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CENTRELINE 
Services 

Our Competitive Insurance and Financing Facilities 

are available for: 

~ GLIDERS ~ MOTORGLIDERS 

~ POWERED AEROPLANES 
(special glider tug Insurance scheme) 

~ TRAILERS AND EQUIPMENT 

Call us now and find out what we can do for you 

P.O. Box 100 
Sansbury Green 
Southampton 
Hampshire 
England S03 6Y J 
Tel: 0489 885998 
Fax: 0489 885889 

SPfCiAUSTS IN 
AVIATION INSURANC[ 
AND fiNANCE 

In association with 
Edgar Ham11ton Ltd . 

lloyd's Brokers 

TEL 0489 885998 FAX 0489 885889 

CENTRELINE SERVICES- THE RIGHT APPROACH 
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THERE IS NO SUBSTITUTE FOR SPAN - OR IS THERE? 
Producing the winning glider type for the third consecutive World Open Class 
Championships is simply not good enough- not for ALEXANDER SCHLEICHER'S at 
least. For although you may think SCHLEICHER'S ASW 228 is quite acceptable as it is, 
SCHLEICHER'S do not. That's why they are now offering you a choice. If you are 
satisfied with a mere 60: 7 then that's fine, you fly without the new tips. But if you would 
prefer to float along at something over 62: 7 at a leisurely 62 knots, then you merely 
'clip on' your tips, spread your wings to 26.40 metres and follow the energy. 

If your mind (or your purse} can't get round performance of this magnitude then try 
something a liHie more modest out of SCHLEICHER'S comprehensive glider range 
designed for tyros through to pundits. 

Write, ring or fox for details from: 
John Jeffries 
JJ ASSOCIATES 
PO Box 61 
Dunstable, Beds LU6 2LB 
Tel: & Fax: (0525) .222 J J J 

Sole UK agents for 
ALEXANDER SCHLEICHER 

C1LACTON AERO CLUB 

SAILPLANE & GLIDING 



Computer Graphics in the Cockpit 

IBORGELT B-JOOFMC I 

An Innovative Soaring Computer 
Guidance and Information 
System featuring :-

61x41 mm Graphics/ Data Screen 
Easy to Use with On-Screen Help 
Uses proven Borgelt Press. Trans. Technology 
Drives up to 5 Pilot Configured Analogue Meters 
On board U.K. Turning Point Library 
Elecrtonic G-Meter sensing Cruise/Climb 
Remote Programming unit for case of use in Flight 
Remote Compass Interface for Area Navigation 
Transfer Data to and from Personal Computer 

Flight Mission Computer 

A Powerful, Compact and Practical 
Computerised Soaring System for 

Today's demanding pilot. 

Dual Function 
Analogue Meter 

jThe Borgelt B-20 Ser~es Vario Range ~ 

B-21 Vario- £237.50 

l'rt.'S!>Urt: TrJnsdLKL·r 
T~..·ch nology 

DL"ctronic Gm;t Filter 
2 Spccll R·.:~ponse 
RFI pruk..:tcd 
Altit ud~..· CompL·ns.ated 22.fXlO(t 
S!:lmm lm; trumL'Il l F.1l(' 

AvaiL)bic ilS kt!pc<1h:r Un it ftu-
2 ~ilh'T <lpplic<~lion:. 

Full TimL' Di~it ,ll A\'Cf,ll:)CT 

Full i iml' SpL't'li Command 
~ Tonl.' Crubc/Climb Audit) 
Cu:,tomscd Gli~okr l'nl..r 
Oyn.1mic i\udio Q u i(•t Band 
AultJ Oriit Cnmpl'ns<:~linn 
ROm m Sland.ud IIJ:;.tmmc.nl 
R(·a l Time Nc.·ttl' ttl B~21 

B-24 Averager / Netto / 
Speed Command/ Audio 
£349.75 

B-25 Final Glide/ Nav 
Computer £425.00 

9 Tumin~ Ptlint Co1p..1bilit~· 

F ... hy to Jlrngrtlm anJ US(' 

l l<·i'ld /T:~ • I \.Vind Cumpcns.'ltion 
Bug flolar (urnpt:.·n5ation 
C\l"Llr LCD RcaJoul 
EPROM cunlaming l'olar 
I ual l'olar fnr tippt"Ci G!idns 
80mm St,uuJ,ud lnstru ml' lll 

Flite Lines Marketing 32 Brislington Hill , Brislington , Bristol BS4 SBD U.K. 

Tele: (0) 272-710043 or Fax: (0) 272-721923 

February!March 1992 3 

http:in:.tmmt.'.nt


4 

HAS YOUR GLIDER GONE TO SEED? 

Then reap the benefits of our comprehensive workshop 
facilities and arrange for a 
"spring clean". 
Telephone (0453) 860861 day 

860447 evenings 
ROGER TARG~ \_ 
Sailplane Services ~ 

or call into our workshop at the 
Bristol & Glos Gliding Club 

Tel: 
0904·83653 McLEAN AVIATION 

THE AERODROME, RUFFORTH, YORK Y02 3QA 

Fax: 
0904·838146 

* Full repair facility for all types. Factory trained and approved repairers for GLASER-DIRKS 
SAl LPLAN ES. 

* Stockists of: Neogene paints and dopes, Ceconite fabric, Epoxy resins, glass cloths, gel-coat, 
Aerodux/ Aerolite glues, tyres, tubes etc. 

* Sde agents for 0/K barographs * Ex-Siingsby Aviation entire remaining stock of Vega and Kestrel parts 

* * * * * 
Aero tow hook available as option on all DG types 

DG-300- 15m- unflapped, also available as DG-500- 2-seater, 18m trainer, 22m sailplane, 
'CLUB' version with retractable undercarriage 500m self-launcher 

DG-400 15/17m self-launcher DG-600 15/17 /18m also available 
Best seller of its class in the world! as a self-launcher 

Bob Mclean 
0904·83653 

NEWII DG-800 18m self-launching sailplane 

GLASER·DIRKS U.K. 
SOLE UK & EIRE AGENTS FOR DG SAILPLANES & SPARES 

John Ellis 
0765·6894311 

SAILPLANE & GLIDING 



Sedgwick Aviation 

Insurance advisers to the 

British Gliding Association 

0603 660202 Ext 7703 
Chris Durrant 

Sedgwick Aviation Limited- Victoria House- Queens Road- Norwich NR1 3QQ 

Telex 882131 . Facsimile 0603-760826 

A Lloyd's Broker acting as agenct of SG Services Limited 

(j) 
.____-.--___ S_ed~ick Aviation Limited 



Look to the fut:ure! 

Wouldn't it be nice if you could predict when conditions 
would be iust right for your 5 hours or 300k! 

Unfortunately, our climate is not that predictab'le, unlike Mowbray 
Vale, who can always be relied on. Whether it's a competitive quote 
for a policy, a problem with a cloim, or just a word of advice, we are 
the people who can help safeguard your future. 

Don't talk to the gypsy, talk to us! 

Contact Carol Taylor on 
Thirsk {0845} 523018 - 24 hr. Ansaphone Service. 

Or write to: 

MOWBRAY VALE INSURAN'CE 
Castlegate, Thirsk, North Yorkshire Y07 1 HL. 
Telex: 587 470 Represented at Lloyds Fax: 0845 525483 
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WHY SO FEW FREQUENCIES? 
Dear Editor, 

Peter Taylor in the October issue, p233, 
spends three paragraphs and an afternoon's 
flying to work off his frustration at a bit of 
boorish radio chatter directed at some gabbling 
German ladies who were blocking the startline 
frequency of 130.1 on July 29 during the 
Booker Regionals. 

These ladies certain ly were chattering like 
teenagers on the telephone and deserved to be 
invited to silence. However, we all know that 
there are many occasions when there is 
excessive and unnecessary chatter on the air 
caused by members of our own clubs. I have 
discovered to my cost that any personal inter
vention encouraging windbags to curtail their 
waffle is always followed some minutes later by 
my own call announcing an impending land out. 

The serious question which needs answering 
is why we put up with so few frequencies. There 
are over 3000 British gliders trying to share a 
total of four frequencies, which simply is not 
enough . Some of us even occasionally pay the 
radio licence fee, for which we get very little 
from the government. I think this is something 
worth campaign ing for . Does anyone out there 
agree? 
SIMON ROBERTS, Kemply, Glos. 

THE CASE FOR A TURBO 
Dear Editor, 

it is the firm belief of the BGA that a pilot's 
ability to soar, and therefore fly cross-country, 
Is of prime importance. The BGA requires a 
potential instructor to have a proven minimum 
cross-country ability before accepting them on 
an instructors' training course. it also requires 
the qualified instructor to continue to fly solo so 
as to maintain his or her ability to soar. I am 
very pleased to see that these minimum 
standards have been exceeded by the require
ments of some CFis. 

it is therefore reasonable to assume that any 
way in which cross-country experience can be 
gained is good news. 

One of the major problems facing cross
country flying is the possibility of field landings. 
Some pilots consider the?e landings great fun , 
and indeed they can be. They require a higher 
than normal level of skill , so the adrenal in 

always flows a little faster . They are exciting, 
just like cross-country flying . However, very few 
pilots enjoy waiting around for a long retrieve. 

The problems of crews can be reduced in 
competitions and soaring weeks. Perhaps this 
is one of the major reasons w'hy these events 
are so popular? But for a normal pilot even 
flying at weekends , crews are a problem. 
Should you be fortunate enough to be able to 
fly midweek, the almost total lack of retrieve 
resources results in nearly all pilots remaining 
close to, or within , gliding range . 

Field landings are also a potentially danger
ous situation. Field selection is a learning 
exercise. Different times of year, crop types, 
shades of green, etc. etc make the selection 
interesting. Ground conditions, undulations, 
slopes, trees, power wires, electric fences all 
add to the fun . 

We all think we can plan circuits, and indeed 
the majority of us can , but it's surprising when 
faced with a field landing how we get it wrong. 
Whether we like to admit it or not, we do rely to 
some extent on local features. No one finds it 
easy, and even the most experienced 
Nationals' pilots make mistakes. 

I believe that for the majority of pilots, the 
.possible removal , or at least a sizeable reduc
tion, in the chances of being faced with a field 
landing would certainly encourage pilots to fly 
cross-country more often . I therefore put 
forward the case for a turbo. A self-sustaining 
retractable engine . 

Now let's look at the possible disadvan
tages. 

