is to instruct) it makes me wonder 
what the ground plan is. Is it to winkle out pre
cocious Diamond claimers so that they may be 
groomed to outgun the Germans in the World 
Camps, or is it to instill the myth that 300km 
plus fl ights are all that gliding is about? 

The fact that an instructor chooses not to do 
a lot of cross-country flying has no bearing on 
his ability to instruct ab-initio pupils. 

If he is a safe, competent pilot with good 
reflexes and above all the ability to communi
cate these skills combined with the personality 
to make the whole thing enjoyable, he'll do for 
me. 

There are, however, a let of pilots who very 
soon after going solo decide that cross
country flying is what they want to do, so may 
I suggest the BGA caters for them by creating 
a cross-country instructors' rating. They would 
be required to do a certain amount of cross
country kilometres, both solo and instructing, 
so the other instructors could get on with what 
they have been doing for so long and so well. 

By the way, the instructor who nursed me 
through the syllabus and sent me solo had a 
Gold with two Diamonds. so don't get the idea 
that I think being a pundit precludes you from 
being a good instructor. it's just not a 
prerequisite. 
CHRIS PRICE, Hove, Sussex 

THE K-10 MYTH 

Dear Editor, 
I was delighted to see Penguin lay low the 

canard regarding the K-10 in the October 
issue, p277. However, my recollection of the 
details of this model does not totally tally with 
his. 

I too was involved in a fruitless quest to buy 
one of these for my syndicate, also from a 
gliding club near Hanover and also in the 
seventies - April 1976 to be exact. The model 
which we saw, and (a very necessary exercise 
for me) tried for size, was 15m span with the 
close rib spacing of the K-6E wing, but on 

(jfi} JSW SOARING 

'Aquarius' (Dual Weighl) Calculalors .. £12.00 

Wind Component Resolvers 
'Gemini' Calculators 

(Resolver on Reverse Side) . 
Flight Planning Rulers 
Prolective Wallets for Calculators -

£6.50 

. £12.00 

'. £4.00 

or Rulers . . SOp 

'Dolphin' vario Conversions from . . . . £35.00 

SAE for Product Details to.· 

51 PARK ROAD 
FARNBOROUGH, HANTS GU14 6LQ 
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what was essentially a K-6CR fuselage mod
ified with an all-flying tail. As we were really 
looking for a K-6E this was not a satisfactory 
solution and we turned down the machine, 
only to find that our German contact had 
signed an agreement to buy this on our behalf 
but without our knowledge! We refused to 
accept this and left the country wondering 
whether we were going to be stopped at the 
border. 

I understood that all the models built were 
prototypes to determine a suitable configura
tion and that, at the end of this exercise, 
Schleichers determined that the resultant 
machine was not sufficiently different from pre
vious K-6 variants to justify production as a 
new model. Therefore they continued the K-6 
series and put the final design into production 
as the K-6E. 
SIMON CARR, Aylesbury, Bucks 

OLD METHODS ENDORSED 

Dear Editor, 
1t is a long time since an article in S&G gave 

me as much pleasure as that of lan Strachan's 
" Flying Technique and Wind-Gradient" in the 
last issue, p291. I read it with no little relief 
because recent instructor comments in S&G 
had haunted me with the possibility that before 
completing my instructing stint some 30 years 
ago I might have inflicted irrepairable damage 
upon the flying technique of numerous pupils. 

Can it really be true that modern instruc
tional methods require the pupil to glue his 
eyes upon the altimeter until it reads " x" feet, 
whereupon he is expected to unglue them and 
restick them upon the ASI? Superannuated 
instructors put out to grass a generation ago 
will be grateful to lan for the revelation that the 
RAF Central Flying School " fl ies the picture" 
and thus endorses the methods we taught 
long ago. 

lan is probably aware that there are still a 
few pilots around who learned to fly ab-initio 
before the picture was put in a frame. Our 
reference then was just a pair of boots upon a 
rudder bar. When the background in this pic
ture became completely blue you knew you 
were about to stall; when it changed to a 
rapidly darkening green you knew you were 
about to crash. Unsurprisingly this method of 

.. 
"suck it and see" tuition had an alarming drop
out rate. 

Around 1933 (or was it 1934?) I was sur
prised to find how much easier it was to fly 
once seated in a simple nacelle that obscured 
any view of my feet and directed my eyes 
towards the horizon (it also eliminated a ten
dency to use the rudder bar in a similar sense 
to the handlebars of a bicycle!). 

At that time soaring flight was being 
achieved without the use of instruments of any 
kind by an instinctive mental process that I am 
unable to explain, although it is probably 
related to the rate of change in our visual per
ception of the CFS picture. 

I sometimes wonder whether modern 
instructional methods are breeding a genera
tion of pilots unable to interpret signals from 
their senses with the response achieved by 
their grandparents. 

The remarkable achievements of both 
engineers and pilots in the field of gliding per
formance have done nothing to enable us to 
claim the title of "birdmen" . Perhaps a compe
tition in which all instruments have been 
removed from the gliders might produce a new 
breed of pilots able to explain how the birds 
do it. 
CHARLES ELLIS, //ford, Essex 

A FRIGHTENING EXPERIENCE 

Dear Editor, 
Oh dear! John Starry does seem to be quite 

unnecessarily upset about the parachute issue, 
important as it is. (See the October issue, 
p231.) 

At the Coventry GC in the mid-sixties a 
group of us thought that as we were supposed 
to tell pupils how to use their 'chutes, we really 
ought to have a go for ourselves. After two 
days of intensive instruction (by Sid, whose 
idea of fun was to do night jumps for the Army 
from 60ft with a 60/b pack on his back) we 
were duly launched, two at a time, from a 
Piper Cub directly over Husbands Bosworth~ 

Two of the party (one of them an elderly 
chap, in his forties) were taken to hospital with 
back injuries, while I (a mere lad in my twen
ties) landed like a sack of potatoes not 50ft 
from the 11 000 volt power lines that bring 
power to the club. (These, incidentally, are the ~ 

Hoffmann. Propeller .Servicing 
Local Servicing bri~ ~ quicker, lovver cosf. repair and overhaul . 

() 0 0 0 f) 
* Grob, Scheibe, ~olJrQieretc., SK~8FT SERVICES LTD. 
*factory approved~- Fa~le: 0763-852593 
* large stock of particfualla~- Tele~e: 0763_-852150 _ _ ., /l Ahany HoU~';.LJthngton . Cambn<)geshire. SG80QE 
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real killers; first they fry you, then you fall off 
and break your neck.) 

I think it likely that anyone doing their first 
jump past the age of forty would be likely to 
suffer some injury, and in these days of instant 
litigation, I doubt the sanity of anyone 
encouraging it over dry land. For myself, I 
found it such a frightening experience that it 
was quite counter-productive. I have no inten
tion of again abandoning an aeroplane that is 
still in reasonable working order, although for 
a concise explanation of how to do it if you 
really want to do so you cannot beat Derek 
Piggott's description of his abandoning the 
Lasham Bocian. 

Finally, next time you happen to find your
self thermalling with a Tutor or similarly antique 
glider, please remember that the pilot probably 
doesn't have a 'chute because there simply 
isn't room for one. I mention this not out of 
general concern for vintage glider pilots, but 
from the possibility that it just might be yours 
truly in it. 
KEITH NURCOMBE, Rugby, Warks 

THE WAY TO GET MORE GLIDING 
FILMS 
Dear Editor, 

I was pleased to see the letters from Chris 
Price (October issue. p231) and Stephen 
Ottner (December issue, p287) because they 
raised the very good point that ther Is a 
demand for different types of gliding films. "Lit
tin' the Blues" was one type of fi lm. lt was 
centred on a major competition, giving a 
flavour of how a competition works, what the 
challenge is to the pilots, as well as a basic 
explanation of how gliders stay airborne. 
Whilst trying to show the range of people that 
glide and explaining that you don't need to 
own a glider yourself to fly, it was not attempt
ing to be a film about "grass roots" club 
gliding. 

Fundamentally it was trying to enthuse 
about the sport; to encourage people to look 
at it more closely as an exciting activity they 
could participate in. A moderately high level 
competition has to be a good opportunity for 
showing "exciting" flying and for meeting a 
selection of good, highly motivated pilots. 

At this level many will have contrived life
styles which allow plenty of gliding time. This 
Is the same with many other ports. The public 

are attracted by seeing a high level of skill 
exercised in a competitive way. They then 
wish to emulate this, but understand they will 
have to begin at a much lower skill level and 
in a rather different environment. I don't think 
many would be tempted into skiing if they saw 
programmes about beginners falling over in 
the snow he whole time! They want to see 
fast downhill racing. And of course a little 
glamour does help! 

I don't normally make documentaries but 
realising the Nationals were going to be at my 
club, the opportunity to make a different and 
interesting film about gliding was too good to 
miss. I had been a little disappointed in the 
gliding films I had seen and "Liltin' the Blues" 
was not so much an opportunity missed as 
one taken. Despite its faults at least the film 
got made and broadcast! 

I'd love to make other gliding films, maybe 
about gliding in Scottish wave or an epic T-21 
flight. but I'm afraid he stumbling block is 
funding. ("Liftin ' the Blues" was funded by my 
company.) 

If people really want more gliding pro
grammes they should write to Channel 4 and 
the BBC and then perhaps the programme 
buyers w ill see the light and fund a few more 
gliding films. Then maybe we'll get "How High 
a Haggis" or even "Bookerside." 
DAVID SPROXTON, director of "LiNin ' the 
Blues" 

EXCEPTIONAL GUDING BOOK 

Dear Editor, 
"Sparrow" (see the October issue, p250) 

might like to kno that there is a Saint
Exupery of soaring, and he too is from France. 
His name is Michel Bouet and his book Sur 
Les Alles Du Temps - L'aventure du 
Planeur (Gamma, Paris 1988) is well worth a 
read. 1t covers the author's tremendous range 
of experience - from Primaries to the latest 
glass, from flying in the weak thermals of Brit
tany to the rip-roaring conditions of the 
southern Alps, and from deeply philosophical 

We welcome your letters but please 
keep them as concise as possible and 
Include your full name and address. 
We reserve the right to edit and 
select. 

YOUR LETTERS 

insights to a retrieve story which ends with 
shots from the gendarmerie. Just the stuff to 
recover from the men in green gowns. 

As far as I know it's not available in English, 
more's the pity, but if ''Sparrow' ' can hack lh.e 
language he can borrow my copy any time. 
For my money, the best book ever written on 
gliding. 
ALAN HUNTER, chairman of Wolds GC 

LITTLE ABOUT THE KIRBY KITE 2A 

Dear Editor, 
As il new owner of a Kirby Kite 2A, I am 

puzzled why, as the first Slingsby sailplane to 
be built alter· the war ( 1946), it has been so 
ignored in the annals of gliding. The Elliott's 
Olympia (1947) made its mark strongly but 
few gliding books or magazines mention the 
Klte 2. 

I can only find reference to it in Gliding and 
Advanced Soaring by A. C. Douglas (1945) 
as being a replacement for the Kirby Gull I, 
and The World's Sailplanes Vol l (1 958) has 
a three-view drawing and technical details. 
Can any other Klte 2 wners or anyone with 
knowledge of this much ignored type throw 
some light on its hidden history. 
PETER WARREN, Stafford D 

PORTMOAK~ 
IS THE PLACE 

FOR WAVE - UK altitude record -
36,500' in 1980. 

FOR RIDGE - The two hills 
adjacent to our large airfield give 

more soaring time. 

Inclusive - Aerotow courses April 
to September for all levels of 

competence. 

SCOTTISH GLIDING 
UNION 
PORTMOAK, SCOTlANDWELL 
Nr. KINROSS Tel: 059 284 543 

THE NEW LZ3 "SUPER BLANIK" FROM CZECHOSLOVAKIA 
A superb trainer 

All metal construction 
Easy ground handling 
Empty weight 310kgs 

Fully instrumented 
Certified to ]R 22 and OSTIV·X 

Delivery ex-stock 

SOLE UK .AGENT - PETER CLIFFORD & Co., 

or within 4-12 weeks 
Demonstrator available 

15 Rome Farm, CroWJnarsh Glfford, Wallingford, Oxon, OXlO 8EL. Tel: 0491 39316/680420 Fax 0491 39316 
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THE SUPER DIMONA HK 36 
A REA L STRIDE FORWARD 
16.2m span extendable to 1 7~6m 
CHOICE OF ENGINES 

For details 

J oh n A dam s 
Soaring (Oxford ) Lt d 
Hoo Mill. lngestre. Stafford 
(0889) 881495 
FAX {0889) 882 189 

Gro b G103 Twin Il l A c ro built t o Grob 
high standards for s p ring 1989 
delivery 

Excellent for basic training through to 
performance training 

Send for details: 

JOHN ADAMS 
SOARING (OXFORD) LTD 
Hoo Mill, lngestre, Stafford 
Tel: 0889-881495 FAX 0889 8821 89 
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8-21 Vario - £.2!5.50 
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In~trunll: Ill Fac.:l' ( Availahk in HOmm lO onkr) 

R-2l(R) Repeater Vario Un it- £127.95 
Two ~.:atc..:r Atkfilional l 'ni t (mirroring ~l:tSttT B-21 ) 

8-24 Averager/Speecl Command'Neno!Audio -
.£3.W.75 
htl i 'Tirn ~;." Digi la \ A \i..'rttgL· r - I ull Ti m e· S pl:~.:d Command- -l 
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R-24(R) Repeate r Unit · £184.95 
Two S<.: a tcr r\dllitional l 1nit (mirroring m:L-.tcr B·2·i) 

'a ' ' Computer - £415.00 
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BOOK 
REVIEWS 
GLIDING IN AUSTRALIA by Allan Ash, pub
lished by Hudson Publishing, 6 Muir Street, 
Hawthorn 3122, Victoria, Australia and avail
able from them at £1 0.00. cash with order. 

This is an admirable book which has been 
many years in preparation but proves to have 
been worth waiting for. 

Europe, it has been said, suffers from having 
too much history, and Australia has too much 
geography. lt is a vast continent with more 
than two thirds of its total population located 
peripherally in half a dozen large cities. The 
rest of the people are scattered, mostly in 
towns, over a land mass larger than all Wes
tern Europe, comparable with the whole of the 
USA in area. 

The story told by Allan Ash is thus not one 
story but many. Individuals and small groups 
of enthusiasts, beginning with the redoubtable 
Lawrence Hargrave in Sydney, strove in isola
tion to build aircraft and teach themselves to 
fly them, often without knowing that others 
were struggling, or had struggled, with the 
same problems half a continent, or indeed half 
a world, away. These brave pioneers, about 
whom, thanks to this book, we now know, 
relied on scanty newspaper and magazine 
reports and photographs or, at best, a few 
technical articles in aviation journals, for their 
information. They made many errors. 

Allan Ash has collected much of his material 
directly from the surviving pioneers. Native 
ingenuity ar)d engineering brilliance emerged 
on every hand; what is tragically evident is that 
geography and isolation had the victory more 
often than not. Nearly all the Australian 
sailplanes built during this period were irre
trievably smashed. So were some of the 
people, though fortunately few. Little clubs 
were formed, but usually disintegrated. One or 
two here and there achieved some successes 
and kept going. Many of the great men sur
vived to tell their stories. More tales, no doubt, 
had to be omitted for reasons of space. Des
criptions of this period occupy the first half of 
the book. 

Above the club level, there was no general 
organisation until the tentative formation of an 
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Australian Gliding Association in 1939. 
Through the newsletters put out by the sec
retary, Dick Duckworth, and the lecture tours 
he organised and financed, something like a 
national exchange of information began to 
develop, keeping interest alive despite the 
Second World War. When soaring began to 
increase in popularity alter 1945, too many 
avoidable accidents still occurred, not all the 
serious ones being mentioned in the book. 

The threat of centralised governmental con
trol compelled the scattered clubs to join 
themselves together to establish the Gliding 
Federation of Australia with its various State 
Associations. Had this move not been made, in 
haste, the day before the crucial meeting with 
DCA bureaucrats in June 1949, Allan Ash's 
narrative might have terminated, or at least 
taken a nasty turn, at that point. Even then, it 
was not until 1951 that the GFA magazine, 
Australian Gliding, was founded with, after a 
couple of issues, Allan himself as editor, repor
ter, typist, distributor and, to an extent, finan
cier. (AG even then never relied on the GFA for 
monetary support.) 

These developments marked a very distinct 
transition from innocence and, let it be admit
ted, ignorance, to comparative sophistication. 
Excellent modern sailplanes were imported 
(though the Gull 4 in 1949 not, as stated, alter 
a World Championships win). Olympias and 
other types were built from plans. The 
Schneiders, originally from Grunau, set up 
their business near Adelaide and began 
design and production of sailplanes suited to 
Australian needs. Gliding in Australia not only 
grew rapidly, but grew up, in the post war 
decade. 

In effect, the book ends about 1961 , when 
Allan Ash handed over the editorial chair to 
Peter Killmier. The f,inal chapter is a quick 
sketch of everything that has happened since. 
Allan is much less familiar with this period and 
almost seems to regret that it ever happened 
at all. Gone were the determined isolationists. 
Gone also was a good deal of the magic and 
mystery, but with it departed a good deal of 
ignorance too. Certainly something was lost, 
but the sailplane pilot in the air is still an 
individualist with problems to be solved and 
lessons to be learned. As Allan •insists in his 
final paragraph, the mountains in the sky are 
still there, inviting us to climb them. 
MARTIN SIMONS 

SPACIOUS SKIES by Richard Scorer and 
Arjen Verkaik. Published by David and 
Charles, 192 pages, £20.00 hardback 

Most books on meteorology simply set out to 
educate the reader, but this one, subtitled on 
the blurb "The Ultimate Cloud Book" takes a 
different attitude. it has been written and, more 
importantly, illustrated to show the beauty of 
the skies. 

it succeeds. 
All glider pilots are addicted skywatchers, 

always looking for a good day, good clouds, 
wave bars and occasionally just admiring the 
view. The authors obviously love the view. 
Scorer is a meteorologist who studied air 
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motions using gliders and helped with 
forecasts for competitions, so the section on 
thermals and waves has several references to 
gliding. Verkaik has been photographing sky
scrapes for many years and gives illustrated 
talks on meteorology. 

The book is packed solid with photographs 
of clouds. Some are time lapse sets showing 
clearly the various stages of development of a 
cloud or front or wave; there are many satellite 
shots; others are just beautiful pictures of indi
vidual clouds. The text explains the origin and 
life cycle of the various cloud types. their 
importance to people on the ground or in the 
air and what clues to watch out for in the sky 
or satellite shots. 

This book isn't really a rival to Tom Brad
bury's or Wally Wall ington's excellent theory 
filled works (although it isn't short on basic 
theory), but is a useful secondary text which 
will help illustrate what these authors are talk
ing about. it should improve most pilots' 
weather forecasting abilities. Hopefully it will 
open their eyes to the beauty of nature. 
JOHN G. WRIGHT 11':1 

MANUALS FOR BEGINNERS 

In the last issue, p295, Trevor Foxen put for
ward some ideas for making the newcomer to 
gliding feel welcome. Now we have been sent 
two very useful publications. 

Robin Pearce-Boby of Enstone Eagles GC has 
developed a "Members Manual" which, 
together with an introductory letter, a page of 
general information and course details, is 
given to all their new (and prospective?) 
members. 

it is a 19 page document which will be of 
great help to members who know virtually 
nothing about gliding and the way clubs 
organise their operations. it ranges from what 
to do at the launch point to the requirements 
for various badges. The intention is to issue 
supplements to cover furt.her aspects. 

Robin says that the manual is quite easy lo 
reorganise into a general documer~t suitable 
for most gliding clubs if it is felt to be a good 
idea. 

Harold Dale of the Yorkshire GC has produced 
a 78 page manual called "Basic Briefings for 
Glider Pilots" which is intended for holiday 
course members who have told him they 
would have welcomed an opportunity to pre
pare in advance. With these needs in mind he 
has divided the manual into four general 
sections: 
1. Background topics. 
2. At the launch point. 
3. Initial flying lessons. 
4. Later flying lessons. 

If this was available in print it is Jikely to be 
in considerable demand from all clubs offering 
holiday courses as well as for issue to new 
members. 
B. H. BRYCE-SMITH 

(Harold says that if anyone is interested in 
copies they should contact him at Applegarth, 
Leconfie/d, Beverley, East Yorks, HU17 7NQ, 
tel 0964 550278) 11':1 
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,I know you are acheing to ask all sorts of ques
tions so here are the answers. 
• Because it was possible on that day. 
• Because I thought I had done only about 
850km. 
• You cannot easily fit such a large task into 
Scotland. 
• Each leg was different and had its own 
features to enjoy and problems to overcome. 
• Half an hour after sunrise to 1 Omins after 
sunset. 
• A banana and a lump of cheese. 
• Three bags. 
• Lots of layers of warm woolly clothing and 
Damart lined Derry boots. 

Saturday, October 6, was atrocious, dreadful, 
gloomy, cats and dogs, miserable. H bucketed 
down all day and there were reports of flooding in 
Glasgow. At Portmoak the puddles were nearly 
large and deep enough to have white horses on 
them. Yet the forecast looked good for Sunday. 
An anticyclone SW of Ireland would give 
anticyclonic curvature to the isobars and north
westerlies- the best direction for good waves at 
Portmoak. But would the cloud and rain move 
away sufficiently to make it on for the Golds, 
Diamonds and cross-country? 

I guessed - yes - and managed to persuade 
John and Sheila Hindmarsh and some of the 
other members of our Lash am contingent to stay 
on instead of rushing back south to go to work. 
Keith Buchan - the weekday Portmoak resident 
tug pilot- enthusiastically agreed to turn up at the 
crack of dawn so we could get some early tows. 

Sunday, October 7, did indeed dawn clear -
not that you could easily tell at 6.55am when it 
was still dark. A quick listen to the shipping fore
cast confirmed that the wind direction and 
strength were suitable- yes I know the shipping 
forecast is at 5.55am but who wants to be woken 
up at that unearthly hour when modern tech
nology allows it to be recorded. it was good to 
hear Graham Ross clumping down the corr-idor 
in the clubhouse as at least we could rig each 
other even if no one else staggered out to the 
trailers. Another quick look out at this stage 
revealed some clouds scudding along frorn the 

lt is difficult to fit a 951 km task into Scotland! 
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ALAN PURNELL 

A951km zig 
zag 

.. 

• Zlg ••• 
zig across Scotland 

Alan Purnell, the Lasham pilot renowned for his long 
distance flying in his Nimbus 3, writes about a mammoth 
excursion which used nearly every ounce of Scottish 
daylight on October 7 

Surface synoptic chart for 1200 GMT with 
the jet stream at 30000ft. 

north and an indication of a gentle westerly on the 
windsock, but no wave clouds. Well, so what, 
wave clouds are not always present on a good 
wave day and the gentle westerly could well indi
cate that we were in fact underneath the up bit of 
the wave. 

We could not launch straight away because 
the ground moisture from the day before simply 
deposited itself on the canopies. I've had to pull 
off tow just before take-off speed when the 
canopy misted up on the outside and I didn't want 
to endure that trauma again now. Keith was ready 
with the tug before we were completely organ
ised so I munched a banana and a lump of 
cheese in lieu of breakfast and piled in quantities 
of muslei bars and chopped-up Marathons (have 
you tried eating frozen whole chocoloate bars?) 
into the cockpit pockets. A litre of water was care
fully stowed away where I could rest my arm on it 
to prevent it freezing - I didn't fancy a mouthful of 
ice crystals every time I took a swig. 

Who was going fi rst? There were no wave 
clouds, not much wind on the g round, and even 
that was from the wrong direction, and we could 

not be sure which piece of the hill was working 
properly. Because of the uncertainty no one 
objected to me offering to sample the conditions, 
so I elected to have a tow to near Glenfarg (a few 
miles north of the north face of the Bishop) - the 
theory being that if I did not contact the wave 
directly off tow I could fall back on to the north 
face of Bishop and if that failed then on to the 
westerly face. I did not really doubt that there was 
a good wave there because the light westerly 
under an upper northerl y was a sure sign that we 
were actually under the up. 

So off I went at 8.10 and as we sailed majes
tically over the boundary fence the clouds 
magically organised themselves into a classic 
slot north of the north ridge. Keith knew exactly 
where to go so I was able to pull off at 3000ft in 
weak lift just behind the edge. I had a few tense 
moments as I pushed forward to beyond the 
edge, but I needn't have worried as the lift 
improved to the classic smooth strong stationary 
lift we predicted. I thanked Keith and called to the 
others that this was the place to be and set about 
optimising the climb. 

I switched on the oxygen good and early as I 
was somewhat cold since the sun was not much 
above the horizon, w here upon at 12 GOOft the lift 
petered out rather suddenly. Bemused I cast 
about a bit but no go. I usually like to see how high 
the lift is going before setting off on a cross
country so this was a bit of a disappointment. And 
so was the view - cloud everywhere especially to 
the north (upwind) and the west- far too much for 
a sate cross-country. 

But the east was clearer so I zipped along the 
edge to offshore at Leuchars (TP1) near St 
Andrews and came back along the same edge. 
By this time several others had been launched 
into the wave, but others who elected to go to the 
north face got stuck there in the turbulence of the 
down of the wave beating against the hill lift. 
Those who had a winch launch to Benarty (the 
other hill that faced north) were also stuck until 
the wave moved back to be in phase. 

By now it had opened up a little to the west so I 
continued along to Dollar (maintaining VMC!) 
where good lift was to be expected in the lee of 
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the Ochils. Good lift prompted me to switch on 
the oxygen again , but disaster struck as I turned 
the on/off knob the wrong way and so tightened it 
up so securely that no way could I turn it the cor
rect way - calamity. I then realised that I was 
breathing rather too easily with the face mask on 
and discovered that the little metal gauze disc in 
the mask, used to mix the incoming oxygen and 
the outside air, had fallen out during my des
perate efforts to apply extra force to the on/off 
knob. Double disaster. 

Well , if I couldn 't go up maybe I had better go 
along instead, so I started reassessing the cross
country prospects. it had begun to open up 
towards Crieff so I blasted through the down and 
weak up to the lee of Ben Lawers, losing about 
3000ft in the process. Yes I know the theory says 
that one should cross waves at the weakest point 
to avoid too much height loss, but I get too 
impatient to do that very often, especially when 
one's mind is focussed on a really good looking 
lenticular dead ahead. 

Being below oxygen height gave me the op
portunity to try to turn the oxygen on again, but no 
such luck - all I managed to do was hurt my 
fingers and get out of breath. Believe it or not Tony 
Matt in had exactly the same problem and had to 
descend and relaunch after rectifying the prob
lem. He took a pair of pliers with him after that and 
I resolved to do the same myself next time. When 
Tony launched he got stuck on the north face in 
the down in his eagerness to get a reasonable 
low point and had to use his engine to get forward 
into the wave. 

Even with all this fiddl ing about I was still going 
up at 14000ft, so deciding that discretion was 

Below: The top map shows the first 475km 
and the lower one the second 475km. 

Steve Bicknell's photograph of Alan flying his 
Nimbus 3 at Portmoak. 

the better part of being anoxic I set off west along 
the now clearly marked wave bar. Th~ west 
began to open up nicely and two beautiful len
ticulars appeared to the south of me - one 
towards the Lake (yes- the only lake in Scotland) 
of Mentieth and the other even further south 
towards Fintry. A dirty dive downwind at 120kt 
found 6kt lift over the leading edge, even at that 
speed. Six knots at 120 in a Nimbus 3 means off 
the clock at 40 with no water. I stopped only long 
enough to prove the point since the wind speed 
at this altitude appeared to be about 50kt- coin
cidentally confirmed by Roy Cross over the radio. 
Fifty knot winds are not suitable to hang about in 
so I zipped along at 120 (well within the flutter 
VNE at this height) towards the Lake of Mentieth 
where it all fizzled· out. 

Looking west the wave clouds were so broken 

up that it was difficult to determine where the lift 
was- so different from earlier when there was too 
much cloud - c'est la vie . Loch Lomond was 
enticingly close so I edged along in weak patchy 
lift and reduced sink to Balmaha pier (TP2) on the 
edge of the Loch before setting off back to where 
I thought the best lift was at the Lake of Mentieth. 
Luckily the wave had not moved and I rapidly 
climbed up again. Meanwhile Colin Hamilton 
attempting a 500km in his Mosquito had been 
experiencing the same exceptional lift along the 
hills near Fintry on the more southerly track and 
also met the poor broken up wave to the west. 

The whole sky was opening up now, except to 
the north, which was disappointing as I have 
never achieved my ambition of soaring over Ben 
Nevis and along Loch Ness to Inverness, so there 
was nowhere else to go but the east coast. This 
part of the trip was uneventful past Crieff, north of 
Perth and across to Brechin. Montrose was hid
den by cloud but there was a gap to the north , so I 
hopped along the coast to lnverbervie (TP3) 
which is a bit south of Stonehaven. I had met the 
cloud cover again here and could not see where 
the next wave was. I set off back to the west but 
with all the cloud about I got disorientated and tell 
into severe down in the Edsell area. The country
side is rather samey round here but I glimpsed 
Edsell under a cloud and set off to Loch Earn and 
Loch Katrine. 

Again the wave was broken to the west so I 
turned again in the centre of Loch Lomond (TP4) 
just west of Ben Lomond. At this time Colin 
Hamilton was having trouble with his 3rd TP at 
the southern end of Loch Lomond and had to 
make a dash for the wave near Fin try, which pro
ceeded to disappear before his very eyes only to 
reappear a few miles downwind. Brian Scougal 
sampled the same conditions on his 300km dou
ble dogleg to the west. He landed tor lunch, sold 
his glider to his prospective buyers and then did a 
200km in the afternoon. 

I followed my inbound route back via Loch 
Earn to the lee of Ben Lawers keeping a careful 
eye on the cloud. Showers were being seen in the 
Portmoak area (and nearly downed Charlie 
Kovac) and I could see picturesque snow scenes 
on the hills below the clouds, so I kept a more 
southerly route past Perth and Dundee. Unfor
tunately there was a lot more cloud at Dundee 
and to the north, but there were fantastic len· 
ticulars out to sea disappearing over the horizon 
towards Norway. I ventured just out to sea at Car
noustie (TP5) and came scuttling back across the ... 
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Tay towards Newburgh as clouds began to build 
up again . 

At this point Geoff Chaplin, a newcomer to 
Portmoak, pronounced himself lost. All he could 
see was a lake! with a large island in it. Since 
Loch Leven has five islands in it and Geoff rec
koned he could see Brian Scougall who was near 
the Lake of Mentieth, which has only one large 
island in it, we all jumped to the conclusion that 
Geoff was there. However, we needed not have 
worried for before we needlessly advised him to 
set off 50 miles east the clouds moved and he 
found himself at Portmoak after alii lt just shows 
you how wrong you can be sometimes. it also 
shows how a lack of concentration can get you 
into trouble as I ignominiously fell into severe 
down while poring over my map as I tried to 
help Geoff. 

"I spied a power plane 
coming straight towards me 

at my height and a 
mile or so dead ahead." 

A clear lenticular appeared in the Perth area 
but I had to "go for it" through the down. Halfway 
across the smooth backed cloud, while crossing 
the strongest sink with the vario off the clock, I 
spied a power plane coming straight towards me 
at my height and a mile or so dead ahead. lt must 
have spotted me since it turned away to my right 
and dived away sinking rapidly. With all that 
down around I expect he thought his engine was 
misbehaving. I often wonder what non-gliding 
power pilots think when they meet such 
conditions. 

Anyway I skimmed the feathery edge and was 
soon climbing at 1 Okt again at about 600011. I 
twice repeated the exercise to the NW of Perth 
and near Crieff, getting low each time, but then 
decided I was being a little silly getting low like 
that since the wave might not extend much below 
the cloudbase level. 

I was getting a bit led up causing myself grief 
so I resolved to be more careful and stay above 
1000011 if at all possible. This policy paid off as 
the clouds began to disperse again and the better 
wave clouds were getting smaller and less 
obvious. lt was remarkable how the sky could fill 
up with cloud and then empty again so rapidly. 1 

chose a more northerly route to the east via Loch 
Katrine, past the northerly end of Loch Lomond to 
(the other) Ben Vorlich (TP6) before turning back, 
carefully taking each piece of lift as it presented 
~self until I was back in the loch Earn area again. 
The clouds were getting even smaller now 
(except to the north still). lt was almost like flying 
in the blue with lilt appearing from nowhere. My 
nerve failed me at Blairgowrie (TP7). 

I was at a loss as what to do next as I tried to 
gauge how far q had actually been. That is not 
easy to measure across a folded map while trying 
to stay ·in a blue wave. I guessed I had covered 
about 700km so in order to exceed 800km 1 

resolved ·to return via Lochearnhead (TP8) at the 
western end of Loch Earn. The lift was still strong 
up to 13 or 1400011, but then died ofl rapidly. it 
was the feature of the day. The maximum altitude 
did gradually increase during the day but the 
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increasing wind at altitude did not help. Tony Mat
tin was still trying to get a few extra hundred feet 
for his Diamond but got frustrated with the day 
and landed too early with cold feet. But unbe
known to him the upper wind was reducing 
gradually and Diamond was on as was 
demonstrated by John .Hindmarsh, who just 
managed to climb past the magic level. 

The trip to Lochernhead and back was 
uneventful and I wandered about near Portmoak 
for half an hour gradually descending with a view 
to keeping the gel coat in good condition before 
landing about 1 Omin after sunset at 1820 

The IBM boys helped me to derig in double 
quick time ill the gathering gloom while getting 
their lingers cold in the dew depositing itself on 
the still cool wings. I rushed over to the clubhouse 
for a welcome cup of tea and came to conclusion 
that I am not addicted to caffeine since it must 
have been about 24 hours since my last cuppa 
and I had not developed the shakes in the 
meantime. 

After supper •I measured the straight distance 
between the TPs (not counting the diversions) 
and found it to be 951 km. The extra 49km would 
have been easy to achieve since 49km at 120kt 
in a 50kt tailwind (and bearing in mind the effect 
of altitude on indicated airspeed) would have 
taken about 9min, losing about 3500ft. Such is 
life - if you do not plan ahead you don't 
achieve! 

I~ 
Barograph trace of the flight. 

Never mind - so what about the day. As you 
have gathered it was remarkable for the strong lift 
between cloudbase at about 5000 and 12 00011 
where it died off suddenly. Any time spent above 
about 1300011 was wasted from the cross
country point of view. The upper wind was about 
50kt and there was no upper cloud whatsoever. 
Cloud cover varied rapidly to the south of the 
mountains being about 7 aetas at times, yet it 
opened up to less than 1 acta later. The air below 
500011 was very unstable and the odd shower 
occurred to prove it. The wave was consistently 
poor to the west of the Lake of Mentieth, yet the 
wave clouds seemed to disappear over the 
horizon towards Norway. There was far too much 
cloud to the north ·for a safe cross-country. 1 
gather Aboyne was grounded that day due to 
strong crosswinds. 

it is a shame that we cannot examine 
tephigrams before flying so we have to rely on 
hard earned experience to predict good days. 

Tom Brad bury kindly obtained the ascents for 
me and it is clear from the 1200 GMT tephigram 
that there was an unusually deep isothermal 
(almost constant temperature) layer between 
5000 and 1500011. The wind speed also 
increased rapidly with height (being 88kt at 
18000ft) up to a maximum of 106kt at -3000011 
with little change in direction. These two features 
explain the strong lift over the relatively limited 
height range and also the cut-off at a lowish 
height. The unstable layer below 500011 indicated 
the likelihood of good thermals with the 
possibility of showers. 

Tephigram for 1200 GMT. Graphics by 
Steve Longland. 

Although I have not included the information in 
the diagram, the jet stream did move across us 
and away to the east, resulting in reduced upper 
windspeed later in the day allowing the maximum 
wave altitude to increase with time. The bumps in 
the tephigram between 5000 and 15000ft show 
the effects of the balloon going through the 
waves as it ascended from Shanwell (near 
Leuchars). The temperature between 5000 and 
15 00011 was about -1 0°C which explained the 
lack of ice inside the canopy and why my feet 
kept warm. The synoptic chart for midday con
firmed the anticyclone SW of Ireland with 
anticyclonic curvature over Scotland. 

The low over Sweden was sufficiently far 
enough away to reduce the shower activity. The• 
wind direction was remarkably constant (330-
3500) up to 44000ft, and the wind speed 
increased almost linearly from 15 on the ground 
to 88kt at 18 OOOft. That sort of wind speed is not 
conducive to getting Diamond heights but a later 
ascent at 1800 shows a greatly reduced wind of 
46kt at 18 00011. 

So - if you do not have the correct information 
to plan properly then make the most of what you 
find and if you cannot go "up" then go "along" 
instead. lt is a shame that so few cross-countries 
are done in wave. 