There's no point in going on a cross-country 
if you know you can get back! Rubbish. In many 
respects this is the whole point. it gives you the 
chance to learn to fly cross-country, and if you 
get it wrong, or the weather lets you down, you 
have a reasonable chance of returning with the 
minimum inconvenience to either yourself, or 
others . Starting the engine is deemed a fail 
situation , game over! Pilots enter competition 
tasks not only assuming to get back, but also to 
return with a high average speed. I'm talking 
about a self-sustaining turbo engine, not a 
motor glider. These engines just let you gain 
height, in my case at a rate of about 1 l,;kt. This 
lets you get to the next thermal. This is not the 
same as motoring around the countryside. 

You have to abandon soaring at a greater 
height because you need height to start the 
engine. This Is true. At 100011 agll try to start 
the motor. This is done in the high key area 
flying downwind leg into my chosen field. If it 
starts fine (so far every type lhas started without 
fail), if not I continue with the circuit. All the 
types I've flown require about 150ft to start the 
engine, so I've got two attempts to try to start it 
before turning base leg. If you think starting 
downwind leg on a field landing circuit at 100011 
is too high for you , then the height difference is 
my penalty for having an engine. 

What if it doesn't start? 
Continue with the circuit. The gliding perfor

mance is certainly worse. Be prepared to 
modify your circuit , but it's not a hang glider yet. 
What have you lost? Possibly a few 1OOft of low 
level scratching. Should you run into a thermal 
even now, it's possible to get away. 

Its extra weight ruins the glider's perfor
mance! 

When I first had a Ventus CT it didn't have 
the engine fitted. it was certainly the case that 
we needed to put one tub of water in each wing 
every time we flew. Without the water it was so 
light it bounced about all over the place. All the 
syndicate agreed it flew better with the water. 
When the engine was fitted it took the weight of 
the water. In my experience the performance 
difference except on the very weakest of days 
is extremely small. 

There is also a financial cost to an engine, and 
I accept that the capital cost of the motor is worth 
a considerable number of aerotow retrieves. I 
am, however, prepared to pay for convenience. I 
can only comment that the engine retrieve facility 
has given me the chance to try to fly on many 
more days than I would have normally. Last 
season I flew about 9000km cross-country and 
resorted to using the motor five times. In addition 
the use of the motor has enabled me to contact 
wave on three occasions when all the other 
gliders couldn't get across ![le gap. 

it does alter my attitude to flying. it gives me 
the convenience to try when most others don't 
bother, and as a result I have enjoyed more 
cross-country flying than ever. 

Isn't this what we all want? 
CHRIS PULLEN, Senior regional examiner, 
Thames Valley • 

A superb trainer 
All metal construction 
Easy ground handling 
Empty weight 310kgs 

Fully instrumented 
Certified to JAR 22 and OSTW-X 

Delivery4-12 wee.kS" 
Demonstrator available 

Price delivered with BGA Reg and C of A 
£20,300+ VAT 

SOLE UK AGENT- PETER CLIFFORD & Co., 
IS Home Fann, Crowmarsh Gifford, Wallingford, Oxon, OXIO 8EL. Tel: 0491 39316/680420 Fax 0491 39316 
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The Complete Glider Service 
~ SPARES~ INSTRUMENT S ~ PARTS~ MATERIALS~ SE RVI C E 

HIGH QUALITY MAJOR REPAIRS: in all materials. 
Schleicher gliders a speciality. 

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

DOPES AND PAINTS: Main stockists fo r N eoge ne 
products. 

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

MATERIALS: For all your repa ir and re- build needs: 
G LI 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 Monday to Friday 9a m to Spm 

Saturday 9am to 4pm 

London Sailplanes 
Limited 

Tring Road, Dunstable, Reds LU6 2JP 
Dunstable (0582 ) 662068 

NEW CONC~EPT FOR ALL 15 METRE GLIDERS 
THE GT2000 RO·RO L.IFT TOP GLIDER TRAILER 

Comes complete, Fully-fitted with adjustable fittings • Etch-primed & painted synthetic white gloss • Light alloy roof skins prevent 
ultra-violet penetration • GRP aerodynamically-styled nose and fin box • Recessed rear light array • Powerful gas struts· Internally
stored 7-pin plug • Capacious storage area· Concealed tie-down points • 'Roll -off Roll-on ' for neighbour-friendly rigging/de-rigging 
away from trailer • £4050 + VAT SA VEl DEMONSTRATOR FOR SALE £3750 + VAT 

AMF's winning trailers : GT2000 Ro-Ro and the famous "Droopsnoot". 

Comprehensive stocks to keep your METAL, WOOD or GRP Trailer roadworthy , dry, secure and well-maintained. 

FULL REPAIR, RE-PAINT, UNOERSEALING and MAINTENANCE SERVICE for Metal , Wooden and GRP Trailers. Prolong your 
Trailer's active life- Book it in for an AMF Winter Overhaul- you may leave the glider inside. 

Now is the time to order AMF's Specially-designed rigging aids, trailer fittings and solo Towing-Out Kit. (We will also refurbish your 
existing AMF equipment) . 

AMF 1ENTERPRISES, MEMBURY AIRFIELD, LAMBOURN, BERKS RG16 7T J. 
Tel & Fax: 0488 72224 

SAILPLANE & GLIDING 



"CALLING ALL GLIDER PILOTS" 
SILVER (C) SLMG 

+ £I ,450.00 inc VAT + £850.00 inc VAT 

PPl'A' PPL'A' 

YOU DON'T HAVE TO BE A MATHEMATICIAN TO SEE IT ALL ADDS UP TO A 
GOOD DEAL 

FULL TIME RESIDENTIAL COURSES FOR CONVERSIONS 
lndude: The Required Flying Training, Ground School, Examinations 

and Flight Tests, Farmhouse Accommodation and Food. 

-FREE FLYING TIME-
That's right! If you need an extra few hours of flying, we will not 

charge you a penny more. 
Ring Sue on 0327 62148 for details * Private Airfield * Piper Warriors * One-to-one instruction * 

ALL IN THE BGA INSTRUCTORS' 
MANUAL 
Dear Editor, 

Mike Rand le raised a good point about spin 
recovery in his letter in the June issue. p119. 
He is quite right, not enough has been said 
about such matters, or indeed when it is 
appropriate to teach spinning. 

I feel his question merits a fuller reply than 
Chris Railings' brief comments and such a full 
discussion will be found in the forthcoming BGA 
Instructors' Manual. In short, I agree absolutely 
that prior exposure to steep attitudes (whether 
by dives, spins and recoveries or by looping) is 
vital before any useful spin recovery training 
takes place. 
MIKE CUMING, London 

WHY ARE THERE WOMEN ONLY 
COMPS? 
Dear Editor, 

WINCH LAUNCH SPINS 
Dear Editor, 

Bill Scull's article on winch launch spins in 
the last issue, p302, picks out the essential 
feature of a minimum safe climb speed from the 
many other factors of hook position, elevator 
power, weak link strength, winch power and so 
on- will this eliminate the hair-raising sight of 
gliders at some clubs taking off routinely with 
full aft stick, clearly without the certainty that 
this speed will be achieved? The same points 
were made in my articles of a few years back, 
though perhaps not so clearly. 

Even with enough forward stick to balance 
the pitch due to the cable, the rotation into the 
climb which results from increasing airspeed 
and hence increasing lift is devoutly to be 
desired as confirmation that the speed is 
sufficient to augment the climb with more aft 
stick. If it doesn't occur then don't try without 

~ I ~E3c:J~\IE:: 

YOUR LETTERS 

double-checking the speed as well, which all 
pilots do anyway, don't they? 

Weak links have not traditionally been 
chosen to give stall protection, but rather to 
protect the wing structure. In this they are 
singularly ill-assorted, eg the light K-8 with a 
good strong one to the pathetic piece of string 
on the heavy Astir or big-winged Pilatus. I 
attempted a while back to get OSTIV to adopt a 
minimum strength of twice the AUW, which is 
enough to avoid nuisance breaks but not to 
break the wing, but without success. Con
sidering the steepness of the climb at low 
heights in Bill's picture, remembering to add the 
angle of attack to get an attitude of some 65 to 
70°, breaking the weak link is just as likely to 
provoke a flick into a spin as stalling at a slightly 
lower speed, since with the stick likely to be 
hard back the glider will pitch up smartly. 

I hope we are to be treated to a description of 
the experiments by Mike Cuming and Chris 
Railings into the use of canopy strings to 
indicate angle of attack, which they came 
across in visits to the Blackpool GC- (where 
else? Thanks for the testimonial, Mike) . 
Invented by Keith Emslie many years ago, they 
have proved illuminating to many even though 
they are a nuisance to keep serviceable. They 
show very clearly the relationship of speed and 
angle of climo with angle of attack. 
JOHN GIBSON, Lytham St Annes, Lanes 

SPINNING ON A WINCH LAUNCH 
Dear Editor, 

The article on spinning on the winch launch 
reminds me of my own experience in this field. 
In 1948 the London GC had a Grunau Baby 
(one of the total of 250 000 built worldwide), but 
with only a nose hook it could not be launched 
very high from the small field we had at that 
time. So Bolton of Bolton and Zander took it into 
his workshop in Dunstable High Street and 
fitted one to the bulkhead behind the seat. 

This worked very well , too well in fact. We 
were launching from the south-west and I 
noticed that George Scarborough, who had 
launched just before me, had done a bit of a 
twitch hall way up the launch. Instead of 
stopping and having a good think about it there 
and then we carried on. • 

I read in the last issue, p312, that there was 
a Women's European Championships at 
Husbands Bosworth last summer. What on 
earth is the country coming to when women 
need the comfort of sexually segregated 
competition? 

====i)l'----- c:J rTl f== c:J ~ I ,..- E:: ~ 
~ C's of A, REPAIRS AND GLASSWORK 

At the level of competition our sport is purely 
a test of mental acuity and not physical ability, 
and I am at a loss to understand the need for 
women to compete only against themselves. I 
surmise that this is a competition for ladies who 
do wish to compete, but not very much. I would 
recommend them to the Open Class Nationals 
where the competition is modest and the 
participants mainly old women. 
LARRY AUTRE, Woodchester, Stroud 

February/March 1992 

Having successfully completed the Grob Training Programme we 
are now qualified to inspect and repair all Grob glass structures, 

specialists in the 1 09B, from rebuilds to engine maintenance. 
Currently maintaining 8 Grob 1 09B's 

Astir Spigot Mod £400 + kit at factory price (no VAT). 
Please call or write to: 

Tim Dews, 49 Bratton Road, Westbury, Wilts BA13 3ES. Tel: 0373 827963 
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LAK-1 2 
From Lithuania- a new sailplane for the Western market: 
20.5m span - 2 piece wing - flaps. 
Fibreglass & carbon fibre construction . 
Max UD 48:1 Tail dolly etc. Rigging aids 
Fully instrumented 42 gallons water ballast Full C of A granted 
Empty weight : 8201b Superb fibreglass trailer 
Ideal for cross-country minded individuals and clubs 
Inclusive Price: UK mainland £18000 (approx) for complete new outfit. Delivery 2-4 
weeks. (£15800 refurbished) 

Demonstrator available, contact agents: 

BALTIC SAILPLANES Ltd. 
Baltic Sailplanes Ltd., 46 The Woodlands, Market Harborough, 
Leicestershire LE16 7BW 
Tel : 0858 467723; 0536 85552 (office hours) ; 0536 81777 (evenings) 

(NB: LAK 17 ( 15-17m flapped). UK Demonstrator expected soon) 
Send now for Technical Data Sfleet. GET YOUR NAME ON THE LIST SOON! 

Another successful year for the EW Barograph. 
~ -, Usedby ... 

- Majori ty of p ilots at all UK nationals . • B% price increase 
British team at World Gliding Championships . • for 1992. Limited 
Richard Branson's Virgin Pacific Balloon flight . • stocks available 
World Champion '91 paraglidlng . • at 1991 prices. 
All UK paragllding records . 

~ Land Rover vehicle testing on Pikes Peak, USA. J ~ . and the rest of us for our Silver , Gold• and Diamond badges . 

Congratulations to you all, we look forward to your successes in 1992 . 

EWAvionics 
Seymour Barn, Wldmere Lane, Marlow, Bucks, SL7 3DF. Tel: 0628-485921 

Pop-Top Glider Pilots Parachute 
State of the art in emergency parachutes 

• ~1 • ~ • 

The Pop-Top. External seated pilotchute providing the fastest possible deployment. 
Fully encased risers resulting in a snag free parachute container system . 
Steer able parachutes in a range of sizes to suit all sizes of pilots . 
Soft , slim line design for the ult.imate in comfort 
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• British built , quality assured to BS 5750 

• Reliability, comfort and efficiency when it matters 

THOMAS Sports Equipment Limited 
Lofty's Loft • Pinfold Lane • Bridlington • North Humberside • Y016 5XS • Telephone : 0262 678299 

In its first year in production the SZD 55 achieved the fo llowing results: 

WORLD CHAMPIONSHIPS 2nd JUNIOR EUROPEANS 1st 
WOMEN'S EUROPEANS 2nd 

In 1992 lots more pilots will fly to success in a SZD 55, you could be one of them . To arrange for a 
Spring 1992 delivery write to 

ANGLO POLISH SAILPLANES 
Wycombe Air Park, Booker, Marlow, Bucks or phone 0628 39690 or 0582 861096 

Available ex-stoclc Puchacz and Junior as well as SZD 55 

SAILPLANE & GLIDING 



lt was my turn next and I must have pulled 
the stick back even more than George because 
at about 50ft the wing dropped to the right and I 
found myself hurtling towards the hill in a 90° 
bank. I pulled off and was then confronted by 
the power lines, so rl climbed over them and 
turned back into wind not hearing the cries of 
those who were telling me to land downwind. 

The combination of climb and turn caused 
me to flat spin on to the ground, landing in a 
dried harrowed field of chalky soil, producing a 
large cloud of dust. When this had all settled we 
found that the skid rubber had been twisted off, 
so the damage had not been too bad. 

When I returned to the clubhouse for tea my 
parents greeted me "Brennig you should have 
been here a minute ago , it was terrific. A glider 
took off, did a little turn and landed again in a 
cloud of dust". "Yes I know" I said, "it was me in 
it". 

The moral of this tale is don't take your 
parents to the gliding club, not at least when 
you are flying. The Grunau Baby was taken 
back to Bolton and Zander where they found a 
better position for the belly hook a bit nearer the 
nose. With the belly hook the stick force per g is 
a bit too low so you don't get a proper feel for 
the structural and aerodynamic loads you are 
putting on the airframe. 
BRENNIG JAMES, Mar/ow Common, Bucks 

CAN ANYONE HELP? 
Dear Editor, 

I have a copy of Werkstattpraxis fOr den 
Bau von Gleit und Segelflugzeugen by Hans 
Jacobs, the famed sailplane designer, but the 
front fly, title pages and first 17 pages of text 
are missing. If anyone would be willing to 
provide photo copies of the missing pages I 
would be very grateful and, of course, would 
defray copying and postage costs. 
DAVID BARLEY, West Croydon, Surrey 
(Please write via S&G.) 

Post solo courses available from 
April. 

• Ab-Initio & AEI courses also 
available. 

• All year round soaring in thermal 
wave & ridge. 

• Launching by winch and aerotow. 

For Details Contact ; 
The Secretary 
Scottish Gliding Union 
Portmoak Airfield 
Scotlandwell KY13 7JJ 
059 284 543 

February/March 1992 

YOU R LETTERS 

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. 

NOT ONE OF OUR MEMBERS 
Dear Editor, 

I refer to Mike Cuming's reply in the last 
issue, p291 , to a letter from David lske, Usk, 
Gwent. 

I would like to point out that David lske has 
never been associated with the South Wales 
GC and his comments do not reflect the views 
of this club. 

I would suggest it was quite wrong of Mike to 
assume that because a correspondent's 
address is in Usk, Gwent, he was a member of 
the SWGC. It follows that he should also refrain 
from making any adverse comments about a 
club with which he has had no personal con
tact. 
K. G. COUNSELL, chairman, South Wales GC 

WORLD CLASS 
Dear Editor, 

The impact on gliding of a one design Class 
is yet to displace the discussion of the latest hot 
ships as a debating topic in our clubhouse . 

One characteristic of the Class that might 
become significant in the future is the longevity 
of the competitive life of the glider. If the Class 
is a success , then the health of the second
hand market should serve to minimise the cost 
of ownership rather more than any saving 
associated with an absolute minimum new 
purchase price. 

Minimum cost of ownership will actually 
depend on the performance of the Class being 
sufficient for people still to want to buy the 
Class ten (or twenty) years from now. 
IAN LEWIS, Lasham a 

"SOARING" 
The official monthly 
joumal of the Soaring 
Society ol 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. 

RMEW 
Crabb X-C Tasksetter, available at £39.95 
from Crabb Computing, 1/2 Hall Ad, Wolvey, 
Leic LE1 0 3LG, tel 0455 220899. 

Ask any experienced cross-country pilot what it 
feels like to arrive at a TP only to find the 
feature is ambiguous or even no longer exists. 
Several years ago, some larger clubs made life 
easier by compiling T P lists, an idea the BGA 
Competitions Committee formalised about a 
year ago by producing a list covering the whole 
country. 

This winter I discovered a computer program 
which encompasses this list In its entirety and 
also allows the user to define new TPs. The 
program doesn't stop at listing some 500 TPs, 
giving t11e detail of the feature and the grid 
reference. lt also allows the user to experiment 
and set tasks using up to six TPs by list search
ing or using a map facility on which you simply 
draw the task you fancy. The computer then 
selects the nearest TPs to your route and gives 
all the details and distances. 

Further modification of your task is slmpl 
and you can even call up areas of controlled 
airspace on the map to see if you need control 
points. Unlike other programs, even Scotland is 
well covered with TPs but sadly the map faci lity 
doesn't extend that far (although I've been 
informed that a Scottish version is available on 
request). 

The idea is not new. John Williamson and I 
found an earlier, more limited Spectrum pro
gram invaluable as we toured the country as 
coaches many moons ago, although this new 
program has another function which makes 11 
unique and ideal for Individual and club use. 
Incorporated into its memory are over 150 
types and variants of glider, each with its BGA 
Speed Index (including wet Index If applicable). 
After you have planned you r task lt will tell you 
what your National Ladder score will be If you 
succeed, or alternatively what your day's flying 
has earned you . 1t also allows you to "windy· 
cap" your scoring . 

The program runs on IBM compatibles and Is 
very user friendly . lt is the ideal aid to one's 
imagination when planning tasks while the 
winter snows cover the hangar, and invaluable 
in the summer for easy task setting after the 
6.30 BBC weather forecast. 
KEN STEWART 

CANADIAN CHAMPION 
Andy Gough (Junior - fo r the many who will re
member his father with affection) won the 1991 
Canadian Standard Class Nationals in an LS-4 
last June. 

GLIDING IN GREECE 
Antony Makroglkas of the Athens GC has writ
ten with details of gliding in Greece. There are 
only three clubs but gliding is cheap with flying 
throughout the year. The Athens club is on a 
military airport but th e big problem, which they 
hope will soon be resolved, is that only loca l 
flights are allowed. 
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PLATYPUS 

TAIL 
FEATHERS 
Introduction to S&G 
Classic 

I h"e alwey' y•am•d foe lh• '"'""hoc~ 
our that British society can bestow, which is to 
be the guest on the BBC radio programme 
Desert Island Discs (knighthoods and peerages 
come a long way below) to be asked what my 
favourite records are. it's about the equivalent 

llROAIJCASI1NG I 
HOUSE 

My favourite records. 

T ,.-
=r 

of appearing on the front cover of Time maga
zine in the USA; but to be on this radio show not 
only indicates that one has really arrived as a 
celebrity, it gives one an opportunity to demon
strate one's broad cultivated tastes by a subtle 
choice of cantatas, string quartets, modern jazz 
and Shakespeare readings. A great ego trip , in 
other words. One woman singer chose eight 
records all of herself, without a blush. 

The editor ol S&G has done me an honour 
which is the next best thing to being on Desert 
Island Discs, and asked me to choose some 
classic pieces from our esteemed organ for your 
delight and instruction. You'll be glad to know 
that I won't be following the opera singer's mon
strous example by dredging up my old Tail 
Feathers columns. (How do you know I don't do 
it to you already without letting on?) 