Remember - a journey of 1 OOOkm starts 
with but a single decision. a 

If you have flown 300km or more in wave 
Tom Bradbury would be interested to have 
details. He is prepared to look into each 
occasion and write an article summarising 
the common features. If you can help, 
please write to the editorial office at Cam
bridge. marking the envelope "Wave 
Flight ", and we will send them on to Tom. 
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I have always felt that landing out is like fall ing 
off horses. The more you do it, the less it worries 
you. But after a long• spell without becoming 
unsaddled, you tend to be increasingly more ner
vous, cautious and timid at the prospect. 
Similarly, with field landings. if you haven't done it 
for a long time you tend to dread the prospect. 

That was how I felt when I took off from Parham 
on May Bank Holiday morning to attempt the dub 
task for the day, Devizes, Didcot, Pewsey. For a 
start, it was slow progress into wind under a rela
tively low cloudbase but along a familiar route. 

Beyond Basingstoke cloudbase was thicken
ing and large brown and murky streets were 
beginning to form with the wind backing due 
west. The first outlanding nearly took place ten 
minutes later. I had crossed a large blue hole to a 
cloud which failed to work and I was soon strug
gling. AI 800ft above some watercress beds and 
with a field picked, I was once again redeemed. 
Back at the 4000ft cloudbase, I pressed on . 
Visibility was bad at that height and navigation 
was becoming extremely difficult. I decided that 
my safest route to Devizes would be to press out 
over the northern edge of the Marlborough 
Downs and use that as a navigational aid. 

Membury and the M4 
lay ahead but were 

lost in the gloom 

I pushed on speed to cross the great broad 
shoulder of Beacon hill and set up course once 
again. Ahead I could just make out the little red 
brick town of Hungeriord straddling the Kennel 
and Avon canal. Membury and the M4 lay anead 
but were lost in the gloom. Following along the 
scarp face of the Mar! borough Downs I identified 
Rivar Hill, site of Shalbourne GC. 

My altimeter was reading just over 2000ft but 
the Downs looked horribly close. Fumbling with 
my map, I checked the height of Rivar Hill- 700ft. 
Yes I was right, the Downs were only a liittle over 
1000ft below me. Ahead now, I could just make 
out Pewsey and decided to make that my TP. But 
t badly needed a thermal. The cloud formations 
were getting messy and there was nothing that I 
could really aim for. Down below, a Pegasus 
appeared to be running the ridge. I turned back 
towards Rivar Hill and kept within reach . The 
Pegasus was going into land. I hung on des
perately for a few more minutes trying unsuccess
fully to find that precious bit of lift. Then I followed 
the Pegasus. 

As always at a strange gliding site, I was 
amongst friends. Chris Rowland, the CFI, was 
more than helpful. "The weather is phasing" he 
explained, "nothing is staying up at the moment 
but if you hang on for half an hour you might like 
to try a winch launch and see if you can get 
back". 

I had only winched the Astir twice in the last five 
years but with the prospect of my retrieve crew 
having to travel1 over 1 OOkm on a Bank Holiday 
afternoon, I felt that -it was the only decent 
thing to do. 

The wind had now backed further and was 
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ROGER COOTE 

TWICE 
LUCKY 
Roger Coote of Southdown GC picked a classy spot to land 
his Astir when short of Bank Holiday thermals 

giving a slight tailwind component so prospects 
were not good. I checked the weak link strength 
and decided that I was going to have to pull for all 
that I could get. But ahead, towards Hungeriord, 
was developing the cleanest, roundest, nicest 
little cloud that I had seen for the last two 
hours. 

The launch was a cracker. I left my altimeter set 
at 500ft and when I pulled off it read 1 800. With 
the scarp of the Mar! borough Downs now behind 
me, I pressed ahead for my sumptuous little cloud. 
it worked. At 4CXJOft cloudbase I turned south
east. Way ahead through the murk, I could make 
out the great runway of Greenham Common. 
Then the AA building at Basingstoke and at •last, 
vaguely through the haze, the white golf ball in 
the centre of the airiield at Lasham. If I could 
make Lasham, that would certainly help the ret
rieve. At 3500ft, still well to the west of Lash am, I 
decided to try to make it back to Parham. To the 
south, I could see the next white golf ball at 
Oakhanger. Go for that one now! 

But somehow from then onwards, I got it 
wrong. The cloud streets were running from the 
south-west and at right angles to my track. 
Perhaps I should have been more patient or 
perhaps I should have pressed on earlier. I only 
know that at 2000ft above Cocking chalk pits and 
in strong sink, I realised that I was not going to 
make it home. Two options remained. Either 
press on along the edge of South Downs and risk 
landing •in the prohibited area of the stud farms 
around Duncton Down or make a clear decision 
and get down now. To the north lay the Cowdray 
Park polo field . That was a good landing area and 
there still might be another thermal over the sun lit 
fields below. I turned nort•h. 

The altimeter read 900ft and I was still ,in four 
down. As I cleared the large areas of woodland, 
the polo field came into view. To my horror, I saw 
lines of horseboxes, acres of parked cars and 
lots of little animals rushing about. Now I was in 
real trouble. By that time, however, it was too late 
to change my mind. I set up a good base leg well 
away from the downwind corner of the field, 
made my final turn low in over the woods, set up 
my approach just to clear the fence beside the 
car park attendants' sentry box and in I went. 

lt was a nice one and on the smooth manicured 
turi of the polo field I was able to pull up quickly 
and to use the last ol my energy to steer across 
and well to the side of the field. 

Having parked the glider, I decided to face the 
music. lt has always been my experience that the 

best thing to do in these circumstances is go for 
the Top. At least Prince Charles supports gliding, I 
mused. In my scruffy shorts and BGA beaney hat, 
I boldly approached the members' enclosure and 
requested an audience with the president. I did 
not know what the boss was called but at least 
that sounded right. I was told that I should speak 
with the ''The Brigadier" and was directed to 
where he was sitting in the members' stand. 
Humbly, I introduced myself and made my 
apologies. I hoped I had not disturbed the play, I 
said, and that I had not upset the horses or 
caused any inconvenience. 

The Brigadier was absolutely delightful. Amid 
some rather strange looks from the other spec
tators, he lead me to his car where he allowed me 
to use his radio telephone to contact Parham. 
Thereafter, the going was easy. Within an hour 
my retreive arrived and very soon I was home. 

Just another failed task, I suppose, but to me it 
was another happy day doing what I enjoy most. 
At least, I survived two more field landings. 
Perhaps if I had stuck around, I might even have 
had the chance of falling off a horse. ll there is any 
moral to his story, it is to press on and not to worry 
too much about landing out. And if you do get Into 
trouble, always ·try to deal with the Man at the 
Top. . 111 

"SOARING" 
The official monthly 
journal of the Soaring 
Society o( America . 
The only US periodical 
devoted entirely to the 
sport. 

For subscription send 
$35 US by international 

money order or inter· 
national cashier's cheque 

payable to the Soaring 
Society of America, 
Inc., Box E, Hobbs, 

New Mexico, 88241·1308, 
U.S.A. 
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PUT YOUR GLIDER ·11 
At Land Rover, we've produced the 3,500 kilos on trailers with overrun brakes.* 

perfect machine for cruising at low altitudes. Discovery's all-terrain design passed our 

The new Discovery puts you behind gruelling tests of strength and durability 

the controls of a permanent 4-wheel with flying colours - from the sandy 
THE BEST 4x4xFAR. 

drive vehicle, with a towing capability that deserts of Australia to the frozen wastes 

leaves others standing. That's a heavyweight of Canada. 



• 

ITO 4-WHEEL DRIVE. 
Need added traction to reach that tricky Discovery won't leave you flying solo. 

out-landing? You'll find the five-speed gearbox We've combined style with power for 

can be shifted to a low gear ratio to provide smooth gliding around town and beyond. 

you with maximum manoeuvrability on and Judge for yourself. Call 081~ 894 4444 

off the road. during office hours to arrange a test drive** 

So when faced with ground turbulence, and see why Discovery soars above the rest. 

'I• DISCOVERY. 



S& 
LASSI 

CHOSEN BY FRANK IRVING 

Apart from the inherent interest of anything 
written by Philip, this piece from the August 
1956 issue, p172, was noteworthy in two 
other respects. lt related to the end of an era, 
in that 1956 saw the last World Champs to 
include a liNo-seater Class, which was won 
by Nick Goodhart and Frank Foster flying the 
second Slingsby Eagle to be built (and still 
extant). The 1958 event saw the introduction 
of the Standard Class, called the "Restricted 
Class" in this article, largely devised in 
smoke-filled rooms in the Hotels de la Gare 
or de la Poste in St Van. lt could also be said 
to represent the high noon of the classical 
wooden sailplane: four years later, the GRP 
Phoenix was competing and the end of wood 
for serious soaring was in sight. 

For me, this occasion was particularly 
memorable: Philip's "untiring team" consis· 
ted of Kitty, Mike Neale and myself. We 
needed to be untiring, for the free distance 
task was still in vogue and when Philip flew 
380km, we had to drive a total of about 
1 OOOkm. The large object near Phi lip's right 
elbow in the photograph is the radio: a Pye 
"Giiderphone" full of glowing tubes. 

With the advantage of hindsight, one can 
detect a faint air of complacency in the writ
ing(" ... best all-round sailplanes", etc.). The 
remarks about " penetration" look rather 
quaint by today's standards: the highest 
wing loading was probably that of the 
Meteor, at 6.451b/sq ft. 

By any standards there was some stirring 
aviation, like Philip soaring ridges in the 
RhOne valley, in cloud, using a T&S and a 
compass. 

T he French did it: they held at St Yan the best 
Championships the world has yet seen. They had 
the weather - extremely varied but all the more 
interesting for that; they had the equipment, on a 
scale which made British mouths water: and to 
this they added the right spirit in full measure and 
running over. They knew we had come to fly, and 
they saw we were given tasks, and sometimes 
very difficult tasks, on every possible flying day. 
They ran the meeting with just the right mixture of 
discipline and good humour. The result was a 
Championship which I can hardly hope to see 
bettered in my lifetime. 

In this analysis I will again follow the general 
lay-out of my previous efforts after each of the last 
five Internationals. 
Aircraft. -A quite extraordinary conclusion is to 
be drawn from St Yan. Generally speaking, com
peting aircraft fell clearly into two separate 
Classes, which one might call the "exotic" and 
the "practical". The first, involving great 
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PHILIP WILLS 

•. 

THE 1956 WORlD 
GLIDING 

Philip Wills, World Gliding Champion 1952-
54, and the only pilot to have flown in every 
international gliding contest, photographed 
in his Skylark 3 at St Van. 

refinements of design, materials and construc
tional methods, were mainly intended as compe
tition aircraft built more or less regardless of cost; 
the most extravagant dream at St Yan would have 
been cheap at £20000. 

These aircraft were flying in direct competition 
with the second Class, which were more or less 
built down to a price which the ordinary man or 
unsubsidised club might be able to afford. 

Machines built for performance, regardless of 
cost, versus machines built to a price should 
make a poor contest. Yet only three of these air· 
craft appeared (in 1st, 4th and 8th places) in the 
first 13 places in the Single-seater Class, and the 
Two-seater Class was won - and handsomely 
won- in the T-42 which was popularly called the 
"soap-box", so plain did it look in comparison 
with some ofiits sleek competitors. And probably 
one could buy five T·42s for the price of one of the 
exotics. Whilst Juez brought the dear old Sky to 
2nd place, beating all corners except the 
redoubtable MacCreadyl 

Where have "exotic" designers failed? 
Generally speaking, I would say that they have 
gone too far in chasing " penetration", and these 
advanced aircraft have lost the ability to circle 
efficiently in Sf11all, or even in averaged-sized 
thermals. Personally I would also bet that •in the 
vital field of handling and stability characteristics 
our British aircraft were far superior to some 
others many times their price. 

There were still far too many gliders at St Yan 
which had never been spun, and far too many 
without speed-limiting brakes. Another factor is 
the use of tructural methods and materials 
which permit rapid repairs should a pilot have a 
minor accident. Such things are more important 
than retractable skids or variable camber 
devices. ,. 

In the first 11 places were six British aircraft, 
and one each German, Polish, French, Swiss and 
Yugoslav, the last three probably costing ,from 
three to six times as much as any of the other 
eight. An extraordinary result, and one of which 

we can feel proud indeed, for one can say without 
exaggeration that in 1956 Britain still has the best 
all-round sailplanes. 
Equipment. - Once again, Standard cars and 
Pye radio saw to it that our retrieving teams 
arrived, as a matter of course, ahead of the others. 
On my two long "ights, to Cuers and St Auban, 
my trailer rolled in two hours ahead of the next. 
For this my gratitude must also go out to my untir· 
ing team, but even they could not have done it 
without the right machinery. 

My Cook compass again proved itself by 
enabling me invariably to come out of a circle in 
cloud straight on to the desired course, and at 
one crucial and rather nerve-racking moment 
enabled me to gain 1 OOOft slope-soaring in cloud 
over a 3000ft ridge, which got me over a rotten 
spot (and under a perfectly horrid rotor-cloud) 
which brought many aircraft down and led Bill 
lvans and the Olympia 4 to their nasty accident. I 
saw one aircraft actually fitted with an electrical 
directional gyro, a vast and expensive 111achine to 
do the same job as the Cook compass does. 

Undoubtedly the best __ _ 

solution to date -----
Frank lrving's new prototype total energy 
variometer (and Nick Goodhart's similar one) 
worked splendidly, and is undoubtedly the best 
solution to date, although unfortunately it is 
bound to be relatively expensive when it shortly 
comes on the market. Normalair oxygen is better 
than any previous equipment I have seen. 
Pilotage.- Another curious result: the winners in 
both Classes pulled. out away of everyone else. 
MacCready topped Juez by no less than 
1 085pts, after which the next ten places fell 
within a spread of less than 800pts; Goodhart 
was 640pts ahead of Rain. 

There is no doubt that MacCready is a quite 
exceptional man, and no one has more deserved 
his victory. He was flying with a machine-like con
sistency which was most impressive. not for the 
top place in each task, but to win the Cham
pionships as a whole. The staggering thing is that 
he never flies a sailplane at all between Cham
pionships, and where this gets one I simply do 
not know. To get into a strange aircraft after two 
years' absence ,from the game and put up a show 
like he did seems hardly possible. 

The performance of the Good hart-Foster corn· 
bination was equally impressive. To hear them at 
work on the radio made one realise the advan· 
tages that a good two-seater can achieve over a 
solo pilot, however able. There are to be no more 
Two-seater Championships as such, but this last 
one has produced a memorable and instructive 
result indeed. 

Paul's lead in the Single-seater Class was so 
impressive that one might feel that his chance of 
being the first man in history to pull off the double 
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win in 1958 Is indeed a strong one. But Nick's 
performance was of the same calibre. 

As regards the general results, as t. said in my 
1954 report, I think the chances of the next World 
Champion bei11g found in the first 25% of the list 
of placings in the previous one are strong, so I do 
not think our placings in the Single-seater Class 
were unsatisfactory. Here I am writing as an 
analyst, not as an individual pilot who felt very 
blue indeed alter one or two bad days. 

As an analyst, I would say that to have won the 
Two-seater Class by a handsome margin and to 
have achieved 6th and 1Oth places out of 45 in 
the Single-seater Class is a good record. As a 
pilot, what would I give for a chance to fly the ·first 
and fourth tasks again! 
Organisation. - Quite excellent. The met was 
superb, the task-setting showed genius, the 
launching of nearly 60 aircraft in 28min, 
absolutely safely, was beyond praise. 
Marking system. -The gradual development by 
CVSM of the basic marking system has clearly 
reached a stage where marking systems and 
tasks are now pretty satisfactory, and results 
achieved were very good. The system now copes 
satisfactorily with very bad weather as well as 
very good. 

Someone had been too clever by half with the 
order-of-take-oH system, and laid down that it 
should depend on the previous day's results. 
This meant (a) that, properly speaking, no flying 
could start until everyone had come back and 
handed in their landing certificates. and (b) that 
the wretched marking committee had to sit up all 
night and every night to have the results out in 
time. With launching as rapid as it was, it didn't in 
fact matter a hoot where one was in t[le launching 
order anyway. 

The idea of dropping each pilot's worst day's 
marks has been deleted, but I am not sure 
whether it is still permissive if the organising 
nation wants it. I believe it would have been a 
good one at St Yan, as on at least one day certain 
pilots had no chance to catch a big storm that 
came over and blotted out the field, so scored 
nothing whilst the rest of us were disporting our
selves up to 20000ft and over. 
The Future. -The main worry about the future is 
the possibility that no nation will find itself able to 
offer the necessary facilities to hold the 1958 
Championships. In Europe, Poland and 
Yugoslavia might be possibles; elsewhere the 
United States seem the only chance. But who 
could afford to get there, unless they can raise far 
more official help than anyone has so far 
dreamed of? The FAI will shortly be sending out 
invitations, and I do indeed hope we shall get 
some interesting offers to take on what has 
become so gigantic a task. 

The " Restricted Class" which it is hoped will 
take the place of the now defunct Two-seater 
Class in future World Championships is not, I 
imagine, likely to be ready until 1960, for even if 
the formulae and regulations are agreed in the 
fairly immediate future it is likely to take all of two 
years for the designers and constructors of the 
various nations to produce a sufficient number of 
qualifying types to make a contest possible. But 
progress is being made, and eventually I believe 
the Restricted Class will becorpe more important 
for the development of gliding than the Open 
one. a 
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STEPHEN LYNN 

MY 
SOOKM 
Stephen Lynn, who flew 
Diamond distance on July 
18, finds that gliding is still 
a challenge after 20 years 

Stephen photographed with the Caproni he 
used to fly. 

strange really. As I get older I seem to know 
even more pilots who say they have never wanted 
to do a 500km and never bother with badges. 
Well I hope you'll forgive my arrogance but last 
summer I completed my 500km and I'm proud 
of it. 

As a glider pilot I'm nothing special and I've 
certainly taken my time; my wife laughs at the 20 
year-old picture in my fading FAI/Royal Aero 
Club gliding certificate - yes, A and B signed oH 
by Barry Rolfe in 1971. The 500km was my 
1801 launch! 

I'd love to tell you stories of numerous abortive 
attempts, forever falling 5km short of home. 
Actually I only ever had one genuine previous 
attempt. Someone had said it's a long flight so 
start early. I read the books and launched high, 
setting oH on track 30min before the first thermal. 
I landed on a football pitch four miles away. 

Last summer I booked a week to fly 470, the 
London GC's ASW-20. it just happened the club 
was running a soaring week organised extremely 
well by our pros, Liz and Jerry. There we were, a 
group of pilots with vastly differing levels of 
experience, and the club set out to provide some
thing for everyone. 1t goes to show what can be 
done with our sport when the weather allows. 

On Wednesday Jerry set the task, Devizes 

castle, Potton mast, Pewsey railway station. Andy 
Beatty, flying an LS-4 (Zulu 4) and I agreed to do 
it. I flew out to Thame/M40 in total blue but arrived 
at Chalgrove to much excitement at the sight of 
the first cu on track. The sky started to grow en 
route to Devizes. 

I was running just ahead of Z4. I couldn't find 
the castle without radio advice. but finally turned 
Devizes. As so often happens on turning the cor
ner the perspective changed and I had a fantastic 
sky in front of me. From my barograph trace I can 
see how I followed the energy slightly north of 
track, climbing most of the way back to 
Potton. 

This was quite a run but the ASW-20's tips 
were a definite disadvantage when I needed to 
push forward for speed (argume.Rt for variable in
flight tips coming up). I could feel the aircraft 
objecting as I pushed forward, but what a sky! 

I turned Potton mast at 5000ft, climbing and 
pushing. Z4 was nearby but we were both so pre
occupied we couldn't see each other. I was run
ning back to the south-west, but again the 
perspective was changing. 

For a while I was dodging below the airspace 
restrictions, but then the sky was rapidly going 
blue. I didn't like losing my airborne signposts. 

Abeam Dunstable: "Z4, 470: Want to go on?" 
"470, Z4, affirm." Without Andy's confidence I 
might have turned in. 

Back at Thame there was a blue sky again. 
With the day in early decline, and 75km to Pew
sey before turning for home, I was down to 
3000ft. Z4 suddenly reported he'd overtaken me 
and was climbing at Didcot. That spurred me on -
in fact he was hopelessly lost, way oH track to the 
north of Calvert, but it did me good at the time. 

As I dived for Didcot the sky decided the day 
wasn 't over and a series of big cu's started to 
show. ! climbed at ?kt back up to 6000ft and 470 
was full of life. 

With big glides up high all the way to Pewsey, I 
was there in no time and back into a sky that still 
looked more than adequate. I climbed to 4500ft 
over Marlborough and then took long and very 
slow glides oH track to the next big flat cumulus. 
Wonderfu l things those ASW-20 tips. Eveniually 
Didcot and a 2kt climb to 5500ft under an enor
mous sprawling white blanket pretence for an 
end of day cumulus. The day ahead was all 
but dead. 

Twenty-five minutes later after a gentle beat up 
I landed with Zulu 4 coming in 30min later. I met 
Andy with a glass of cold champagne. We 
beamed at one another and retired to the bar 
exhausted and very satisfied. You can 't take 
that away. 

In retrospect it really was a special flight. There 
were no real struggles, no nail biting low points. I 
nate those. That's when I promise to give it up. 
Just 7hrs of wonderful flying. 

But more importantly, isn't it absolutely mar
vellous that after doing this thing for 20 years I still 
find it challenging and get a sense of achieve
ment from such a flight. it says a lot for gliding as 
a sport. 

Sitting in the bar that evening, glowing, I said 
that I didn't think I would do anything on 
Thursday. Robin May said "Why not sit in the 
back seat of 13 (ASH-25) tomorrow? We might 
try the UK 600km record." We did and we suc
ceeded - but that's another story. a 
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PLATYPUS 

TAIL 
FEAT~HERS 

Bring back virginity 

I told you in our last issue how I would literally 
g.o to the ends of the earth to avoid the alter
dinner-speaking season. However I did not 
altogether succeed. The chairman of my club -

Low launches. 

where I have loyally stayed as a member for 33 
years {gosh, that's a third of a century) through 
thick and thin, regardless of low launches in the 
1950s, high fees in the 1960s, long queues in the 
1970s and oceans of Somme-quality mud {they 
should have made puttees standard issue) in the 
1980s -threw himself on my mercy. He had, he 
said, desperately searched for weeks across the 
whole country for a distinguished celebrity 
speaker, but had finally come to the right decision 
- he'd given up. Would I, faute de mieux, do the 
honours for the club's dinner? lt was an historic 
occasion , remember. 

I fought a stiff rrearguard action: I pointed out 
that a retiring, though hardly shy, member of the 
club staff was embarking on a brilliant new career 
as a stand-up comic in the pubs and clubs, and 
was exceptionally funny. True, his material had 
absolutely nothing to do with gliding, but since 
half the people who come to annual dinners are 
friends and family of glider pilots and know little 
about the sport, this was a great advantage. Sur
ely he was ideal? Yes said the chairman, he had 
thought so, too. but when the chairman's wile, 
club censor and guardian of the club's morals, 
saw an advance ocpy of **'*'s spiel she 
scissored out all the words that were racist, and' 
sexist, and blasphemous, and scatological, and 
obscene, so .. **'s script ended up looking like a 
lace doily. Then there was also the embarrassing 
matter of a fee, now that he'd turned pro. 
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Platypus's material, by contrast, was believed to 
be more or less printable, and more importantly 
he was free in both senses of the word : available 
and buckshee. 

The chairman briefed me "Don 't go on loo 
much about the glorjous past of the club; people 
have had a bellyful of that this year, concentrate 
more on our glorious future" . I suspected that 
was code for "Don't talk about yourself, talk 
about me." That's all right, I'm not proud. ! said ·to 
one of my partners the other day "I'm just an old 
has-been" and he said "Pial, that's quite untrue
you never were any1hing!" That 's what partners 
are for, to cut you down to size. 

I had to tell the audience that frankly I wasn't 
looking forward all that much to the idea of glid
ing in the 21st century. Indeed I think that when 
the millenium arrives I shall sell my glider and 
lake up wine, women and song- if I haven'lleft it 
a bit late by then and find my voice has given out. 
I'm always threatening to do that, of course, but 
something invariably crops up; so th is winter I 
was looking forward to getting away from gliding 
and broadening my cultural interests in London 
and Paris, when I get this phone call from a chap 
who says we can ship a two-seater in a container 
to Australia for the whole winter for almost noth
ing. So I'm taking a flight on ****** in a month's 
time and am just hoping the airline remains sol
vent long enough for my ticket to be valid both 
ways. More of that trip in future issues, God 
willing. 

My vision of the future of our sport is a pretty 
jaundiced one, as befits a person entering the 
curmudgeon phase of life. I am sure that by the 
time my successors are celebrating the club's 
centenary, the public lavatory on top of the hill will 
have expanded into Terminal• Seven of London's 
filth airport. Gliders will be able to go 20 miles 
from a thousand feet, which will be just dandy 
because nobody in England will be allowed to go 
above a thousand feet. Because everyone will 

Taking a flight to Australia. 

have so much leisure time, when we host the 
National Championships it will consist of a solid 
month of triangles all through Husbands 8os
worth ; it will be so tedious that it will be com
pulsory, like jury duty. 

In the Welsh mountains, however, there will 
be a legend amongst the shepherds that a 
great black sailplane, having shed all its gel 
coat in 20 years of non-stop flight, is still 
piloted by an ancient aviator, permanently air
borne and permanently lost, his beard 
streaming out of the clear-vision panel, living 
off rainwater and small birds and even the 

.. 
occasional unwary sheep, uttering his dis
tinctive one-note cry "There must be wa-a
ave here somewhere ... ". At dusk villagers 
will hustle their pets indoors while pretending 
they don 't believe a word of the story of the 
dreaded Jay-Jay-Bird. But those of us who 
are still around will know it to be true. 

The dreaded Jay-Jay-Bird. 

I look 'back enviously from this age of 
increasingly crowded airspace and cynical 
sophistication to that other age of freedom. 
innocence and simple faith . For instance, when 
you read the accounts of how the founders of this 
club operated, it is evident that they believe ·that 
as a special favour to them God had repealed the 
law of gravity. I'm amazed that they survived 12 
months, 12 weeks even . Solo training is the most 
cockeyed way to learn to fly- I started that way in 
the 1940s {and had to be completely retaught 
when I joined the club in the 1950s and they still 
haven 't got me sorted oul yet). At least we in the 
ATC had a high performance machine with crisp 
controls called the Kirby Cadet, and one or two of 
the instructors actually had an hour or two in their 
logbooks, but in the 1930s, the blind confidently 
catapulted the even blinder off the equivalent of 
the dome of SI Paul's, and on the way down 
totally inexperienced hands •tried to grapple with 
primitive control circuits that had all the resilience 
of so much spent knicker-elastic. Oh, but th~ 
freshness and simple joy of it. nevertheless! In the 
greatest book on gliding ever written Philip Wills 
poignantly describes the pioneer members of our 
club: We were young, virgin and ecstatic" 
Now look at us . 

So much in gliding ---~ 
still novel and exciting ---

But you know, even now I quite often feel like a 
virgin. I'd better rephrase that. I mean, I often feel 
as those pioneers did; there is so much in gliding 
that is still novel and exciting . lt was only a couple 
of months ago that I flew to the Isle of Wig hi and 
back, and got just the merest taste of what Geof
frey Stephenson had experienced when in 1939 
he launched from the Chilterns and crossed the 
Channel, in a glider of a quarter of the perform
ance that i had. 11 was only two years ago that I 
explored the Brecon Hills for the first time, and 
I've not tried Scotland yet, or soared the South 
Downs, or used the sea breeze front over Lyme 
Bay. And I still want to do a cross-country in a Kite 
1. Our club has given me- given hundreds of us
a way of life, lots of friends and always something 
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new to look ,forward to, limited only by one's 
imagination. For that I shall forever be grateful to 
to the instructors, to partners past and present, 
and above all to the people who all those years 
ago devoted their energies and risked their necks 
to get our club off the ground and into the air. 

Bring back horsewhipping 
In the August issue, p190, I was excoriating 

our national newspaper journalists (those are 
people who think that coruscating means the 
same thing as excoriating, by the way, just as 
they think that flaunt means flout, refute means 
deny, flounder means founder and crash means 
land) and drew a pained response in the October 
issue, p233, from Stephen Young, chief execu
tive of a respected regional newspaper group, 
who felt I was damning all journalists. The 
references throughoi'Jt my piece were to national 
papers, as the text states in the very first sen
tence. There are hundreds of local papers which 
are highly responsible, an excellent reason for 
this being that the journalists live in the com
munity whose life they portray. If you attend' a 
local wedding and misspell the names of the 
guests the editor gets so much stick that you will 
never again repeat the error. Mrs Platypus learnt 
her craft that way before becoming a magazine 
editor. If you work in a smallish town you learn to 

Check your facts. 

check your facts so as not to al ienate your 
readers, who can come storming around to your 
office within minutes. Whereas if you are sitting 
safely behind razor wire in a fortess in London's 
Docklands, you can invent completely defamatory 
nonsense about some hapless citizen of Bootle 
without giving a damn about the consequences. 
The ironic thing is that you can't get a reporting 
job on a national paper without ,first doing an 
apprenticeship on a local paper. 

What happens to those humble, painstakingly 
acquired skills once their practitioners find them
selves amongst the bright seductive lights of the 
nation's capital? What happens is that they get 
into the entertainment game if they're at the bot
tom, so to speak, of the national newspaper 
market, and into the opinion bending game if 
they're higher up. A fact is merely an interesting 
starting point for some much more creative, and 

'Not surprisingly, pedantic Platypus thoroughly disap
proves of the use of proven rather than proved in any 
context but this legal one. but knows his is a lone 
voice Eo. 
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ROGER WARREN 

SOMRHING 
SPECIAL 
When Roger Warren set out 
for some ridge soaring in 
winter 

Roger, who runs his own company operating 
as business transfer agents for industrial 
companies, started gliding in 1984 and now 
has a Gold distance, a PPL, IMC rating and 
group B licence. He still flies the bright yellow 
K-6cR which has been completely refur
bished by the syndicate. 

February 15, 1987, was a cold Sunday morn
ing. As it was bright, I set off for Kitson Field, 
Ring mer, home of the East Sussex GC. Situated 
under the London f MA on flat clay that is slow to 
warm, this is not the ideal' soaring site. The South 
Downs are just that bit too far away, so an 
aerotow to the ridge is a one-way ticket. Landi11g 
a club two-seater in a remote field does not do 
much to improve one's popularity, so my ridge 
flying to date had been limited to about one 
minute at Challock. 

That day, however, Will Greenwood, another 
member, volunteered to 'help. The wind was fresh 
with a good northerly component so there was no 
doubt the ridge wouldl be working. Will would 
take the club Skylark 4, with me followi[lg in our 
K-6cR. "The Banana" as it is affectionately known 
(the colour having some bearing on this). 

I took the first aerotow of the day, and released 
just north of the Downs. Here was my first prob
lem: I needed to be airborne when Will arrived or I 
would learn nothing other tha11 my f}ext field land
ing. A little cu was popping up not too far away so 
I flew over to inspect ... it workedl I had 3000ft 
and the tug was approaching cori11plete with the 
Skylark. Now I could learn all 'the secrets of stay
ing up on the ridge. 

The Skylark started to circle and I took the K-6 

highly paid, exercise. it seemed to me that the 
incessant reportorial bias about the Shackleton 
crash into a mountainside was to the effect that a 
stingy government had sacrificed young air
men's lives by ,forcing .them to fly around in 
ancient airtrames. A Scottish jury would say of 
th: premature charge "Not provenl"' and throw 
it out. Couple this desire for an "angle" rather 
than a straight story with the demand for speed, 
throw in a large dash of technical ignorance and it 
is a miracle that any story produced by a non
specialist has credibility. Ultimately it is the fault 
of the editors and the proprietors, especially the 
latter, motivated by the wish for power, or riches, 
or fame, or thrills- but not by anything so dreary 
as the truth. a 

in underneath for a respectable climb. We 
travelled west using thermals. When were we 
going to get down on the hill with wingtif)s cutting 
the grass? No radio, so ,I, couldn't ask, just follow. 
Another couple of thermals, and then suddenly I 
was alone. The Skylark had vanished. Anyway, it 
had been a good flig ~ t of well over a hour- I had 
plenty of height, so the field was in range. 

Nearly back to Ringmer a thermal found me. 
This was probably the best climb I'd ever had, 
straight up to the TMA at 3500ft. I overtlew the 
site and headed off to the south-east; the lift was 
terrific and it was hardly necessary to circle. Yes 
this was my idea of fun. 

I'd been up for three hours and the cold had 
seeped through my layers of clothing. Legs could 
never have been so stiff before and both feet 
seemed to have disappeared altogether. That 
was it. l•'d had my longest flight ever, but I'd had 
enough. I was off home. 

With about a mile to go, I felt a bump and my 
reactions took over. Would you believe it ... I was 
going up again. I decided to take this thermal as 
far as possible, and then definitely return to base. 
As I arrived at 3500ft the Skylark appeared at my 
wingtip. This time the driver was Mike Pierpoint. 
He waved to me, and together we flew around the 
sky, thoughts of hot coffee temporarily forgotten. 
I'd been up about four hours, the lift was stonking 
and the barograph ticking behind fillY head; five 
hours must be on, a Silver duration -today must 
be my day - "Go for it". 

A brief word of advice here to other budding 
pundits. On no account in gliding ever think flOSi
tive. Always think negative. For as thoughts of 
success ran througll my mind the vario had other 
ideas, the lift vanished and there ensued a steady 
downward trend. From 3500ft, down to 1300ft 
without a sniff of lifl. ife's llike that, I thought, 
imagining how nice it would be to get warm 
again, 

Then passing over the wood just north of the 
field, there was a bit of zero sink. I c ircled, but it 
had gone. I pushed back into wfnd and found 
zero again over the wood. A couple more circles; I 
lost it so pushed back into wind again. Yes itONas 
still there- I concentrated, still at 1300ft, keeping 
the flying as accurate as possible and pushing 
back against the wind to stay over the wood. I had 
now been at 1300ft for hal f an hour with the same 
drill; a few circles then a push into wind. There 
was only a quarter of an hour to go for the five 
hours. But alas, the vario was thought reading 
again. lt was downhill, 1200, 1100, I turned for 
home, 1000, the circuit looked clear, 900, turning 
in to join, 800, it was all over now. 

Zero I Quickly into a circle, which I held, turning 
hard, but it had gone.l pushed into wind, concen
trating and keeping the string straight. I was still 
circling, and thinking about that 5hrs, still at 
800ft. Did I take off at ten past? I could not 
remember, but I kept on circling and push ing into 
wind. That was it ... 1610, surely that must have 
been long enoughl Downwind checks, the field 
was clear with all the other gliders parked by the 
hangar, lookout, airbrakes, touchdown , ground
run, stop. 

Well, that was something rather special. The 
log said 5hrs 16min, not just a duration, but from 
Ringmer, in thermals only and in February. 

Ridge soaring? - Perhaps I'll t ry that next 
week! ~ 
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The complex pattern of airways and control 
zones, together with local summer problems 
such as air displays, parachuting, etc, combine to 
restrict the routes available for cross-country 
flights. After all these exclusion zones have been 
plotted on the map the task seller then has to 
make the most of the weather. This article pre
sents some of the Met items one may have to 
cope with after sorting out the official 
obstructions. 

Spread-out 
The spreading out of cumulus to form an 

almost total cover of stratocumulus is one of the 
factors wh·ich frequently ruins a day w,hich star
ted fine and sunny. June 1990 (when it wasn't 
actually raining) produced so many occasions of 
spread-out that there were no claims for Dia
mond goal or distance at all. 1 recall more flights 
spoilt by spread-out than anything else. The most 
disastrous failure was an over-ambitious 600km 
task set for the Open Class on the first day of a 
Lasham Camp some years ago. No one got 
round because there were areas of spread-out 
the task sellers knew nothing about. 

Criteria for spread-out 
These are the usuall criteria for spread-out: 

1 . There must be a stable layer to restrict the 
tops of cumuli so that all come to a halt at about 
the same level. 
2. The air beneath the inversion should have a 
lapse rate only a lillle less than a dry adiabat, 
(3°C/ 1 OOOft). Then as soon as clouds form the 
tops can shoot up rapidly, hit the inversion and 
spread out sideways. 
3 . The air must be moist. There is often an inver
sion on good as well as poor soaring days. 
However, on good days the air is fairly dry below 
the inversion and very dry above it. 

Fig 1 (a) shows what a sounding looks like on a 

Fig 1 
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TOM BRADBURY 

Having planned your cross-country taking into account the 
official obstacles, Tom Bradbury points out some of the Met 
factors to be considered 

spread-out day; (b) shows t11e difference on a fine 
day. 

When humidity is low the cu tops which bump 
into the inversion cause turbulence which brings 
some of the dry air from above down into the con
vective layer. This warms and dnies the lower air. 
it also raises the level of the inversion. The regular 
pulses of warm dry air from above prevent any 
tendency for spread-out. 

Summary of conditions for spread-out under a 
strong inversion are: 
1 . Very unstable air under the inversion. 
2. Condensation level at least 2000ft below the 
inversion (The Se base is usually higher.) 
3 . The dew point within 5° of the air tempera
ture in this layer. (The difference between dew 
point and air temperature is an indication of the 
relative humidity. At 100% humidity both tem
peratures are the same.) 

Visible signs of spread-out are: 
1. Unusually early development of cu which 
quickly produces excessive cloud cover. 
2. Clouds which shoot up fast but do not main
tain a flat base for long. Sometimes the bubbly 
top is still rising when the base is breaking up. 
3. The appearance of little lenticular cloud caps 
(pileus) just above rising cu tops during the first 
couple of hours. 

Spread-out due to showers 
Spread-out is not exclusively a problem of 

solid inversions. Any activity which transports an 
excess of water vapour high into the atmosphere 
is liable to produce spread-out which cuts off 
nearly all the sunshine. Thus a region of deep 
instability with frequent showers may also grow 
its own high cover, either as decaying shower 
clouds at many different levels or as vast anvils of 
cirrus expanding from the tops of powerlul cu
nims. The spread-out depends on the excess of 
moisture aloft being too much to be evaporated 
by the sink between showers. 

Location of spread-out 
There are certain areas where spread-out is 

very common on the eastern side of large 
anticyclones whose centres are over the ocean. 
The winds are usually from a northerly direction 
and the isobars curve anticyclonically. it is sad 
that in the UK this is also the recipe for good soar
ing weather. The critical item is the moisture in .the 
lower atmosphere. As the cold air travels south
wards •it is heated by the warmer sea below and 
thermals transfer more and more water vapour 

upwards to form the clouds. The subsidence 
which occurs above the anticyclone produces an 
inversion which separates the cool convective air 
low down from drier stable air aloft. 

Satellite pictures show that the cumulus is 
often well broken at first, then as more moisture is 
evaporated from the sea the individual clouds 
form large clumps. As the inversion strengthens 
these clumps flatten out, expand and join up to 
form huge plates of cloud. High resolution 
satellite pictures show intriguing patterns in the 
cloud. Photo 1 shows Ireland almost covered by 
spread-o!Jt. Only ·the coasts are free of cloud. 

Photo 1. 

From the ground all one sees is a distant crack in 
the cloud sheet through which slanting rays of 
sunshine penetrate the shadows. If you fly direc
tly under such a crack you may find the air is 
actually sinking down through the cloud sheet. 
Before the crack closes up the sink can be as 
much as 1 Okt down, though it is usually much 
less. 

The forecasting problem 
If one has good coverage of satellite pictures 

the major cloud sheets can be tracked fror;n hour 
to hour as they move towards the land. A problem 
arises if, as in photo 1 , the sea is not quite warm 
enough to sel off convection so that the air is 
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almost cloudless until it reaches land. Overland 
the sun's heat stirs it up and the cloud sheet 
forms a few hours after the first cu appear. In 
theory one should be able to predict this from an 
examination of the upper air soundings. Unfor
tunately most •upper air stations only make soun
dings twice a day, at midnight and midday. (I am 
told th is may change.) The stations are usually at 
least 300km apart so the twelve hourly soun
dings are seldom adequate to map the moisture 
pattern. 

Looking for moist regions -
lost fronts? 

Since excess moisture is a major factor in 
spread-out one looks for any signs of its location. 
The position of old fronts is a good guide. Official 
analysts usually drop a " front" when it ceases to 
have any weather on it. If they did not their charts 
would become cluttered up with unimportant 
relics of past history. 

Fronts usually fade away when pressure rises 
across them and the air aloft starts subsiding. 
Prolonged subsidence will evaporate all except 
the lowest 'layer of cloud. Finally low level 
divergence reduces the temperature contrast 
across the front and in time it loses almost every 
identifying feature. However, although the rela
tive humidity is less the original moisture is still 
there, but no longer visible in the warmed air. 

Several unexpected cloud areas have been 
traced to the arrival of an old front which had 
been officially lost (or abandoned as unimpor
tant). These invisible fronts may be totally cloud
less over the sea but the low cloud appears again 
overland. All it needs is a few hours of thermals 
during the morning. 

Cycling 
The Se layer often causes its own break up by 

cutting off thermals underneath. Lack of thermals 
stops the supply of extra moisture needed to 
maintain the layer. After a time slow subsidence 
evaporates the Se, the sun breaks through, ther
mals start up again and the whole spread-out 
process is repeated. This produces a cycle: ther
mic . .. dead air . . . thermic again. I have heard of 
a Nimbus 3 gliding more than 80km in dead air to 
get clear of the overcast leaving a trail of lesser 
craft sinking to the ground behind him. 

Persistent cloud sheet 
Some Se sheets persist long after the thermals 

have ended. The cloud top radiates heat into 
space; this: 
1. Cools the top of the cloud layer and makes it 
slightly unstable and 
2. Makes the inversion sharper. 

The cloud then develops a slow circulation of 
its own regardless of the land or sea beneath. lt is 
no longer dependent on thermals rising up from 
the surface. This slow internal stirring, combined 
with wind shear over the top, causes the regular 
pattern of cells and billows which one can see 
when flying high above a Se sheet. 

What clears the spread-out? 
If the original cause is removed before this 

internal circulatioll develops most cloud sheets 
will slowly fragment and disperse. Thus: 
1. If the air dries out (detectable by a falling dew 
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point at the surface) the cumulus base will rise. 
Prolonged drying lifts the cloudbase so high that 
the layer becomes too thin to persist. 
2. If the inversion sinks down towards the con
densation level this also makes the cloud thinner 
so that it breaks more readily. This effect explains 
why a developing ridge oftelil gives good soaring 
weather; the lowered inversion makes the cloud 
depth too shallow for complete spread-out. 
3. When the ridge has just passed, or the high 
has begun to decline and move away, the sub
sidence which caused the inversion ceases. The 
inversion may then become less solid so that cu 
tops are no longer rigidly confined to a single 
level. With no fixed level for cu tops the Se is less 
likely to form a continuous layer. 
4. l1f the cloud sheet is carried over a range of 
mountains it frequently breaks up, often produc
ing a wave pattern to lee of high ground. This is 
usually due to the Fi:ihn effect. 

The FOhn effect 
Air which is forced to rise over mountains cools 

and much of its moisture falls out as drizzle or 
rain on the windwards slopes and peaks. As a 
result when this air descends on the lee side it is 
both warmer and drier. Most mountain ranges 
break up the oceanic Se sheets. Once the excess 
moisture has been extracted and the layer has 
been broken it is far less likely to develop again. 
See Fig 2. 

Fig 2 

The British Isles has relatively small mountains 
compared to Scandinavia and Europe but even 
so their sheltering effect can be marked. 

Shelter effect 
To get almost total Se cover one needs a lot of 

moisture trapped under the inversion. Anything 
which reduces the amount of moisture helps to 
break the layer. A long track across really dry 
land often results in the condensation level being 
raised to a level which makes Se thin enough to 
break up. The sun then burns off any residual Se. 
As a result continental regions suffer much less 
from the extensive Se sheets which are so com
mon over the UK. The inland regions of France, 
Germany and Poland usually get more soarable 
days in summer than does the UK. On the other 
hand regions near the Atlantic and North Sea 
coasts get almost as many poor spells as Britain. 
Spain and Italy have a different climate but both 
lhave shelter from high mountains. 

Lee shelter in Scotland 
The Highlands of Scotland are very good for 

drying out the damp Atlantic air and breaking up 
the cloud sheets. This is important both for wave 
and thermal soaring. Photo 2 shows an example 
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Photo 2. Both photos are published by 
courtesy of Dundee University. 

of a cloud sheet breaking into waves over the 
Highlands. 

There are a great many days when the whol·e of 
Scotland is covered with a wave system as stable 
Atlantic air sweeps across. This air is often so 
moist that there is total cloud cover on the 
windward side but good breaks occur on the lee 
side. With a west to north-west wind total· cover 
often extends as far as the Great Glen. The first 
breaks often appear along the line from Fort 
William to Inverness and satellites show the wave 
pattern appearing to the south and east of that 
line. (Fig 3.) 

Fig 3 

As the wind swings to a northerly point the 
cloud tends to obscure normally good wave sites -+ 
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such as Aboyne while leaving sheltered places 
like Portmoak with beautiful wave bars across the 
sky. The west coasts get their breaks when the 
wind comes fr,om the east, but there are few sites 
able to take advantage of the easterly waves. 

The difference between the windward and 
leeward side of Scotland is so marked that BBC 
forecasts often mention the shelter effect. There 
is almost always a wave system on days when 
Glasgow is in drizzly gloom but Aberdeen or 
Inverness have warm sunshine. 

Pennine shelter 
Cloud sheets carried in on the westerly winds 

are quite likely to break up on the lee side of the 
Pennines, particularly when the Se tops are only 
2000ft higher than the ridge line. Breaks are less 
iikely when the cloud is very deep, for example 
when a frontal system arrives. Even then one may 
find that cloud along a weak front breaks up 
enough for the waves to appear over Yorkshire 
and up to the Scottish border. 

Welsh shelter 
The Welsh mountains seem a little better than 

the Pennines in breaking up the Atlantic cloud 
sheets. There can be a great difference in beth 
cloudbase and thermal strength in the shelter 
zone to lee of the mountains. Wlth a 300" wirid 
flow the shelter zone extends right across the 
country giving good conditions to many southern 
English clubs as well as the Midlands. Places on 
the edge of the shelter band find a marked 
change in the weather over a short distance. One 
such site is Nympsfield whose soaring weather 
improves enormously when the wind swings 
away from the dreaded Bristol Channel sector. 
One can find the cloudbase rising 2000ft and the 
strength of thermals almost doubling after flying 
across the Severn Valley and reaching the shelter 
of Wales. 

Fig 4 

Gaps In the shelter belt 
There are two important gaps in the high 

ground. One is the Cheshire Gap and the other is 
the Bristol Channel. Winds from 330" travel 
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through the North Channel between Scotland 
and Northern Ireland and on through the 
Cheshire Gap Into the Midlands. Nowhere has 
the air been forced to rise over high ground so it 
still retains the moisture it had out over the Atlan
tic. The result appears as a band of showers 
(when the instabil ity is deep enough) or a zone of 
spread-out when there is a solid inversion. This 
shower or Se belt can spread right down to the 
south coast. 

Fig 4 shows an example when nearly all of 
Ireland was covered with spread-out but the 
northern half of the Irish Sea was clear. Cumulus 
did not form overland till the air was well into the 
Cheshire Gap, then the extra moisture resulted in 
an area of spread-out spoiling thenmals right 
down to Berkshire. Fig 4 also shows how much 
of England was sheltered by the Scottish 
Highlands. Only the east coastal strip suffered. 

When the wind direction is between WNW and 
SW the flow comes through the Bristol Channel• 
Gap and may spoil soaring a long way inland. On 
calm days one can find adequate thermals in this 
gap during the morning but sea breezes kill the 
lift during the afternoon. 

When Scotland shelters England 
Some of the very best soaring weather occurs 

after northerly winds have brought really cold air 
south across the British Isles. Once a ridge or 
high cell moves near, stabilising the air and 
reducing the wind speed, the stage is set for 
massed SOOkm flights. Northern Scotland bears 
the brunt of the showers and breaks up the cloud 
sheets so that much of England has magnificent 
weather. So too does Wales, except for Snow
donia. There is alas a long strip of country where 
soaring is difficult. This is the east coastal stretch 
from Berwick to the Wash, and much of Norfolk 
and Suffolk too. Too much cloud with a low base 
makes this part a region to avoid as far as poss
ible. If there are any showers they will almost cer
tainly break out along the coastal strip. On some 
northerly days the whole of the North Sea is filled 
with clouds. Then if you fly east from Edinburgh 
the next clear zone does not appear until you 
reach the shelter of the Norwegian mountains 
south of Stavanger. 

Scandinavian shelter 
There is often a spell in late April or early May 

when pressure builds up north of Scotland and 
very cold winds come pouring south across 
Scandinavia. The northerly flow then turns right 
and reaches England from the NE. This arctic air 
drops most of its moisture as snow over the 
mountains of Norway and Sweden and is very 
dry when it reaches the North Sea. 

At this time of the year the North Sea is usually 
very chilly indeed and the dry arctic air does not 
have time to pick up enough moisture to form 
clouds over the sea. When this air reaches 
England it needs very little sunshine to produce 
the most magnificent thermals with shallow high 
based cu and wonderful visibility. 

Fig 5 shows the trajectory the air took over 
Scandinavia ·before the arctic flow was cut off by 
the arrival of a depression over the Norwegian 
Sea. The isobars show the flow on a day when a 
750km triangle was flown at the end of April. With 
such winds one may find soarable cu start very 

Fig 5 

close to the North Sea coast. Later in the year 
these onshore winds need a much longer land 
track to set off thermals. 

These exceptional conditions rarely last long. 
More than half a century ago Phillip Wills and 
others used the spring north-easterlies for long 
downwind flights to Devon. They are still excel
lent for that though nowadays Tutors and T-21 s 
have replaced the pre-war Minimoas. 

Mountain shelter and coastal 
effects with deeper instability 

A variety of different conditions can be found 
when the instability is deep enough for cu tops to 
go well above the freezing level and produce 
showers. Fig 6 shows these variations over cen
tral and southern parts of England and Wales 
when there is a fresh WNW wind. • 

Fig 6 

1. Streets these show up quite soon after the 
air has crossed the coast and starts to be heated 
by the land. The streets persist as long as the cu 
remains small but are destroyed when large cu 
form. 
2. Clumps of showers: Where the air encoun
ters higher ground large clumps of cu develop 
and showers begin. These often grow over the 
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mountains of central Wales and also over 
Dartmoor. Although there are no real spread-out 
areas in this example the showers were large 
enough to make detours necessary. 
3. Shower lines: These often form near the 
edges of the mountains. The most prominent line 
started over the mountains near Swansea and 
extended across Cardiff and Bristol to the 
Berkshire Downs. Another formed near the eas
tern edge of Exmoor and extended across 
Southampton to the South Downs north of 
Chichester. The eastern end was probably boos
ted by sea breeze convergence. A third shower 
line (not shown in the sketch) extended down
wind from Snowdonia and crossed the north 
Midlands. 
4. Shelter zones: Between the Snowdon and 
the South Wales shower lines the Welsh moun
tains gave a shelter zone which extended over 
much of the Midlands. Here there were only small 
cu. 
5. Bristol Channel Gap: No clouds appeared 
over the damp, flat area downwind of 
Bridgewater Bay. The Somerset levels are well 
known for lack of thermals when the wind is from 
the west. Although streets had formed within a 
few miles of the coast of Wales, Devon and Corn
wall the same air penetrated almost to Salisbury 
before proper cumulus started to form. 

Some thoughts on task setting 
1. If there is a moderate wind it is often an 
advantage to set tasks into shelter zones. This 
reduces the risk of total failure due to spread-out. 
11 may also be useful when showers are expec
ted. High ground is a useful barrier against sea 
breeze penetration too and may keep out 
maritime low stratus. 
2. With fresh to strong winds the lee of high 
ground offers a possibility of finding waves. 
There may also be streeting below and down
wind of the wave bars making it easier to work 
upwind. Large mountains tend to break up cloud 
streets but they can reappear over more level 
ground. The longer the land track the better the 
chance that TPs will be visible from high up. 
3. The middle of mountainous regions is more 
likely to have large clumps of cumulus or spread
out. The exception is on dry and rather stable 
days when thermals are stronger over the moun
tains than over the plains. 
4. The edge of mountainous regions may 
generate shower lines which extend many miles 
downwind. The same effect occurs downwind of 
large peninsulars when they are aligned along 
the wind direction. In both cases there may be 
convergence set up between the heavy cloud 
over the coastal hills and an incoming sea 
breeze. 
5. lt generally pays to avoid TPs near windward 
coasts. With an offshore wind coastal TPs may be 
attainable but it is as well to turn them early in the 
day if the oH shore wind is light. Some of the best 
cross-country days have little or no wind. Then it 
is Important to keep the last leg well inland. 
6. Wide, flat and often damp areas offer easy 
routes for sea air penetration. Particularly risky 
areas (depending on wind direction) are: 
(a) The Somerset levels from Bridgewater to 
Wincanton. 
(b) Much of East Anglia, Lincolnshire and the 
East Midlands near the Wash. 
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DEREK PIGGOTT 

INSTRDaiNG 
"How much standardisation 
do we need?" asks Derek 
Piggott 

A common complaint about instructors, both 
in the gliding and power flying world, is that they 
all say different things. This can be very confus
ing for a beginner and difficult for them to know 
which instructor to believe. 

Many think the solution is for the instructional 
patter to be standardised and in an attempt to do 
this the BGA Instructors' Committee has 
encouraged the idea for !having a BGA Instruc
tors' Patter Book. 

The first reaction of most instructors will be of 
approval, but perhaps with the reservation, if they 
are experienced, "as long as it doesn't mean me". 
Many will be alarmed at the idea and see it lead
ing to the assmuption that any deviation from that 
book is wrong. This, in the long run, will stifle de
velopment and hold back any improvement of the 
overall standard of instruction. 

Having been involved In trying to write books of 
this kind, I know the problems of getting agree
ment on the text between even a few of the top 
instructors. lt is too much a matter of opinion for 
anyone to state exactly how it should all be 
done. 

lt seems to me that whoever writes the Bible 
will produce a controversial book which will lead 
to many arguments. Some senior instructors try
ing to train and standardise their junior instruc
tors will violently disagree with parts of the book, 
while others will take it as the Gospel. Moreover, 
some will insist it must be taught to new instruc
tors, even though they disagree with it. This is 
highly undesirable. 

Experience elsewhere has shown that when 

(c) The Cheshire Gap and the low ground down 
to Shrewsbury. 
(e) The lower part of the Severn Valley and 
(f) The lower ground inland from Poole and 
Southampton. 
(g) The Thames Estuary and low lying regions 
of Kent and Essex. (But since much of this is in 
controlled airspace it affects few people.) 
7. Beware of chasing after a retreating cold 
front. lt is tempting to set off downwind when the 
cu are looking good on track. However, there is 
often a delay between post frontal clearance and 
the development of proper thermals. If there is a 
choice avoid the post frontal region. Otherwise 
pilots will have to hold oH or even back-track until 
the ground warms up. Even worse, they may 
even be sunk by a spread back of upper cloud if 
the front comes to a halt. lt has all happened 
before and will doubtless happen again. a 

books are published by an official association 
they automatically become approved policy. We 
need books of advice on instructing, but they are 
better published by someone other than the 
BGA. This allows those running instructor 
courses the flexibility they need and should have, 
instead of being tied to a rigid system they may 
not entirely agree with. 

What is needed is not standardised patter but 
agreed principles and a better general know
ledge and understanding of the learning process. 
This involves having a properly defined structure 
for bolh the flying and ground ins truction. 

it is necessary to have an outline structure 
which is adhered to within the club or training 
organisation. Then, if there is a change of instruc
tor; the student does not suddently find himself 
being expected to do something he has never 
been taught, or not allowed to do something he 
has done on previous flights. Either of these can 
be very frustrating and bewildering. 

This does not mean rigid standardisation of the 
patter but having a clearly defined idea of the 
order in which !hinge will be taught. Using a stan
dard structure enables any iunstructorto look at 
the student's logbook and perhaps ask a few 
questions to find the stage reached and where 
to continue. 

The order in which new exercises are 
introduced can have a large effect on how easy or 
difficult it is for the student to make progress. Pre
sented in the right order, the instruction can be 
greatly simplified and will be effective for the 
majority of students. 

Most controversy is 
at the circuit planning 

stage of training 

lt is usually at the circuit planning stage of train
ing that the most controversy exists. For example, 
one instructor will be adamant that the airbfakes 
must never be opened during the final turn, 
whereas another will• allow it or even encourage it 
in certain circumstances, etc. 

If we can all agree on how a glider should be 
flown and on the various procedures and ideas 
that need to be taught, defining the actual patter 
is of •less importance. Wrong explanations and 
poor instruction come from people who do not 
fully understand their subject Poor instruction 
and the wrong ideas can result in accidents. 

One of the main purposes of an instructors' 
course is, in my opinion, to ensure that the new 
instructors have a sound knowledge of the prin
ciples of every related subject. If an instructor 
knows his stuff, he will nev r teach something 
which is incorrect. Moreover, an effective instruc
tor can teach anything he knows about The 
actual patter is best left for the individual to 
develop under the supervision of the instructor's 
course coach. Learning " the patter" does not turn 
a good pilot into a good instructor. 

Once a pilot has a good, sound basic know
ledge and the necessary flying skills to be an 
instructor, the need is for a basic structure for the 
instruction. I do not know whether country-w ide 
we can even agree on that, but it is a vital step -+ 
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INSTRUCTING 

towards efficient training and needs to be spelled 
out and explained il it is to be widely accepted. 

In our instructional framework it is necessary to 
agree on the various situations which the student 
should have practice at dealing with. This has an 
important bearing on the safety of more advan
ced flying and in particular on safety in field land
ings. lt is not enough to teach a student good 
circuit planning. They must have experience to 
recognise when the planning is going wrong and 
how to redeem the situation. 

Analysing the field landing accidents and also 
many of the stalling and spinning accidents. it is 
clear that in most cases it is the inability of the 
pilot to avoid difficult situations in the planning of 
the field landing. Usually the pilot fails to position 
himself in a good position by the start of the base 
leg (if indeed there is one), and then with the high 
work load and stress. he is unable to escape from 
this bad situation and turn it into a satisfactory 
one. This leads to bad flying and often to stalling 
or flying into the ground while in a turn. 

No amount of stalling and spinning practice 
will prevent this kind of accident which is caused 
by inadequate planning and allowing a bad situ
ation to develop. For this reason every pilot needs 
practice at awkward circuits. where tl:le planning 
is not ideal, so they can learn to avoid situations 
which are difficult to deal with and learn to recog
nise them and take necessary action to avoid 
them leading to disaster. Situations such as run
ning short of height on the circuit, joining from 
directly overhead the landing area, being far too 
high and close to the chosen field, all need prac
ticing if we are to avoid them causing problems in 
a later field landing. 

We should also insist on some kind of briefing 
or ground instruction programme as part of our 
training structure. I believe in many clubs it is only 
by chance that student pilots ever get talks about 
any aspect of their training and many have no real 
idea of why and how things happen. While agree
ing it is difficult to give everyone these essential 
talks. it is possible to make tape recorded talks or 
handouts to cover the main subjects and let the 
students brief themselves when there is no time 
for an instructor to do it personally. 

While teaching to a basic structure and 
syllabus of training, we need to keep our critical 
approach to the actual air instruction which, at 
the moment anyway, is largely a matter of 
opinion. We need fresh ideas to think about and 
to try out. This is far more useful than having an 
approved book on instructing which at best will 
be the ideas of only one or two instructors. 

We want tbinking pilots as instructors. not a 
bunch of parrots. 

BERNIE MORRIS, BGA 
Instructors' Committee 
chairman, replies 
Derek appears to have been misguided as to 
BGA Instructor Panel policy and practices in rela
tion to Instructor training and publications for 
instructors. Perhaps I could both explain the 
policy and the reasons for it. 

The Instructor Panel does not provide the pat
ter notes so that all instructors will say the same 
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words and thereby reduce confusion for begin
ners. The patter words and associated 
demonstrations are provided to help the trainee 
instructor reach a basic level of competence in 
the short time available on the course, bearing in 
mind the environment that the candidate has 
come from and will· be returning to after his 
course. The instructor course is just one step on 
the way to becoming a gliding instructor. it 
should be a springboard from which the instruc
tor develops his own style as he gains in experi
ence and knowledge. This is explained in the 
patter notes under the heading ''I'm not a 
parrot". 

Few instructors are gaining 
lots of experience at 

teaching flying exercises 

In this country there are some 1628 BGA 
instructors above the AEI level who produced 
1368 A certificates, 214 B certificates and 4 71 
Bronze badge certificates in 1989. Simple 
mathematics shows that very few instructors are 
gaining lots of experience at teaching flying exer
cises. Evidence from our regional examiners 
conducting full rating tests confirms that all too 
often instructors have developed little and some
times fallen below the basic level of skill and 
knowledge they reached on their instructor 
course. 

The RAFGSAand the Lash am CFI run a course 
which leads to the issue of a BGA instructor rat
ing. The RAFGSA have their own course material 
and methods which suit their circumstances. The 
Lasham CFI, being vastly experienced and avail
able on site full time, is in the uniquely privileged 
situation of controlling the selection, preparation 
and post course development of his candidates, 
whilst being the only course coach. These very 
special conditions do not pertain in other BGA 
clubs. 

The instructor course is a very intensive one. 
Pre course preparation and post course develop
ment is essential. The preparation and post 
course development is mainly in part time clubs 
with amateur CFis and the patter notes and 
stalling reinforcement exercises are provided for 
the guidance of candidates and their CFis. 
Instructor course candidates need to learn a 
sound method of giving flying instruction. They 
have at th is stage neither the knowledge nor 
experience to understand or make valued 
judgments on alternative methods or the finer 
points of the task. 

In the past there were complaints that course 
candidates and their CFis were being confused 
by individual course coaches dismissing parts of 
the preparation notes a11d insisting on their own 
ideas. it is for this reason that the patter notes 
were revised and stalling reinforcement exer
cises agreed and written up. Instructor Panel 
policy is that instructor courses booked and paid 
for through the BGA office are standardised to 
the BGA material and the course coach presents 
a standardised course. 

A BGA Instructors' Manual is being written 
which it appears will meet all but one of 
Derek's requirements. 

• 
lt is not a patter bookl Even those exercises 

which already appear in the revised patter notes 
are presented without patter.lt is aimed at the full 
rating level of instructor and is intended to pro
vide a reference for existing instructors and a 
guide to help new instructors develop towards 
the full rating level. 

Each chapter consists of a detailed guide to 
briefing, in flight demonstration, trainee practice 
exercises, de-briefing, plus advice to instructors. 
The advice to instructors is not a 1iist of rules but 
provides background information, identifies 
common problems and misconceptions, explains 
the philosophy of any particular recommen
dations and discusses alternative methods. 

The manual is written in two parts. There is the 
detailed reference book in which for instance Cir
cuit Planning runs to sixteen pages, but there is 
also an aide memoire which identifies the main 
points of the briefing , inflight exercises and 
debriefing. 

lt is not completed yet as it is an enormous task 
being tackled mainly by a small group of unpaid 
volunteer regional examiners. When, will it be 
finished and available? I hope to see it in print by 
the time I retire as chairman of the Instructors' 
Committee in June but more urgent BGA crises 
have pushed it down the priority list a number of 
times in the last three years. 

Derek argues that it is inappropriate for the 
BGA to publish an instructors' manual and that it 
should be left to private enterprise. Publishers are 
in business to sell books and the best interests of 
the gliding community of Britain is not high on 
their priority list, BGA instructors form a very 
small buying group which so far has resulted in 
publishers requiring authors to write something 
that will have the widest possible appeal; instruc
tors, pupils and the international market. Control 
of content, amendment and copyright is in the 
hands of the publishers who pay the authors. 

lt will remain under our 
control to amend and improve 

as better ideas emerge 

If the BGA produces a publication then it can 
be tailored to the needs of our instructors. will not 
be subject to copyright problems and will remain 
under our control to amend and improve as better 
ideas emerge and the sport progresses. 

Anyone has the opportunity to be openly criti
cal of theBGA policies and can have new and dif
ferent ideas aired both through these columns in 
S&G, direct to the !Instructor Panel or the Execu
tive Committee. Open criticism and debate of 
commercial publications is less easy since 
threats of legal action are always possible. 

The BGA instructors' course is not perfect and 
neither will the instructors' manual be perfect, but 
then none are, and overall control of both are in 
the hands of experienced and dedicated 
gliding enthusiasts. 

Do the members want instructors' course con
tent to be at the whim of individual coaches? 

Should the BGA provide an instructors' 
manual against which the ideas of others can be 
evaluated or should it be left totally to pro
fessional authors and publishers? a 
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A a Book er pilot, I have the greatest respect 
for Lasham. Wonderful site, wonderful food, 
splendid organisation. So organised, in fact, that 
some of the Booker sniping at blue cards and 
yellow buckets and Mickey Mouse rules has to 
be discounted. Of course Booker has the best 
pilots, there's no question of that. But organis
ation? Lasham has to be the most thoroughly 
organised gliding club in the country, and I'll tell 
you about the exception that proved the rulel 

I've been doing some winching on Sundays at 
a charming little country site, a farmer's club at 
Edgehill Airfield that has been recently reformed 
as the Shennington GC. I've done 1 500 launches 
by aerotow, and not a lot by wire. Feeling in need 
of a polish before presuming to instruct on the 
winch, where better to go than Lasham which 
runs, by the side on the main runway with the 
latest equipment, both winching and aerotowing. 

"Sure. we'll look after you" said Terry Joint, 
Lasham CFI, cheerfully over the phone. "Just turn 
up early and put your name on the flying list." 

So I turned up at 9am on the Tuesday and there 
were ten names ahead of me on the casual flying 
list. We rolled nine K-13s out of the hangar, all 
painted red. (If one does something naughty at 
Lasham in a K-1 3, you've got to get his number
they all look alike from a distance. We've got ours 
all different colours at Booker because if some
body busts the TMA we want to be able to 
nail him!) 

"If you do something 
silly in the circuit 

you '11 hear about it later. " 

Terry Joint kindly let me eavesdrop on his 
briefings. "Hold the stick lightly, thumb and two 
fingers will do, you don't need a death grip" said 
Terry to his student. "Just let the glider take off 
naturally, move the stick forward to keep it from 
climbing too suddenly, then progressively ease 
back into the full climb." The student looked quite 
pale and anxious. "Lean back and relax" said 
Terry. He didn't miss a thing. Not only did he know 
what was going on inside the student's head, he 
knew what was going on all around the airfield'. 
The All Seeing CFEye.lf you do something silly in 
the circuit you'll hear about it later. 

I flew three times in a row with DCFI Malcolm 
Hook. The Lasham winch is on a whole different 
scale of performance from our winch at Edgehill. 
Continental style, a 20001b breaking strain weak 
link is used with the K-13. When it's all out, it's all 
up, and the full climb in a K-13 when you ascend 
makes you think you're going to tip over back
wards! They don't get the launches they used to 
get, however. Two reasons: 
1. With a winch launch to 2600ft costing £4.25 
and an aerotow to 2600ft costing £14.50, 
nobody queued up for the aerotows any more. 
They all wanted to go on the wire. You'd have to 
be a rather pathetic pilot if you couldn't find a 
thermal from 2600ft. So they moved the launch 
point from the end of the runway to the natural 
landing point about a quarter of the way up, 
which made for a quicker turnaround. Or that was 
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MARY MEAGHE'R 

Mary has been instructing at Booker since May 1987. 
Because Booker shares the airfield with two power flying 
schools, helicopters and the Marlboro team in addition to 
gliding, it would not be sensible to clutter up the air with 
several thousand feet of winch cable 

the reason given by the management. The wiflch 
could still be relied upon for 2000ft from there, 
but the aerotow queue was shorter, so the 
'hotshot cross-country fellows didn't mind paying 
for the aerotow. 
2. And then one day with a bit of north in the 
wind, the resident winch driver didn't notice the 
cable had draped itself across an odd bit of iron
mongery attached to the top of a shed close by, 
so he wound it in and sawed oft Dan Air's rotating 
radar kit. That isn't the only bit of costly radar 
equipment downwind in a northerly, so on 
northerly days the winch run is shortened even 
more, and the days I flew at Lash am we achieved 
between 11 00 and 1400ft per launch, which 
compares with 1100 to 1400ft on the farmer's 
home-made winch. 

Cost of Lash am winch, th irty grand. Cost of far
mer's winch, five grand. You can come and visit it 
if you'd like to copy. Dick Stratton saw it last 
weekend and said " lt is a very creditable effort in 
a very short time and at a very reasonable 
cost1" 

I put my name down on the flying list again after 
flying with Malcolm, but he had to do something 
else (did I frighten him oft?) and I ended up with 
patient Jim Duthie. We did four in a row at the end 
of the day, me sitting in the back, and he quietly 
arranged for a double winch failure and a cable 
break, and at the end of that the evening group 
showed up and we surrendered the glider. 

Next morning I turned up at 7.30am and there 
were 11 names ahead of me. A group of Early 
Birds had dragged out all the gliders, even before 
the sun came up, flOt realising that the crows 
were walking, so thick a fog lay round about. 

1t didn't clear up until eleven, and I didn't get to 
fly with Jim until after lunch. Then some trial 
lessons had to be flown, so I went up with a cou
ple of these on aerotow and got told off for pulling 
off in 10 at 1 500ft. "When they've paid to go to 
2000ft, you've got to drag them to 2000ft." Okay, 
okay, when in Rome. Next customer I dragged to 
2000ft and managed to keep them both up for 
30min and eager for more. 

Then the Dan Air truck came round to the 
launch point. Something big was due to arr.ive in 
20min. We launched four more cables, and then 
cleared ·the runway for a 737 with a palm tree on 
the tail and sybaritic furnishing inside for the 

wealthy owner. I was quite thrilled to watch the 
mighty bird descend on the gliding site. Jim was 
less than thrilled. " it's nothing but an irritation and 
we've lost an hour of launches in the best part of 
the day!" 

True enough. We had time for two launches 
together, and at 5.45 the fancy winch packed up. 
Starter motor gone again. Debate ensued. 
Cheaper to keep on installing new starter motors 
or keep the damn thing running all the time? By 
the time they rolled out the backup winch, the 
evening group had arrived and we had once 
more to surrender the glider. At this rate I was 
never going to finish my training! By gum, I was 
going to be first on that list the following day I I set 
my alarm for 6am. 

And would you believe, at 6.1 5 there were 12 
names ahead of me on that infernal flying list! I 
couldn't believe it. The Thursday morning Early 
Birds. They sure do utilise the kit to the maximum 
at Lasham. They fly from dawn to dusk, all sum
mer long. How do they inspire such devotion? 
Cheaper dawn rates, that's how. Half price before 
ten, that's how. Organisation, that's how. 

When at last the fog cleared and the Dan Air 
flight of the day had departed, I took three more 
cables with Jim and understood a lot more about 
winching than I had before. The importance, in 
particular. of knowing the minimum as well as 
maximum winch speed for the particular glider. If 
the launch is too slow for your glider. it is a launch 
failu re, and you must release. No more signal for 
"too slow". Just nose down, and if things don't 
improve, forget it. Otherwise the glider may spin 
off the wire, which could spoil your entire day. 

Confident now, I took one last cable on my own 
and played about over a stubble fire. And at last 
rolled up to the office to pay my bill and depart. 
Just in time to coincide with cross-country 
instructor "Gee", who was organising a retrieve 
for one of his ducklings. "Ah, Mary, my old 
chum!" he chortled, catching sight of me. I 
couldn't think of a good reason to say no, so I 
allowed myself ·to be persuaded to drive to Old 
Sarum to retrieve a Lash am pilot who had landed 
there in the club DG-100. 

"I can't do it all by myself" I insisted. " I don't 
know how to take it apart and ll'm not very good at 
wing roots, being old and feeble." "Not a prob
lem" said Gee. "The pilot knows how to derig the ... 

25 

http:CFEye.lf


MARY GOES TO LASHAM 

glider. And Peter, here, will go with you; he lives 
near Andover and he's a useful sort of fellow." 

Peter turned out to be very useful indeed. 
Seconded to a cross-country gliding course at 
Lasham by his organisation, which turned out to 
be the CAA, he 'hadn't actually derigged a glider 
before and was looking forward to the experi
ence. He used to be a test pilot at Boscombe 
Down and did know his way around an airfield. 
Gee hooked up the trailer while Peter and I 
finished our tea. Tt1en off we went in convoy to 
Andover, where Peter left his car and we arrived 
at Old Sarum just as twilight was descending. 
Two chaps in a Rallye were just about to depart 
with another Lasham glider. And the pilot of the 
DG-1 00 greeted us with dismay. "Oh dear, I 
thought Gee was coming to get me. Do you know 
how to derig a DG-1 00?" 