The first two pieces that I have selected are 
both tlowldunits. This will quite possibly come 
as a surprise to you, for the art of describing great 
flights in an interesting way has largely disap-

'(The truth is , Pial is a Jekyll-and-Hyde character: once 
he arrives at a contest site, he is suddenly transformed 
from a charming and generous member of civilised 
society into a ruthless competitor, battling ferociously 
for 20th place with all the other dregs. He displays the 
most unattractive characteristics of real contest pilots 
without any of their flying skill or organisation on the 
ground. He enjoys it hugely at the time, but after the 
end of the Comp forgets the experience entirely and 
goes back to whingeing about contests being a total 
waste of weather. Ed) 
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Ruthless competitor. 

peared. One reason for that loss is the dreari
ness of most contest- flying : "seven triangles all 
going through Husband's Bosworth" is how I de
scribe it'. Modern contests have not produced 
any accounts to match that of Nick Goodhart 's 
goal record, Lasham to Portmoak, in 1959 or 
Philip Will 's hair-raising wave, ridge and thermal 
flight in the 1956 World Champs at St Yan . (OK, 
New Zealand, prove me wrong in 1995!) There 
is also the problem that the pressure in today 's 
Championships is not conducive to thinking 
about anything but beating the other guy- not 
the weather, but merely the other competitors. 
Modern contest pilots would sooner do boring , 
slow flights that under utilise the conditions, so 
long as they ensure that they keep their nearest 
rivals in their sights and can prevent them from 
gaining an advantage . The same happens in 
other sports: footballers will get a one goal lead 
then try to clamp the game down until the whis
tle goes; cricketers slow the over rate and waste 
time. 

You will hardly be surprised, therefore , when 
I tell you that one of the howldunits appeared 
31 years ago and the other 40 years ago, before 
the closed-circuit speed obsession took hold. 
They are completely different in many respects: 
the first flight is in Britain , flown apparently hap
hazardly in pretty poor condi tions in a pre-war 
strutted trainer yielding a glide angle of 13:1, the 
other a carefully planned record attempt in 
mouth-watering weather in America , using a 
s(ate-of-the-art laminar flow forerunner of 
today's starships, boasting a good 40:1 . What 
the two flights have in common is more impor
tant, however. Both pilots have been great natu
ral fliers for over 40 years, hugely enthusiastic, 
and both convey their enjoyment through their 
writing- and they both went downwind, more or 
less. 

JJ 
John Jeffries is an utterly unusual pilot, gradu
ally acquiring the status of a legend. His intense 
curiosity about the air, why and where it goes up 
or goes down, and his dislike of towns and man
made scenery, make him a restless explorer of 
ridges and valleys , molehills and mountains
the wilder and more remote the better. The fact 
that today he performs his long-distance mean
derings in an ASH-25 means that there are now 
real live witnesses to stories which previously 
defied belief. His former passengers are easily 

identified: they can be seen holding the atten
tion of the bar with a glittering eye like the Ancient 
Mariner, waving their arms dementedly in an ef
fort to describe the indescribable : the hours of 
struggle upwind under a slate-grey sky' in ther
mals so weak as to be imaginary; the hairbreadth 
escape from the hopeless depths of some 
sheep-strewn, rainswept Welsh valley ; the last 
minute contact with wave; the ascent to 16000ft 
as the sun sets countless miles from home; the 
leaping from wave to wave in the gathering dusk; 
the homecoming on Dunstable's rollercoaster 
field between ranks of car headlights. There's 
another poor soul for whom gliding will never be 
the same again . 

Rainswept Welsh valley. 

But we are here today to talk about the Cadet 
flight in which I had a triple interest. First I had a 
20% share in that machine, restored with great 
affection by Peter Fletcher , who was the kind
est, most decent and at the same time the most 
choleric man, who could explode with indigna
tion if provoked, and sometimes without being 
provoked. The share cost me £10. You can 't get 
much of anything, even a launch , for £10 these 
days. What transformed these old gliders was 
aerotowing, since the feeble winches of the 
1950s and the pathetic penetration of the air
craft meant that you were on the ground in two 

JJ photographed by Michael Bird at the 
1989 Open Class Nationals. 

' On a typically miserable day at Duns table JJ will say, 
in total seriousness "If you can get away to Wales I 'm 
sure you'll find it rather good." Wales being 100 miles 
upwind. Then he sets off and goes there. 

SAILPLANE & GLIDING 



TAIL FEATHERS 

minutes after most winch launches. 
Secondly, I flew that same day, in an im

mensely superior Olympia 2s. after watching JJ 
take off behind the Tiger Moth. I went all of 16 
miles to Hen low, brought down by the vast gaps 
between clouds, and by my own inexperience. 
Cloudbase was unusually high for England, over 
7000ft asl, hence the yawning gaps between. 
When I phoned in from Hen low and heard that 
JJ had taken our Cadet to Cranwell aerodrome. 
I scoffed "You mean Cranfield aerodrome!" 
Cranfield was also only 13 miles away. But I was 
wrong. 

Lastly I was at that time the editor of the 
London Gliding Club Gazette, a beautifully type
set magazine with photographs and even a spot 
of colour on the cover''. How the local printers 
did the whole job for about £15 for an edition of 
400 copies, I have no idea. I badgered JJ for 
months to produce his story, and despaired of 
seeing it. Then it arrived, I printed it uncut, in
cluding the last line "I stillllaven 't had my live 
shillings! " That was a serious mistake for an 
editor. In the middle of the night I was telephoned 

Middle of the night 

by an apoplectic, but unfortunately not speech
less, Peter Fletcher. His honour had been be
smirched, he would sue, I would never fly the 
Cadet again so long as I lived, I should be horse
whipped etc etc . Eventually he was not so much 
pacified by me as exhausted by his rage. I rightly 
assumed that he did not have JJ's phone num
ber readily to hand , since JJ was not a partner in 
the Cadet syndicate; otherwise there would pre
sumably have been even worse imprecations 
hurl'ed at JJ's head. The problem was, various 
people had forgotten what had been agreed to 
constitute "halfway to Wales", which JJ explains 
in the story . 

Anyway, in the S&G version of th is epic, JJ 's 
jocular and inadvertent near-libel was excised, 
and old friendships were spliced and glued back 
together. T1he five shillings was used to good ef
fect at the bar, beer being about a shilling a pint 
in 1960. 

Many years later I went to Peter's funeral, and 
remembered our association, and how close it 
came to sundering. He was a much-loved man. 
Here comes a resounding cliche- they don't 
make characters like that any more. Well, some 
cliches are true. 

I hope that he will forgive me for adding this 
little tailpiece to JJ's story. a 
' The present London GC newsletter is a first class read, 
but is not typeset professionally. I grudgingly suspect 
that it is better than most of the 1960 Gazettes, but in 
those days I gave the punters style, if not substance. 
(So what's new? Eo.) 

February!March 1992 

JOHN JEFFRIES 

DUNSTABLE TO C 
IN A KIRBY CADET 
The Klrby Cadet, of 40ft span, was pro
duced by Slingsby in 1936 (with the 
spelling "Kadet") as a secondary train
ing machine, a category which was first 
introduced in 1926 with the German 
Priifling to enable ab-initio pilots to 
reach the soaring stage. For many years 
the Cadet was widely used in the Air 

S lll. ' .. 
CLASSIC 
CHOSEN BY PLATYPUS 

le ranks of those who can recall with affec
tion that one-time high performance sailplane 
the Kirby Cadet Mark I are , alas, becoming sadly 
depleted. Even more sad perhaps is the increas
ing scorn with which such relics of the "bad old 
days" are regarded by the unfeeling new gener
ation of self-styled pundits, and by the old hands 
who choose to forget. 

Personally, the Cadet symbolises the pass
ing of the fun, sport and amusement era of glid
ing, so that I jumped at the opportunity to fly Peter 
Fleicher's version in the hope of recapturing 
something of the excitement of the past. To be a 
little more honest, I have to admit to engineering 
the opportunity by the well-tried flattery process 
-carefully camouflaged , of course. 

Perhaps the flattery was a bit overdone, be
cause Peter was soon imploring me to fly the 
machine away just to prove once and for all that 
the pertormance of this Cadet was at least equa'l, 
if not actually superior, to that of the Skylark 3. I 
egged him on further by suggesting that the Long 
Mynd , a mere 120 miles away, was a task well 
suited to the machine. But even Peter was a lit
tle sceptical of such a suggestion and, falling 
beautifully for the bait, laid a wager that not half 
the distance could be covered. 

To impress me still further with the capabili
ties of his machine, he modified his flutter by al
lowing 60 miles to be covered in any direction. 
This was good because my navigational 
prowess is limited, and the whole five shillings 
might be very useful to help towards the retrieve. 
Thus morally fortified, we dragged the Super 
Cadet to the launching point. 

Perhaps it might be as well to explain to those 
few who do not already know that the Cadet in 
question is named "lt". This rather curious name 
is derived from its recall sign (which just proves 

Training Corps as a primary solo trainer 
under the name "Cadet Mark 1 ". But 
now, with an 130 mile cross-country to 
its credit, as described in this article re
produced from the London Gliding Club 
Gazette, it has left these inadequate 
classifications far behind. 

its soaring ability). If. therefore, I refer to "IT", I 
do not mean to be derisive. Anyway IT and were 
eventually lined up for the second aerotow of the 
day, after a protracted wail for cumulus to form . 
Donned in lightweight goggles and sitting on a 
lightweight foam plastic cushion , fully half an 
inch thick, the IT and I took the air. 

The first part of the launch was a trifle 'hairy , 
not , of course, due to the superior handling of 
the machine , but to the fact that the wind was 
easterly and take-off was towards the hill. 
Surprisingly enough , the remainder of the tow 
was exceedingly smooth and pleasant and I 
completely forgot what I was flying . This was 
really rather careless because, on casting off in 
the first thermal we struck, I perceived that we 
were at a mere 900ft and only marginally within 
gliding range of the club. 

Fortunately the thermal did its stuff and lilted 
us to 3000ft, albeit rather slowly. At this height I 
left to try my luck with another cloud before set
ting off, and after a rather embarrassing scrape 
at no great height and out of range of the site , 
achieved a more satisfactory rate of climb. 
Estimating a vertical height of 1 OOOft from cloud
base (I hope not too inaccurately) , we thundered 
off in true competition style in the direction of 
downwind, which by a strange coincidence, cor
responded roughly with the intended track. 

We pursued the sort of route 
that might well have been 

taken by a drunken fly 

One lesson was very quickly learnt, and that 
was that if we were to remain airborne at all, the 
nearest source of lift had to be utilised whether 
or not it lay on course. Hence we pursued the 
sort of route that might well have been taken by 
a drunken fly, only we doubtless flew more slowly 
and frequently a little higher. 

The M1 appeared beneath us, disappeared 
and then reappeared . Wobum Abbey slid by at 
a good 15kl, hotly pursued by a mess of uniden
tifiable aerodromes until , at long last, Edgehill 
hove into sight on the starboard tip about one 
Cadet-year away. This was something of a 
shock, since it should have turned up on the port • 
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DUNSTABLE TO CRANWELL IN A KIRBY CADET 

tip, but then, when your life consists of a series 
of highs, very lows and shattering slows in be
tween you just can't be too fussy. 

Things now began to get really difficult. A 
sheet of rapid ly thickening high cover was ap
proaching from the south and thermals were be
coming more and more dismal. Fortunately, 
during a perfectly miserable climb from an all
time low, a promising patch of cu started to form 
over the southern end of Edgehill , and as soon 
as I judged there was the remotest chance of 
reaching it , we left our thermal and pushed off at 
max glide. Now he one really good feature about 
IT is that any form of speed chart, glide chart or 
computer Is completely unnecessary, since max 
glide, max cruise, min sink and stall all seem to 
occur at exactly the same speed. 

I will admit that the precise speed for these 
conditions of flight is difficult to determine, since 
the ASI needle has long disappeared backwards 
off the scale; but if a single hair on your head 
moves you are going too fast, and if you feel a 
breeze from behind, you may be a trifle too slow. 
No other indications of the correct speed can be 
expected. At all events, a final glide ensued, ex
cept that by a gnat's whisker it wasn't final. and 
we were soon grinding merrily away again in 
~ft/sec up, some 200ft above the ground. 

Edgehi/1 was being rapidly 
consumed by a giant 

earthwork pincer movement 

We slowly drifted past Edgehill , which was 
being rapidly consumed by a giant earthwork 
pincer movement, and on towards the end of No. 
1 runway at Gaydon, where V bombers seemed 
to be two a penny. I couldn 't help lapsing into 
the realms of conjecture (Heaven knows there 
was enough time) as to what would be our fate 
should a state of National Emergency be de
clared at the precise moment that we drifted 
across the end of the runway. 

Would we be escorted down by fighters with 
a stalling speed at least twice as great as IT's 
max permitted, or would we be dispatched with
out ceremony with one well-directed shot I I was 
really quite glad when we cleared the airfield with 
a more comfortable height margin and the ther
mal gathered more momentum. 

By now a bank of high stratus, which had been 
approaching rapidly from the south, had reached 
my intended track and effectively masked the 
sun. However, there was a "corner" to the cloud 
blanket and I pressed on in the fond belief that 
th ings might be better further west. The actual 
break back occurred at Stratford-on-Avon, but 
by this time I could see that the sky ahead was 
pure blue and not very inviting. Never mind: the 
river and the Memorial Theatre looked most at
tractive, and even though this was probably our 
final glide (apparently now dead into wind), the 
view was well worth the trip. 

During the course of the glide a few new cu
mulus began to form to the north of track, and 
we eventually contacted lift at no great altitude 

14 

J.fUEFFRIE.S IN 

I Kl R[)Y CAD E. T MK l 
APPROXIMATE· ROUTt 

OF fLIGHT 

DUNSTABLE:. TO 

CRANWELL 

0fi{£CTfON Of 

LONG lrlrWO 

/ 
/ 

0 10 lO 

/ 
/ 

/ 
/ 

" 

/ 

/ 
/ 

CRANWEI..Lf' 

' 
i511A~<STOW 

,' HE~T~ 

t
N 

' 

.Nort~amptoll 

over Snitterfield, achieved a quite acceptable 
rate of climb, and arrived at cloudbase (I think) 
at no less than 670011 - the best height of the 
voyage. By now the clamp was well and truly 
overhead and all thought of the Mynd vanished, 
and the task was converted to a free distance in 
the direction away from the clamp, ie roughly 
north . But I had left it too late and, unable to over
take the clamp, was soon searching for a suit
able landing field. As a last desperate resort I 
investigated a patch of shadow a lighter shade 
than the remainder which lay over the village ol 
-?Without daring to breathe, we slowly girated 
in zero, centred on it and, according to the al
timeter, climbed in it until after an aeon we 
reached 4000ft and hurried off to the nearest ob
vious lift. 

Since by now I had nothing but a purely aca
demic interest in our whereabouts, serious map
reading didn't come into it. But because I thought 
I recognised a series of small lakes in the vicin
ity, I made some slight effort out of idle curiosity 
to check our position. and sure enough I was 
right to within the nearest 10 miles- we were 
somewhat north of Northampton, although what 
had happened to the M1 is anybody's guess. 

The next cloud took so long to reach , that it 
was on the decay when we arrived , so we left 
again for the nearest, smallest wisp we could 
see. Unhappily we again were not over-blessed 
with height, so I kept my eye glued to the little 
cl'oud. hardly daring to look at the ground. 

Just to be difficult, the cloud sat on the far side 
of a reservoir, which from 900ft took on the pro
portions of the English Channel , and it was not 
until dead mid-stream that a welcome surge 
raised my spirits. Since at last we had reached 
the sunlight proper, the thermal was a marked 
improvement on what we had become used to, 
and in a matter of minutes we were looking down 
proudly from cloudbase. 

Off once again, we pursued our roughly 
northerly course on the descents between 
climbs until I suddenly became aware that we 

were not only maintaining a northerly heading 
but also a northerly track. However, I was lost 
once again, so it didn't really matter. Alii knew 
was that I was not going downwind again, which 
was very satisfactory. Casually I glanced down 
at an airfield as it slid by at a snail's pace far 
below, and observed , I thought. that the wind
sock pointed towards us. Perhaps I had not seen 
correctly- I dismissed it from my mind. 

Another airfield hove in sight, and here glid
ing was in progress. Everything looked horribly 
uniform and, concluding it must be an RAF club, 
we sailed over their winch in fine civilian style, 
observing also that we really were flying dead 
into wind. An Olympia was launched almost be
neath us and began circling a few hundred feet 
below. Since we were at the end of a short cloud 
street. I elected not to join him and pressed on 
upwind until we found a really meaty piece of lift 
which rushed us up to cloudbase. Much to my 
unsporting delight, I saw that the Olympia had 
failed to soar and had landed, not once but three 
times. 

Then I was on what was definitely my final 
glide over Barks ton Heath , although I didn't know 
it at the time, still into wind- on toward a large 
aerodrome with parched-looking grass around 
the runway . The closer we got, the more con
vinced I was that this was Cranwell. There is, 
after all, only one aerodrome in the country that 
looks like Cranwell- Cranwell . The next cloud 
was a good twenty miles away with clear blue 
sky in between, so that there was really little 
hope of our journey continuing, so I amused my
self by flying locally over the College buildings 
until ,finally we ran aground in front of the old con
trol tower. 

There followed a pleasant though rather dis
tracting wait due to thunderstorms and con
stantly changing wind direction, during which I 
was royally entertained in the Mess until the re
trieve arrived . The excitement seemed to have 
been too much for poor Peter who, alter waxing 
very voluble during the loading-up operation , 
curled up in the back of the Land Rover and 
wasn't heard of again until on the outskirts of 
Dunstable. 11:11 

BRITISH SUCCESSES 
Julian West (Nimbus 4), who has flown three 
1 OOOkms from Fuentemilanos, Spain, has 
come 4th on the German National Open Class 
Ladder and Vernon Spencer (Nimbus 2) from 
Lasham, who gained his 1 OOOkm diploma from 
Fuentemilanos on August 5, is in 5th place. 
They are also 2nd and 3rd respectively on the 
Bavarian Regional Ladder. 

HISTORIC SAILPLANE GROUP 
The London GC Historic Sailplane Group have 
25 privately owned vintage gliders, 15 of which 
were designed or built before 1939. 

Laurie Woodage and Murray Hayes have 
bought the ex-Royal Navy Grunau Baby 2B 
and Ted Hull is building ailerons for his 
Rh6nbuzzard from 1935 Schleicher drawings. 

Richard Clark's video incorporates prewar 
footage and contemporary shots of the vintage 
scene on the Downs. 
Mike Challinor 
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1!1\a<k' (PUot Op'""d Sp"d T a<h) .,, 
introduced after the Australian World Cham
pionships to try to reduce gaggle flying , which 
was seen as dangerous and reducing the fair
ness of competition. 

Pilots flying POST tasks were given a large 
number of TPs to choose from, then had to fly 
as far as possible round the points chosen within 
a given time. Scoring was based on a simple 
pts/km and km/h system, with heavy penalties 
for using slightly more or less than the allotted 
time. 

POST adds a new skill to competition flying 
with pilots having to decide where to fly. it re
duces gaggle flying, but this problem can be bet
ter dealt with in other ways. However, past POST 
systems have given enormous .penalties for mis
calculating the finish time which makes them 
more like a time trial than a glider race. 

Against this background, the BGA 
Competitions and Awards Committee has de
veloped a POST scoring system wh ich keeps 
the desirable features of POST (the ability to 
make more out of a good contest day) without 
burdening pilots with its undesirable features (ie 
anything which distracts the pilot from making 
the most from the day"s conditions). 

What does POST offer? 
A POST system should a~low pilots to make 

more out of a good racing day than is possible 
from a fixed task. The fastest pilot in a racing 
task flies for the least time! If pilots can see con
ditions are better in .one direction, POST allows 
them to go there. 

POST demands extra skills of pilots. They 
have to adjust their fl ights as the day develops. 
testing their ability to judge conditions and forc
ing them to be aware of more than the sector 
directly ahead of them. 

POST must be compatible with the current 
scoring system, not distorting a contest by one 
POST task dominating the scores. lt must also 
be simple to administer and to fly. In particular, 
pilots must be allowed to concentrate on flying 
the glider quickly in the best conditions . Their 
score should not depend on their ability to sec
ond guess other pilots' decisions or make calcu
lations in the air. 

The reasoning behind POST 
Developing this system has been a long, com

plex process. Below t have listed a few of the is
sues considered and how they were resolved. 

The first problem was how to avoid pilots hav
ing to clock watch . This we achieved by giving 
no penalty (but also no advantage) to pilots fly
ing more than the task time. Best scores can be 
achieved by flying for the set task time or over, 
and do not rely critically on timing the fl ight 
accurately. 

The next was to make sure the scoring sys
tem was compatible with standard racing tasks. 
Alter trying various methods of scoring, we finally 
settled on one very similar to the racing scoring 
system. This benefits from the well developed 
way of handling devalued days. non finishers and 
adjusting the split of speed and distance points. 