At this point I lost my cool. Neither one of the 
two Lashamites in the tug were in the least 
interested in our predicament and off they went. 
Nobody was left at Old Sarum except the night 
watchman, and he didn't know how to derig a 
DG-1 00. I seriously considered abandoning the 
gormless pilot to his fate, but we opened the 
trailer doors by car headlight. and there were 
posted instructions "How to rig the glider". So 
working backwards by this, and in the mode of 
three blind men feeling an elephant, we pooled 
our expertise and managed to get the wings off 
and into the box without breaking anything, and it 
only took us an hour and a half. Cruelest of all, by 
the time we got back to Lash am they had locked 
up the bar! 
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JOHN EDWARDS 
BGA Senior In pe tor 

C ofA Inspections 
Repair.s & Restorations 

Walt'rmill Industrial ·tatc 
As pL· nd ~ n Road. 13untingford 

H erts . SGlJ lJJS 
T.:l : 07o.\ 7161 1 (works) 

0763 8lJ4hO (hom~) 

BRIAN WEARE 
GUDER WORKS 

OUNKESWELL AIRPORT 
HONITON, DEVON 

Tal: Lupp ltt 891338 (9·6 pm) 
Honlton 41041 (after 6 pm) 

MAJOR OR MINOR REPAIRS ON 
WOOD, GLASS-FIBRE, OR METAL. 
ALSO RESPRAYS GLIDERS AND 

LIGHT AIRCRAFT 

C of A OVERHAULS 

B.G.A., C.A.A., P.F.A. APPROVALS 

JOHN BENNETI 

IT HAPPENED 
TOME! 
This article should really have started with my obituary ... 
all because someone had fiddled with the glider radio and 
then failed to relock it correctly into its instrument panel 
mounting 

11 volunteered to fly the Discus back to the 
hangar on the winch launch. I went to control the 
rapidly steepening attitude of the glider in relation 
to the height and found there was no stick 
movement. 

But I had " feel " and I remember repeating this 
loudly over and over again and then "elevator 
stuck but why?" I kept the stick fully forward 
because instinct said that is where the attitude 
should be. Instinct also flew that glider whilst I 
was continuing to work out why I had no 
forward movement. 

No forward movement of 
the controls and rapidly 

running out of ideas 

I was totally unaware of the world outside the 
cockpit and beginning to panic. I pulled out the 
brakes, put them away again, finally found and 
operated the release (which was what I really 
wanted to do all along) at 300ft with still no 
toward movement of the control column and 
rapidly running out of ideas. 

At the same time as I came off the cable I spot
ted the cause - a piece of Perspex had fallen be
tween the stick and the panel. No, it was the radio 
which had slipped out of its mounting. I took the 
forward pressure off the stick, pushed the radio 
back into the panel, corrected the glider attitude 
and .flew back to the hangar without further prob
lems. Thus ended the most frig(ltening flight I 
have ever had in thirty years of continuous gliding 
and it lasted one minwte or lless. 

Why did I initially think the radio was a piece of 
Perspex? The colour of the aluminium casing 
blended in with the grey colour scheme of the 
cockpit floor and the shiny pieces on the casing 
(where the panel tracks had rubbed) looked like 
reflections. The black face of the radio didn 't look 
out of perspective from the instrument panel 
when jammed against the stick. Perhaps we 
should get designers to add hazard markings to 
our tubular instrument casings. In this case it 
would have helped identify the problem earlier. 

Finding the cable release was a problem - it 
was difficult in a growing state of panic to remem
ber it is under your left leg. Consideration should 
perhaps be given to designing gliders with man
datory operating control positions to help 
instinct. I fty gliders with the yellow ball on the top 
left, so on this day I found the airbrake (instinct is 
colour blind and has difficulty passing shape 
messages through a panic emotion pattern}. 

When checking the glider logbook later there 
was no mention of the radio having been 
removed or refitted, or an independent check of 
its locking device being made. Are there any 
others out there guilty of assuming that little jobs 
can be done without documentation and safety 
checks made by another person? 

At the time of writing the BGA and the CAA are 
taking full action to ensure this incident is not 
repeated. Thank you gentlemen. 

I never thought of jumping from the aircraft! 
11':1 

POLISH GLIDING HOL/DA Y 
Out of sheer curiosity we decided to take 
advantage of Jim Wiltshire's "Blue Sky Adven
tures" holiday offer to glide in the Polish 
mountains at Bielsko-Bialski . The coach jour
ney was long and arduous but we arrived in 
the early hours of the third day. The "hotel" 
turned out to be a rather up-market, free and 
easy clubhouse on the side of the mountain 
overlooking the airfield . 

There were two spacious hangars housing 
the fleet - a Bocian, Puchacz, Pirat, Cobra, 
Jantar and SZD 51.1 Junior. All were for hire 
al a fraction of UK prices with the enormous 
Russian Yak giving low cost aerotows. There is 
ridge soaring in almost every direction and 
wave flying is commonplace. 

The sincerity of the friendship and helpful
ness of the Polish people during our stay was 
unbelievable and an added bonus was, at the 
time of going to press, the low cost of living. 
There were also conducted walks, museum 
visits and shopping excursions for non gliding 
wives and girl-friends. 

We will make every effort to return , but next 
time by air! 
EUNICE BOYLE 

SAILPLANE & GLIDING 



GEOFFREY HAWORTH 

ALF-
gliding through 
fourclecades 

Geoffrey Haworth writes about a very special Norfolk pilot 

N oriolk is renowned for longevity. Cen
tenarians abound in the county, the conse
quence, no doubt, of brisk north-easterlies killing 
all known germs and a flat terrain which makes 
few demands on the cardio-vascular system. 
Plus the quality of life, a quality enhanced for 
some by the existence of the Noriolk GC 
amongst whose members are many of riper 
years to the extent that the airiield often resem
bles the set for the "Last of the Summer 
Wine". 

AlfWarminger is a fine example celebrating his 
70 years recently with a 400km declared goal 
record flight to Eaglescolt Airiield near Barnsta
ple. A native of Noriolk he joined the Civil Air 
Guard ("The what?" cry the under sixties) in 
1938, gained his PPL the following year, 
transferred to the RAFVR and was called for full
time service on September 1939, serving as a 
fighter pilot in the UK and in North Africa. 

Though characteristically modest about his 
wartime experiences, one noticed a quiet satis
faction in his voice recently when called to the 
'phone by a young RAF air traffic controller for 
some alleged infringement. All courteously 
apologised, adding that he understood the prob
lem having himself had a similar experience 
whilst flying a Hurricane in 1940! 

Demobilisation brought a successful business 
career, long public service as a magistrate, Nor
wich City Councillor and Sheriff as well as 
numerous and varied interests. But throughout, 
the flying bug continued to bile. He continued 
service with the RAFVR founding an ATC Gliding 
School at Horsham SI Faith - an ex Liberator 
base and now Norwich Airport - remaining QC 
for fifteen years. AI first, all ATC training gliders 
were single-seaters, the valiant instructors stand
ing bats in hand, 'twist winch and glider, 
feverishly signalling instructions and ever ready 
to dive into the nearest ditch. 

In 1949 he bought his first glider, an Olympia, 
for £350, flying it from its Welford factory to Nor
folk behind a Tiger Moth - his first ever aerotow. 
To this he added, for £316, an ex-WD Auster MK 
5 complete with tow hook and all the spares he 
could carry. Few people then (or now) owned 
their own glider and tug, especially for £800, and 
All readily acknowledges 'his good fortune and 
opportune timing in the pursuit of his sport. 

Whilst continuing his ATC work his personal 
gliding flourished. He participated in almost 
every Nationals between 1953 and the late 
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seventies when, aged 60, he began to feel the 
pressures of competition flying at that level. 

Meanwhile badge and record flights flowed. In 
the early sixties he completed three Diamond 
legs, all from Swan ton Morley with a 500km flight 
to Perranporth, 300km to Weston Super Mare 
and a 29 600ft climb in a cu-nim. from a winch: in 
flat Noriolk! There followed:- 500km 0 /R return 
1971, Swanton Morley to Dursley near Nymps
field- a fl ight of 8hr 46min; 300km declared goal 
Swanton Mor1ey to Weston Super Mare 1976: 
200km Tibenham to Aston Down 1985. 

All felt and still feels that there are two sorts of 
glider pilot with different club needs. Some are 
willing to participate in pilot training - the life 
blood of most clubs - and other chores. Others, 
perhaps with fatter wallets but limited lime, wish 
only to soar. Putting this philosophy into practice 
he founded the Norwich Soaring group at Swan
Ion Morley whilst retaining his membership of 
Noriolk GC, lby that time at Tibenham. 

Flying about every day 
clocking up a disgusting 

number of hours in his Ventus 

But now All is back at Tibenham, as its presi
dent, flying almost every day during the season, 
clocking up a disgusting number of hours in his 
Ventus. This familiar figure, neat as ever in long 
peaked cap, trousers tucked in the socks, collar 
and lie, arrives early, having checked the weather 
and made his flight plans, to rig with meticulous 
attention to detail. His retrieval car boot - unlike 
most which resemble the back end of a jumble 
sale - shipshape with tools, clothing, maps and 
food for the crew. 

To the envy of lesser mortals his flights are 
almost always successful; the result no doubt of 
realistic goals, a good aircraft, vast experience 
and sheer skill - plus his encyclopaedic local 
knowledge. All appears to wander round eastern 
England as most of us stroll round the back gar
den. Away from East Anglia his annual visit to 
Scotland in September 1990 produced a climb to 
22000ft. 

During a high altitude soaring flight from 
Aboyne the clouds all but closed underneath him, 
leaving but a small hole through which to dash to 

Alf photographed at Eaglescott Airfield after 
his record flight in April. 

Lossiemouth from where he was given landing 
permission but at about 1200ft was asked to 'hold 
for another aircraft. He was polite but firm. 

On another occasion he found himself with 
permission lbut short of height over a large 
American base from which our allies were anx
ious to launch their aircraft, the types of which 
cannot for security reasons (All's security 
mainly!) be divulged. Ever the opportunist All 
suggested that they go ahead and launch whilst 
he spectated from above. This they did thus 
initiating from their after-burners spectacular 
thermals which lofted him to 5000ft and home. 

What then continues to motivate a sep
tuagenarian who has achieved almost every
thing? He still enoys the challenge of flying in 
which no two flights are the same. Though taking 
little part in the formal social activities, he thrives 
on club life which he likens to a "commune" in the 
sense that co-operation in the common interest is 
essential. Gliding clubs are at once social 
levellers and age levellers and he firmly believes 
that a continuing association with young people 
delays the ageing process. One suspects, too, 
that he derives satisfaction from showing them a 
thing or two. He savours the contrast between the 
hurly-burly, the intrigues and stresses of plub life 
with the silent isolation of the glider cockpit 
where "occasionally you come face to face 
with yourself." 

Reflecting on four decades of active gliding he 
notes the enormous growth of private ownership 
of ever higher periormance and expensive 
machines, believing some separation of the train
.ing and soaring elements to be inevitable, par
ticularly with the increasing numbers of motor 
assisted gliders- machines incidentally which in 
his view removes the essential spice of uncer
tainty from cross-country flying. As clubs are 
obliged to bear the substantial costs of buying 
and maintaining their own sites and facilities so 
diversification of site utilisation into other aero
sports may .be necessary; a prospect likely to 
concentrate the minds of gliding folk. 

Though relatively few can match his skill All 
Warminger is an inspiration to old and young 
alike. "I managed to beat Alf." remains a cry of 
great satisfaction. There are, no doubt, other 
potential Ails among the younger generation who 
will fly for several decades but few will see and be 
part of so many changes and developments in 
the sport - from Dagling to DG-400. And he has 
many years to go. a 
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1935 RhOnbussard (BGA No. 2077) photographed by Ted Hull. 

Above: An H·17, Hots der Teufel and Grunau Baby in front of the London GC's clubhouse. 
Photo: Tony Hutchings. Below: A 1950 Moswey (BGA No. 2277). Photo: Ted Hull. 

MICHAEL BEACH 

THE 
Susy Mo 
stable T· 

Michael Beach puts forward the su 
members for a Gliding Heritage Ce 

There is a massive and ever increasing gap 
between the performance of modem gliders and 
the early efforts of the pioneers. Gliding has 
attracted some very clever designers and mod
ern machines in the right hands permit flights 
beyond the imagination of the early pilots. 

They have visibly demonstrated the perform
ance improvements and focussed some atten
tion on to the early machines - it is hardly 
necessary to draw parallels with motoring. 

Vintage gliders are becoming a significant part 
of the gliding scene, and other countries have 
museums and centres where they are exhibited 
and flown. 

England 'has virtually nothing, and as a matter 
of national pride something should be done. We 
would like to propose that Dun stable is the IQQi
cal place for the gliding movement to consider as 
its heritage site. I'm sure you are all reaching for 
your pens to tell us that other clubs have claims, 

Franc is Russell's photo of Michael Beach in his recen 
Geoffrey Stephenson. 



lring considering where to land one of the three Dun· 
31 s. Francis Russell was holding the camera. 

GAP 
ggestion of some London GC 
ntre 

and of course they do, but on balance we believe 
Dunstable is the most realistic place. 

Several members of the London GC are 
becoming increasingly aware of the gliding 
heritage that surrounds them, and most 
weekends see historic machines airborne over 
the hill where gliding history was made. 

Apart from the obvious and widely known glid· 
ing scene, there is another significant link - the 
LGC clubhouse. it is considered by experts to be 
of major architectural importance and it will come 
as no surprise to you to hear that consideration is 
being given to the possibility of 'linking restoration 
of the building to a gliding heritage centre. 

You will note that we are not using the word 
"museum" as this could be construed as mean
ing non·flying. This is definitely not the case. 
Whatever it is called- "heritage centre", "gliding 
birthplace" or whatever, it will certainly be a place 
where early and pioneer machines will be flown. 

tly completed Hols der Teufel with Dan Smith (left) and 

Michael Beach's photo of a K·1. 

The LGC will be actively encouraging this, along 
with assisting in the reconstruction of classic 
early gliders. 

The purpose of this article is twofold: first to 
propose the idea that a historic centre would be 
of great benefit to the gliding movement and to 
ask for your goodwill. and secondly to set out 
what we hope could be achieved. 

The Nicholson clubhouse could be restored to 
its original condition and the hangar under it used 
to house vintage and pioneer gliders. 

Although the concept sounds ambitious, 
including as it does the need for a new hangar for 
the club's fleet of modem gliders, it need not be 

A Gull 3. Photo: Michael Beach. 

overly expensive. (Here is an unprecedented op· 
portunity for a gliding philanthropist!) 

In the meantime, the Dunstable Historic 
Sailplane Group would like to announce its next 
project: a rally for Kaiser/Schleicher gliders, next 
Spring Bank Holiday, May 25-27. 

We hope to host a weekend of enjoyable flying 
and to try and assemble as manyoftheseries K·1 
to ASH·25 as is humanly possible. H is hoped to 
set handicapped tasks and that pilots of the early 
gliders will attempt to out soar the later machines 
in thermals or on the hill. 

Further details will be supplied in '-'le New 
Year. i:l 
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This is Part 1 of a two-part series, and is an 
abbreviated version of a fuller paper which may 
be obtained from the author c/o Lasham by 
enclosing a 32p stamp for postage. 

Introduction 
1. Task setting is not a science because 
whatever precise calculations are made, pilots' 
performances will probably be different. Neither 
is it an art, because a wet finger in the air or the 
back•ing of hunches are just not acceptable ways 
of proceeding and will lead to poor tasks and the 
probability of unfair competition. The weather is 
always fickle, and the prediction of thermal 
strengths particularly so. However, a structured 
approach to task setting and a modicum of 
calculations will avoid major pitfalls. such as 
unjustified task distances leading to landings out 
miles from base, or gross under-setting leading 
to pilots completing the task twice. 
2. The aim, if you are setting a task for a group 
of pilots, particularly in an organised contest, is 
fair competition. it is not an excerise in record 
attempts or " let's see how far we can stretch 
them today". Fair competition includes making 
due allowance for the skilful pilot in a lower per
formance glider, not only looking after national 
team pilots in the hot ships, so I don't believe that 
"if one glider gets back it was a successful task." 
it is possible to have fair competition with gliders 
differing in BGA Speed Index over about a 20% 
range. Over this figure it becomes progressively 
more difficult to achieve tasks that are satisfac
tory to both the high· and low performance 
gliders. 
3. Tlhe following paragraphs give a basic 
methodology which has worked successfully in 
the past. The method of calculation is not only 
appropriate to competition task setting but is also 
useful for general planning purposes for thermal 
cross-country flying, in this case omitting the 
allowances made tor other gliders launching, 
starting and finishing. The text that follows uses 
as an example a competition held on a good day 
with 8hrs of thermals at an average true rate of 
climb of 3kt until 5pm, and a wind at working 
heights of 15kt. Calculations are based on the 
following graphs. 

_s~----------+-4-~~ 
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Table 1 
40 80 

60/rt 

100 120 140 

4. These graphs are obtained directly from per
formance curves of various gliders across the 
range of performance, using the conventional 
construction for cross-country speed derived 
fro111 a tangent to the curve originating from 
above the horizontal axis at the value of the rate-
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IAN STRACHAN 

TASK 

Part 1 

lan Strachan has flown in many Regionals and in 12 
Nationals, twice being the Standard Class Champion. He has 
set the tasks in many competitions from 1964 onwards, 
including for seven National Championships 

of-climb. They could therefore be back-plotted to 
find the original performance curves which are 
believed to be realistic ones and not 
exaggerations. The speeds given are average 
speeds through the air and are only valid as 
groundspeeds in nil wind conditions, but it is 
straightforward to adjust them for wind. Table 2, 
one of 19 in the full paper, adjusts the speeds in 
Table 1 to give average groundspeeds for a 
closed-circuit task (an equilateral triangle) flown 
in a 1. 5kt wind. The full set of tables allows for 
headwinds and tailwinds as well as triangles, for 
winds at 5kt intervals up to 30kt, and should be 
useful for pilots and clubs for pre-flight planning 
both in advance and on the day. 

On the day - first steps 
5. Having obtained the met forecast or con
sulted with the met man, at least one hour before 
briefing estimate the following. 

a. Likely time of competition launch, eg, for a 
day which brews up early, 11 o'clock. Avoid 
the temptation to make this too early; midday 
may be more likely, or later if thermals take 
some time to develop. 
b. Estimate the average rate of climb for the 
task period (3kt in our example). This is the 
"64,000 dollar question" ! Avoid the tempta
tion to exagger ate. Pilots' tales later in the bar 
are normally of peak variometer readings, not 
measured averages over, say five minutes, 

Average cross-country groundspeeds km/h 
for equilateral triangle in a 15kt wind 

Glider Speed Indexes 
Average Average 
Rate of 80% 90% 100% 110% 120% 130% rate of 

Climb (Kt) Climb (Kt) 

6 70 76 84 96 110 122 6 

5 62 69 76 89 100 112 5 

4 55 60 68 79 89 101 4 

3.5 50 56 63 73 83 95 3.5 
3 44 50 57 66 76 87 3 

2.5 39 45 52 59 67 77 2.5 
2 33 38 45 49 57 68 2 

1.5 24 29 35 40 44 53 1.5 
1 13 17 23 27 31 41 1 

80 90 100 110 120 130 
~eed lndexes_io/Q}_ 

Table 2 

Note: Calculations are made assuming an 
equilateral triangle with one leg into wind, based 
on the formula: 

Average groundspeed = Vxc x 3 
2+ Vxc 
~ 

Where Vxc is the still air cross-country speed for 
the thermal strength (ie Table 1 ), and Vw is the 
average cross-country groundspeed into wind 
(fable 1 speeds minus 15kt (28km/h.} 

and certainly not the average real rate of climb 
for the day, which should allow for delays in 
centring, and reductions in climb before leav
ing. Effective rate of climb when applied to 
average cross-country speed should allow 
for any time not spent in flying along track. 
Divide the "bar" figures by about two, and you 
won't go far wrong! The average climb figures 
produced by electronic systems such as the 
S-NAV will be a better indication. A day which 
starts early will often overdevelop unless it is 
very dry at the low level inversion. A consis
tent average true rate of climb of 4kt or more ... 
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in the south of England is rare except for a 
short time in the afternoon. Figures between 2 
and 3kt in the UK will be more normal. For task 
setting purposes, use figures over 3kt with 
great caution. At the end of the day you can 
back-plot the actual speeds achieved on the 
cross-country speed table (Table 2) to see 
what average climb rate pilots actually utilised 
for the day. 
c. Estimate the dolphin factor. This is the 
speed increment that it is reasonable to apply 
to the basic speeds in the tables to allow for 
the fact that well flown high performance 
gliders spend a substantial amount of time fl y
ing straight rather than using the "climb-and
glide" flight element from which the figures 
are derived. The factor will be a function of 
forecast closeness of thermals, possible 
streeting on track, glider performance and 
pilot ability in the task group. In Open Class 
Nationals on good days with plentiful !her
mats, the top pilots regularly achieve between 
5 and 10% more than the Table 2 figures; 
however, using large increments for task set
ting should be done with caution since it only 
needs an area of spreading out somewhere 
along the route to reduce speeds significantly 
with the risk of oversetting and causing many 
out landings. More research is needed here, 
and in 1991 it is hoped to have more feed
back of actual average rates-of-climb from 
pilots whose gliders are fitted with vario sys
tems such as S-Nav and others which store 
such data. For instance, analysis of a record 
flight in 1990 gave an increment of 13%, but 
this was a record on an exceptional day. 
d. Estimate the time of the last consistent 
usable thermals, eg 7pm. 

6. Start tlmes. To the likely launch time (5a}, 
add the elapsed time to launch all the gliders in 
the task group, plus an allowance for a typical 
glider to work-up for the startline. Where more 
than one task group is flying, for those launched 
later add their time to launch to the typical start 
time already used for the earlier task group. 
Launch order is discussed later; meanwhile the 
example assumes the following: 
Group 1 (High performance gliders): 

11 o'clock start launching, 30min launch+ 
30min for work-up to start = 12 o'clock typi
cal start 

Group 2 (Medium performance): assuming con
ditions are safe and suitable to stream their 
launch straight after group 1 ; 
As group 1 +30min to launch= 12.30 
typical start 

First finishers 
7. Rrst gUders back. Decide what time you 
want the fi rst gliders back. these should be the 
high performance machines in the task group (if 
well flown). If there is a risk of early cut-off of ther
mals, particularly if a front is coming in, set this 
time early to allow for this. A good rule is not 
earlier than 4.30pm or later than 1.5hrs before 
forecast cease of reliable thermals. Typically, be
tween 5 and 5.30pm is a suitable time, allowing 
lower performance gliders to finish later, 
hopefully in conditions suited to fair competition 
and not on the last, dying thermals. 
8. Tune on task for first finishers. Subtract 
the times in para 6 from those in para 7, to obtain 
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time on task for first finishers , eg: 
First group: 12 to 5 o'clock = 5hrs 
Second group: 12.30 to 5 o'clock = 4.5hrs 

9. Average groundspeeds for first finishers. 
For a closed-circuit task in a 15kt wind, use Table 
2. This table is calculated for an equilateral tri
angle with one leg into wind, and for simplicity of 
calcu l<~tion assumes no wind effect on the other 
two legs. This is a slightly pessimistic assump
tion, particularly in strong wind conditions, but is 
balanced by the greater difficulty in maintaining a 
consistent rate of climb in strong winds and the 
figures are perfectly valid for planning purposes. 
If you have the time, carry out proper vector tri
angle calculations using the actual wihd com
ponents for the chosen route, but as task !;etting 
is almost invariably done against the clock, Table 
2 wlll be found more practical. For other than 
closed-circuit tasks, make a wind allowance 
based on the average wind component for the 
course and the estimated time on task. 

a. For the conditions in the example (3kt 
average climb, 15kt average wind at operat
ing height), Table 2 gives groundspeed's of 
87km/h for a 130% glider, and 66km/h for 
110% machines. 
b. Assume a good day with some streeting, 
and use dolphin factors of 10% for the 130% 
gliders and 5% for 11 0% machines. The final 
groundspeed's are therefore: 96 and 69km/h. 

1 0. Ground distance for first finishers. 
Ground distance (ie course length) for first 
finishers can now be calculated: 

First group: 5hrs at average of 96km/h 
= 479km 

Second group: 4.5hrs at average of 69km/h 
= 312km 

Last finishers 
11. To check whether a low performance glider 
sti ll has a chance of completing the task, repeat 
the calculations in paras 7-10 using the low per
fo rmance glider's cross-country speeds and a 
time on task up to when thermals cease to be re
liable (7pm in our example). lt is also appropriate 
to reduce the average rate of climb used since 
this will lessen at the end of the day, and in addi
tion , lower performance gliders intercept less 
thermals fo r a given height loss and so tend to 
use thermals of less strength than the hot ships. 
The lowest performance in each group for which 
it is reasonable to allow is given below; manifestly 
if someone enters a T-21 he can expect to 
land out! 

Lowest performance Group 1: 11 0% 
allowed for: Group 2: 1 00% 

12. Time on task for last finishers. Taking 
7pm for last reliable thermals, task times for last 
finishers are 7 minus the para 6 times: 

Group 1: 7-0=7hrs 
Group 2: 7-0.5 = 6.5hrs 

13. Speed on task for last finishers. Reduc
ing average climb by 0.5kt to allow for the later 
thermals and lower performance gliders, and' 
using Table 2 again for 15kt average wind: 

Group 1: 11 0% glider at 2.5kt = 59km/h 
average groundspeed 

Group 2: 100% glider at 2.5kt= 52km/h 
This reduction in rate of climb is arbitrary, and 

you can make your own mind up what to use in 
different circumstances. The main points are the 
methodology and the need to use at least some 

reduction for the lower performance late 
finishers. Finally, if the forecast conditions 
warrant it, apply dolphin factors as before. 
However, it is unlikely that flights lasting well into 
the evening will achieve substantially more than 
the Table 2 figures, and so in the example 5% is 
used for the 11 0% machines and nil for the 
others. This makes the fir:1al groundspeed's: 

Group 1: 110% at 2.5kt and 5% 
Dol ph in= 62km/h 

Group 2: 1 00% at 2.5kt and 52km/h 
14. Ground distance for last finishers 

Fi rst group: 62km/h for 7hrs = 434km 
Second group: 52km/h for 6.5hrs = 338km 

Task lengths 
15. We now have the following range of course 
lengths for each task group, having allowed for 
both the highest performance gliders finishing at 
our target time and a typical batch of low perform
ance gliders finishing late: 

Glider 
Performance 

High 
Low 

Time of 
finish 
5pm 
7pm 

Group 1 Group 2 
479km 312km 
434km 338km 

16. Conclusions on distance set. Course 
lengths for each task group should therefore be 
set below the low performance figure for the task 
group (to ensure that a well flown low perform
ance glider has a good chance of getting back}, 
aiming for close to the high performance figu re 
where possible. From the table above, for Task 
Group 1, 41 0-430km would be appropriate, and 
310-330km for Group 2.1! willlgenerally be found 
that the cr•itical (ie lowest) distance is that for the 
lower performance late finishers. You can set 
over the high performance distance if you want 
because they will simply finish later, but not over 
the low performance figure because this would 
deny a wel l flown lower performance glider the 
chance of finishing. 

a. You might make your final choice of ideal 
task length based on the figures above but 
considering the number of gliders in t~e 
group at the ends of the range of l:landicaps.lf 
there are plenty of lower performance 
machines, bias the distance down (ie 
optimise the finish time for a glider lower in 
speed index than the rnaximum in the group); 
but 1if there are few low performance 
machines, "bias the distance up. 
b. If uneven soaring conditior;1s are forecast 
such as overdevelopment, sea air, going blue, 
wind increase, etc, bias the distaflces down 
and do not add any dolphin factors. This par
lieu larl,y applies to the longer tasks, especially 
where turning points have to be a long way 
from base, or are close to awkward 
airspace features. 
c. If the task group has just had a long, 
fatiguing iask or long retrieves, deliberately 
set a bit short the following day and allow 
them to show their skills at speed flying and 
choice of start time. If there have been only a 
few finishers in the last few contest days, bias 
the course distance down to ensure more 
fin ishers. Conversely if everyone finished on 
the last contest day, you can afford to bias the 
distance up, accepting the risk of more out 
'landings. 
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d. A good rule-of-thumb is, "if in doubt, bias 
down" - it is always better to have more 
finishers than a lot of out landings. Out lan· 
dings are not only undesirable in themselves 
but also lend to lead to less than fair scoring, 
particularly if the high performance gliders 
get back and others do not. no matter how 
well flown. ' 

17. You are now ready to apply these chosen 
distances to the map. Although it has taken some 
time to explain the calculations, on the day they 
can be done in only five minutes or so. The tricky 
task is yet to come, that of fitting the distances 
into a route clear of airspace restrictions and 
using pre-planned turning points where possible. 
This will be covered in the final part of this article 
in the next Issue. 11:1 

Comp No. Howard E. Mills, brother of Jonathan 
who regularly writes for S&G, is living in Germany 
and has acquired the German competition letters 
HEM for his DG-300. 
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All radios supplied absolutely complete with 
easy fit connectors and all fittings. 
Details information, prices and full Technical 
Speci fications FREE from 

GEORGE STOREY Tel. 09327 84422 
H.T. Communications, P.O. Box 4 

SUNBURY ON THAM~S. Mi dl-x, TW16 TTA 

SAILPLANE 
& ENG. 

SERVICES LTD. 
C's of A 

REPAIRS TO GLASS-FIBRE 
STEEL TUBE & WOODEN A /C 

FOR SALE 
DART 17R £7550 

K-4 TWO-SEATER £2300 

WRITE OR PHONE: 

KEN BLAKE 
BUXTON 24365 

SAILPLANE & ENG. SERVICES L TO. 
HOLMFIELD RD., BUXTON, DERBYS. 
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DON'T DELAY SPRING SEASON IS ON THE WAY 

RESTORES APPEARANCE PERFORMANCE & VALUE 
PROTECT & APPRECIATE YOUR SOARING INVESTMENT 

WITH THE SPECIALIST. 
Excellent references from the country's largest gliding club to members of the British Team. 

Booker based but not Booker priced. 
Call 0494 438581 Now! 

JOIN THE QUEUE -
More and more 'Pilgrims· each year follow the sun /o 
fly at Australia 's largest and most progressive soaring 

site 

- BENALLA! 
Courses for all standards of pilot; sailplane charter, 
single or shared, Junior to Nimbus; Badge flights to 
I OOOkm; possible National and International records. 

Hlgh performance train ing in Janus. 
Write or phone John Wilfiamson tor details - but 

soon. 
We are booking now for 90191 season. 

GUDING CLUB OF VICTORIA 
Box 46, BENALLA, VIC. 3672, AustraUa 

Phone 057-621058; Fax 057·625599 

Speciaf-.rate travel and details of afrernative Aussie 
holidays from: 

TRAVELBAG. 12 High Street, ALTON, Hants. 

-VISA -

GU34 1BN. 0420·88724 

At last . .. 
affordable aviation 

Why not? 
Learn to 
Paraglide 

Open 6 days a week 
for tuition and sales 

Fluorescent Orange Windcones made 
in Nylon or Ministry of Defence 
Hypalon . 

Flagstaffs suitable for W indcones sup· 
pl ied and fitted . 

Landing Marker Sets in bright orange. 

All types of Flags and Banners. 

PIGGOTI BROTHERS & CO. LIMITED 
Stanford Rivers. Onger. Essex CM5 9PJ 
Tel : 0277 363262 Telex 995457 (Piggot) 
Fax 02 77 365762 

SOUTH WALES 
GLIDING CLUB 

USK, GWENT 

COURSES FROM APRIL TO SEPTEMBER 
UNDER BGA INSTRUCTORS 

AEROTOW LAUNCHES 

BEGINNERS WELCOME 

TASK WEEK, ALL LEVELS OF PILOTS, 
JULY 20th-27th 

WAVE, MOUNTAIN AND THERMAL SOARING 

LIZ PHILLIPS (COURSE SECRETARY) Welsh Borders Paragllding Centre 
Telephone: 054421 375 or 341 9 TRELAWNY CLOSE, USK, GWENT NPS 1SP 

(02913)3477 or (0291)690536 (Club! 

SCHEIBE "FALKE" SF25C 2000 
Superb Touring and Training 
Excellent Take-off Performance 
Improved Handling 
Classic Construction 
Tricycle under-carriage available 
Every School in Germany uses one 

SOARING EQUIPMENT LIMITED 
193 RUSSELL ROAD 

BIRMINGHAM B13 8RR 
Tel: 021·449·1121 Fax: 021·449·9855 
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BGA & G N RAL NEWS======= 

NEW NATIONAL COACH 

As regular readers of the BGA Newsletter will 
be aware, Graham McAndrew joined the 
BGA staff as the second national coach on 
January 1. 

Graham has been CFJ at Booker for the last 
three years and prior to that was Brian 
Spreckley's deputy CFJ for three years - an 
excellent way to learn the tradel 

However, Graham's experience is not all big 
professional clubs. Before working at Booker 
he was an active member, instructor and 
cross-country and competition pilot at 
Northumbria GC for a number of years. 

Graham's nearly 4000hrs of flying include 
ab-initio instructing, AEI and instructor train
ing, advanced and cross-country courses, 
motor glider instructing and examining and 
tugging, with enough time left over to win a 
couple of Regionals and get into the top ten of 
the Nationals (oh , and a two-seater height 
record recently beaten). 

Welcome Graham. We expect the movement 
will benefit greatly from your experience and 
knowledge. 
Chris Rollings, national coach 

(Graham has already shown he can work well 
with Chris - they are joint holders of the UK 
two-seater 300km triangle record. Eo). 

S&G SOARING YEARBOOK 

This spring we are publishing the S&G Soar
ing Yearbook, which will really be a cross be
tween an annual and a 7th issue of S&G. it will 
have 72 pages, some in colour, cost £3.50 
and have a good mix of articles plus all the in
formation you will need for the coming year. 

For a start it will have the annual records 
and annual statistics, a two page airspace 
update and all the vital information to carry 
you through the season from the speed 
indices to competition numbers. We intend to 
make this a book every glider pilot will con
sider to be required reading. 

In addition , Tom Bradbury will explain how 
to plan for Diamonds using only media Met 
and Andy Davis will tell you how to make the 
very best of the good days. 

Platypus will be at his most outrageous. This 
might be the age of the speedy glass-fibre but 
Chris Wills shows the other side of the gliding 
world with a feature on vintage sailplanes. 
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With more pilots gliding abroad, in this first 
Yearbook we will focus on flying in France 
with Will lam Malpas, an Englishman living in 
France, painting the scene and the possibilities. 

Back home, we will have a map giving the 
position of all the UK clubs and si-te details, 
plus lots more to entertain and inform. 

Obviously we will be using a lot of illus
trations and would be grateful for the loan of 
good colour and black and white :photographs. 
Please send them to our Cambridge address 
with captions. 

FAI GENERAL CONFERENCE 
For the last two years, one of the most 
important and time-consuming topics being 
discussed at the top levels of FAI has been the 
organisation of the "World Air Games" - a 
combination of World Championships of all the 
different air sports in the FAI at the same time 
and in the same region . 

The Aero Club of France (AeCF) had offered 
to host the first games in 1991 and had 
obtained a promise of very substantial 
sponsorship money from the Midi-Pyrenees 
Provincial Council. However, the French 
Gliding Association (FFVV) and many of the 
other air sport organisations in France are not 
part of the AeCF and were not willing to 
collaborate with them to host the games. 
Strenuous efforts had been made to resolve 
the internal air sport disputes within France 
with frequent promises of imminent agreement 
followed by postponement of decisions. 

Then at the FAI General Co11ference in 
Budapest in October a firm and final decision 
was taken to abandon any plans for the 
games in France in 1991 and to hold the first 
Games in Greece in 1995. This will give plenty 
of time to sort out problems and to integrate 
the dates for the Games with other 
championships' programmes. Each of the Air 
Sport Commissions - like our IGC (CIW) - will 
have to decide exactly what shape their part of 
the Games will take. 

At the formal presentation ceremony of the 
Conference, Chris Wills was awarded (in 
absentia) a Tissandier diploma for his worok on 
the Vintage Glider Club and Ann Welch 
received the new Pelagia Majewska medal 
awarded for outstanding contributions to 
gliding, in memory of a famous Polish woman 
glider pilot. 

The Conference also saw the demise of the 
FA/ Bulletin - a very professional, but limited 
circulation journal edited by Ann Welch. In 
future, there will be a new FAI magazine - Air 
Sports International edited by an Indian - Atul 
Dev. This will come out twice a year initially 
and will cost about 5 US dollars per copy. 
Tom Zealley, The Royal Aero Club delegate 

BARRON HILTON CUP 
This cup, open to glider pilots from all over the 
world, aims to promote cross-country flying on 
an international basis. The five Classes - the 
three FAI Classes, the Two-seater Class and 
Club Class - are scored separately with Gold, 
Silver and Bronze medals awarded in each 
Class . 