The third major input was to reduce the bur
den on pilots in the air and organisers on the 
ground. The key ways of doing this are by limit-
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THE BGA 
POST TASK 
Getting more from racing tasks. An explanation of the new 
POST rules in the BGA's 1992 Competition Handbook 

ing the number of TPs, giving guidelines to task 
setters on setting POST tasks and using a sim
ple, well understood scoring system. 

How it works 
Before the competition begins, organisers will 

publish Ordnance Survey maps showing each 
TP with its sector marked on . Sectors are de
fined by centre line and 45° either side, with the 
centre line chosen to point roughly away from 
the site and to make photos easy to take and 
assess . There will be 20 to 30 TPs, possibly 
arranged in groups of four or five. Pilots can pre
pare a map before the competition , especially 
for the POST days. 

On the day of the contest the organisers will 
declare which TPs are not available, counting 
out individuals or whole groups for airspace or 
weather reasons . They will also declare up to 
two compulsory TPs (ie first and/or last TPs) and 
the day's task time, about 2hrs less than the ex
pected duration of thermals. 

Once all pilots are launched, they can select 
their own start t ime. They must then fly round 
the compulsory and up to five optional TPs se
lected from the 15 to 2.5 available on the day. No 
TP can be used twice. Typically, a pilot may plan 
a triangle or quadrilateral, then if they are ahead 
of schedule, use another one or two TPs on the 
way back. A pilot may take more than five TPs, 
but must declare which he is claiming when 
booking in. 

If pilots use the full task time, they are scored 
for their actual speed and for distance propor
tional to the task time (ie if a pilot flew 450km in 
4~hr in a 4hr POST, he gets 400km marking dis
tance). 

For pilots who use less than full time, their 
"speed" is the distance flown divided by the fu ll 
task time (so if he flew for 3hrs at 1 OOkm/h on a 
4hr POST, the marking speed is 75km/h). 

For non finishers, the pilot must declare which 
TP he was flying towards. Flown distance is cal
culated round the TPs claimed plus the final leg 
distance radiused back from the pilot's declared 
next TP. If he has exceeded the task time, his 
scoring distance is reduced as for finishers. Non 
finishers get no speed points. 

Scoring 
The total' day points are limited by the propor

tion with scoring distance greater than Y. Y is a 
fi xed speed times the task time (30km/h for 

Regionals , 45 for Standard and 15M Class 
Nationals and 50 for the Open Class). Y must 
also remain within its current minimum and max
imum limits . 

The ratio of speed to distance points is calcu
lated by the number of finishers, as at present. If 
everyone finishes , 75% of points are for speed, 
reducing in proportion to zero for non fin ishers. 

Points can be limited by maximum pts/km as 
at present. They are calculated by mul tiplying 
scoring distance by the day's points/km. The 
day's points/km is the smallest of: 
1. Maximum pts/km for the competition. 
2. (Day's Max distance points)/(fastest finisher's 

distance.) 
3. (Day's total points)/(greatest scoring distance.) 
This means that a non finisher can win th e day, 
although this is still very difficult to do. lt stops 
the system failing if one pilot comes home very 
early but no one flying the full time can get back. 

The fastest finisher get th e maximum day 
speed points. All other finishers get speed points 
in proportion , dropping to zero for fin ishers with 
less than 40% of the winner's speed. We have 
set 40% rather than the fixed task 50% to com
pensate for distance points varying between fin
ishers, which would otherwise make POST days 
have a wider spread of points. In this way, we 
keep the scores more closely compatible with 
fixed course tasks. 

This scoring system is very similar to that for 
fixed tasks. Therefore we get dual advantages 
of compatibility between different task types and 
the benefit of years' of development of the fixed 
task system. 

When to use POST 
This is a very important point. Because POST 

assesses the pilot' s choice o f where to go, he 
must be able to make an informed choice. 

That means that POST should only be run 
when the weather is reasonable ( a reliable min
imum of 4hrs good soaring) and visibility is good 
(20km or more). 

it is not a task setter's cop out for bad weather, 
as on these days no one. including the poor pilot. 
knows where to go. Thus it is much fairer to send 
them all on the same course. 

Does it work 
In developing the system . I have experi 

mented with many sets of actual and invented 
data. I think the most appropriate data came from • 
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Ameriglide, when the winner flew 119km/h for 
4hrs. Another pilot achieved 114km/h but came 
9th, Qbehind pilots achieving 1 05km/h) because 
he flew for 20min over time. 

On this system, he comes 3rd. His only actual 
penalty is adding to the risk of slowing down to· 
wards the end of the day. In fact, if you can in
crease your average speed by flying for more 
than the task time, you will improve your score! 

Conclusions 
POST allows pilots to fly in the best weather 

and if it gets better they can fly further! it allows 
us to be less dependent on the Met man's best 
guess of what the future holds. it allows slow pi· 
lots an equal chance of getting back. it adds the 
skill of choosing the best weather to that of fly· 
ing through it efficiently. 

We have taken the best of what POST offers 
and combined it with the well developed 1 OOOpts 
system. We have made it easy to run and si m· 
pie for pilot to fly. 

We have worked hard to get the BGA POST 
right first time. So far we have worked on the 
theory, but this coming season the Inter-Services 
Regionals, and maybe Handicapped Nationals, 
will use it in practice. I believe that the theory is 
right, and I hope it will combine with the pilots 
and the weather to give POST a good trial. lil:l 

Then you will be glad 
you have the backing 
of a reliable colmpany. 
Let us worry about 
the nuts and bolts 
of your insurance 
policy! 

Phone, tax or write to: 
Stephen Hill 

h•llaviation 
11 insurance 

serv1ces ltd 
Phone: 0845 567777 Fax: 0845 567744 

16 

22 Melltowns Green, Pickhill, 
Thirsk, North Yorkshire Y07 4LL. 

JUSTIN WILLS 

UVALDEI !RETROSPECTM 
Justin Wills, who came 8th in the 15 Metre Class, gives a 
pi1lot's view of the World Championships, discusses the POST 
task and describes the final day 

A good wot•" "q"'"' ''"''"·good 
weather, a good site and good task setting. 
Uvalde weather. During the four weeks we were 
there it was soarable every day, and all but two 
provided stronger conditions than any found in 
the UK. The winds were generally south-east
erly, 1 0-15kt, which gave the air mass a passage 
of 200nm over flat terrain from the Gulf of 
Mexico. This resulted in very high humidity and 
some mornings started overcast with low strata· 
cumulus. However, by 1 Oam this was broken up 
by the intense heating (28° latitude) and at mid
day cloudbase would be around 4000ft agl 
(Uvalde is 940ft asl) providing lift of 3-4kt. The 
winds caused extensive streeting , and by 
1500hrs on the best days there were 5/8 cu at 
8000fl agl and predictable 8kt thermals with 
some stronger cores. 

If you think this sounds like Paradise you are 
almost right, but World Championships are 
about establishing differentials, and it is no use 
feeling pleased with an average speed of 
135km/h if the winner does 1 Okm/h more. Thus 
is was important to analyse the problems posed 
by the conditions and seek the best way to over· 
come them. 

First, the long cloud streets with large areas 
of lift meant one had to fly very heavy; I doubt 
whether anyone in the Standard and 15 Metre 
Classes was flying below 500kg AUW, and the 
Open Class were certainly at their 750kg maxi· 
mum . The difficulty I found with this was the 
much reduced feedback from the airframe; it was 
almost impossible to sense a good thermal and 
one had to rely heavily on instruments with their 
lag due to airtrame inertia. This was made harder 
by cruis ing speeds of over 1 OOkt and many 
apparently strong surges proved too broken and 
narrow to be worthwhile, given circling speeds 
of around 55kt. 

Secondly, conditions cycled quite fast , espe
cially early in the day. The area immediately 
around Uvalde tended to develop later than 
elsewhere, and start time could be critical in 
determining a swift transition from one area to 
the next and establishing the all- important 
rhythm of the flight. Often the best looking clouds 
were a disappointment, as one was just too late; 
sometimes a rather unpromising wisp provided 
excellent lift. As a general rule it did not pay to 
get below 2500 agl , and it was worth diverting 
considerably from track to follow lines of cloud 

in search of the best lift and minimal loss of 
height in the meantime. 

Another phenomenon that occurred on sev
eral days was a change of airmass in localised 
areas resulting in weaker lift and lower cloud
base, or even blue holes. I never understood the 
process that caused this change; Wally Scott 
suggested outflow of cold air from distant cu
nims, but it was certainly more complex than 
that. it tended to occur from mid afternoon 
onwards and it was important to recognise it and 
slow down. One of the commonest mistakes was 
flying too fast into such areas, anticipating strong 
lift that was not there. 

Finally there was the sea breeze effect, the 
joker in the pack. Despite onshore winds the in· 
tense heating regularly produced a convergence 
line starting along the coast and working inland 
at up to 25kt. This generally took the form of a 
solid line of towering clouds aligned with the wind 
but advancing from the east at up to 25kt. In its 
mildest form it produced scattered showers and 
lift over wide areas. However, by the time it ap
proached Uvalde it was usually in its advanced 
state with a low level gust front producing winds 
of up to 50kt, thunder. lightning and heavy bursts 
of rain. Uvalde seemed to be near the western 
limit of its travels and it would grind to a halt 
nearby. 

"The 15 Metre Class had a 
POST task that day and 
could try to exploit it" 

The Met man predicted it fairly accurately and 
the fixed tasks were set to avoid it. The excep
tion was on Day 7 when it arrived earl ier than 
expected and cut off all but three of the Standard 
Class along with the whole of the Open Class. 
The 15 Metre Class had a POST task that day 
and could try to exploit it. 

I was slow to spot its arrival in the task area 
having been lured to the west by good looking 
conditions that were, in fact, decycling. I there
fore did not contact the front until it lay 10 miles 
east of Uvalde, stretching north-south . Its 
advancing edge looked like a series of fingers 
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poking westwards. Initially I found only weak, 
wide areas of lift as I cruised south, but eventu
ally 6kt arrived to cloudbase at 6000ft. 

At that point Chris Garton joined me and we 
set off towards the Big Wells TP (code named 
"Big Martyn") which lay in an indent between the 
fingers. We had a reasonably good run in to the 
TP, arriving just before the rain curtain , but as 
we turned to retrace our steps we hit enormous 
sink. Clearly the air had changed dramatically 
since a few minutes earlier. We altered course 
to due west and flew towards the nearest sun
shine, noting a great cloud of dust ahead. There 
didn't seem to be much choice except to keep 
the speed above 1 OOkt and watch the altimeter 
ur.wind at 1 OOOft/min. 