The top five pilots will be invited with a 

guest to the USA gliding camp at Barron 
Hilton 's Flying-M-Ranch at the edge of the 
Sierra Nevada. 

Full details from the BGA office. 

JANE SIMPSON 
We extend our deep sympathy to Chris 
Simpson, BGA vice-president, and to his 
family, following the death of his wife Jane, 
peacefully at home on October 25 following a 
short illness. Jane supported Chris actively 
throughout all his many official capacities for 
the BGA and we shall greatly miss her 
contributions which livened many an otherwise 
dull meeting. 
Barry Rolfe, BGA administrator 

NATIONAL LADDER 
Since the last issue (see p316) there have 
been some changes to the Weekend Ladder 
result. Keith Nurcombe (Tutor) didn't take 
declaration board photos until after his big 
flight so his place at the top, plus the L. du 
Garde trophy, goes to Ed Johnston and the 
Slingsby trophy, for 2nd place, to Richard 
Pal mer. 

WORLD CHAMPIONSHIPS' CHANGE 
Due to potential operational difficulties at Min
den, Nevada, USA the 1991 World Cham
pionships will now be at Uvalde, Texas, 200 
miles west of Houston. The dates have also 
been changed from June 30-July 13 to July 
27-August 11. 

GEL COAT INVESTIGATION 
An investigation into gel coat cracking by the 
Royal Melbourne Institute of Technology's 
Department of Transport and Resource 
Engineering has resulted in a comprehensive 
report. The conclusion was that "premature 
failure resulted from a resin system with an 
incorrect mixing ratio. 

"The incorrect ratios of thinners, styrene and• 
catalyst resulted in a poorly crosslinked, brittle 
matrix with built in stress raisers. These stress 
raisers, combined with microscopic polishing 
marks, produced a surface which when 
exposed to chemical attack from the environ
ment rapidly failed." 

Please contact Dick Stratton, BGA chief 
technical officer, if you want further details of 
this report. 

BGA CHARGES 1991 
AEI Record Card 

Certificates 
A Endorsement 
A Pin Badge 
B Endorsement 
B Pin Badge 
Bronze Endorsement 
Bronze Pin Badge 
Silver, Gold & Diamond - per leg 
Silver Pin Badge 
Gold Pin Badge 
UK Cross-Country Diploma - each part 

if applying simultaneously for both 

£15.00 

£6.50 
£2.00 
£4.00 
£2.00 
£5.50 
£2.00 
£5.50 
£2.00 
£2.00 
£5.00 
£9.00 

SAILPLANE & GLIDING 



Certificate of Airworthiness 
Glider -issue/renewal per year £30.00 
Motor Glider - renewal £252.00 (3 years) 
Competition Licence - issue/renewal 

per year 
Competition No. - issue/renewal 

per year 
Inspectors - issue/renewal per year 
Instructor Record Card 
Instructor renewal: per year 
Official Observer - issue 

OBITUARB 
KENNETH WILKINSON 

£5.00 

£12.00 
£15.00 
£25.00 

£5.00 
£5.00 

Ken, a BGA vice-president and former chair
man, died in October. He started gliding with 
Imperial College GC in the mid 1930s and got 
his Silver badge in 1937 with a courageous 
flight in a Kirby Kite direct from Dunstable to 
the then London Airport at Croydon' He was 
No. 17 in the British list. 

During the war he led the work on military 
gliders at Farnborough , especially on blind 

BGA MAIL ORDER 

BGA ACCIDENT SUMMARY -

A et 
No. 

Glider 
Type BGA No. Damage 

Date 
Time Place 

BGA & GENERAL NEWS 

Edited by JOHN SHIPLEY, 
Chairman, BGA Safety Panel 
Compiled by David Wright 

PiloC/Crew 

tnju ry Hns 

83 Sld Cirrus I 624 M 2.3.90 Nympslield 60 N 2050 
1325 

Before winch launching Into turbulent conditions the pilot ensured his hamess was tigh t. At 300ft, the glider was subject to violent gusts. probably due to 
cut1over. The pilei's head punched a hole in the canopy. The cable also broke but the pilot was able to land safely. 41n soft cushiona may h•v-e 
been a factor. 

84 Ubelle l758 M 7.5.90 Nr Swindon 43 N 87 
1620 

After selecting a field and a normal landi·ng the gilder ran over a diagonal rut not visible from the air. The Impact damaged the tusetage and an 
airtJrake fining . 

85 K-8 1653 M 8.5.90 Nympsfield 24 N 40min 
1814 

After a satisfactory firs t solo flight the pRot was briefed to ensure a fully held oH landing. On the second flight the pilot made a nor~ c ircuit until the speed 
was allowed to build up on final approach. The glider was rounded out and ballooned 1 D- 15ft into the a~ r. 11 then stalled Md hit the ground nose 
first 

66 Astir CS S? 26. 5.90 
1429 

Nympsfle!d 46 N 48 

After a firm, but not h lfY, landing on hard, uneven ground the glider suddeoly came la a hall as the u/c collapsed. lt was found lhat the u/c casting had 
broken in several places. 

87 Discus 3398 S? 4.6.90 Nr Cirencester 37 M 4 15 
1500 

Selecting a fteld from 600ft the pilot saw water troughs but not the electric tences wt11ch were Hrst seen ot1 base leg. Ang 1ng his landing run eaoss 
wind he then reduced speed to make a shonlanding. ln concentrahng on the obstacles he tailed to m onitor hfl: speed and the vwind gradient and cOW.d 
not round out on the uphlll aurface. 

88 ASW- 19 2727 S 17.6.90 Nympstlei<J 4 1 55 
1330 

The glider's left wtng dropped during the init ial stages of an aerotow launch. The pilot levelled the wings but by then the gfld@rwas diVerging from the take
off track. The wtngUp struck the forward s~naller, an inexperienced new club member. in the stomach at abwt 30kt causing sevefe bruising. The pDol 
llhoukf have puUed otf ear1y. 

89 Astir CS 243 7 S 20.7 90 Marton. York.s 42 N 2 1 
1645 

Aner several climbs to 5000tt the pilot became disorientated and Ios!. After losing height hehnd to rnake-a tl eld landing and sochoseagood field. H ever. 
he misjudged his height and fa1led to notice that the sea breeze rront had pass6d through giving him a 12kt tailwind and he overshot th l'iefd 
and hit the hedge. 

90 K-6 2478 S 21 .7.90 Gams!on 46 N 
1530 

The visiting pilot had a good launch but became out of position for a normal landing so landed downwind . Overshooting. and running towards a fettce the 
pilot induced a groundloop which damaged the fuselage. A 1000 yard tong runway was withllfl easy reach from tile glider's initJal positioo. 

91 Blanik 2094 M 27.6.90 Nr Talganh 5 1 N 108+2000pwr 
1825 P2 30 N 0 

The pilot wrong ly assessed the wind direction and flew into a vaJley here he encountered strong sink. With little time to r fleld se!ection he landed, down· 

wind, rn a srrt.WI 30'" upsloping field . With an Inadequate approach speed h e landed heavily, coUapsmg the _ui_c_. ----------

92 SF-34 3325 M 8.7.90 
1445 

Aston OOINn 
P2 

32 
23 

N 
N 

25 
59 

In strong, gusty, crosswind conditions the PilOt found himself tight into the airfield on base leg. Attera very tight and last turn on to finals !he glider was flown 
on at over 60kt and ballooned back into the air. The next touchdown was heavy and slightly sid~ways. Pitching down, the nose wheel pushed up the tnst ru~ 
ment panel into the canooy. 

WHISPERING WINGS 

Available only from the BGA the TOP QUALITY WHISPERING WINGS exclusive 
designer sweat shirts priced at on ly £ 11.95 each including postage & packing. 

These top qual ity sweat sh irts are in navy blue with the striking "WHISPERING 
WINGS" logo in two colours. Generously sized M, L, XL and XXL. Available now 
from the BGA Shop. 

Order these items from 

BRITISH GLIDING ASSOCIATION 
SALES DE PT., FREEPOST, LEICESTER LE 1 7ZB 

or ask us lo send you our complete sales list Telephone 0533 531 051 
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L recent years, we've become better known for that are not in our line of work. Give us a repair job of 
our experience in glass 6br composite materials than tubular steel constmction or involving wood, plywoQd, 
for our long held skills in more traditional wood, steel fabric, glue or modem GRP materials, and we arc 
tube and fabric constmction repair work. Yet our really in our element. We handle everything from 
repair support is behind a large number of gliders, minor repairs to major rebuilds. 
motor gliders and light aircraft constmcted in these It is traditional as well as modem GRP skills that 
materials, whose owner/operators bring them to have help d to win Chiltern CAA, PFA, BGA and 
C hiltern for service and repair. recently our AQ AP 4 approvaL Equipping us to accept 

After all, our policy of consistently high qu ality work at most levels and to maintain ~ 
work, backed by our comprehensive stock of parts and affordable prices. .....,(CJ~\L E:~ 
materials and a customer protection p !icy with full So d n't fly away with the idea r., .. Q 

product liability cover, is a comfort whatever your that C hiltern are only at home v.rith ~- :-::._7; 1,, S 
aircraft is made of composites. We like to exercise our ~....-~ \-.~ 

To enable us to maintain these high standards, we other skills, and its worth talking to ES 

do not accept work on sheet alloy or aluminium us when you have a service need or he best. 
d k. · c 1 . ll c . . . kill . bl And 1t shows. stresse s 111 a1rcrart, w 1ere re parrs ea wr nvmng s s a reparr pro em. 

Bookcr Airfield, Nr. Marlow,Bucks, SL7 3DR. 0494445854 (works) or 0865 890517 
(outside o ffice hou.rs). Acces. and Barclaycard accept d with pleasure 

Not surprisingly, there are 
limits to Chilterf! repair 

support service. 
~)/ q' ~ 

Mainspar Spigot 
change modification. 'P ·-~ ...... ll FI'AIR. SERVICE & PARES ' PPOilT H lR: .ROll. SOIEIH[ & IIOFFMANI'o Exp rt s rvice -
at competitive prices. 
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AA Appro,•al No AMR/2!!6 R \ N(:E OF GUIJERS. MOTORC: UDERS \ NIJ I u.m .-HRCilAH. TOST 
.\100 AQAP -i Appro,al No . . ~LHCO 1 AC . 'SO !liES & LIMDACIIt:NCI '!:S. t: ' I'HUF" '\Ell 11'. OV[IliiAlll. S[ll\'ICE & 

RF.I'\fR 01' MOST ()TII F.R. PES. 
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towing and snatch take-offs. Ken was once 
caughl out. A mil itary glider with several pass
engers became uncontro'llable and all had to 
bail out. Ken carelessly allowed his glasses to 
blow away. As a civil servant he claimed a 
new pair from the Treasury. They resisted, sug
gesting that he should have put them in his 
glasses case' 

After the war he joined British European Air
ways and rapidly rose ,to head their engineer
ing division, eventually becoming 
vice-chairman of British Airways. 

For several years after the war gliding took 
second place to his aeronautical career. He 
became president of the Royal Aeronautical 
Society but served the BGA as chairman of 
the Technical Committee in 1946-8 and in the 
early 197Ds succeeded Peter Scott as chair
man of the BGA. 

The coming of glass gliders attracted Ken 
back to fly the ASW-1 5 at Booker and he flew 
in several Nationals in the 1960s and' 1970s. 
He was one of the group of distinguished 
aeronautical engineers who have had a life 
long interest in gl iding. For example, he led the 
team which established the Standard Class 
glider in 1956 and supported t11e Sigma pro
ject from 1966. 

Ken was a shy man but determined. He 
succeeded due to a tine intellect and much 
appreciated support from his wife Mary and 
his children Judith and Roger to whom we 
send our condolences. 

We were lucky to have retained Ken's devo
tion to gliding tor so many years. 
ALAN YATES 

MRS FRED N. SUNGSBY (FLUFF) 
The death of Fluff Slingsby at the age of 95 on 
October 11 was a great shock as I had come 
to think of her as immortal . I had known her 
since the 1930s - her sense of tun carried you 
away and her laughter was infectious. No 
wonder Fred Slingsby tell in love with her. 

They married in 1919 and she first flew in 
the early 1930s when bungy launched in a 
Dagling. She was with Fred in 1934 when he 
found the site at Sutton Bank, which became 
the home of the Yorkshire GC, and after his 
death in 1973 she often visited the club. Dur
ing the 1989 Slingsby Week she was 
photographed with 19 Slingsby sailplanes and 
said it was one of her happiest days. 

After the war Fluff worked tirelessly tor the 
British Red Cross and will be remembered 
with love and affection. 
MOYRA JOHNSON 

LAND-ROVER DISCOVERY 
If you want to go bungying you will need four
wheel drive as well as a suitable glider. One of 
the high points of my gliding life was in 1965 
when I took delivery of a new 12-seat Land
Rover, which rapidly became the focal point of 
my mountain expeditions. Unperturbable and 
unstoppable, it towed trailers up the most 
inaccessible launch points from Wales to 
Aberdeenshire, and as often as not stretched 
the bungys as well . 

On recent expeditions I have seen in oper
ation, and myself driven, a Range-Rover and 
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No. 

Glider 
Type BGA No. Damage 

Oale 
Time 

.. 
P\lot/Crew 

Place 
Hrs 

93 Btanik 1917 W/0 8.7.90 Bidford 40 N 150 
1730 P2 0 N 0 

P1 found that in strong winds he had drifted 001 of ~ition so anempted to return to the airfield. After reducing ~peed to make the rnost of a patch a t zero 
sink he found he could not make it so decided to land in a field. After a steep, fast approach to a.votd wires and minimise the effoct o f turbulence from 
buildings, then groundtooped the glider. 

94 K· t 3 S 6.7.90 Wambrooi< 34 N 289 
1145 P2 42 N 19 

During a cross-country flight Pl decided that a field landing was necessary. Landing across the diagonal at a good size field all was normal until the glider 
started to round out. Suddenly the let1 w ing dropped, (stalled?), hit the ground and caused a groundiOOp damaging 1he wing and fuselage. 

95 Sld Cirrus 1727 M 14.7.90 Sandh11l Farm 53 N 51 
1419 

In conditions of 5-lOkt gusty w ind hH pilot made a normal approach at 55kt using half airt:lrake. At 5- 10ft lhe airspeed fell rapidly and the glider landed 
heav ly despite the pllot closing the airbrakes. He was thrown against the canopy which cracked. Both wmgs were also damaged. 

2013 N 3.5.90 Hu.-.:ls Bosworth 57 N 11 64 
P2 o N o 

P2 was "boxing the wake" under Instruction from P1 . When higt and to the right the tug started turning let1 and P1 took contrOl He dived under the 
aiipstream. overtaking lhetuv which wult••n puRed up Into a nMJ ve!1ical stall as the rope tightened. The tug pUot m~~n•QtKt to rec~ and ret:tart 
the • ngloe w hich had faltered during the push over. 

97 Blanik 1880 W/0 18.7.90 Ke<~tey 42 S 
171 5 

The winch d rum "threw a loop" so the wmch driver terminated the launch, after &rst enauring the glider was at a rooaonable height to land ahead. Instead of 
dOing this the pilot started a gentle turn to the left from wt\k:h 11'\e gUdet spun into the g round. A posSible factor may have been low pilot weight. 

98 Swallow T-45 1331 M 18.7.90 Kenley 0 N 11 
1130 

At1er a 1ong ground run the gUder climbed slowly to about 50ft. f he pilot. realising thal lhe 1aunct1 was no( satisfactory, pulled off and lowered the nose. He 
then ooened the airbrakes bei~Xe noticing his tow :ipeed and rate of descent. The olldef landed heavily cktsJ:Wte the airbrakes befng closed. 

99 Pifalus B-4 1821 N 21.7.90 Aston Oaoln 25 N 402 
1710 

After the glider w as rigged and inspected the pilot took off and started to thermal. He 11000 noUced tbalthe rear fuselage was shaking. A safe landing was 
made after a large cirCYrt:. The cause was a m tulng tueetage bush for the rear drao pin on the right wing~ Pitatus 8·4 owners should be awatt:l: thatthLS and 
other busheS can come loose. -------------------------------------------------

100 SHK-1 1623 M 4.5.90 Nr Sandown, IOW 58 N 967 
1245 

The pilot wu lnveaUgatlnQ the spiMing characttlriatic:a of Ulo glider When, after a normaJ recovery from a I f1 hand spin, he initiated one to the fi9hl 
Standard recovery did not wor1< as he could not obtain !till left rudder wtth back stick He recovered by easing fOIWatd then appl~ing ruddef and landed 
salely. lnco<NCI control dellectlono ,...,. found upon lnopeetlon. 

101 Discus M 17.7.90 Booker 32 M 981 
1820 

After a competition fil')iSh at about 1 OOkt the pilot pulled up and flew an abbreviated circuit. Turning tiQhtly on to finals he fafled to manltor the speed and 
opened the airtJrakes. The nose fell and the pilot just managed to level the w ings before the glider landed heoY&ty, collapsing theu/c, possibly just 11t00vering 
from an incipient s:pin. 

102 Dart 15 118 1 15.7.90 Mnnetd N 74 

Art er a nonn.al approach in a 1 Ski c rosswind the glider entered e tee of some trees. The 111o1 found that the large amount of rudder. which he had applied to 
cwnter the crosswind, caused the gild« to YfNiJ to the left. The right Wing rose ar1d the let1 w1no and tail touched the g round causing a turthef' a w ing tt'lrough 
a fence end Lnto a ditch. 

I 03 Vega 2509 M 30.7.90 DunSll!ble 39 N 33 
1745 

On h .. third tltght on type the pilot took, as his aiming point the base of a dtp in the landing B.fea. In doing thta he misjudged his height and hit a ridge In the 
field. This, combined with excessive airspeed and his use o f the airbrakes. resulted in the glider bouncing heavily at least three times before the under· 
carriage collapsed. 

104 Puchacz 3620 M 23.6.90 Lortll Mynd 37 N !ISO 
P2 0 N .o 

At1er briefing visiting pilots on the "bungy launch'' PT prepared for the first check ftight. The wing holder signalled start stretching the rope and Pl nexl 
noticed that the right hand crew had signalled stop, but the other crew did not halt immediately. Slipping, they released their stretched rope which new back 
and brok.c the car10py. 

105 ·21 M 30.7.90 Long Mynd 44 N 920 
1930 P2 42 N 1.5 

After landing the glider's 00$8Whee4 struck a rock that was proud on the surface damaging the nosewheel mounting frame. 

106 Olympia 460 1150 S 10.7.90 Portmoal< 63 N 270 
1540 

Atler a normal approach the p~lot misjudged his separation from the cable-tow tractor ..,.'hich was parked well off the normal landing 81'&8- The ~·lett 
wlnv dropped and hh the t,...,IDf'o cab. This si<!Yied the glider into the ground br king the le" wing in half. 

107 Kestrel 19 1761 S 5.8.90 Rlchmood, Yar1<s 52 N 490 
1430 

The pilot made a landing into a grass Ueld on a day of gu$.ty 2 t wLnds. The tinal approach was very rough but from 50ft to landing 11 was smoother. During 
the ground run a gust hit the glider and a wing dropped on to the ground. The glider groundlooped which damaged the fuselage, tall and cano~y. 

108 K·21 2lla5 M 6.8.90 Suttoo Bank 59 N 500+ 
1615 P2 0 N 0 

While soanng with a pupil to3000ft P1 oclic ecl that a heavy squall was approaching the airfiekj so decided to land before it arrived. Altar'experiencing some 
trouble losing height, the sq~l beat him to the fiefd and the severe sink combined with curl-over from the hill resulted in him landing Short on moorland. 
Higher speed may have usect. 

109 K-13 2739 M 25.7.90 Norlh Hill 56 M 7 
1152 

After a normal approach to a cross~wind landing the pilot found that operating the airbrakes caused a dramatic loss Of heiQhL.At the aaroe time the g lider 
moved to the left and the airspeed deteriorated. The glider sunk heavily to the ground despite closing the airbrakes. ll\11 'ltlttttng ptlot had encountered 
curt·.,.,., -n known to lOcal pltoto. 

110 ASW-15 3375 S? 22.7.90 Nr Abefgavenny 42 N 302 
1600 

All•r Mloctl"'l liatve ""'d frOm 5 mJiu eway I he pilot attempted to soor locatJy. but 'hilh no sucOMS. TII•IWcl hlld a OM In five up oloj.- with a 
crouwl"d from th• J.ft. He dedded that it was still OK and made a nonnat circuit and apJ)foach until t about 7 ft. in the roundcli.Jt. he sta11ed in heavily 
causing substantWJ damage to the glider. 
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two of its Japanese competitors. With these tor 
comparison, and years of Land-Revering 
behind me, I looked forward to trying the new 
Discovery the moment it was announced. 
When I did test one, it was love at first sight. 
Sitting in the driver's seat I immediately 
realised how much I had been missing a high 
driving position and superb view; sit1ing in the 
roomy back seat I rediscovered the joys of 
really adequate headroom. 

Mechanically, the Discovery is a Range
Rover except for the engine. Four-wheel drive 
is permanently engaged with a differential be
tween the front and back axles. This avoids 
the "winding-up" of the transmission that the 
old Land-Rover suffered in four-wheel drive on 
tarmac. but has the disadvantage that on a 
cold morning the drag from the transmission is 
very noticeable (free-wheeling front hubs 
halved lhis on my Land-Rover). But when the 
going gets rough the centre differential can be 
locked, effectively turmng the Discovery into a 
Land-Rover. 

There is a low-ratio transfer box as usual. 
but the main gearbox of the Discovery has five 
gears, fourth being straight through. The 
chassis is the Range-Rover's. so the overall 
length is about the same, but the Discovery is 
a welcome few inches narrower and thus 
handier 1n town. Clever external styling belies 
the fact that it is a little taller than a Range
Rover, which explains the superb view (6' 4" -
will it fit your garage?). 

The two-door Range-Rover was a problem 
on steep hillsides because the doors were so 
heavy and the front seats diHicult to ti lt for 
access to the back. Improved design of the 
seat mechanism in the Discovery has made for 
easier access and a smaller door. There is 
now a four-door version too. but as it comes 
with all the extras I don't want. it holds no 
attr<lction for me. The only extras I specified 
were a tow-bar (naturally - it has holes at 
several heights. too) and some front mudftaps. 

I have ttle diesel-engined version, a turbo
charged 2'h litre. There is also a 3 'h litre petrol 
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NOW IN OUR 30TH YEAR 

THE REPAIR SPECIALISTS 

W E REPAIR: GLASS - STEEL - ALLOY- WOOD 

TUC AIRCRAFT REPAIRS AND RE-COVERS 

VINTAGE AIRCRAFT REBUILDS 

FU LLY QUALIFIED STAF F 

LLOYD'S APPROVED 

RAPID SERVICE 

SHEPLEY LANE. HAWK GREEN. M ARPLE, 
STOCKPORT. CHESHIRE SK6 7JW 

Tel: 0 6 1-427 2 488 

V8 version. but most purchasers opt for the 
economy of diesel, and it gives more torque at 
tower revs anyway. Either will hardly notice a 
glider trailer in tow. and at two tons nor will the 
vehicle. 

The interior layout is excellent, and is 
especially well-furnished with pockets and 
ledges. A radio and cassette player is stan
dard. The only electrical socket is the cigar
lighter, which is a pity (my Land-Rover offered 
a two-pin dashboard socket). I find that the 
main gear-lever gets in the way of handling the 
transfer box lever, and (perhaps because I am 

• tall) the ignition switch is maddeningly inac
cessible. Locating it reminds me of reaching 
for the spoilers of a T-21 under the right knee. 
Why isn't it visible? The back seats are split 
two-and-one and fold forward easily, whilst 
rear access is through a huge spare-wheel-

' carrying back door, as in the Land-Rover. 
Our very first outing was to the new site of 

the Cambridge University Gliding Club at 
Gransden Lodge, a muddy former airfield. and 
when we returned I looked underneath the 
Discovery to find out where all the mud had 
gone. lt seemed to have accumulated in nooks 
and crannies to an alarming degree, until I 
realised that the nooks were made of plastic 
and the crannies of aluminium. Only the roof is 
steel (so you can use a magnetic aerial!). 

Delivery was expected to be three months 
but took four, and my specification was some
what casually varied without warning. The blue 
interior came out brown (more practical. 
actually) and the exterior was covered in 
unwanted stuck-on trim. But a roller-blind to 
cover the load-space and a glass-fibre tray to 
protect its floor were thrown in too, so I am not 
complaining. 

I haven't tried her on the hills yet, but she'll 
be just as good as her predecessor, and I look 
forward to fifteen years of expeditions. after 
which it will be time to hang up the bungys 
anyway. 
THE ARM-CHAIR PILOT 

B oavidiJ 
Coodison 

INSTRUMENTS 

CALIBRATED, SERVICED 
AND REPAIRED 

PZL WINTER AND SMITHS 

CALIBRATIONS RETURNED 
WITHIN THE WEEK 

4 BROADACRES AVENUE 
CAALTON, Nr. GOOLE 

NORTH HUMBERSIDE DN14 9NE 
Tel. GOOLE (0405) 860856 

GLIDING 
CERTIFICATES 

ALL TtiHEE DIAMONDS 
No. Name 
3 19 Hirs1. A. I . 
320 Boolh. 0. A. 
32 1 Robson, l . J. 
322 Green. G. R. 
323 Collingham, C. E. 
324 Eddie. A. J. 
325 Durham. M. W. 
326 Mills, J. N. 
327 Woodman, P. J . 
325 Mal ~-ear. A. 0 . 
:J29 Duncan, J. 
:!30 Sherlock. C. C. 
331 M~cfadycn. Geraiyn 
:!32 1\rno ld. J. G. 
333 Gibson, W. A. 
334 Claugh1on. N. 1. 
335 Crilchlow, M. 
:335 Oavey, C. M. 
337 <.:rabb. S. J. 
33<1 Evans, R. H. 

011\MONO OISTANCc 
No. Name 
1/478 H~rsl. A. T. 
1/479 Jcnk·.nson. ·r. P. 
1 /4!!0 Hawklns. G . P. 
1/481 Crabb. S. J . 
11482 8ocl.h. D. 11. 
1 !483 Asllcroft. J. P. 
1/484 RoUson. T. J. 
1/'185 Green, G. R. 
1/ -186 Collingham. C. E. 
1/487 Ecdic, A. J . 
11488 Cox. A. w. 
11489 Duth<:~m. M. W. 
1/490 Conyers. P. B. 
1/401 Goulr1ing, N. B. 
1/ 492 Mills, J . N. 
1/ 493 Woodman. P. J . 
1!494 Atkinson, P. 
1/495 Malyo<>r. A. 0. 
1/496 Ellwood-Wade. R. 0. 
1/497 Ovncan. J . 
\!498 BarKer. K. D. 
1/499 She11oc:k. C. C. 
1/500 Macladyen, Geralyn 
1/501 G01don, D. J. 
' / 502 Arnold, J . G. 
1/50-1 Gib son. w. R. 
1/ 504 Clavghton. N. I. 
\/505 Critchlow. M 
1/ 5C6 Cleaver. A. G. 
1/507 Oavey, C. M. 
1/508 Mills, A. M. 
1/509 Evans, R. M. 

DIAMOND GOAL 
No. Name 
211875 Do•.vc1ng. M. 
2!1876 Marshall. A. J . 
2/1877 Joly. c. 
2/ 1878 Crabb, S. J. 
2/ 1879 Jesst'p. P. M. 9. 

2/1880 <.:ollingham, C. E. 
2/ 1881 Wright. A. C 
2i1 882 ~word, C. D. 
2!1883 Young. M. A. 
211684 5tolt. a. 
211 885 'turner, P. H. 
2!1866 Grif11n, B. 
2/1887 Griffiths, P. J . 
2/\888 Bowes. 0 . 
211 689 ~larlow. A. 

2/ 1890 Brown. G. a. 0 . 
2/11\91 Dawe. R. A. 
2/1 992 Oavi~s. E. F. 
2/1 f.l!)J T~w:rner, T. G. 
2!16!l4 Cleav~r. A. G. 

Clvb 
Book er 
Ccvt-ntry 
Dert>y & Lane• 
London 
Lc nc1c n 
Gran1pian 
Clevelands 
Sh31bourne 
Bannordovm 
'Wyvf:)rn 
Four Counties 
Clevelands 
Colswold 
Bannerdown 
Phoeni x 
Clevelands 
Bict·s!~r 
Four <.:ounl\es 
Covenlry 
Fenlan~ 

Club 
Book er 
Booker 
Oxford 
Coventry 
Goventfy 
ValeofWH 
Derby & Lanes 
London 
London 
Gramp:an 
Enstone 
Clc-..elands 
Chmerns 
Clevelands 
~halbournc 
Bannerdowr1 
B•cester 
Wyvern 
Chilterns 
Four Counh~ 
Brislc l & Glos 
Clevelands 
Colswold 
Wr~kin 

Bannerdown 
Phoenix 
Cleveiands 
Bicetile-r 
Bar1netdowr' 
Four Counties 
W'yv;:m 
Fcnl~nd 

Club 
Last: am 
Wrekin 
Portsmouth Naval 
Coventry 
Bices1ef 
(in Ausva.lia) 
London 
York.shim 
Nc rthumbna 
London 
Wolds 
Yo' kshife 
lrent Valley 
London 
Wolds 
Booker 
(in France) 
Cambridge Univ 
Clevelar:ds 
Bocker 
Clevelands 
Bctnnercfown 

1990 
ti.ll 

3 1.7 
3 1.f 
3 1.7 
3 1.f 
3 1.7 

7.!! 
26.9 

7.8 
7.8 
7.8 
7.8 
7.8 
7.8 
7.8 
7.8 
r.a 
7.8 

3 1.7 
7.8 

1990 
6.8 
B.B 

27.5 
31.7 
:J1 .7 
31 .7 
31.7 
31.7 
31.7 
3 1.7 

7.8 
7.8 
7.8 
7.8 
7.8 
l.8 
7.8 
7.8 
7.S 
7.8 
7.8 
7.8 
7.f.l 
7.8. 
7.8 
7.8 
7.8 
7.8 
7.8 
7.8 
7.8 
7.fi 

1990 
12.7 
27.5 
6.8 

3 1.7 
17.3 

3 1.7 
18.8 
31.7 
31.7 
3 1.7 

3.8 
1.8 
3.8 

31 .7 
3 1.7 

3 1.7 
1.8 
7.8 
7.8 
1.8 
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2i'flfl5 SlakE?. M. P. Mid land 3 1.7 
2/1!:196 Abrahams. A. w. Ncrlolk 7.6 
2/1897 Way, S. R. Suult:ciown 1!!.12.(19 

(tn South Africa) 
211e!!8 W<:~.t~rhouse. P. 'N. London 20.7 
2/1 !:199 Gilbor1, C. N. R. lwo Rivers t7.6 
2/1900 LyOns. G. J. Booke< J.B 
211901 R.o,.,;. G. R. lllsha.m 3.8 
2/1 902 Hocl~han. J. B. Kent 3.8 
2/t903 CaHaway. G. J. Bat11 &Wills 3.8 
2/1904 Tagg, D. Southdowr 4.(! 

(in France) 

DIAMOND HEIGHT 
Nu. Name Club 1990 
31962 Macf3dyen. Geralyn Cotswolo 28.9 
3!963 CtabD. S. J. Coventry 4.3 
3/964 Evens. R. M. ~er land J0.10 

GOLD BADGE 
Ntl. M1me Club 1990 
147 1 lJawding. M. La sham 12.7 
t472 Pickering. J. A Book er 9.9 
1473 .JcsSQP. P. M. 8. SiceSleo· 17. 10 
1474 CG~Iingh•ttt, C. E. London 31.7 
1475 Wrigr>l,r1. C. Yorksl1ir~ 31.7 
1476 Sword, C. D. Northurnbtia 31.7 
t477 Slott. B. Wolds 3 1.7 
t478 Marlow. A. Book er 3 1.7 
1479 Dawe, RA Clevelar1ds 1.8 
1480 Tavern~r. 1. G. Clevelands 7.6 
1481 Macfadym, G.eralyn Cotswold 28.9 
t 482 Craob. S. J. Coventry 4 .3 
t483 Way, S. H. South down 22.t 2.89 
t 484 Haynes. M. R. Essex & SuH01k 1.8 
1485 World, 1 . M. Portsmouth Naval 10 .7 
t 486 Gilbert C. N. A. Two R.ivers t 7.6 
1487 LyOtiS, G .• J. Bockr~r 3./:l 
t486 Ross. G. R. Lasharn 3.8 
t489 Callaway. G. J. Bath.~ Wills 3 .6 

GOLD DISTANCE 
Name Clui> 1990 
Oowding. M. L'lsham t 2.7 
P!ckering, J. A. Booker 9.9 
Marshall. A. J. Wr~k.n 27.5 
Joly. C. Poo1soooulh Na·,al 6.8 
Craht•. S. J . Coven toy 31. 7 
Jess<>p. P. M B. Bic~ster t 7.2 

(u• Austr(tlia:• 
Collongham. C . E. London 31.7 
WrioJht. A. C. Yorkshire 31.7 
Swt:rd.C D. Northumbn.c, 31.7 
Young, M. A. London 3L7 
Stoll.B. Wolds 31.7 
lumer. P. H. Yorkshire 3 .8 
Griffn. B. I rent Valley 1.8 
Goiffiths. P. ,J. Lcn<ron 3.8 
Bowes. D. Wotds ~ t.7 
Marlo•n, A. Book er 31 .7 

{in Frar'lce) 
Brown. G. B. D . Camtridg~ Univ 3t.7 
Oawe. A. A. Clevelatlds 1.8 
D"vies. E. F. Book er 7.8 
Iavemer, T. G. Ctevelanus 7 .8 
Cleaver. A G. 8arnerdown t 8 
Slake. M. P. MidJatlCl .'1 1.7 
Abrahams. i l. w. Nortotk 7.8 
Way. S. R. Southdown t 8 .t2.S9 

{in South Africa> 
Waterhouse. P. W. London 20.7 
Shaw. f'. Burn 3 t .7 
World, T. M . R:a1s•nou1h Nava~ t0.7 

(in Fr;mcej 
Bradley. H. J. Midland 12.7 
Gilbert. C. N. A. Two Aivcrs t 7.6 
LyOnS, G. J. Book<" 3 .8 
Aoss. G. A. Lash" m 3 .8 
t~ootahan, J. B . Kent 3.8 
Callaw;oy, G. J. Bath & Wilts 3.8 
Tagg, o. South<Jown 4.8 

(In hnncei 

DIAMOND HEIGHT 
Name Cl!ri.> 1990 
Dunlop, M. P. South Waie.s tO.J 
Picl<eting. J. A. Book er 9.9 
Jessop, P. M. B. Bk .• -esler 17.10.89 
Macfadyen. G~raiyn Cotswold 28.9 
Unde<wood. G. J. T. Mtdland 1.8 
Crahh, S. J. Coven11y 4.3 
W.;,y.S. 'l. Southdown 22.12.69 

(.in ~uvli1 Af•:<.;a:• 

Fcbrvary/March 1991 
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WORLD CLASS COMPETITION 

Our photograph is of models of 42 entries in the FAI's World Class glider competition. The prototypes 
will be compared on the ground and in flight and drawings and documentation of the winning design will 
be available to any manufacturer interested in producing the glider. There are two UK entries from Keith 
Emslie and Peter Chodera. 

Haynes, M. R. Essex & SuHolk 1.8 8543 Reynolds, D. A. Cotswold 18.7 
(in USAI 8544 Adamczyk, D. Yorkshire 31.? 

Rooer1s, W. G. Midland t0.8 8545 Thk)le, S. Book er 9.9 

SILVER BAOGE UK CROSS·COUNTRY DIPLOMA 
No. Name Clvb 1990 Complete 
8515 Pi<..:~ering, J. A Book er 9 .9 Name Club 1!190 
8516 cnwards. J. H. Wotds 9 .9 Hobio.->On. C . • 1. Essex & SuHolk 12.8 
65 t 7 fielder. R. Wrekin 10.8 Dawe. R. Pc Ctevelands ?.8 
H51 8 Sprec~ley, Natasha Book er 8 .9 Ken. G. J. M;dtand 1.8 
851 9 Yucong. I. M. Oxford 2.9 Svenson. B. W. Wa lds tR.e 
8520 Hcossetl, A. SGU 9.9 
852t Lawrance. Catherine Buckminsf~r 9.9 Part 1 
8522 Honder,;on, H. Buckminster 8.9 Hopkins. B. ~hemnglou 7.8 
8523 McKeilh. T. Anglia 12.8 Jones, P. H. T. London 7.8 
8524 Grinler, A. 1·. Wotds 26.9 Wilson. f'. Burn 3 1.7 
3525 Dawsor'l, C. P. 00fs~l 16.9 W<trd. A. Oevoo & Somersel 10 .7 
8526 Spletter. E. A. La sham 26.9 Joyce. T. 0. So~!i' Wales :/5,7 
8527 .Jennings. N. Book"' 24.7 Brown, S. R. Sua1ford on Avon 18.7 
8528 Aayment. .J. A. Aqu'la 2 .9 Parl<er. w. N. Booker 3.8 
8529 Smitlters. C. A. Camoftdge Un1v 13.9 f\Aorrice. rynna Lashattl 5.8 
8530 Bone. P. T. Cornish 28.3 Harwood .• 1. li. Buckminster 5.8 
8SJ l Lancast~r. J. S. R. Nortotk 3 1.7 Pallreyman. A. J. Stratford on Avon 9.8 
8532 Macdonald, I. Book eo 9 .8 turner. P. H. Meodip 11.8 
8533 Rabinson. C. J. Essex & Su"olk 7.8 fitzsimons. V. G. Chilterns t2.8 
8534 BurgP., li. W. Switluon 16 .10 Smalley, .J. A. Trent Val~ey 18.8 
8535 Challcms, Margarcl La sham 6.8 Pain. J. Pc Kent 20.8 
8536 Dainty. e. Bt;stcl & Glos 15.9 fv'yets. P. G. Blackpool & Fylt.ie 26.5 
8537 Tuppen. Lesley veclts 3 1.0 

J. Plc/cering (Gold badge No. 1472 and Silver badge 853/l Foster. D. B. Swindon 9 .9 
6539 Porteuus. D. Angus 23.S No. 8515} flew Gold distance on September 3, 
8540 Pinncr. D1ana Br;stot & GLos 3.t' 1989, in less than 5hrs and Gold height on October 
854 t Woouman·Smilh. M . London 3.1 t 6, 1989, but didn't qualify for either as he didn't 
8542 Spreck!ey, 0 . Coventry t.9 have his duration until this September 9. 

THE DUAL PURPOSE PICCOLO 

Peter Selinger photographed the 50th ultra-light Piccolo built by Technoflug, a small company in the 
Black Forest. Germany. This single-seater is said to have the safety and comfort of a motor glider and the 
pilot has to have a motor glider licence. Piccolo is either flown as a light aircrah or as a self-launching 
sailplane with only 10 to 20% motor time. 

39 



To be of much practical value and appeal to 
most pilots we believed that any candidate stall 
warning unit would need to be small in size, 
rugged, light in weight, low in both cost and 
installed air drag. Also, it should operate reliably 
in rain and turbulent air during both straight and 
turning flight and at light or heavy sailplane gross 
weights. Negative g stalls and those in severe 
icing conditions were not included in our design 
criteria, at least at the present time. 

Development testing lead to wing top surface 
mounted flat bottomed cambered airfoil probe 
designs, pivoted at the airfoil nose, which per· 
formed well, and they were used for much of the 
subsequent flight testing. Most of the flight test
ing was performed with a Ventus A sailplane. 
However, as the system configurations matured, 
the stall testing was extended to seven additional 
sailplanes, ranging from a Schweizer 1-26 to a 
Nimbus 3. 

The good performance of the flat bottomed air
foil probes were offset to some degree by their 
fragility and somewhat complicated fabrication. 
Therefore, the final phase of the stall warning 
probe development was directed toward finding 
a simpler and more rugged probe design that 
would perform equally well as the already 
developed flat bottomed two surfacoo airfoil 
designs. 

lt utilised a standard 
magnet epoxied to the 
right side of the vane 

Trial and error flight testing finally resulted in 
the simple cambered flat plate airfoil probe 
design using a 20mm wide by 30mm chord cam
bered plate airfoil moveable vane. 11 utilised a 
standard HAMLIN H33·606 magnet epoxied to 
the right side of the vane and a common HAMLIN 
MS RR-2-185 reed switch inserted into a fore
and-aft adjustable switch bracket that is mounted 
below the base of the vane support bracket. 

Fig 1 shows a similar but smaller 1 4mm wide 
by 20mm chord vane configuration that is the 
current favoured design. lt uses the smallest 
standard HAM UN H-31 -604 magnet that we 
could find along with an equally small HAMLIN 
MINI-25-115 reed switch. 

Both the 20 and 30mm chord vane con
figurations are easily fabricated from 0.4mm 
(.016in) thick aluminium 2024-T6 alloy sheet, as 
are their vane support brackets. The reed switch 
bracket is cut from 0.1 mm (0.004in) thick tem
pered aluminium, which is handily obtained from 
a common aluminium beverage can. Full scale 
flat patterns of each of the required sheet 
alluminium parts are included in Fig 1. They are 
easily fabricated by cementing the patterns 
directly on the aluminium sheet material; then 
drilling, cutting, and lastly bending the parts into 
the shapes shown. 

All these parts must be of a non-magnetic 
material because the performance of the 
magnet/reed switch combination will be severely 
degraded if steel or other magnetic materials are 
used for the sensor unit parts. The only exception 
appears to be the 1 .Omm (.040in) diameter pivot 
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RICHARD H. JOHNSON 

STALL 
SYSRMS 
In response to the early 1987 announced OSTIV 
Competition for developoment of a special flight instrument 
stall warning for sailplanes, the Dallas Gliding Association 
appreciated the need for such a device and undertook the 
challenge to develop a suitable system, described in this 
article by Richard Johnson who did the flight testing. 

SC.IILE 
4 0M M • ,6-20 MM Chord Vane 

.-----tr- (0.4 M M TK Aluminum Alloy) 

1.0 MM Dia. Pivot Pin 
(Stainless Steel) 

7 . ~ · ~· Permanent Magnet 
Electnc Wtres (Hamlin H-31-604) - - - -- - - - ~ 
(To Battery/Horn) 

-W ---- •Reed switch Bracket 

~1.0 MM Vane Camber (0.1 MM TK Tempered Aluminum) 

pin, where a slightly magnetic stainless steel 
(standard aircraft safety wire} is used satisfac
torily. In addition, when the unit is mounted on a 
wing for flight use, it needs to be located at least 
1 cm (.4in) from any steel pins, control rods, brac
kets, or other parts, otherwise the magnetic reed 
switch may not open and close proper1y. 

Small size No 28 AWG electric wires are 
soldered to the ends of the reed switch, and they 
lead to a small 9v battery and a piezoelectric 
warning buzzer (Radio Shack Part No 273-060A) 
mounted in the cockpit area. When not in flight or 
when the wing is stalled, the vane trailing edge 
descends to where the reed switch closes, 
sounding the buzzer. Because of that, the battery 
power needs to be switched " off" until after take
off. Alternatively, the battery power can be turned 
"on" and "off" automatically by installing a pilot 
pressure actuated electric switch, as was done 
with the Ventus A test sailplane. 

Stall Warning Vane Installation 
1. Measure chord of test wing at a point approxi· 

mately 100mm outboard from fuselage 
side. 

2. Mark .70 chord location on top wing surface 
(aft of the leading edge). 

Fig 1. Full scale sensor unit drawings. 

3. Install stall warning probe at that location with 
pivot forward and longitudinal axis parallel to 
fuselage centreline. Attach with two pieces of 
40mm long plastic tape approximately 15 to 
20mm wide, applied laterally, with one over 
the vane bracket's forward lip and one over its 
aft lip. 

4. Tape electric wires to wing surface aft of the 
probe and run into cockpit area via an access 
door or wing root passageway. 

5. Place control/speaker unit in cockpit side 
pocket or tape to convenient location on 
cockpit side wall . 

6. Test probe before take-off by turning on 
power switch and: 
(a) Check for horn operation when trailing 

edge of vane is full down. 
(b) Place 1.0mm thick shim below vane 

magnet and check that horn does not 
sound. 

(c) Place a .4 to .6mm thick shim below vane 
magnet and check that horn does 
sound. 

7. If horn does not operate per steps 6a through 
to 6c, it is likely that the reed switch bracket 
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Fig 2. Flight test stall warning data. 

will need to be untaped and the vane bracket 
shifted slightly forward or aft to accomplish 
correct horn/vane movement operation. 

Vane Adjustments 
1. The multiple vane pivot pin holes are provided 

such that the vane leading edge height may 
be adjusted in increments of 1.0mm. 

2. Experience to date indicates that the vane 
leading edge height above its support brac
ket should be about .25 to .50% of the test 
wing chord for smooth laminar airloils; and 
about .50 to .75% of chord for rough ro non
laminar airioils. 

3. If too little stall warning exists, it can be 
increased by: 
(a) Adding a 1. 2 or 3 gram lead ballast 

weight near the vane trailing edge. Use 
rubber or sanding disc cement so that 
changes can easily be accomplished. 
Mount weights on the top suriace of the 
vane but be aware that sometimes the 
ballast weight installation will create 
excessive hysteresis in the warnings. 

That is characterised by a significantly 
higher airspeed being required to 
"unstall" the probe's warning than that 
needed to obtain the stall warning. lt is 
likely an airflow separation problem on 
the vane itself was the cause of this. That 
characteristic is satisfactory, in my 
opinion, provided the hysteresis is not 
more than 1 or 2kt. 

(b) Lowering the pivot height. 
(c) Moving the probe aft chordwise on the 

wing. If the wing is equipped with flaps. 
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do not move the probe closer than .03 
chord forward of the flap leading edge. 

4 . Conversely, if too much stall warning is 
experienced, it can be decreased by: 
(a) Removing vane trailing edge ballast 

weights and/or adding ballast to the pro
jecting tongue located at the vane leading 
edge ahead of the pivot. 

(b) Raising the pivot height. 
(c) Moving the probe forward chordwise on 

the wing. 
Fig 2 is a plot showing flight test measured stall 

warning magnitudes with the Ventus A test 
sailplane as a function of both sailplane gross 
weight and wing flap setting. The sailplane air· 
speeds are based on indicated values only for 
both warning and actual stalling airspeeds. Note 
that the basic data, without the vane ballast 
weight attached, provides between 5 to 11% air· 
speed stall warning with 0 to + 12.1 " flap set
tings. At large negative flap settings the stall 
warning margin increases to as much as 19%. 
Since those negative flap settings are optimum 
only at airspeeds well above stall, that additional 
degree of warning is not considered to be 
detrimental. 

The concept of the stall warning system de
scribed in this article is based upon the use of a 
single stall probe unit being mounted on either 
the right or left wing panel surface, within a boutS 
to 2Scm (2 to 1 Oin) from the fuselage sides. lt is 
likely that some sailplanes, and especially motor 
gliders, may need to mount the stall probe farther 
out on the wing to obtain satisfactory periorm
ance. Should that be the case, it may be necess· 
ary to install two probes. one on each wing panel, 
to obtain adequate stall warning margins from 
both left and right hand tu ms. That did not appear 
to be needed with any of the seven sailplanes 

STALL WARNING SYSTEMS 

included in our tests; however, sailplanes with 
tendencies toward tip stalling or other non-docile 
characteristics will likely require the use of a dual 
stall probe system. Those should be wired in 
parallel to a single battery and horn system, but a 
dual battery/horn system will increase reliability. 

The stall warning data presented in this article 
were measured with the sailplane side-slip angle 
kept reasonably small. Ventus flight testing with a 
single stall warning probe mounted near the left 
wing panel root showed slightly greater warning 
magnitudes when the sailplane was side-slipped 
to the left, but little or no stall warning was obser
ved during the right side-slips. If full stall warning 
magnitude are desired during side-slip flight 
operations then two stall warnings probes need 
to be used, with one each on the left and right 
wings. That was accomplished with the Ventus 
with good results. 

1t must be appreciated that the stall warning 
systems described in this article are experi· 
mental in nature and should only be used as 
such. They are not intended to replace the 
sailplane's airspeed indicator or good air
manship and judgment. Properly used, however, 
they can add to some degree to flight safety. How 
to best use such devices must be determined by 
individual experience. 11:1 

Please send all editorial contributions to the 
Cambridge address and not the BGA 
office. 

LIFT I( 
Blues 

An im prcssive celebration 

of ~oaring flight, shot during 

the British Standard Class 
Na tion<\! Championships 

at Nympsfield, England in l988. W ith its 

breath taking at•rial photography anti 

sharp insigbt$ into the people and 

attitudes that circulate wi th in the sport, 

this 52 minute film will appeal to tlr~ 
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Only £20 inc. p&p 
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Aardman A n imation s Ltd., 

14 \\7cthcn~ll Place, Clifton, Bristol. 
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CLUB NEWS=========;;;;;;;;== 

Copy and photographs for the April· 
May issue of S&G should be sent to the 
Editor, 281 Queen Edlth's Way, Cam
bridge CB1 4NH, tel 0223 247725, to 
arrive not later than February 12 and for 
the June-July issue to arrive not later 
than April 16. The tax number is also 
0223 247725. 

GILLIAN BRYCE·SMITH 
December 5 

ANGUS (Arbroath) 
Despite our busy soaring season, launches and 
hours were down. We celebrate our 21st birthday 
in August. 

Our October flying week was disappointing, 
mainly due to terrible weather. We are updating 
our club fleet and looking for a single-seater 
glass-fibre glider to replace the Pirat. 
P.E. 

AQUJLA (Hinton in the Hedges) 
Our end of season skittles night was well atten· 
ded and a great triumph of organisation -thanks 
to Bob Murray who also gained his Bronze 
badge. 
J.R. 

BATH & WILTS (Keevil Airfield) 
We had a delightful annual dinner with awards 
going to Graham Callaway (two trophies includ· 
ing the ladder): Dave Pengilley (the Club Aircraft 
Ladder trophy for the third year running); Bob 
Hitchin (again winning the trophy for photograph· 
lng seven white horses in the shortest possible 
time) and even the CFI won a cup, the almost did 
it award for 295 of a 300km. 

Although our runways are now in use the 
winch is preferred to autotowlng as the new sur· 
face is so abrasive. Congratulations to John Wale 
on going solo. 
B.H. 

BJCESTER (RAFGSA Centre) 
lt was one of those memorable Aboyne 
expeditions with something for everyone. Con· 
gratulations toP. Atkinson, J. Jury, G. Bennett, R. 
Pepper and D. Francis (Gold heights) and J. 
AJ!en, N. Smith (more than once'). B. Lincoln. J. 
Nelson and J. Wright (Diamond heights). 
M. H. 

John Allan took this panoramic view of 
Aboyne during the second week of October 
about an hour after the conditions developed 
at around 1030. 

BLACK MOUNTAINS (Talgarth) 
Between the rain and snow we have had some 
memorable soaring and a few very busy 
weekends. Several on a Dunstable expedition 
gained around 1 OOOOft in wave. Our members, 
Alister Mackintosh reached 12 500ft in October 
and lvor Shattock 14 OOOft in November. 

Congratulations to Bob Cole on his solo and 
Bronze leg. 

I J.G. 

BLACKPOOL & FYLDE (Chipping) 
Congratulations to Kevin Gosling, Alan Jones 
and Norman Slater (going solo); Bill Green (Silver 
badge) and Barrie Purslow. who retrieved "The 
Picture" from Lakes GC in October. We are now 
one all. 

We have negotiated an extra 150ft of land at 
the narrow end of the field which significantly 
extends the undershoot area. We have also 
bought a "slilter" machine to cut narrow. shallow 
grooves which are then Jilted with stone. enabling 
surface water to drain away quickly and us to 
operate even after heavy rain.(We could do a very 
reasonable loan deal to any other soggy club!) 
V.H. 

BRISTOL & GLOUCESTERSHIRE (Nympsfield) 
The excellent season gave us lots of flying and 
competition successes. Andy Davis had a 
brilliant year - he won the 15M Nationals, came 
2nd in the Pr~WOI1ds in the USA. won the 
National Open Ladder and flew the first UK 
750km in a Standard Class glider. Stave Parker 
won the 15M Lasham Nationals; Ken Barker the 
Inter-Services Regionals; Alain Escher, Glen 
Thomas and Gordon Bishop the Inter-University 
task week; Ray Payne came 2nd in the Northern 
Regionals and our team won the Inter-Club 
League. 

We are flying seven days a week with our first 
ever permanent winter instructor. Sieve Bennett. 
The ongoing clubhouse refurbishment will 
include four more bedrooms, a new office, brief· 
ing room and ladies' shower. 
H. E. 

Obituary - Ted Waterman 
lt is with sadness that we record the sudden 
death of Ted Waterman on October 30. Ted had 
been connected with flying for most of his adult 
life starting as a rear gunner in the RAF and 
spending several years as a prisoner of war after 
baling out. 

A member for about 25 years, he flew a few 
days before his death. He was an inspector and 
spent many hours repairing and overhauling our 
g liders and tugs. including the rebuild of the 
Swallow. His help in building the south hangar 
and other field maintenance was invaluable. In 

latter years he arranged tor most of the repacking 
of the parachutes. 

Ted will be sorely missed as a member. 
colleague and friend. 
Tony Pentelow 

BUCKMINSTER (Saltby Airfield) 
The bonfire evening was very entertaining and 
the annual dinner a great success. Awards went 
to Ray Henderson, Bill Kirton and Roger 
Shepherd (who shared the duration trophy); 
Cathy Lawrence (improver); John Harwood 
(1 OOkm); Phil Walsh (club member); Mike Jordy 
(Milk cup) and Russell Cheetham (club ladder). 

We now have more than 90 members. 
D.H. 

BURN (Burn Airfield) 
The club tleet has been greatly enhanced by a 
K-13. imported from Germany. and a K-21, our 
first glass two-seater. 

An unusual party and disco in the clubhouse in 
October commemorated the 25th birthday of a 
K-6CR which has been at the club since new. 
Many previous owners and friends attended. 

The annual dinner was a great success with 
Derek Piggott as the guest speaker. 

We have appreciated the interesting series of 
flying lectures given by Bill Thorpe. Con· 
gratulations on going solo to M. Smith. A. Smith, 
A. Jackson and A Wales. 
D.G.K. 

CAIRNGORM (Feshiebridge) 
We enjoyed our many visitors in September and 
October, led by the Avon Soaring Group. During 
the third week there were 26 Diamond heights 
including one by our member, Bill Long staff, who 
reached nearly 27000ft asl for a new club 
height record. 

We have replaced the K· 7 with a K· 7/13. The 
hangar is threatened by erosion from the river 
and will have to be moved to the south end of 
the runway. 
S.M. 

CAMBRIDGE UNIVERSITY (Duxford) 
Preparations for our move to Gransden Lodge in 
the middle of 1991 are progressing well with the 
grass runway sown and the promise of a hangar 
and buildings suitable for a dubhouse and 
workshops. There is a great deal to do but me m· 
bers are enthusiastic and with their help we have 
the prospects of a fine new site. 

The annual Portmoak camp in September 
wasn't as well attended as usual but gave mem
bers their first taste of wave flying. 

Congratulations to Colin Smithers (Silver 
badge); Andy Barren. Janet Birch and Stephen 
Meadows (Bronze badge) and Chris Partington. 



The Argyll and West Highland GC's Puchacz 
photographed by Tony Shelton over the Firth 
of Lorn on its way back to Connel Airfield. lt 
was flown by Graham Smith with Jim Holton 
as P2. 

Tony Tytey, Stuart Morgan, Andy Zucker and 
Philip Ancliff (going solo). Also to John Glossop 
and lain Baker (Nimbus 301) on the UK multi
seater 400km triangle speed record flown from 
Duxford on August 30 at 113.70km/h. 
J.L.B. 

CLEVELANDS (RAF Dlshforth) 
lt has been a quiet autumn with several familiar 
faces absent in the Gulf. Much hard work has 
been done on the social side and the airfield 
resembles a building site as it is prepared for 
Army use. 

At the AGM, awards went to Jackie Clegg, Neil 
Claughton, Colin Walker. Derek Smith and Robin 
Sinton, with a special presentation to Roy Olen
der and Stan Cynalski (see last issue). 
J.P. 

CONNEL (Connel Airlield) 
November was exciting with freQuent wide-

Gerry Bryer of Connel GC after his first solo 
with OCFI, Alex Fleming. 

spread wave. lt is often out of reach of our wire 
launches but earty in the month Ken Atlaway and 
Atex A eming (Puchacz) made contact above the 
airfield and soared to 1 OOOOft over the Glencoe 
pass. Later. our chairman, John Anderson. flew a 
Pirat to Kilmore for Silver distance and a Gold 
height (13000ft). 

Most recent of all, lain MacArthur and Danny 
Clark (Puchaczl on a hangar flight met a 14kt 
express lift over loch Awe but had to leave it at 
6000ft because of the gathering gloom. 
R.W. 

COTSWOLD (Aston Down) 
Congratulations to Doug Gardner on all three 
Diamonds with Diamond height at Aboyne and 
Roger Seymour on going solo. 

The clubhouse is warm and pleasant and Andy 
Davis gave an excellent informal lecture during 
one of the winter social evenings. 

We have a splendid new towcar and will soon 
take delivery of our new K-13. 
G.M. 

COVENTRY (Husbrmds Bosworth) 
We had another good season with over 
80000km flown and many badge claims includ
ing a 500km Diamond distance by Paul Crabb 
who, with his twin brother Steve, has gained all 
three Diamonds in three years' flying. 

Silver distances were by Toby Wright, Rob 
Norman, Lawrence Brown, Dave Parry and Alan 
Slake; Peter Burgoyne and Liz Farmilo flew 
300km Diamond goals from le Blanc, France, 
and Andrew Spalding, trying to claim the seaside 
trophy, flew (along with bucket and spade) 
160km to Ipswich. The last cross-country of the 
season was Can Buzzard's Silver distance to 
Saltby on October 14 in 35min. 
D.L.S. 

CRUSADERS (Cyprus) 
The club Falke is being renovated by Ray Brown. 
The IS-28a has been written off so the T-21 is the 
club two-seater until the K-13 is back from repair 
at Bicester. 

.. 

Simon Wilkinson and Erdinch Ustenler have 
gone solo. Andy Stenion has come from Fen land 
where MT member Andy Maclean is going. 
A.D.S. 

DARTMOOR (Brentor) 
For the first time we will be Hying all winter. Our 
field is fenced to keep out wandering sheep, 
cows and the hunt; we can leave gliders rigged in 
our new hangar and dry off between downpours 
in our rebuilt caravan. 

Peter Rogers has gone solo and Tim Smart has 
resoloed after a long absence. With Gerry Neild 
going to the Gulf w ith the RAF and Don Puttock 
leaving, our main problem in 1991 will be a short
age of instructors. Is anybody out there 
listening? 

Our ladies. having helped on the field and in 
social events. are seeking their reward - a 
flying course. 
F.G.M. 

DEESIDE (Aboyne Airlield) 
The annual dance was again an outstanding sue· 
cess and the following were awarded trophies: 
J . Davidson (best gain of height): G. Keates (best 
cross-country): A Middleton (all round contri· 

Cart Buzzard of Coventry GC celebrating 
after his Silver distance on October 14. 
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bution to the club); J. Stephens (most meritorious 
flight) and the CFI's trophy went jointly to B. Hen
derson and I. Carmichael for their work with 
AEI flights. 

Jack Pirie has gone solo and launches for 
1990 were some 30% up on 1989. 

We are well forward with plans for a second 
tarmac runway; both Puchacz have oxygen and 
radios; the Vega trailer is finished and we have a 
towable fire fighting unit for the launch point. We 
have bought spare engines for the Super Cub 
and Pawnee and have some Rallye spares avail
able - if interested ring Alan Middleton. 

lain Donnelly is taking over as tug master from 
Mark Recht who is going to Paris for two 
years. 

If you were involved in the mega retrieve at 
Glen Esk on November 2 and lost a substantial 
sum of money, contact our secretary in writing 
giving details of your loss. A farmer has handed in 
money found on the hill. 
G.D. 

DERBYSHIRE & LANCASHIRt= (Camphi/1) 
The vintage weekend was successful with pilots 
visiting from all over the country. Sieve Carver 
and Bob Bollom are full Cats; Anne Robinson 
and Mike Grundman have AEI ratings and we 
have had numerous solos. 

Our K-7/13 has been repainted and there is a 
new LS-7 on site. After a four-day winter week we 
will revert to our full activities in April. 

Tom Bradbury gave us an excellent Met lec
ture. Our good wishes to Toby who is making a 
good recovery from his accident. 
G.W. 

DEVON & SOMERSET (North Hill) 
This season we have had many visitors and an 
equal volume of our members have scattered 
themselves across the island. 

Congratulations to Rod Ward and Malcolm 
Chant (Gold heights); Frank Bertorali (Bronze 
badge) and to Gordon Bonney, Chris Oldfield. 
Terry Newberry and Mark Woolaway (going 
solo). 

A new DG-300 has joined the private fleet. 
G.P. 

ENSTONE EAGLES (Enstone Airfield) 
Our new Twin Astir is a much modified version 
with many of the Twin Acro features. 

The annual dinner-dance was a great success. 
Congratulations to all the trophy winners and 
especially John Canning who won the cross
country cup. 

Membership is stilt growing. 
M.F.S. 

GLYNDWR (Denbigh) 
Visitors from Cosford and Devon & Somerset 
contacted wave in OCtober. Rhod Evans (K-6E) 
reached 19 1OOft for his Diamond and set a new 
site record. Ten others reached 13000 to 
17 500ft and Mick Boydon and Mick Davis com
pleted our ridge run. 

The newly acquired club K-8 is popular; we re
cently contacted wave over the site in easterly 
winds and are planning a hangar/workshop 
complex. 

Congratulations to Keith Lewis on his assistant 
instructor rating. 
T.K. 
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HEREFORDSHIRE (Shobdon Airfield) 
To our great sorrow Chas Nightingale, our CFI for 
many years until forced to resign due to ill health, 
died on November 25 and we lost a good friend. 
We send our condolences to his wife Carol and 
his family. 

After a summer of excellent thermal soaring the 
wave season has started well. Richard Palmer 
from Avon flew to 19000ft in very rough looking 
wave on November 18. Several others followed 
but came up against the empty oxygen bottle 
barrier at 1 000011. 

Visitors are welcome and a tow can be 
arranged even on weekdays. 
G.W.R.P. 

HUMBER (RAF Scampton) 
This summer has surpassed all expectations. 
Congratulations to Chris Gildea (1 si in the Inter
Services Regionals' B Class) and Dave Cock
burn, CFI (7th in Class A); Steve Ashton, Keith 
Whittaker and Richard Tobin (Shrs. Richard also 
gaining part 1 of the UK Cross-country diploma); 
Mike Tobin and Daniel Smithson (Silver height) 
and Phil Haines (going solo and gaining a Bronze 
leg). 

The Hallowe'en party went well. 
K.M.G. 

KENT (Challock) 
Our annual expedition to Aboyne in October 
resulted in seven Gold heights and two 
Diamonds. 

Maureen Capie has joined the K-6cR syndi· 
cate. The popular AEI flights for groups and the 
one-day courses have brought us many new 
members. 

The ex club T-21 (Kermit), lately owned by 
members, has regrettably been sold after being 
w 1th us for over 20 years and we have replaced 
our Citabria with a Pawnee. 
A.R.V. 

KESTREL (RAF Odiham) 
Due to a bowling alley, our clubhouse is being 
razed to the ground. A tremendous effort by core 
members, particularly Paul Carter. is ensuring we 
have a habitable new clubhouse by the spring. 

Congratulations to Tracey Button, Russell 
Butcher and Mike Clark on going solo and to 
Andy Aveling on completing an three Diamonds 
with a SOOkm and Diamond height within two 
months. 

A new Discus came in September. 
J.N. 

LASHAM (Lasham Airfield) 
We have had another record year with 42285 
launches and 366700 reported cross-country 
kilometres. 

We have added a new K-13 and an ex-ATC 
K-21 to our fleet and now have a total of 160 
single-seaters and 12 two· seaters. 

We are twinning with a French GC - yet 
another example of the new Europe. 
M.T.C. 

MIDLAND (Long Mynd) 
Our manager, Roy Dalling, has become CFI at 
Portmoak. We thank him for all his work over the 
last few years and wish him well in his new 
job. 

CLUB NEWS 

.. 
The Aboyne expedition in October was 

enjoyed despite disappointing weather. But we 
had good conditions for our wave week course 
with Nick Heriz-Smith gaining his Gold height. 

Simon Adlard, Paul Garnham, Chris Harris, 
Rod Hawley and Paul Shuttleworth have become 
instructors and been especially busy on the 
evening courses. 
A.R.E. 

NENE VALLEY (RAF Upwood) 
At our AGM in November we reluctantly accept
ed Paul Winterton's resignation as chairman due 
to heavy involvement in his new job. In his place, 
Roger Emms, backed by CFI Horace Bryant, 
outlined plans for two expeditions and a task 
week (somewhere other than Bassingboum!). 

New committee members include Roger 
Morrisroe (safety officer), Brian Palmer (ground 
equipment), Mel Bain (PRO) and Julian Pool 
(social secretary). 

Dick Meayers. Gordon Reece and John Young 
are refurbishing the K·8 we have bought. Con
gratulations to Roger Emms on his assistant 
instructor rating. 
R.E. 

NEWARK & NOTTS (Winthorpe) 
The annual dinner-dance was a great success -
the new committee's best effort. Trophies were 
presented to Roger Starling, Dan Goldsworthy, 
Frank Hunt, Paul Russell, Andy Roe and Mike 
Abrahams. 

Congratulations on going solo toJoe Burrows, 
Chris Goldsworthy and Shirley Maddex, Shir1ey 
in the Motor Falke. 

Visitors are always very welcome. 
M .A. 

NORTHUMBRIA (Currock Hill) 
Congratulations to Graham McAndrew from his 
friends at Currock Hill on his appointment as 
national coach. Our oldest member. 80 year-old 
Bob Hopwood, has been made an honorary life 
member. Bill still flies dual and loves 
aerobatics. 

We have bought a new two-seater, ordered a 
Puchacz and are replacing our ancient Daimler 
bus winch. We are all working hard to raise capi
tal and refurbish the hangar, bunkrooms and 
clubhouse. 
R.D. 

NORTH WALES (Rhual/1) 
We had a very successful Christmas dinner
disco. Trophy congratulations to CFI Ray Ball 
(height trophy for the second year running and 
the cup for the best flight in the club K-8 with a 
SOkm 0/R along the Clwydian ridge); James Bar
ber (outstanding flight trophy for over 600011 in 
thermals and the "bog seat" award for forgetting 
his barograph); Mike Sanders (first solo of the 
year); Tony Cooper (most progress) and Dick 
Moore [a trophy in recognition of dedicated and 
energetic service, encouraging us in what could 
have been a much more difficult rebirth of the 
club). 
N.D.J.C. 

OXFORD (Weston on the Green) 
Our annual subscription was raised to £100 at 
the AGM in November. The committee is 
unchanged except that Mark Pollard replaced .. 
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CLUB NEWS 

Gerry O'Sullivan whose work over the last few 
years is much appreciated. Sieve Evans is the 
new CFI. 

Richard Hall presented the annual awards to 
John Giddins (club ladder trophy), Phil Hawkins. 
Mark Pollard, Steve Porat and Martin Hastings 
with the flying brick award going to Colin 
Shepherd. 
F.B. 

PHOENIX (RAF Briiggen) 
We have had a successful year with 71 07 
launches. over 2000 flying hours and plenty of 
good weather. cross-countries and competi tions. 

We congratulate 23 on going solo and the 
three Bronze badge and seven Silver badge 
pilots. And especially Nick Slater and Ritchie 
Lovegrove (Gold heights); Pete Heyes (Gold dis
tance); Bill Gibson (Diamond distance for all 
three Diamonds); "Nobby" Clarke and AI Farmer 
(2nd and 5th respectively in the British Overseas 
Nationals) and Chris Heames (1st in the Laar
bruch Mini Comp). 

. ' . y 

. ..,. ... _ _ :.~~-

CENTRALIA AIRPORT. ILLINOIS 62801 

Ffien<Jiy Professional- Always ready to help 

Cost Elfecttve Powere<l Ratings. Converstons, 
Hour Buikimg 

No Deposits - No Risks - No Surprises 

Fly Solo from $28 PH ... No Delaya 
Private PilOt l..ic:ence 52,995 

No hidden extras - Guaranteed m writinG 

CAA CPL 1/R 
1500 hour FAA ATPL, with transfer to Airways 

Aoght Training. E~eter Ltd .. and all tests 

AIRGO WORKS TO YOUR SCHEDULE 

For persOtlal estimate and expert 11dvice: 

PPL to ATPL ... CALL AIRGO TODAY 
618 533 1643 Fax 618 533 8616 

UK AGENT: 0747 54917 

we say goodbye to Mick Wilson and his son 
and Bob Brown - they are sorely missed. 

Stop Press! After 15 years' of endeavour (one 
husband. two children and a car crash) Jane 
Kennedy has gone solo. 
H.T. 

PORTSMOUTH NAVAL (Lee·on·SolentJ 
Congratulations to Sue Hollamby (going solo): 
Richard Croker and Dick Masters (Bronze 
badge); Arthur Yardley (Silver height) and to 
Julian Oswald, KeHh Walton and Alan and 
Yvonne Clark (AEI ratings). 

Several members joined a successful Bicester 
expedition to Aboyne where Bruce Uncoln 
achieved Diamond height, Derren Francis Gold 
height and everyone enjoyed some wave 
flying. 
K.S. 

SCOTTISH GLIDING UNION (Portmoak) 
The year ended on a high with the formal 
handover by the Scottish Sports Council of the 
Pawnee; the appointment of Roy Dalling from the 
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Bernard Smyth's photo of the Grunau Baby 
restored by Sid Smith and eo at Nympsfield. 

Long Mynd as our staff instructor/CFI designate 
(and we wish him well) and our annual dinner with 
the honours going to Colin Hamilton with two 
trophies and a fu rther two shared with Alan 
Bautd; Brian Scougall (three} and Dick Middleton 
and Richard Allcoat (one each). 

The Silver Salver went to Graham Smith and 
the Darren Powell award for tugging to Keith 
Buchan. One of Colin's awards was for the best 
distance flight which completed his three 
Diamonds on the day Alan Purnell did 950km in 
wave (see p10). Congratulations also to lan 
Melville (Silver badge) and Richard Eyre-Todd 
(going solo). 

With Roy's appointment we will operate 
throughout the year with a wide range of courses 
and facilities for visitors. 
M.J.R. 

SHROPSHIRE SOARING GROUP {Sieap) 
We had a good year's flying with a few badge 
d aims and the wave season has started well. 
Barry Bate is now chairman with Don Badley as 
secretary and Vie Carr as treasurer. 
N.A.P. 

SOUTHDOWN (Parham Airfield) 
Our much loved K-8 is being restored and re· 
covered by volunteers and a new Tost winch is 
coming in May. We had another successful 
Talgarth expedition and Brlan Bateson. chair-

Mike Rlchardson, Scottish Gliding Union's 
chairman, accepting the Pawnee from Allan 
Alstead. chief executive of the Scottish 
Sports Council, at Portmoak on November 
17. 

man. Is planning our first visit to Dishforth during 
the Christmas week. 

Congratulations to Derek Tagg on his 300km 
from Le Blanc, France. and grateful thanks to 
Kathleen Mitchell for organising our flying 
accounts for 17 years until they were 
computerised. 
C.M.R. 

STRATFORD ON AVON (Snitterfield Airfield) 
The new K-21 Is being refurbished and the super 
winch system with back-up Rover conversion 
and retrieve winch are proving very worthwhile. 

The AGM was well attended with trophies 
awarded to Vernon Brown (best flight); Phil 
Picket! (most progress); tan Edkins (chairman's 
spectal award) and Chris Morris . 

Dave Benton's Bronze badge lectures are very 
successful. The new clubhouse is superb follow
ing refurbishment by Vie Berry and Stan Smith 
plus twin loos and shower in the adjoining 
portakabin courtesy of Martin Greenwood and 
Jetf Gale. 

Congratulations to Colin Bushel! and Tony 
Palfreyman (AEI ratings). Bob Horsnell is our 
safety officer and Jonty Boddington winch master 
H.G.W. 

STRATHCLYDE (Strathaven Airfield) 
We have had a reasonably good year and con· 
gratulations to Dave Miller. Jim Provan. Davld 
Hanlon and Robert Henderson (going solo); Jim 
Murdoch (Silver badge) and Tirn Barnard (a 
new instructor). 

Our open weekend in September was a great 
success. We even wangled a Spitfire for tlole 
Battle of Britain Memorial Day which drew the 
crowds and raised much needed funds. Our old 
winch worked splendidly. filling the gap until our 
tug is repaired. 