Finally I reached the dust at 1900ft, charged 
through it and lelt an enormous heave. I pulled 
back until the glider was nearly vertical, while 
the vario whisked round to 1600ft!min up with 
accompanying g that made my transmission to 
Chris rather falsetto. Back at cloudbase I then 
had a good run to the north-west which brought 
me overhead one of the final compulsory TPs. 
At this moment Uvalde declared it had 50kt 
winds, a dust storm and was unlandable. I reck
oned that this must indicate the passage of the 
gust front after which there should be a short lull 
before the rain arrived. so despite having an hour 
in hand I decided to return on the basis that it 
might soon become impossible to get back, and 
the penalty for outlanding on a POST task was 
prohibitive. 

I think this was reasonable strategy, but in fact 
the front slowed down and Uvalde remained 
open for a further 45min after my arrival. Thus I 
came 8th with 635km at 139km/h, whereas the 
winner covered 727km at 147km/h; neverthe
less nearly a quarter of the 15 Metre Class 
landed out , including the redoubtable Karl 
Striedieck (USA). 
Uvalde Airfield. With a 700011 main runway, 
parallel paved taxiway and two further cinder 
taxiways plus most of the grass areas between, 
Garner Field would, in the UK, be more appro
priate to a city the size of Birmingham than to a 
small town like Uvalde with 14 000 inhabitants. 
Thanks to its size and an arrangement whereby 
it was closed to all other traffic during soaring 
hours it proved an excellent site . Launching 114 
gliders took under an hour with each sailplane 
having its own tow rope laid out in advance . 
Finishes were invariably from the south, and 
often closely spaced, up to 22 gliders within 
2min. it all worked well, aided by Charlie Spratt's 
excellent finish line management. 

In addition , immediately east of the airfield lay 
the South West Texas Junior College which pro
vided an auditorium for briefings, an air condi
tioned classroom for each team, cafeteria, and 
'budget accommodation all beautifully laid out 
with excellent parking . 

Finally there were the Uvaldians themselves 
who showed quite extraordinary support and 
enthusiasm for the contest and its participants. 
Uvalde task setting. From the pre contest 
bulletins we learnt that task setting would be per
formed by a committee of three aided by a 
specially programmed computer. Thus all the 
assigned tasks were based on tne calculated 
lengtn of the soaring day, the average speeds 
anticipated and then set into the best forecast 
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Justin flying his L-6 over Uvalde. 

soaring area. With very predictable weather this 
resulted in fairly large tasks and compressed 
starting times. The latter led to a lot of gaggling 
in the Standard Class, a problem which mysteri
ously does not afflict the 15 Metre and Open 
Classes. The percentage of landouts was very 
low (except on Day 7) with the pilot finishing 31st 
overall in the 15 Metre Class having completed 
every task. On Day 5 every 15 Metre pilot com
pleted the 618km task with speeds ranging from 
142km/h to the slowest at 120km/h. 

The great novelty was the POST task set on 
five out of the 12 days for the 15 Metre and 
Standard Classes. The concept appeared fairly 
simple: a time limit was set, together with a 
choice of any of four final TPs. Within that time 
limit points were allocated on a straight line 
basis , divided 50% for speed and 50% for dis
tance, with the TP rules similar to a eat's cradle, 
ie no shuttling between the same two points, ex
cept that Uvalde could be the penultimate TP 
before finishing. A substantial penalty applied if 
the time limit was exceeded. 

The following interesting points emerged from 
the results: 
1. Pilots flying the POST task exceeded the 

speeds of the other Classes flying assigned 
tasks on that day. 

2. There were a higher percentage of landouts 
on POST tasks with the exception of Day 7, 
when it was very much the opposite. 

3. The spread of points on POST tasks was 
greater than on assigned tasks. 

4. I was most surprised by my ability to use the 
time limit accurately: on three occasions I 
arrived with less than 90sec to spare; on the 
other two I elected to return early. 

The task seemed to be unpopular with the 
majority of the contestants. Its proponents 
pointed out that it reduced gaggling, increased 
safety, and allowed pilots greater freedom of 
choice and the exercise of a greater range of 
skills than an assigned course. Its detractors 
claimed it involved too great a luck factor, and 
was less interesting because you could not 
gauge your performance in relation to other com
petitors during the flight. 

I sided instinctively with the task's supporters, 
but felt that its major flaw was lack of clarity re
garding what it was trying to measure. The rules 
indicated a need for conservatism -a landout 
would cost at least 500pts, even if only one pilot 
in the Class completed the task; the speed and 
distance points were not geared to the number 
of finishers. Likewise the penalty for flying over
time was prohibitive. However, what was impos
sible to calculate was the distance versus speed 
equation: the points per kilometre depended on 
the time limit set (varying from 3hrs to 5.5hrs), 
whereas the pts/km/h varied according to the 
day winner's speed. 

I found trying to juggle with the possible ratios 
during a flight in order to decide whether to re
turn early with a certain speed, or continue in
creasing distance but at a reduced average 
speed an impossible and frustrating exercise. 
Thus I tried to fly conservatively and cover the 
maximum distance within the time limit. This 
worked fairly well in the predictable conditions 
at Uvalde (I won one, and was 8th or better on 
three of the others), but it could prove quite in
adequate in other environments and result in a 
very high luck factor . 

On reflection I believe the POST task should 
be divided into two . 
a) Speed only POST. A minimum time limit 

should be set, a series of TPs allowed, ex
cluding shuttling , and the winner is the pilot 
with the fastest average speed around the 
course of his choice whose total time ex
ceeds the minimum time limit . Those finish
ing early would be assessed as having flown 
the minimum time limit, those landing out 
would be assessed in relation to the average 
speed of the finishers multiplied lby the mini
mum time limit. Scoring formula would be 
exactly the same as a normal speed task. 

b) Distance only POST. This would be a limited 
time distance task with similar rules to a eat's 
cradle. A 2:1 penalty based on the pilot 's 
average speed would be applied to overtime. 
Scoring would be geared as for a speed task, 
with a significant bonus for landing back at 
the start point. 

I think both these tasks would work well in a 
broad spectrum of weather conditions , and 
would also fit well alongside the existing scoring • 
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system devised for conventional speed tasks. 
To be successful at Uvalde required good or

ganisation , the right equipment, correct strategy 
and being on form. 

British organisation. Thanks to Motorola 
UK the team was well financed, and the special 
clothing provided, far from being the gimmick I 
expected , proved ideal for the climate; I doubt 
whether our team has ever before voluntarily ap
peared at briefing in matching uniforms ! Ben 
Watson (team manager) did an enormous job 
arranging accommodation , transport and ship
ping prior to the contest, and provided his usual 
excellent back up services during the competi
tion , leaving the pilots to concentrate on their 
equipment and the ·flying . 
British equipment. In the 15 Metre Class we all 
flew LS-6s. T!lere were only three other types in 
the Class. I was concerned that the Ventus, with 
its higher wing loading , could have an advan
tage in the very strong conditions but this did not 
prove the case . Several of the Ventus had 
sprouted US built winglets which clearly contra
vened the rule requiring that each aircraft must 
be certified in its country of manufacture. 
However, since it was generally felt they did not 
improve performance, apart from !handling qual
ities when ,fully ballasted, and because nearly 
half the teams had them, we felt a protest would 
be unproductive, despite the principle at stake. 
The Pol ish SZD-56 arrived with its strange 
appearance and enormous claimed perfor
mance ; however, it seemed no better than the 
rest , whilst the ASW-20s seemed slightly 
inferior. There were no OG-600s. 

In the Standard Class there were seven types 
flown, with little to choose between the latest in
cluding Andrew's Discus and Dave's ASW-24. 

In the Open Class there were five types, 
including four Nimbus 4s. ifhese seemed to have 
no advantage over the others in the strong con
ditions. but looked as if they would be very 
effective in British weather. The two-seaters , 
which included Robin May 's ASH-25 , d id not 
appear competitive at high speed. 
Brl!ish strategy. In contrast to the French this 
tends to be worked out by each pilot. However, 
as the contest progressed it seemed that Andy 
and Dave flew with the most information ex
change , followed by Chris and me; Robin had to 
fly perforce on his own, and Martyn prefers doing 
his own thing. 

My personal strategy was based on the fol 
lowing correct premises: 
a) The contest would be flown over the full 12 

days. 
b) Following the move to Uvalde from Minden 

there were a very large number of potential 
winners, not on ly the French , German , US 
and British, but also the Poles, Austral ians , 
South Africans plus several others if they 
were on form. 

Therefore I resolved to fly steadily and con
servatively, aiming to enjoy every flight and avoid 
becoming stale through too much. practice be
forehand. 

On the face of it this all worked well , with my 
only problem resu lting from l•anding out on Day 
10, when I was just 27pts behind the leader. Had 
I achieved 9th place that day with 865pts I wou ld 
have won. However, th is is too simplistic: in fact 
I had been consistently starting too late in re la-
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l ion to my conservative aims. I had got away with 
it, and even won three days , but on Day 10 it 
caught up with me. The silly thing was that Chris 
and I had identified the risk before take-off that 
day, and agreed to start no later than 1345. 
Despite that we ended up starting at1403. The 
winner started at 1344 . 
Pilot form . Given that several pilots have the 
necessary talent and experience, the most in
triguing aspect of contest flying for me is the mys
tery of "form". Some pilots flew well throughout, 
including Brad Edwards (the Australian 15 Metre 
Champion) and Stefano Ghiorzo (Italy and 5th 
in the 15 Metre Class) . The French flew proba
bly best of all , but were let down by a couple of 
lapses. BrurilO Gantenbrink (Germany, and 6th, 
in the 15 Metre Class) seemed very aware he 
was below form, although he looked like a medal 
winner until the last day. With the placings 
spread over so few points it is easy to point out 
those who nearly won , includ ing Klaus 
Holighaus (Germany, who was almost 200pts 
ahead in the Open Class after nine days), and 
fe llow German, Holger Back (1 Opts behind the 
winner after 12 days). I picked lngo Renner 
(Australia) to do well. I think he was uncomfort
able with his aircraft, and ended up 6th after a 
bad last day. Nevertheless, 50pts more and he 
would have been 3rd. 

" ... friendly outgoing 
atmosphere, with lots of 

opportunity for introspection 
and self discovery ... " 

Uvalde provided tremendous flying , an ex 
traordinarily friendly outgoing atmosphere , with 
lots of opportunity for introspection and self dis
covery. Above all it was enormous fun right up 
to the end. 
The final day. In the past I had done particu larly 
badly on the last day of World Championships, 
especially in Italy where I lost a good chance of 
being 3rd , but also at Benalla and Wiener 
Neustadt. I was therefore extremely keen to re
verse this pattern at Uvalde. After my disastrous 
performance on Day 10, with nothing to lose, I 
was determined to give it my best. 