We have bought a Btanik, which is going well , 



and the syndicate owned Grasshopper is caus
ing amusement and interest. We are putting a 
sell-sustainer engine in our T-21. 
D.I.H.J. 

SURREY HILLS (RAF Kenley) 
We continue to expand with a new wave of 
optimism. Thanks to the efforts of Mikal Wilkins, 
Bob Young, Peter Poole and Pete Sparrow in rais· 
ing the structure, we have a new hangar for the 
club fleet - K-7. K-1 3, T-31, Swallow (for the 
purists) and Ogar motor glider (for advanced 
instruction). We fly Monday to Friday from 1 Oam 
to dusk, but it's wise to telephone first. 

Congratulations to Eric Harvey (going solo) 
and Stuart Abbot! (BGA inspector rating). We 
were sorry tan White has left as resident instruc
tor but pleased he is staying on as a member. We 
are still short of Instructors. Any help would be 
appreciated. 
S.E.A 

THRUXTON (Thruxton Airfield) 
We had an excellent Christmas dinner with a 
lecture from our crop circle expert, "Busty" 
Taylor. 

Congratulations to brothers Dave and Paul 
Mayte on both soloing on the same day. 
J.B.L. 

Obituary - Dave Bourne 
During October, we sadly paid our last respects 
to Dave after a tong illness. He never mentioned 
his suffering and became one of our most steady 
and reliable solo pilots and air experience 
instructors. 

An inspiration to us all, Dave was always happy 
on the airlield and, despite his problems, found 
the energy and commitment to apply his 
engineering skills to many maintenance tasks. 

Our sympathies go to Eileen and his family. We 
shall miss him. 
Lestie Dawson, CFI 

TWO RIVERS (RAF Laarbruch) 
The two autumn expeditions were extremely suc· 
cessful. At Innsbruck the lohn wind blew on 
seven days making the flying extremely rough 
and exciting with spectacular views, resulting in 
two Gold heights and one 5hrs. 

At B isperode John Hill. Chris Breeds and Mike 
Burrows completed their 5hrs and in seven days 
we totalled 86hrs. nearly 18 by John Hill. This 
gave a lot of flying to the relatively inexperienced. 

Congratulations to Jack Wright. Simon Urry, 
Yvonne Hill and Andy Waiters on going solo. The 
RAFGGA AGM was a great success with us win
ning the NATO challenge cup, the Safety and 
Two-Seater trophies and a trophy by Phil 
Jones. 

We are planning a spring expedition to 
Sisteron and send best wishes to Roddy McCrae 
in the Falklands. 
L.F. 

VECTIS (Sandown Airport, Isle of Wight) 
Our expedition to Saumur, France. was a great 
success with belter weather than previously. 
Alasdair Mactean flew all three Silver legs; Ken 
Taylor his distance: Lesley Tuppen height and 
distance to complete her Silver and Peter Tuppen 
flew 300km. 

Our dinner was well attended. Jim Britton won 
the most improved pilot's cup with other awards 
going lo Ken Box and John Leonard. 

The club K·8 is being re-covered and an ex 
Army van is giving launch point shelter. Our 
Super Cub 150 has been fitted with a silencer. 
giving a noise reduction of about 10dB. 

Congratulations to Andy Noctor on his assist
ant Cat rating and Chris Bacon on his Bronze 
badge. 
L.T. 

WOLDS (Pocklington) 
11 was a super season again and we have six solo 
16 year·olds, many having progressed to the K-8. 
Andy Butler, Bob Hotroyd and Alan Grinter have 
Silver badges and John Edward won the most 
notable flight award. 

Next season we have expeditions to F ranee 
and Scolland. When our Supercat winch arrives, 
combined with our extra 37 acres, the launch rate 
will further improve. 
N. RA. 

WREKIN (RAF Cosford) 
During our October expedition to Glyndwr, Dave 
Judd finished his Gold badge with a height: Mick 
Boydon and Keith Harsent (K-21) reached 
17000ft and Mick Davis took his ASW-20 round 
most of Wales in wave. 

At our AGM in December trophy winners 
included Ricllie Toon, John Barret1. Mick Davis, 
Rowly Fielder. Dave Gordon and our soup 
dragons Sue Gordon and Caroline Ruscoe. Dave 
Gordon takes over from M ick Boydon as C F1. Joe 
Croshaw has resoloed. 

CLUB NEWS 

Don't forget our 25th anniversary - see our 
classified advertisement. 
R.J. 

YORK GLIDING CENTRE (Rufforth Airfield) 
The hardy members of our latest syndicate have 
been flying their Hawbridge Baby; the group 
owned Motor Falke (G-BAMB) is being renovated 
and Bob M cLean has lent us a K-7 with an option 
to buy. 

Tom Stoker won the club ladder with an im
pressive margin; Roger Alexander has gone solo 
and Nigel Buckley resotoed after a two year 
break. 

We have put in planning permission for three 
T-hangars to house our fleet of Fatkes and the 
caravan site is almost ready. 

Our dinner-dance was entertaining and we are 
hosting a Christmas party for disabled 
children. 
A.W 

YORKSHIRE (Sutton Bank) 
Mike Wood is CFI for a year and then David 
Hayes will take over. We wish them every suc
cess. Henryk Doktor will be a hard act to follow 
and we thank him for his hard work and dedi
cation over the years and hope he has a long and 
happy retirement. 

Henryk's retirement dinner·dance will be at 
The Old Swan Hotel, Harrogate on February 23. 
Tickets are £2 1 from Mrs S. Kane, tel 0642 
762670. 

Congratulations to Jack McGregor and Brian 
Clarke on going solo. We had an exciting ridge 
and wave soaring week at Cairngorm GC's 
Feshiebridge in October. 
C.L. i:l 

FRENCH EXPEDITION 

The Route des Cigognes expedition, which is 
mainly for self launchers and motor gliders, 
meets in Paris on April 20 and returns there on 
May 12 after an ambitious trip via Perpignan, the 
east coast of southern Spain down to Gibraltar, 
Tangier. Beni Metal to Ouarzazate on the 
southern side of the Atlas mountains. 

For two weeks they will explore the potential of 
the area and reasonably hope for 15 to 18 OOOft 
cloud bases and 10 to 16kt thermats lasting for 
ten hours. 

Full details are from Jean-Renaud Faliu, 92 rue 
Raynouard, 75016 Paris, France. 

The YORKSHIRE GLIDING CLUB 
Our superb glass· fibre fleet caters for absolute beginners or pundits. You can be assured of the best opportunities for 

gliding in this most beautiful county. 

With over fifty years of successful soaring at one of Europe's foremost panoramic sites, the YORKSHIRE GLIDING 
CLUB welcomes visitors from all over the World. 

Why not join us at the Yorkshire Gliding Club - There is no other club quite like it' 

Full residential and catering facilities all year round. 

The Yorkshire Gliding Club (pty) Ltd, Sutton Bank, Thirsk, N. Yorkshire 
(0845) 597237 
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BLACK / 
MOUNTAINS 

~ 
GLIDJNG 

CLUB 
(TALGARTH) 

COME AND TRY OUR VERY 
SPECIAL MOUNTAIN RIDGE 

FLYING AND WAVE SOARING 
We fly 7 days a week, all year round. 
Weekend and mid-week courses avail
able for beginners or experienced pilots. 
Because of our good ridge soaring, 
instructional flights average 45 + minutes. 

For details contact 
Derrick Eckley on 0874 711254 

or the 
Air1ield on 0874 71 1463 

Gliding in the Black Mountains? 

THE TOWER HOTEL 
Farnily run hotel - rooms with en Slrite, showers 

or basic facilities av<ulable 
Bar, Restaurant an<.l Resiclcnts Lounye 

Situated one mile from Black Mountains 
Gliding Club 

Tel 0874 711253 

SUNSAIL (Andrew & Lyn Davis) 

D(J AEROGRAF -The B•rog,.ph 
- e•ectronrc seal. sailpla•ne/motor g_lider, 

O ~~!~~~~ mehe runge. ce~m•ra £S36.00 
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AEROGRAF BASIC - simpl.e version of A&rogrof 
ror dub use, hang-gliders end b&lloc:uls, 
6000 metre r•ng& £398.00 
FOTOTIME 11- time r&cordrng camar• 
-elapsed tima re.solves to Wfthin one second £260.00 
AT1 WING TAPE - 19n>rn x 20m £_1.08 

JACKING BELLY DOLLY MECH.ANISM 
- 4 inch lift - w;th wheels £87.00 

- without wheels £67.00 
p,.;ces ;nclude dt~livery tmd mBy Nuctuare w;rh 

tuchttngo rbfe 

Clarebourne House. Strortwood 
Nailsworttr. Glos. GL6 OSJ Tel : 045 3834931 

BOOK ER 

All types of course from absolute beginners to 
experts • Al l aerotow launching for longer flights 
• We are open every day all year including 
surnmer evenings until sunset • Only 35 m ins 

from London (M40 junction 4j 

Write or phone for our colour bmcfHJre: 

BOOKER GLIDING CLUB 
Wycombe Air Park, Martow 

Bucks SL7 3DR 
Tel: 0494 442501 

11' Rll'>Cii. THJ!RMAL A NO WAV~. ~OARIN(;. 

Soar riK· C otsw<1lds :tnd inro 1h~ \V~bh 
mcrLurraitr~ . C •>rrJt' io r .1 da1' or ,, week. 
C lublloUSl' or f·~n~Lv:l n/~·aln'~\in!£ 
-.H'<'Illlllrrl r<!:rtir.>JJ . 1-lrrlida\' r·nur~cs. AEJ 
C• . .>ursc~ bv arra~1L!,n11 C~It_. .E~lS\' a n: ... ·s~ 
M·l/1\-15., , , 
Deta il.s from : Tb..- Ma!Mi.!,<:r, B ri,lnl ,'<,; 

C louccst.:rshin· Glidl.ng dub. 
Nympstl.-IJ, Nr. Ston('hom<' , Cl"'. 
( j LJO JTX. 
B 1!453 H6:1-t2/ xf>OOio!! 

BUCKMINSTER 

We OP<'n ~•cry weekend and Wednesday lhruug!l-
out the ynr. 

O ne to tiw d11.y cours.,s audlablc fn >m Ma} to 
&ptcmber. tailored to meet your need~. 

Mini Cour~~ available a t weekend.' until I pnl 
where you will sh~trc 11 glider ,.lth the sanr• i.n-
~tructur and a maximum of lir~ other student.. 

Aerotow and Winch laun(·hes available and lhe 
Club fleet consis ts of a Pucha.cL, K 1.\, K8 and 1(6. 

E•·rr)body welcome - }OU will find u~ 5 rnjle~ 
south ol' Grant ham and 3 miles w~st of the A I . 

EAST MIDLANDS 
Buckmlnster Gliding Club 

Saltby Airfield (Nr Grantham), Lelc«lrershire 
Tel. Bill (0533) 303804 

or Martfn {0802) 307737 

The ciub is open lo everyone. 

We winch and aerotow frorn Duxtord through
out the year. most!y at weekends. We run 3 day 
"Introduction to Gliding Courses'· in April, and 
full 5 day courses tor AI.J-Initios and Solo flilots 
from the end of May to the end of August. 

For general information write to 
The Secretary, Chris Sullivan 
10 Kentings, Comberton 
Cambridge CB3 7DT 
Tel. 0223-263480 

For Course detail~ write: to 
The Course Secretary 
PO Box 16, Ro yston, Herts SGB 7TY 
Tel. {0763) 208340 

COVENTRY 
GLIDING 

CLUB 
• Ht'o rdent,.rl courses huld wee-kly 

• A61 courses 
held on 
cl(!manc -

• 5 d<~Y <~nd 2 r.f(LY 
• Good fielc 
• B~\Ji nrwrs 

welcome -

£N 

• Advanced 
courses fur 
Bronze & SliVer' 
badges. CI'OSii 
Country Flights 
dllnng 1 !lB!l 

COVENTRY GLIDING CLUB 
Husbands Bosworttr Airfield, lutterworth 

Luics. LE17 6JJ 
Tel: (0858) 880521 !0858) 880429 

KENT GLIDING CLUB 

Challock, 
Ashford, 
Kent 
TN25 4DR 

Courses available for beginners 
and early solo pilots, April to 
October. Inclusive of instruction, 
meals and accommodation in 
fully licensed clubhouse. 

For FREE brochure, write or 
phone: 
Challock 307 or 27 4 
(Std 023 374) !:! Lid 

SAILPLANE & GLIDING 



COME 

GLIDING 
\\ilh tlh.' 

CORNISH GLIDING CLUB 
Perranporth, Cornwall 

5 da\ Cuu"c< £1/111 
'la~ to &ptcmber 

U nde r B<.i:\ in~trut:lor!->. fkginncr:-. \\'t..'kn rnl.'. 

Tn·,·et l;os .\1 rikl<l " on I I' one· mik fnm1 
PC'rrunporth':-:. goldl·n ·:-'~.Htd :--.. on(• o f 
('ornwoll's ra,·ouri t<' l';unily ho lirhll' · ·(•ntr .. , 

RUTH PHILLIPS 
BOSWENS, WHEAL KITTY, ST. AGNES 

(0872) 552430 

ENSTONE EAGLES 
GLIDING CLUB 

Now open for gliding seven days a week 
throughout the year. New members 

welcome. 

Launch by aerotow or motor tow and soar 
over the beautiful Cotswolds. 

Mid week holiday courses from March to 
October for beginners or solo pilots 

tailored to suit your requirements. 

Details trom: 
TOM MILLER. 

ENSTONE EAGLES GUOING CLUB LTD 
Enstone Ait1iekl, Church Enstone. Oxfordshire 

Tel: (0608) 677461 or 877535 (daytime) 
(0869) 5076 7 (evenings) 

MARCHINGTON GLIDING 
CLUB 

Situated in th~ M idlands. Offers Holiday 
courses from April to September. 

Good local soaring ami 
cross-country. 

Private owners welcome. 

Please Contact: 

Course Secretary 
Marchington Gliding Club 

Marchington Airfield, Morton Lane 
Marchington, Nr Uttoxeter ST14 SLP 

Telephone: 0785·51570 

M,-r6,1J: (/ltding t?/~/~ 

-----
Holiday courses from June to September -

' beginners to Silver C. Book now' 
Motor Glider Courses throughout the year -
Bronze or Silver C lo PPL (SLMGI. 
Visiting Aircraft welcome - ideal cross-country 
site - cheap aerotows and temporary member· 
ship. 
Friendly club - accommodation on site -
licensed bar. 
Write to: The Course Secretary, Mrs G. EdWards, 
Gt Stones, Hare Street, Buntingford, Herts SG9 OAO. 
Tel: 0763 89460. 
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LASHAM 
Doe• your home club operate only at weekends? 

At L..1sham we operate all week. ~?Nery week which 
means we could provide a uscfui supplement to your 
training. Whether you are not yet solo and would 
benefil lrom a week's consolidated instruction, <X a 
budding cross·oo<mtry p ilot n..e<Jing soariny or field· 
laf"ding training, we have the exner1ise and facilities 
to help. 

Aparl ltom our large two-seater fteet and excellent 
aerotow and winch launch tacJiities, we have a 
comprehensive briefing room tor lectures 01' 
instructional videctApes if bad weather prevenls 
Hying. 

Orl ·Site accommodation 1or club expedi1ions is 
always available by arrangement. 

Absolute beginners are o f course always welcome -
we have a large choice of courses and types ol 
rnembership 1o suit your needs. 

Lasham Gliding Society 

Nr. Allon, Hants 

Tel Hemard (025 683) 322 or 270 

LONDON GLIDING CLUB 
7 day:- <1 week. year round 
op.:ratiou 

Thcnu<tl. Hill and Wave 
sonriug. • 2&5 

Duy MoJc•rn all gla~' 
solo and .:ou rs.:s 
2 Sl..':J I(r e AEI 

ra tings ll.:t"t 

Full Gllcriug. lic.:uc.:d 
bar and a.:commodation 

Details from: 
LONDON GLIDING CLUB 

Tring Road, Dunsteble, Beds LU6 2JP 
0582 663419 

THE LONDON GUD\NG CLUB 

ADVANCED 
TRAINING COURSES 

Courses from mid March to 
Bronze standard or Cross Country. 

Ab initio courses also always 
available. 

Detail from: 
DAVE SPRAKE 

Midland Gliding Club 
Long Mynd, Church Stretton 

Shropshire SY6 6TA 
Tel: Unley (058861) 206 

NORTHUMBRIA 
GLIDING CLUB 
Currock Hill, Chopwell. 
Newcastle upon Tyne NE17 7AX 

" Holiday Courses 1991 
May·Sept. 

Soar the beautiful Northumbrian country· 
side. Many local places of interest to visit. 

Winch and aerotow launches. 
Club expeditions welcome. 

Contact: 
The Course Secretary 

5 The Oval. Houghton Park, HoughtOn·Le·Spring 
Tyne &. Wear. 091 584 3011 

RANGE OF 
COURSES 
DESIGNED FOR 
BEGINNERS AND 
EXPERIENCED 
PILOTS 

LEARN 
TO GUDE 

RTTHE 
YORK 

GLIDING 
CENTRE 

ADVANCED WAVE 
SOARING 
SMN-OAY 
FACiliTIES. 

PRICES FROM 
£l90 FOR FULL 5 
DAY COURSE. 

RUFFORTH AIRFIELD 
YORK · Y02 3QA 

TEL: 0904 • 83694 

STAFF 
REQUIRED 

A Course Instructor 
1991 Season - April-October 

Can be Assistant Rated. preferably, but 
not necessarily Tug Pilot/MGPPL 

For further details apply: 
Manager 

Wolds Glid ing Club 
Pocklington, E Yorks Y04 2NR 

Tel 0759·303579 

Anglia Sailplanes 

C of A Inspections and 
repairs to all sailplanes 

and motor gliders. 

Phone or write to: 
Stu Hoy (BGA Senior Inspector) 
Crown Cottage, Lower Street 

Gissing, Diss, Norfolk IP22 3UJ 

Tel: Tivetsha/1 (03 79 7 7) 4114 
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GLIDING HOLIDAYS 
IN TltE 

SCOTTISH HIGHLANDS 
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TRA LEE B.\ Y 
HOLIDAYS 

Phone 063 1 72 255 

(TALGARTH) 

COME AND TRY OUR VERY 
SPECIAL MOUNTAIN RIDGE 

FLYING AND WAVE SOARING 
We fly 7 days a week. all year round. 
Weekend and mid·week courses avail 
able for beginners or experienced pilots. 
Because of our good ridge soaring. 
instructional flights average 45+ minutes. 

For details contact 
Derrick Eckley on 0874 711254 

or the 
Airfield on 0874 711463 

Gliding in the Black Mountains? 

THE TOWER HOTEL 
Family run hotel - rooms W>th en suite. showers 

or t.>asic facilities available 
Bar, Restaurant anct Residents Lounge 

Slluated one mile from Black Mountains 
Gliding Club 

Tel 0874 711253 

SUNSAIL (Andrew & Lyn Davis) 

0/1 AEROGRAF - The Blrograph 
~ • alactrontc sa.al. -Hifplam e/ motof glider. 

O ~!~:~ met(EI range. c~mera £Sl6.00 
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AEROGRAF BASIC - .,,pie wraian of Aerograt 
for club use, haog-gJidets and balloons. 
6000 metre range £398.00 
FOTOTIME 11 - tJme recording camero 
- etapaed tim. ra$Oives to within o ne second £260.00 
AT7 WING TAPE - 19mm Y zom 

JACKING BELLY DOllY MECHANISM 
- 4 inch lih - with wh•als 

... wtthout wheels 

£1.08 

£87.00 
£67.00 

Pric•a im; ludit deliwry tmd mBy ftuctuBte wtth 
tfXChBilgtt flJte 

Clarebourne House. Shortwood 
Nailsworth, Glos. GL6 OSJ Tel: 045 383 4931 

BOOK ER 

All types of coursR from absolule beginners to 
experts • All aerotow launching for longer fl ights 
• We are open every nay all year including 
summer evenings until sunset • Only 35 mins 

from London (M40 junction 4) 

Write or phone for ovr colollr brochvre: 

BOOKER GLIDING CLUB 
Wycombe Air Park, Marlow 

Bucks SL7 3DR 
Tet: 0494 442501 

IN RIOGE, THERMAL ANO WAVe SOARING. 

Sn:tr the Cot,wnld, md into the \Vc.+.b 
mountaim. Come for ,, Jav or ' ' week. 
Clttbhousc.' or c:tr:>v;tJl/c,ul;ping 
accomtnodation. l lnl iJ~tv cnut " ' ' · AEI 
C('.IUn4..'s hv <.lrrang~Jo t·ut." E.t~v .lCu':-.:-. 
M4/ M5. F • ' 

Details from : The M.nMgt·r. B• i,toi & 
Glouce>tcrshirc ChJing d;th. 
N~•npslldd , Nr. Srm•c'bnu,e, c;lo,, 
GLlll JTX. 
ft 045.3 8(d4?./~otiOW 

BUCKMINSTER 

We OJX'n eve!')' weekend and Wednesday lhrough-
out till> year. 

One to fhe day courses available from May to 
September, tailored to m;;et your Mt!ds. 

Mini Courses available at wu kerub. until I pm 
" he re you "ill share a eJidf r ,.·itb tb<.- same in-
strvctor and a ntaximum of lht other studenls. 

Acrotow and Winch lau:nches available and till> 
( lub Ol't't eonsistsof a Puc:hac·t , K1 3. K8 and K6. 

E~er)body 1\'Clcome - you .. ill find us 5 mile~ 
south of Grant ham and 3 mile> west of tbc .\ I. 

EAST MIDLANDS 
Buclcmlnster Gliding Club 

Saltby Airfield (Hr Granthllm), IA#cestershire 
Tel. Bill (0533) 303804 

or~(0502}307737 

The club is open to everyone. 

We winch and aerotow from Duxforci through· 
out lhe year, mostly at weekencis. We run :J day 
"Introduction to Gliding Courses" in April. and 
full 5 day courses for Ab-lnitios and Solo pilots 
from the end of May to the entl of August. 

For general information write to 
The Secretary, Chris Sullivan 
10 Kentlngs, Comberton 
Cambridge CB3 7DT 
Tel. 0223-263480 

For Course details write to 
The Course Secretary 
PO Box 16, Royston, Herts SG8 7TY 
Tel. (0763) 208340 

COVENTRY 
GLIDING 

CLUB 

• Res1dent1al courses held weekly 

• AEI courses 
held on 
demand -

• 5 day and 2 day 
• Good fteld 
• Beginners 

welcome 

• Advanced 
courses for 
Bronze & Sdver 
badges. Cross 
Country Flights 
during 1989 

COVENTRY GLIDING CLUB 
Husbands Bosworth Airfi eld, Lutterworth 

Leics. LE 1 7 6JJ 
Tel : (0858) 880521 (0858) 880429 

KENT GLIDING CLUB 

Challock, 
Ashford, 
Kent 
TN254DR 

Courses available for beginners 
and early solo pilots, April to 
October. Inclusive of instruction, 
meals and accommodation in 
fully licensed clubhouse. 

For FREE brochure, write or 
phone: 
Challock 307 or 27 4 
(Std 023 374) c ~~ 

SAILPLANE & GLIDING 



COME I 

GLIDING 
CORNISH GLIDING CLUB 

Perranporth, Cornwall 
5 da\· Cour"' £180 
.\•Jo)· 10 Seplcmbor 

L' 1 hk l B( r :\ i u '1 rut:h>r' 1 h;~i n ncn .. \\·t·kome 

Tr('n• llus r\ trlk ld IS nnl,· Ull(' mil(' i'l'lllll 
Pc•rranporth ':-: guJ<h:n ·sands, tH1l' n f 
Cotn\\~Jil ' :-. fav•>ori t~ fa md v hv .lid.:J.y tentre~ 

RUTH PHILLIPS 
BOSWENS, WHEAL KITTY, ST. AGNES 

(0872) 552430 

ENSTONE EAGLES 
GLIDING CLUB 

Now open for gliding seven days a week 
throughout lhe year. New members 

welcome. 

Launch by aerotow or motor tow and soar 
over the beauliful Cotswolds. 

Mid week holiday courses from March IO 

October for beginners or solo pilots 
tailored to suil your requirements. 

Oetcu/s from. 

TOM MILLER. 
ENSTONE EAGLES GLIDING CLUB LTD 

Enstone Airfield . Churcll Enslone, O<lordshire 
Tel: (0608) 677461 or 877535 (daytime) 

(0869} 50767 (evenings} 

MARCHfNGTON GLIDING 
CLUB 

Situated in the Midlands. Offe rs Holiday 
courses from April to September. 

Goo<l locCll soaring and 
cross-country. 

Private owners welcome. 

Please Conlact: 

Course Secretary 
Marchington Gliding Club 

Marchingto n Airfield. M orton Lane 
Marchingto n. Nr Uttol(eter ST14 8LP 

Telephone: 0785-51570 

Holiday courses from June to September ~ 
reginners to Silver C. 8ook now! 
Motor Glider Courses throughout the year -
Bronze or Silver· C to PPL (SLMG). 
Visiting Aircraft welcome - ideal cross -country 
site - cheap aerotows and temPOrary member
ship. 
Friendly club - accornmodation on site -
licensed bar. 

Write to. The Course Secretary, Mrs G. Edwards, 
Gt Stones, Hare Street, Buntingford, Harts SG9 DAD. 
Tet: 0763 89460. 

February/March 1991 

LASHAM 
Ooes yew home club operate c nly al weekonds? 

At Last>am we operat« all week. every week which 
m~ans we oouJd provide a usetul supplermmt to your 
!mining. Whethe< you are not yet solo and would 
b~netit from a week's consolidated instruction. or a 
bedding cross ·country pilol needing soaring or field
landing t(aining, we have the expertise and fctCJtilies 
to help. 

Aparl l roru our latge twc-seater tteel and ex~"llenl 
aerctow and winch la~..~n c:h facflitiflB, we have a 
<.:omprehensive brceflng room tor lectures or 
instructional videot.ape~ if bad weather p revents 
flying. 

On·site accommodation for cluu expedit:oPS is 
always av.~able by arrangement. 

Absolute ooginne<s are ol course always wP.Icome -
w tl hao,-e a large choice <;f ccurscs and l)'Pt!S of 
membership to su1t your need$. 

Lasham Glidtng Soc1ety 

Nr. Alton, Hants 

Tel Herr~ard (025 683) 322 ur 270 

LONDON GLIDING CLUB 
7 <l<lY' a w~ek. ~o.:;~ r round 
npera tion 

T hermal. Hill and W<l,·e 
soaring • 2&5 

1)(1~ 

<.:Ollr>CS 

Modern all gluss 
solo and 
2 sea tt.:r 

• AE ! 
ntt ings lkct 

Ful l cato: ring. l i<.:em:cd 
bn r ami ac<.:omnuldution 

Details from: 
LONDON GLIDING CLUB 

Tring Road, Dunstable, Beds LU6 2JP 
0582 663419 

THE LONDON GUD\NG CLUB 

ADVANCED 
TRAINING COURSES 

Courses from mid March to 
Bronze standard or Cross Country. 

Ab initio courses also always 
available. 

Detail from · 
OAVE SPRAKE 

Midland Gliding Club 
Long Mynd, Church Stretton 

Shropshire SY6 6TA 
Tel: Linley (058861) 206 

NORTHUMBRIA 
GLIDING CLUB 
Currock Hill. ChopweU. 
Newcastle upon Tyne NE 17 7 AX 

~ 

Holiday Courses 1991 
May·Sept. 

Soar the beautiful Northumbrian country
side. Many local places ol interest to v1sit. 

Winch and aerotow launches. 
Club expeditions welcome. 

Ccntact: 
The Course Secretary 

5 The Oval. Houghton Park, Houghlon·La-Spring 
Tyne & Wear. 091 584 301 1 

RANGE OF 
COURSES 
DESIGNED FOR 
BEGINNERS AND 
EXPIRIENCED 
PILOTS 

LEARN 
TO GLIDE 

AT THE 
YORK 

GUDING 
CENTRE 

ADVANCED WAVE 
SOARI .. G 
SEVfN-DAY 
FACILITIES. 

PIIICESFROM 
£190 FOR FULL 5 
DAYCOURSI. 

RUFFORTH AIRFIELD 
YORK · Y02 3QA 

TEL: 0904 • 83694 

STAFF 
REQUIRED 

A Course Instructor 
1991 Season - April-October 

Can be Assistant Rated, preferably, but 
not necessarily Tug Pilot/MGPPL 

For further details apply: 
Manager 

Wolds Gliding Club 
Pocklington, E Yorks Y04 2NR 

Tel 0759·303579 

Anglia Sailplanes 

C of A Inspections and 
repairs to all sailplanes 

and motor gliders. 

Phone or write to: 
Stu Hoy (BGA Senior Inspector) 

Crown Cottage, Lower Street 
Gissing, Diss , Norfolk IP22 3UJ 

Tcl: Tiwtsha/1 (03 79 77} 41 14 
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WINCHING WIRE 
• Available in stranded cable 4mm. 

4.5mm and 5mm diameter 
• High tensile galvanised steel 
• Special coated wire for use on 

runway 
• Tost release rings and weak links 

and splicing ferrules available 
• Also cable parachutes and shock 

absorber ropes 

BEST PRICES for gliding clubs -
supplied by glider pilot 

DAVID GARRARD 
Bridge Works, Gt Barford, Bedford 

Tel: 0234 870401 

Aircraft I 
/ ~ile~cers 
LOW NOISE SILENCERS filled to 
standard exhaust systems: 

* dramatic noise reduction 

* simple installation \ \ 

* light weight \ 
\ \ 

SKYCRAFT SERVICES LIMITED 
Albany House. Litlington , Cambridgeshire , 
Tel. 0763 852150 Fax. 0763 852593 '"'-

\ \, 800~ 

500ft 

" 

' '·. \ 
""" \ 62dB 

\ 64d8 \ 

~ 6 9d8 \ ' . 
76dB \ . 

When Winter comes can Spring be far behind? 
REPLACE your worn-out, old Trailer with a spanking new AMF DROOPSNOOT 
MODERNISE your Trailer Fittings - see AMF's Full Range 
SMARTEN UP your Trailer with an AMF Re-Paint 
BRING your Trailer in for an AMF Overhaul 
ORDER your AMF 3-Piece Kit for Solo Towing-out 
GUARD against gale-force winds- let AMF fit Tie-Down Ring Bolts 

Full Maintenance and Spares Service. No Repair Too Small - Quotations Free 

AMF ENTERPRISES, THE TRAILER PROFESSIONALS, MEMBURY AIRFIELD, LAMBOUAN, BEAKS. RG16 7TJ 
Tei/Fax: (0488} 72224 for Price Lists and Quotations 

( 
\ . ZULU GLASSTEK LTD 

Repair agents for Centrair Sailplanes 
Specialising in the repair and maintenance of composite 
construction sailplanes 
ASW20C available for long term job replacement 
All jobs completed on t ime 

Office: 08444 3036 
Workshop and Fax: 08444 4 345 

COME MOTOR-GLIDING AT ENSTONE 
~ ~ ,', .~<i\ \ :::~ 

~~-~ 

TO CONVERT YOUR BRONZE/SILVER TO SLMGPPL* 

DO FIELD LANDINGS/ NAVEX EXERCISES FOR YOU R 
BRONZE 

AB-INITIO TRAINING (NO LAUNCH QUEUES) 

Ring Oxfordshire Sportflying Club on 0608-677208 
for more information 7 days a week operation 

•Self launching motor glider private pilot's licence 

OXFORDSHIRE SPORTFLYING CLUB, ENSTONE AERODROME, CHURCH ENSTONE, OXFORDSHIRE OX7 4NP Tel: 0608 677208 

SAILPLANE & GLIDING 



" You can bank on us" 

RADIOS 
ICOM A2 Tx/Rx. £295, ICOM A20 
Tx/Rx, VOR £345, Inc. accessories. 

INSTRUMENTS 
Latest zero resettable PZL Sensitive 
Variometers complete with speed to 
fly ring and flask. Standard size 
£148, Miniature £178. PZL expan
ded scale sensitive ASI 0-140 kts in 
11/2 turns or 0-200 kts in 1% turns 
£88. PZL TE Capsules £27. Recon
ditioned Sensitive IFR Altimeters 
£1 49. Reconditioned 12V T /Slips 
£1 35, Reconditioned Airpath Panel 
Mount Compasses £42. Ex Ministry 
Accelerometers Standard Size £82, 
Miniature Size £85. 

PARACHUTES 
SP6, Steerable, 18 year life, Bag & 
Manual. £320 

AIRFRAME SPARES 
Cadet, Tutor, Sedberg, Prefect, T.31 , 
Grasshopper, Swallow, including 
some large components. 

ASH SKIDS 
K7 & K13 £65, and most Slingsby 
Types/Oiympia 28 at £59 in stock, 
Other types made to order. 

OTTFUR RELEASES 
We own the design and manufactur
ing rights of the "Ottfur" release. New 
releases available. Exchange recon- 1 

dition service £39.50 · 

TRAILERS 
Superior well engineered metal 
trailers for the discerning glider 
owner. Complete or in kit form. 

GLIDERS 
Swallow, T21 c, Foka 5, Choice of 
K6s. 
*SZD-51-1 Junior £1 4,500, with 
Trailer £17,000 
*SZD-50-3 Puchacz £20,500, with 
Trailer £23,600 
' New gliders in conjunction with Anglo Polish 
Sailplanes Ltd. 

STOP PRESS- THE NEW "XK 10" 
VARIOMETER 
Standard or Miniature Instrument 
sizes, Dual Range, Dual Response 
Rates, Up and Down Audio with 
Variable Thresholds, Dedicated Con
tinuous Reading Averager, No Flask 
required, Very low power consump
tion. £297. Repeater Meter £79. 
Available Shortly. 

Prices shown exclude VAT and carriage. for full 
details or our competitive prices please send 
for brochure 

COLIN D. STREET 
• Yewdown House", 7 Sharpthorne Close, 
lfleld, Crawley, Sussex, RH11 OLU. 
Tel: 0293 543832, FAX 0293 513819 24hrs 

February/ March 1991 

CANOPI ES 

* 
LARGE RANGE 

OF SHAPES 
AND SIZES 

FOR GLIDERS 
AN D LIGHT 
AIRCRAFT 

* 
GOOD OPTICS 

* 
FROM M AKER 

* 
BOB REECE, Rematic 

School House 
Norton 

Nr Worcester WR5 2'PT 

Tel Worcester 
(0905) 821334 

~' _;_;:::>-~ 
Cotswold Gliders 

(Prop. T Ql:) 

HIGH QUALITY SPECIALIST WORK IN 

Neogene 
Paints 
Your specialist paint 
manufacturer 

C664 High Tautening Dope To 
C/E DTD 753 

C665 Aluminium Surfacer To 
C/E DTD 753 

C666 Scheme "Z" Type 
Enamels For Unsupported 
Fabrics 

C667 Scheme "Z" Type 
Thinners 

C668 Low Tautening Dope To 
C/E DTD 751 

C965 Fabric Adhesive 

C966 Fabric Adhesive Thinner 

C762 Transparent N/C Non 
Tautening Dope 

The above have been selected 
from our range of Aircraft 

Finishes. 

Colour Matching Service 

Large or small quantities 
supplied 

Consult our Technical Advisory 
Service: 

Printa Inks and Paints limited, 
Neogene Works, 65 Alfred Road, 

London W2 5HO. 
Telephone 071 289 2271 

Industrial Paint & Powder Ltd., 
45 Lanark Road, Edinburgh EH141TL 

Telephone 031 443 8793 

NOW APPROVED BY 

UK Importers 
Peter Clifford & Company 
as sole UK Repair Agent 
for all Blanik Sailplanes 

Glassfibre, carbon, kevlar, wood and metal inc. alloy 
All types of repair undertaken - Motor glider engine approval 

Kestrei!Libelle aileron drive rebuilds, also rudder drive NOT testing 

Full machining facilities for oversize wing pins, axles, control rods etc. 

Phone or write 
Tony Cox (Senior Inspector) 
18 Stanton Harcourt Road 
Witney, Oxon OX8 6LD 0993 77 4892 anytime 

LLOYDS APPROVED 
CAA APPROVED COMPANY 

Al/9182/89 

5 1 
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C OF A O VERHAULS 
TO ALL TYPES OF SAILPLANES 

FULL TIME SENIOR INSPECTOR 

JOHN SMOKER 
9 ANSON WAY 

BICESTER, OXON 
T el: Bicester 0869 245422 

RESTORATIONS 
and repairs to wooden gliders 

of all ages a special ity 

SKIDS 
Laminated ash skids 

for most of the 
popular gliders supplied 

from stock. 
Others made to order 

FABRIC 
Ceconite Fabric any 
Quantity supplied 

Book er 
Regionals 

JULY 27th·AUG 4th 
Entry forms from: 

BOOKER GLIDING CLUB 
Wycombe Air Park 

Marlow 
Bucks SL7 3DR 

Enjoy the serenfty and excitem ent of the 

PENGUIN 

WAY 
OFF 
TRACK 

No case for Poirot 
"For all its professed classless profile, there is 
pots of money about. lt would make a superb set
ting for an upper-class murder story but, in fact, 
gliding is almost indecently safe, boringly lacking 
in nasty gossip and an exotic way of meeting 
people. " 

l'his was the impression of Lasham during the 
Open Class Nationals given in a classically 
fatuous piece in the Independent, a paper which 
has rarely lived· up to the pledge on its foundation 
to give particular attention to minority sports. 

Viewing Lasham from the provinces one 
couldn't argue with the first sentiment -though 
with the superior educational standards in the 
regions it would be more grammatically 
expressed - and pots of money are singularly 
absent or. at 'least, not so ostentatiously dis
played at the smaller and more remote gliding 
sites. 

But it is quixotic, indeed, for the lndy's writer to 
regard safety as "indecent" while little-tattle, if not 
nasty gossip, has never been in short supply in 
any gliding milieu I've seen. 

As for exoticism - try selling its romance to 
anyone traipsing through mud to the loos as a 
force niner shrieking in from Malin Head blows 

mountains and glens from a different vi ewpoint. 

Gliding, hire and lessons, are available from 
Deeside Gliding Club, Aboyn e; with advance 
noti ce bookings being made on your behalf. 

The proprietor - a g liding enthusiast . off ers 
special discounts for visiting Gliding Club 

M embers on accommodat ion, dinners and 
bar m eals. 

A w ide range o f activi t ies and special events are 
avai lable for all the family, please con ta ct : Gillian. 

Monaltrie Hotel, Bridge Square, Ballater, 
Aberdeenshire AB3 5BR. 

Tel: 03397-55417. Fax: 03397-55180 

~ 

heavy rain like stair rods, threatening to project 
the trailers into the next county and to de-skin the 
hangar sides. A setting for murderous intent, 
perhaps, but for upper-class homicide? No 
way! 

My own view of Lasham was scarcely en
hanced on August 30 when I dropped by for an 
hour or so for the first time in many years. 
Introducing myself as a visiting pilot from a pro
vincial club I asked at the office counter whether 
they still sold airmaps there. 

"Some,'' was the snapped and hatchet-faced 
reply. The only other word spoken after I 'had 
ordered mine was an equally terse statement of 
the price- which proved to lbe higher than I sub
sequently paid for others in the series 
elsewhere. 

Out at the Lasham launch point I fared little bet
ter, not a soul offering any conversation to an 
obvious visitor save for a quick word from some
one I already 'knew. 

Had I been a first-time visitor, rather than an old 
hand who knows the gliding movement houses 
many more friendly, outgoing, people too the 
impression I would have gained would have 
been, frankly, appalling. 

lt was left for warm and friendly - and much 
more beautiful - Nympsfield, where an intended 
3hr drop-in stretched into a three-day stay, to 
salvage in me any regard for the larger gliding 
sites. Meanwhile, my depressing Lash am visit, on 
a glorious summer day, prompts in me the ques
tion: If south easterners are so dejected at living 
in their congested, blighted and costly corner of 
the country, do they have to take it out on the rest 
of us? 

Lasham replies: Yes, we are big and 
occasionally visitors can get ignored. The day in 
question was a Thursday and was obviously a 
good soaring day as 265 1launches were 
achieved- that is 40 or more an hour at the high 
point. The visitor was probably mistaken for a 
member as he did the right things at the launch 
point. At least we hope so. We have in total nearly 
1 000 members- twice as big as any other club. A 
welcome for all can be a problem. Many other 
visitors are very pleased with their reception. 
Sorry Penguin . 

Phil Phillips 
PS Hatchet-lace sends her love. 

Beefbirgers 
Three days after I'd delivered my Hungarian 
friends Gyorgy Szentgyorgyi and Judit Czontos 
to the airport after their month 's tugging at 
Bellarena .in July, Hen Penguin and I found our 
path up to a neolithic grave in Tyrone blocked by 
a herd of about 20 bullocks. 

I'd learned in passing from Gyorgy that 
Hungarian does not have any onomatapoeic 
words. I'd already known it has precious few 
monosyllables. The upshot of this is that Magyar 
moggies don't purr. They dorombOI. Same as 
Hungarian cows don't moo. They birg. 

So on a whim I said an emphatic "Birg!" to 
the several tonnes of self-propelling beef which 
blocked our path. To our astonishment the mass 
of bullocks turned as one beast and immediately 

SAILPLANE & GLIDING 



scarpered up a steep rocky slope, without a 
single protesting moo. Not even a birg, in fact. lt 
was if they had got a message that the heavy mob 
from the Budapest city abattoir was coming up 
the track. 

Now you can coo blandishments or yell abuse 
in English until Kingdom come- or. indeed. until 
the cows come home - at the cattle which are 
invariably blocking the track on to our club site. 
All you get in return is dumb insolence. They 
won't actually move until you nudge them gently 
with the car. 

So the next time you 're balked by cattle after an 
outlanding or a retrieve- as I was some years ago 
at Maiden Bradley in Wiltshire when I was driven 
frantic for more than an hour trying to keep 70 
encircling steers away from my Phoebus - try this 
rare Hungarian monosyllable. lt might just 
work. a 

SURPRISE, SURPRISE 

You know how it is at winch sites when it's 
time for cable break checks: the P2 climbs in the 
front knowing that the P1 in the back is about to 
pull the bung, at some delicately chosen moment. 
This is never a lot of fun for the P2, but always 
loads of fun for the P1. (There are several ways 
the P2 can make it quite exciting, but that 's 
another story.) 

One of the aims of the excercise is to remind 
you (the P2) to expect and think about a cable 
break on every launch, not just the cable break 
check. So ideally it is nice to give you more than 
one flight (there will be other checks to carry out 
too), and to try to catch you out by not telling you 
which launch will have the simulated cable 
break. 

Now at a lot of winch sites, certainly mine. your 
" turn" consists of three launches. Any more, and 
the pupils further down the queue get a bit rest
less. So here we have it: the idea is that you will 
have three launches, and on one of these there 
will be a cable break. and it will be a surprise. 

But . . . imagine for a moment that you have had 
two launches and are waiting for the third. If on 
the previous two launches the bung hasn 't been 
pulled , then you know for sure that it's going to 
happen this time. So it's not going to be a sur
prise, is it? So this can't happen; that is. the cable 
break can't be on the third launch. 

Good. But now suppose that you've had only 
one launch (without a cable break), and that you 
are waiting for the second. Well, we've just seen 
that the cable break won't happen on the third 
launch, so you know that it's got to happen on this 
second launch coming up. But then it won 't be a 
surprise, wil l it? So that can 't happen either. That 
is, the cable break can't be on the second 
launch. 

So the cable break has to be on the first launch. 
But then that's hardly a surprise either. In fact it's 
easy to see that there can 't be a cable break 
at all. 

So imagine your surprise, half way up the 
second 11aunch, when the cable breaks! 
Larry Matthews 

February/ March 1991 

I l:>E:KEK ! 
I've phoned !IAfotl F\fh ,_ he eald ..,..y. 

were ton(! again • 

By lvor Shat1ock. 

SKYVIEW SYSTEMS PROVIDE YOUR 
METEOROLOGICAL ANSWERS 

FAX S/W · SYNOPTIC WEATHER DECODER !: 79.95 
SATELLITE - METEOSAT PICTURES !: 799.95 
COMMUNICATIONS - TAFS/MET FORECASTS !: 250.00 
LOCAL WEATHER STATIONS From !: 139.95 
HAND HELD WIND SPEED UNfTS From !: 29.95 
WIND SOCKS P.OA 

0 

GLIDER 
INSTRUMENTS 

(M. G. Hutchinson) 

Repairs and overhauls 
carried out 

P.Z.L. Sales 
and Service 

Barograph Calibration centre 

Write or phone: 
'Tanfield ' 
Shobdon 

Nr. Leominster 
Herefordshire HR6 9LX 

Tel : 056-881-368 
(answering machine) 

SOARING EQUIPMENT LIMITED 
Exchange Propellers for Motor Gliders 
Fixed price overhauls and repairs 
Delivery and fitting included 
Quiet Propellers for Towing 
Leading-edge Protection Tape 

HOFFMANN 
PROPELLERS 

193 RUSSELL ROAD 
BIRMINGHAM B13 8RR 

Tel: 021 -449-11 21 Fax: 021-449-9855 
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TO PLACE AN ADVERTISEMENT IN THE CLASSIFIED 
SECT10N, please send your remittance together with yoor 
wording to CHEIRON PRESS LIMtfEO, Hillview, Heathfie.ld 
Road, High Wycombe, Bucks HP12 4DQ (Tel 0494 442423 
or 0860 51 0407), before the 4th ofthe month of publication 
(see contents page for dates). Rates 60p per word with a 
minimum of £1 2.00. Black & White photographs accepted 
£5.00 extra. Box No. £2.50 extra. Prices Include VAT. Sorry 
no refunds for cancellations. 

FOR SALE 

SLIM PARACHUTE, EB62 parachute. audio to suit Winter /PZL 
vario, Bantam radio. Small T /S, Cook compass. Tel Alan Purnell 
0252 615365. 

OPEN CIRRUS including instruments. oxygen, parachute, 
barograph, C of A and trailer. Otters Over£ 12 300 including VAT to 
Oeeside Gliding Club Tet 033 9885 236. 

PHOEBUS C 1 :42 700hrs. radio, electric vario. closed trailer , 
one-man rigging device. very good condition, new C of A Tel 
Germany 0 2304 7 1 96. 

K-88 w ith basic instruments. very good condition, benefit of large 
canopy, ideal Club glider. £4500. Tel 0904 703171. 

ASW-20 and lWIN ASTIR gliders with lull panel of instruments 
and trailer. Advantageous terms of payment Ccntact Harald Tan
delelt for additional information. Tel 010 358 1 7 2 1 675 or lax 010 
358 17 53236 1 (Finland). 

PHOEBUS 17C A«ordable 1 :42 glass-fibre. very good condition. 
new C of A. l ull panel, Speedwell melal trailer. £10000. Tel Mick 
Wells 0252 512656. 

SF-25C 1'4 share, based Liverpool airport. Excellent condition. 
Offers around £4200. Te l 0925 763234 (day) 051 546 4830 
(eves). 

K· 7 / 13 Club glider. Recenl new fabric, good canopy, basic 
instruments- Club upgrading to K-1 3. New C of A from date of 
sate. OHers to Peter France 02915 263. 

GOBE two·seater, presentl y on loan \o North Wales Gliding Club. 
11 you want to try il come and soar it on our ridge. Price includes 
cpen trailer £9500ono. Tel 0244 326 555 (eves) or 0244 8 1 9 
935 (office). 

TRAILER. Steel frame, aluminium sk1n. filled ASW·20BL. Good 
order £ 1 500. Seen Steap or NW. Tel Prestw1ch 0260 224217 
(home) or 06 1 834 2332 (office). 

K-6c A. New C of A, A!f hook, modern canopy, electric vario wi th 
averager, Oittel radio, open trailer. t6500ono. Tel 0636 
700242. 

K-7 Good condition throughout. Basic Instruments, TE system. 
bubble canopy. £6000-+ VAT. View Asian Down. Tel 0453 
872740. 

K-6CR. Ex~len t condition. New C of A. very tow hours. AfT hook. 
Crossl.ell vario, Dit1el radio. parachute and covered trailer, AI Cos· 
lord. £6500ono. Tel 0952 460420. 

VEGA 15m flapped. Basic instruments plus Cambridge MK2 
vario/fllght director/averager, T&S, oxygen, radio and meta.t trailer. 
£14750ono. Tel Gary Bleasdale 0273 723252. 

SHK. Full set of instruments, incl A/ H, parachute. radio, tail dolly, 
trailer, rigging a1ds. £7950ono. Tel 0469 573967. 

IS-28B2. Good condition, full panel front and rear (with A/H) and 
excellent aluminium trailer. £13 000. Tel 0 Ladley 0362 
850147. 

BOCIAN 1 E with open trailer. One parachute, barograph, C of A 
to Dec 1991. Excellent training aircraft, good condition, based at 
Nympsl ield. £6000. Tel 0202 395608. 
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3 SEPARATE SHARES Bocian 1 E £850 each. Ba•ed at 
Nympstield. y, shares. Open trailer , parachute. barograph. Tel 
0453 843795 (eves). 

PIK 20E motor glider. Good panel, radio, glass-fibre trailer and full 
set of waterproof covers. C19000. Tel 0858 880516 (days) or 
0604 7 4067 1 (eves). 

COBRA 15. A/H. Cambridge. radio, parachute, aluminium trailer 
wi th new tiMings and rigging aids £9000. Tel 0933 313355 or 
0604 740671. 

STD LIBELLE 201 a. Full instrumen t panel, recenlly re linished 
hence superb condition. Parachute. glass-fibre trailer. Two third 
shares available. Based at Lasham. Tel 0793 642344. 

L·SPATZ-55 , 28:1. Excellent condition, basic panel plus trai ler. 
Idea! first cross-country or c lub single. £2750ono. Also 57mm 
min i-alt imeter, fully serviced. as new £295ono. Te l 0406 
22480. 

GROB l09·B in excellent condit ion wi th three year C of A. Full 
instrumen tation including ADF. COM. VO RS. marker. 01. 
transponder. Oecca Nav system. 2 varios including Cambridge 
•Nilh audio and speed director. Twin oxygen sys tem~. Based 
Eaten Bray, Dunstab le. Offers over £60000. Tel 08 1 449 
9346 

GELLCELLS - not new. but perlecl. 6v. 1 Oamps. 
150X49X93mm. Yuasa or Fulmen £7.50 each plus p&p. Tel 
0268 765550. 

BERGEFALKE 28-1, two·seater. Closed fitted trailer and new 
C of A. Vintage but very nice to lly. Low hrs. £2850. Mk 14 
allimeter £ 100. Panel compass £20. Tel 0225 767528 or 0278 
783053. 

PILATUS B-4. Excellent condition. Ideal for Club use or private 
syndicate. Super early solo/x-country/scratching. Basic panel + 
a/v. open trai ler. £8500. Tel 0706 218 167. 

ASW 20·FL 1980. Superb condition. Full panel. Excellent trailer. 
Separate sale miniature altimeter £200. Tel Andy Chappell 0782 
834838 or (eves) 0782 519381. 

LS· 7 syndicale seek third member for % share - based Dish+ 
lor1h. Excellent instrumentation, trailer and oxygen. Tel 0757 
702838. 

M-1 00 Italian built, salvage. Offers. Tel 0763 89460 (eves). 

JANTAR I, similar price/performance to Kestrel19m, but straight· 
forward to fly. Complete outfit in very good condition including 
water, lull panel, me\aJ trailer , rigging aids. Tet 0256 83760 (aNer 
March 3) or 081 771 7752. 

CLUB LIBELLE 1975 . Well mainlained and a delight to fly. Full 
panel inc ludes netto. A/H, T&S, TM6 radio. Oxygen. Wooden 
I roller. 1 year C of A. Never pranged. C 12 000. Tet Frank trving 081 
940 4837 or Martin Judkins 0256 83620. 

K ·13 extensively refurbished, new instrument panels and canopy 
(Reece), recovered wi th Ceconite, complete with new C of A. avail 
able short ly. Box No. 007. 

SLINGSBY T·46 - chance to acquire unique two-seater. forerun· 
ner of the Capstan. Excellent condition, C of A, enclosed trailer 
£4750. Tet 0293 543832. Fax 0293 5138 19. 

PEGASUS 1 01 A 
ExceiH3nt condllicn, hard-sealed, full instrument tion. per

sonalised cockpft , complete rigg1r.g aids and bespoke tra1ler. 

Thrs gHder has been fully malfllained. irrespective of cost. by 
Zulu Glasstek. 

For sate al £19 750 
or Hull and traifer only £17 850 

Contact BruceOwenOTJ 581 3706(home)O'lf 734 4944(offtecJ 

'I• SHARE DART 15. Centre of gravity hook, radio, oxygen. 
camera aids. chute. V2 owner abroad 8 months of the year. Ring 
Paul 0275 855824. 

LAK-12 

WASSMER BIJAVE Wa 30 Two-seater trainer with basic instru· 
ment panels. An ideal restoration project in need of new canopies 
and some recovering work. Tel 0246 20201 ·1 or 0629 56273. 

PIK-20. 15m, 42:1 , with brilliant PIK trailer, radio, horizon. speed 
director etc. Fully aerobatic and no gelcoat to crack. Complete 
ourtit £13 800 or \wo shares (Tibenham) £3500. Tel 0379 
65 1589 (eves). 

NIMBUS 3 TURBO 1984 (25.5m) complete with Cobra trailer, lull 
high specification competition panel, many extras. Whole outfit in 
" as new" condition. Tel 044 284 2445. 

INSTRUMENTS. Bohli compass. Complete Borgell vario system 
(82 1. 824 and 8 25). Winter barograph. J·8 horizon, Seeker 720 
rad io. Schuman vario with T/E unit. Tel 044 284 2445. 

WINTER BAROGRAPH. 6hr model with camera and static con· 
nections. £190. Tel 0223 2077 16 (eves). 

LIGHlWEIGHT COVERS made up for your glider. Dust covers/ 
wa terproof. Also canopy covers. Ann Wool!. Tel (Feb) 0256 87388 
(March ; 0256 58540. 

HORNET by Glasllugel, forerunner to Mosquito. 1 5m std c lass. 
fu ll instruments. oxygen. powerlul trai ling edge brakes. metal 
trailer. t 12 750. Tel 0782 8 14 631 (work ) 0625 572 ) 60 
(home). 

DUE TO CLUB RATIONALISATION K·2, K·28. T·31 Tandem 
Tu tor. All good. cheap two-seaters with C of A if required. Tel 
D Johnstone 0555 892558 (eves). 

SM31 1960 prototype- only one in lhe world. Good condition. 
always flies. 360 channel rad io, trailer. Wing covers replaced 
approx imately 6 years ago. Fr. Frs 60000. Wrile to R Es!an, 52 
Rue du Solei! Levant, 80 100 Abbevi lle, France or telephone (33) 
22 25 35 61 (office) (33) 22 24 99 54 (eves). 

May 18 to 26 
Tibenham, Norfolk 
Brochure and entry form from: 

Mrs Jenny Everett 
Orchard Cottage 
Trowse, Norwich 

Tel: 0603 626471 (after 6pm) 

SOAR THE UNRESTRICTED 
SKIES OF EAST ANGLIA 

From Lithuania - a new sailplane for the Western market: 
20.5m span - 2 piece wing - flaps. 
Fibreglass & carbcn fibre consl ruction. 
Max LID 48: 1 Tail doll y etc. 
Full y ins trumented 42 gallons water ballasl 
Superb fib reglass trailer Empty weight: 8201b 

Ideal far cross-country m inded individuals and clubs 

Price: C18,400 plus freight & VAT. Delivery: 2 ·4 weeks 

Demonstrator available, contact agen ts: 

BALTIC SAILPLANES Ltd. 

Rigging aids 
Full C o f A. 

Baltic Sailplanes Ltd., 46 The Woodlands , Market Harborough, 
Leicestershire LE16 7BW 
Tel: 0858 467723; 0536 85552 (office hours) ; 0536 81777 (evenings) 

(P.S. Watch out for LAK 17 ( t 5- 17m flapped) available mid 1g9 7. Send nm·; for Technical 
Data Sheet. GET YOUR NAME ON THE LIST SOON') 

SAILPLANE & GLIDING 

http:Heathfie.ld
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GLIDING AT ABOYNE. 
ABERDF:ENSIIIR£ THIS YFAR! 

I!'\ llh . .' ( ' !1.11 k'"--tJil ll nh.: l. \ho\ Il l' . 1-iH: minuh.:" dri,~,.· 
l rO tll th ~..· t ' luh I .unih - run ll 1; tl.:l . ~,.·,~.:clk·n l hH H.l a nd 
("Om lnrlahk .H.:Clllll;ll n d.ti \P il. \l -.11 ,~,.· 1 1-t:a l !.! ri iH! 
.._·utlag~o.· lt l '-k\.'f' " Ill l loll"l ~ rnund'-. \\.L' '1'"-'I..' J a li :--~..: 1;1 

..,~,.·n in~ loud until \ ll . .':.op 111 d;til : . 

Tel: 03398 86475 

TWO-SEATER motor glider. 25 miles North London. •;,-share 
C10000. Alternatively. enthusiastic co-pilot with MG PPL, willing 
to share maintenance considered. Box No 01 1. 

BLANIK, lactory relurbished to highest standard. Superb c lub/ 
syndicate glider. Pnce (to include trailer and mstrumentalion) on 
application and . . 

LAK-12, 20.5m. glass-libre/carbon-libre gl der. Factory relur
bished to highest slandard. 48: 1 UO. Trailer. melric instruments 
etc. Several available. 300-SOOhrs flown. Approx £14000 (incl 
VAT). Tel Baltic Sailplanes Limited 0858 467723 (anyttmet: 0536 
85552 (oH ice hrsl: 0536 8 I 777 (eves). 

THE KIWI with retractable TOP engine is available now. Light, 
quiet and easily flown. the Kiwi is the ideal self-launching mater 
glider for the non-pundit! Details tram Sieve White, Nine Four 
Aviation. Tel 0494 436888, Fax 0494 449549. 

VEGA !lapped. lull panel. parachute and barograph. Komel 
trailer, low hours. immaculate conditicn, complete outfit. VIew a! 
HusBos. Cl7000. Tel 0455 212533 or 0455 213105. 

K-7. Very good condit1on. Two sets of standard instruments. cur· 
rent C ot A. £7500 plus VAT. Tel Harry Williams 0926 53985. 

OGAR Motor gilder. 'lu share available, based Hinton in the 
Hedges. Reliable aircrah. well run group. Tel Neil 0993 841812 or 
tan 0327 41 962. 

PZL Mini turn & slip 60mm, 4.5v. £250. Aerol W200-AS electronic 
vario 80mm. Audio averager Q- I Okts. £275. Tel Brian 08 1 979 
2579. 

LS-4A. Cobra trailer. basic instruments. Rico Vacs computer, 
Winter, Seeker 720 eh .. about 400hrs. All in excellent condition. 
Tel 0734 753333 (days) or 0734 867 146 (eves). 

SHK-1 . Very good condition. C/W trailer. 2-man rigging aids. 
wing covers, OK barograph, parachute. 720 radio. ground set 
radio, electric/audio vario, A/H, T&S and accelerometer. Based at 
Wolds GC. Tel Tony Frazier, 0759 318703 or 318602 or Dave 
Munday 0482 821305. 

TRAILERS. Two open trailers. one lor K-7 and one for K-8. K-8 
trailer collapsible for easy storage. Surplus to requirements. No 
sensible offer relused. Tel 0280 703874 (eves). 

T·31, very nice condition. Fuselage recently recovered and 
repainted. C1250. Tel 0303 220649 anytime. 

STD CIRRUS 761. £13000. Air brake mod. Bohli. horizon. 
oxygen, Cambrrdge vario, Dolphin. parachute. tow out gear, GAP 
covered trailer. Winter barograph - all vgc. HusBos based. Tel 
0780 54661 or 0604 845842. 

1986 DIMONA molorglider. 18 mnths C of A. 200/ 260hrs 
engine/airframe. 720 channel radio, A/t-1. T&S. dual oxygen. Rig
ging and storage gear. Trade single·seater SLMG/ glider or 
C34 500ono. Tel 0224 702681, ext 318 or 03303 477. 

ASW·1 7 or shares available. Extended lips, new metal trailer. 
instruments. oxygen, rigging aids, covers. At Booker £.18 500ono. 
Tel 0628 73077 or 081 986 0376. 24hrs. 

FALKE SF25B (motor glider) is being syndicated in Midlands 
area. Excellent condition. currenl C of A, privately hangared and 
own air strips or prepared to sell. OHers Tel 0283 215667 
(ansaphone) or write P Hextall, 16 Hearihcote Road. Swadlincote. 
Burion-on-Trent. Staffs DEll 9DR. 

BREUGUET 905 FAUVETTE aero and winch hook ti lled, basic 
rnstruments and compass. Performance equal to K·6. All metal 
trailer. OHers around C5000. Tel 0507 606995 or 0472 
77136. 

THE EUROPEAN 

FIRST 

GLIDER STICKPINS, ~ 
BROOCHES AND 

PENDANTS 
Can be worn as treprns. on lapels and hats. or 

as pendants and brooches for the ladres 
Chains for pendants can be supplied if ndtessary. 
Available in 9ct gold £34.95, and silver £18.95, 

inclusive of VAT. 

All hallmarked and delivered to you in a presentation box. 

Price includes all above plus insurance and postage to 
ensure safe delrvery of your gift 

Cheques payable to 

BON ACCORD JEWELLERS 
4 Dut~dltla Court, Brunswick Sinal, 

Leamington Spa, Warwickshire 
Please aUow 28 days tor delivery. urgent requests can 
be completed il you telephone 0926 332877 (answer 
machine). Please leave a message and we will gel back 

to you. 

LS-7. competi tion panel. Parachute. cameras, EW barobraph . 
Cobra trailer. covers, one· man rigging aids. Tel 0494 81 4820 . 

LIBEL LE 201 B extensively damaged. Best offer lor complete 
outlit or will consider selling lor spares. let 0433 30856. 

K-1 4 (single-seater motor glider based on K-6). K6 performance, 
electnc start. new metal trailer. relurbished engine. C of A to 
March 1993, based Dun stable. Tel 0582 841810. 

SHK (Schemp-Hirih)l7m. wood glider with 38:1 glass pertorm
ance. superb soaring machine. never damaged. with good trailer 
C8000ono. Tel 0473 822738 or 0206 382653. 

AUSTRIA 34:1 (1 5m SHK) and trailer. Excellent condition, 
photos and manufacturers spec on request. Basic panel plus 
electric vario. oxygen. A/H. radio. Based at Bum C6500ono. Tel 
0226 700358 or 0709 89558 1 (eves) or Dave 0226 295596 
(work ). 

SOARING CLUB 
KMS 

The IlLS" Agent in UK - Sales • Spares • Repairs 

MARTYN WELLS 
(Wells Design Ltd.) 
Brailes, Banbury, Oxon. 
Home Tel. 060 884 217 
Workshop Tel. 060 885 790 

FULL REPAIR AND MAINTENANCE 
FACILITIES FOR ALL GLIDERS 
IN OUR PURPOSE BUILT 
WORKSHOP 

February/ March 1991 

LS 7 STANDARD CLASS 
(WINNER OF '89 STD ClASS NATIONALS) 

L 6 15M CLASS 
(WINNER OF '85, '86. '87, '88 15M NATIONALS) 

LS 6 TIPPED TO 17.5M 
1 5M/OPEN CLASS 

LS 4 STANDARD CLASS 
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SITUATIONS VACANT 

COURSE INSTRUCTOR AND TUG PILOT 
needed for 1991 season. May/Sept. five week days, 
9 -5.30. These pOsitions require someone who will 
IJe self-motivated and prepared to help with 
everyday running of Club's activities. Wages IJy 
negotiiltion. Apply to Buckminster GC Ltd. cio 
W Munns. 99 Town Green St. Aothley. LE7 7NW. Tet 

0533 303804 

DERBYSHIRE & LANCASHIRE GLIDING CLUB 
1 ht> f,JIICWIOg l:i10Jift are I e<luired to r 1991 Summer s~ason: 

Assistant or Full Rated Club Instructor 
Assistant or Full Rated Holiday Course Instructor 

Air Expertenc·e Instructor 
Winch Driver 

Ptca'c •Mile to: John McKenzle, Club Manager, 
Derbyshire & L.ancashir& Gliding Club, Great Hucklow, 

T ideswell, Derbyshire SK 1 7 8RO 

INSTRUCTOR AVAILABLE 
With or without own K-2 1. Also ASH-25E. 
and Christian Husky tow plane. Available 
from April onwards -all on ad hoc basis. 

Tel 036281 8924 

BOOKER GLIDING CLUB 
Applications tor the permanent positton of Deputy 
Chief Flying Instructor are invited. Written CV's 

shoulcl IJe sP.nt to: 

David Watts, HuiJbard's Cottage 
Pyrton. Watliny ton. OX9 SAP 

ATLANTA SOARING CLUB, 
GEORGIA, USA 

Gliding u\SlructOf want~d. lnilidl ~mpluynler·t period 
March to Septemhcr 1991. Mus1 h.a'Je :Jas.s 10 US Com· 
me•c lal and CFIG wntl~n t~.s! U~for~ ;.~rrl,..al. FIIQh1 Check 

could h~ r.:arner1 oul h~r~. 

Send fesun;oe to: Atl&n1a Soartng Club. 
PO Box 337, Kingston, GA 30145, USA. 

COURSES 

COURSES 
VALE OF WHITE HORSE 

GLIDING CENTRE 
Mar to September for a 

holiday COUrM 

Where's it at - the Vale of 
White Horse 

One hundred and nfnaty 
inc. flying and lunch 

Come and leam wHh our 
friendly bunch 

Sandhill's near Swindon - so 
don't delay 

Pick up the phone and 
call Lincty toct.r 

Lindy Wirdnam. Tel 0793 783293 

ARGYLL & WEST HIGHLAND 
GLIDING CENTRE 

Now offering advanced wave and mountain soaring 
courses. Beginners courses from ab initio through 

BrOflze to AlE. 

For further details telept1one Connel (063 1 71 J 243 
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WANTED 

ASW-19 or Pegasus. Details to Deeside GliC1irog CI\Jh, f•r.oyn<J 
Airlield, Aboyne. 

K·6E, Pilalus. SF·27 or similar 'tJantt·d . A1rcraf1 oulsic~ UK <.;cm .. 
sioered. Tet 0752 772598 or 0003 3 12612 or 0626 653062. 

DAMAGED Gl.ASS·FIBRE glider t:>y pri•alc h<~Y•"· lor. r.riet~ 
nai<1 - would conS1C'er complete ouL~11. Will 1rC~vOI •r ELncpe 10 
view. Tel 091 996 15 10. 

LIBELLE 
Complete outfit. or hull and instruments 
only. Must be unpranged and in good con

dition. Excellent price for right aircrdft. 

Tel: Bob 0383 729323 
mornings and afternoons 

SERVICES 

C OF A about lo expue? r n come to you tor yovr anm•al m~~t>'X> 

lion. Mr.tal gliders a speciality, Tet Frorne 0373 B IJ3'l2 m 
8 12816. 

TUG PILOT - 400hrs, gliding instructor 1 050~.rs. Riclo<tt c 
lomala. l·t I horn:on Avenue. Ch1sw;ck. LOncon W4. 

~lh(I • 'OW:l<l'' 

5t•o" Y,•/1,,,. Poq,., lqr f(!t;t n~Q,hf <pNt,loSJ f1rt11t Ot lfOf' l t\ t 

C.P. WlnER LTD. CHESTER 
Tel: 0244 341166 n~ 61623 EURIAR G 

TUG SERVICES 
HOWARD Al/15 AVIATION LTD 

Old Buckingham Ait1ield, Norfolk 
offer 

• A vanety ot lug &ifet&tt 1or short or !ong leun hire inc ii.Jding 
Pawnees. • i\ large stock of C~ir'lranle and engine oar1s ~or all 
mOdel Pawnees. • M3 appfo· .. cd r.:remises for cornpeti t••,e 

Pawnee .:J.r•nuals ar•d C of A renewals. 
CaiiJIM.4VI$ 0" ;Honqar) m5:] 860751 !Oifice/0953 453946 

PENNINGTONS 
CHARTERED ACCOUNTANTS 
For accountancy and taxation services. 

HaNard Ho<Ose. Harmonosworth. Mi<Jctlesex UB7 OAW. 
Telephone .klhn (;orringe. 

Oay 01 759 1967. Evenu•J 0 1 948 3799. 

Motor glider maintenance from 50 hour check to three 
year C of A 

Please call v r wrfm .oo Tim Oews, 49 Bratton Road. 
West bury, Wills. BA I 3 3ES. Tel 0373 82 7963 

MISCELLANEOUS 

WREKIN GC ts 25 year. Old 1n 1991. R"'rnron pao1y wrll take 
place Easter Saturday 30 March. All wr.lcome. espectally ex· 
members. For delarls contact Rick Jones. 32 Coo.Jtson Road. 
Lincoln, 

ACCOMMODATION 

FAYENCE 3kms glrd tng cenlfe. AccommodatiQn in new holiday 
village. Use o f swimming ~s. tenrus <.:oor t~. et<.;. Stud 1o sleeps 
4. house 6. From £60 per W<'Ci<. For dcratls rclcphone 0489 
572278 (eves). 

ABOYNE - deligtltlut conage near loch~/<ltrlt\>ld. Sl•3e:1s (t Avail· 
able Apr~l :o Octotler. From C160 per week. Till 045 383 
2<J61. 

FOR SAlE moderrised vi1lage t"lousc Valcrnr.s. 10 minutes 
Sis teror. and La ~otte. 2 bedrooms. bath, WC, n·,eziO:.n:rlE:! livtng. 
newly linea kitchen. Noel. 16 Rue Emile Boyoun, 04600St Auban. 
Fmncc Tel 92 €42863. 
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Coventry GC are hosttng an Alpine task week 
at Kempton. Bavaria from May 5· 18 in the 
handicapped Classes. Anyone interested should 
contact Nick Hackett, tel 0509 890469. 

HUNGARY 

The 1992 European Championships will be at 
Szeg ed. Hungary, in the south-east, where the 
Ladies National Championships were held last 
summer from July 28 to August 11. The 52 cam· 
petitors flew a total of 2464hrs with 27 achieving 
more than 750km and 77 flying in excess of 
500km. 

If anyone is interested in flying at Szeged. con
tact Or Hegedus of The Aeroclub Hungary by tax 
on 01 0 361 1377 222. 

SAILPLANE & GLIDING 



!J i/; AVIATION LIMITED ~ 
SERVICE AND CHOICE with a wide range IN STOCK 

PARACHUTE 
SPECIAL 
OFFER

PRICES REDUCED 
FOR EXISTING 

STOCK OF 1990 
MANUFACTURED 
PARACHUTES-

PARACHUTES - GQ Parachutes Ltd 

Do not take chances buy Qualit y from GO 
Shadow * Quick opening 

* Low Descent Rate Silhouette * Steerable * Comfortable * Inflatable Lumbar pad , • c 
* Carrying bag id qrg tr A-* Delivery normally from 1/"' J 
stock - GO supplies its fl) 

BUY NOW 
AND 

SAVE£S 

parachutes unpacked - add ( ~ ~ 1-
£16:50' 1f you requ1re your.f J · 

OFFER VALID FOR ORDERS 
PAID FOR BY 28 FEB 91 

packed ready for use. VU £643~ 
£699 inc. VAT _ps9.45) 
. Add carriage £6.90 inc. VAT £719 inc. VAT 

CAMERAS 
The ever popular 
KONICA POP 
with DATA BACK. 

Now available again 
in limited quantities. 
Colours Red or 
Black. 

£60+ VAT (£69) 
by post in UK -
£72.45 

Energy 
Absorbent 

* W'X 16"X 18" . .. . . .. . .. . .. . .. £18.99 inc. VAT 

* 1 "X 16"X 18" . . .. . .. . . .. . .. .. £21.99 inc. VAT 

* 2"X 16"X 1 8" ... . .. . . .. . . .. .. £26.99 inc. VAT 

* W' body hugging comfort pad £24.50 inc. VAT 

Add carriage £2.50 per sheet 

RD AVIATION Ltd for 
* Con1plete instrument and 

equipment installation 
* Overhaul of existing installations 

* C of As * Hard wax polishing to protect 
YOUR investment 

and, of course, 1 OOOs of items in stock 
to help us supply your gliding 
requirements 

1991 CATALOGUE MAILING END FEBRUARY - ARE YOU ON OUR LIST? 

PRICES LISTED DO NOT INCLUI>E CARRJAGE UNLESS ."iHOWN - RING FOR QUOTATION PLEASE E & OE 

r.iiiiiiiii- ·---

Cheerful, Friendly Service 
2 0865 841441 (24hr) 
Fax: 0865 842495 (24 hr) 
Open to callers: 0930-1830 Mon-Fri 
1030·1230 Sats, or hy appointment 

Spares for 
Schleicher 

gliders 
supplied 

Free Catalogue 
R.D. AVIATION LTD, 
Unit 25, Bankside, Kidlington~ 
Oxon OX5 lJE 
(Just outside the airport) 

New easy 
access 

Junction 9 
M40 