The task was a 429km quadrilateral to the east 
and south. The Met forecast was for 6kt thermals 
up to ?OOOft agl , no sea breeze activity but some 
scattered showers with a maximum temperature 
of 37°C and winds of 165/12kt blowing diagonally 
across the course. Take-off was set for 1215 with 
a latest permissible start time of 1500hrs. Clearly 
the task setters had abandoned their computer 
programme to get us back early so they could 
calculate the final results. At last we had a real 
race with plenty of choice of start time. 

As usual conditions were only moderate at 
first , w.ith 3/8 cu at 400011, but shortly after re 
lease I detected signs of wave activity, presum
ably triggered by wind shear at the inversion 
height. A switch to the US frequency revealed 
discussions utilising the impenetrable code word 
"surf", and although I felt sure it would prove 
irrelevant to the task I spent the next hour slowly 

climbing above the clouds to 6500ft agl , to be 
rewarded witH a good view of conditions devel
oping along track . There were no signs of the 
predicted showers , but conditions continued to 
improve steadily . with streets forming to the 
south-east. 

From 1400hrs onwards gliders began to start, 
whilst the inversion continued to rise to my level. 
By 1440hrs there was just myself, Chris Garton, 
the two French, Obermeyer from Germany and 
Jan Andersen from Denmark left. We all circled 
interminably in ~kt at 6700ft as we drifted nearer 
the starting zone. Finally I straightened up, to be 
followed instantly by the others except far Jan . 
Five LS-6s flew very nose up at"65kt to the start 
point, dipped their left wings for ,the photo and 
the race was on. 

At a cautious 90kt we flew towards the first 
short cloud street, turned along it, pulling up in 
the lift, before turning crosswind and diving to 
the next. This produced ?kt and we climbed back 
to 6000ft. Already the others were level with me 
and on the next run I began to fall beh ind. A 
series of zig-zags brought us to the next thermal 
where I was 500ft below. 

By now we were cruising at 1 05kt , and the 
following glide took us into an area where the 
cl·ouds looked less promising. Nevertheless we 
ploughed on down to 2500ft where Gilbert 
Gerbaud (France) found ?kt on the south-east
ern side of the cloud , which was most unusual. 
Further to my surprise he left it, followed by the 
others, at 5500ft when it was producing 8kt. I 
stayed for two more turns, and then used the 
four in front to plot the best guide path to the first 
TP, which I reached in 40min from start, having 
covered 90km with no height deficit , despite a 
5kt headwind component. 

The track of the second leg lay closer to the 
wind, but irwolved crossing an area in the lee of 
a large lake. The gliders in front of me turned 
across the streets and I watched as they pulled 
up under the first street, and dived on to the sec
ond before turning to fly upwind along it. They 
did not appear to be find ing much so I used the 
first street , which proved considerably better. 
When the leading group next stopped to circle I 
was able to join them 700ft above. 

The course ahead was well marked by obvi
ous clouds and condit ions improved as we 
crossed on to drier land and approached the 
second TP. Just to the north lay a very dark 
edged cloud with several gliders marking the 
strongest areas of lift. Gerbaud and I circled up 
to cloudbase in 8kt , flew along the street until 
we were level with the TP, and then dived to
wards it at 11 Okt. The 130km had taken an hour, 
with a 1 Okt headwind. 

On the third leg I again used the streets to fly 
towards the centre of the task area, and then 
dived across them back on to course. With a 
quartering tailwind I took one 8kt thermal after 
50km and arrived near the final TP at 4000ft. 
Here the clouds looked excellent but I was un
able to find a strong core . I reasoned' that the 
conditions had just peaked and cautiously took 
5kt ; this proved the right decision as I watched 
the others charge on and get very low. Gerbaud 
was still just bel'ow me as I rounded the final! TP, 
with Martyn Wells a little above. Another 115km 
in 50min. 

The homeward leg lay almost at right angles 
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to the wind . I had caught up a 'lot of other gliders 
by now, and after crossing two streets I found 
Ghiorzo climbing in 5kt under the third, Gerbaud 
followed this downwind in search of something 
better, whilst I stopped and climbed back to 
5500ft before setting off directly towards Uvalde. 
The clouds looked weaker, but I could see dust 
devils rising from the ploughed fields below them 
and pressed on hopefully. To my right and a little 
below I could see Doug Jacobs (USA) doing the 
same. 

With only 40 miles to run I set the Cambridge 
S-NAV into final glide mode. We quickly ·found 
5kt under the next cloud and at 5500ft the excel
lent S-NAV indicated we were on glide path, 
albeit without a safety margin. 

The calculated cruising speed was 1 OOkt, but 
I believed I could improve on this by following 
the cloud pattern ahead and opted for 11 Okt. 
Initially the gl ide seemed discouraging, due to 
the loss of height incurred whilst accelerating, 
but thereafter it stabilised at 500ft below height 
required. Doug Jacobs was 500yds astern as 
we crossed the 20 mile radius at 3000ft. 
Suddenly I saw three buzzards circling tightly a 
mile ahead ar;,d just above. As I approached I 
pulled back hard and the next moment there 
were birds diving frantically across the canopy 
as the LS-6 sailed upwards with its varios show
ing good lift 

A strong pushover with its negative g and the 
glider was back up to 11 Okt and now exactly on 
glide path. As the airfield approached I aimed at 
the edge of the scrub two miles short and let the 
speed build up accordingly before flattening out 
across the tree tops . Then down to 20ft for the 
final charge across the line, 429km in 3hr 5min, 
giving 137km/h. 

"Good finish, No. 1; good job" 
Charlie Spratt always spotted the day winner. 

VINTAGE GLIDER 
RALLIES 

a 

There were two International Rallies last season 
- on the Wachtersberg in Germany .from July 6-
12 and at Schaffhausen in Switzerland from July 
13-19. 

At the Wachtersberg in the Black Forest, with 
23 gliders entered, lan Smith and Vie Marshal! 
flew a T-31 to over 9800ft asl in thermals while 
at Schaffhausen the 47 gliders often totalled 
more 1 OOhrs each day, largely helped by hill 
soaring. 

At the Swiss Rally a Czech Orlik 2 and Ulnak 
were entered officially for the first time, the latter 
showing itself to be a sensational aircraft with 
excellent soaring capability as well as being fully 
aerobatic when new in 1949. Fowler flaps en
sured an excellent performance at low speed 
with its 14m span. 

Of the 73 built, six are in museums and of the 
other two only one is airworthy. Before, when 
the Lunak was with us, it was in secret! it was to 
be a trainer for Mig 15 pilots. 

A WLM 1 194 7 Swiss aerobatic glider was 
also present for one day and in perfect condi 
tion. 1t was to have been a trainer for Swiss 
Vampire pilots. 
CHRISWILLS 
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TONYSEGAL 

JUMP OR BUMP 
Part2 

For the second of his three part series (see the last issue, 
p31 0), Tony Segal writes about spinal injury, undercarriages 
and seat harness 

B.d backs, or the "big 8". 11 '""go 
to the canteen of any gliding club, you will soon 
realise that injured and strained backs are a 
major problem among the pilots. Ullrich Kopp, a 
member of the German LBA (equivalent to our 
CAA) in Braunschweig, has analysed accident 
figures in Germany for the period 1973-1990. 
'He found that while the total number of accidents 
has decreased, the number of heavy landing ac
cidents has increased. An amazing 94% of these 
heavy landing injuries affected the spine. A large 
number of heavy landings involved training two
seaters and early solo type of gliders. 

Undercarriage. Both Ullrich, and Gerhard 
Waibel (Gerhard is the glider manufacturer's re
presentative on the OSTIV Crashworthiness 
Sub-committee) were concerned that present 
design requirements for undercarriages were 
actually increasing the risk of back injury. At the 
present time, as a sprung undercarriage reaches 
the limit of its stroke in a heavy landing, it comes 
to a sudden stop. A heavy load is thus imposed 
on the pilot's spine. it was suggested that at the 
extreme of undercarriage stroke the surround
ing structure should break in a controlled man
ner, thus reducing the shock to the pilot's back. 

Undercarriages have been steadily improved, 
with bigger wheels and tyres, longer stroke and 
improved shock absorption. it was proposed that 
a dangerous area was being entered, where the 
resonant frequency of the system was close to 
the natural resonant frequency of the human 
spine. However, I feel this is not so, and the in
formation has been misunderstood. it is clear a 
lot more work needs to be carried out on under
carriage design. 

The cockpit. The requirements in the cock
pit to help safeguard the pilot's back are well es
tablished and draft OSTIV Airworthiness 
Standards were drawn up at Uvalde to cover 
these points. 

First, the back must be fully supported by the 
seat back and the parachute pack. A parachute 
pack ending half way down the spine will give a 
stress concentration at that level, at which a 
spinal fracture may occur. 

Next, the natural curve of the lower (lumbar) 
spine must be maintained by the use of a small 
firm lumbar pad, placed between the pilot's back 

and the parachute. The original experiment 
showed that the spine fractured at 1 Og (under the 
conditions of the experiment), but 18gwas re
quired to cause fracture when a lumbar pad was 
used. This simple pad must be the most cost-ef
fective measure ever! Incidentally, do not use an 
air inflated bladder for this purpose. it will cause 
rebound on impact, and will get harder at altitude. 

Last of all , the pilot should never sit on soft 
seat cushions, as they amplify the crash accel
eration. lt is quite all right to sit directly on the 
seat, although it may get .uncomfortable. Special 
seat cushions are recommended ; the foam in
volved is called by a variety of names- energy 
absorbing foam , long-memory foam, high hys
teresis foam, low resilience foam. I carried out 
tests using a full size pilot manikin on the test 
track at the RAF Institute of Aviation Medicine, 
on Dunlopillo low resilience foam. On impact, 
there was a low rate of rise of g, a low peak of g 
and an absence of rebound. This foam was ob
viously good stuff- unfortunately, glider pilots at 
the time could not be bothered to buy it, so it has 
gone out of production . 

An experiment on seat cushions was carried 
out in the USA at the Wright-Paterson Air Force 
Base. They concluded that soft foam cushions 
should not be •used. They tested an American 
type of foam, and found it neither decreased nor 
increased the input acceleration , but it greatly 
increased seating comfort on long missions. The 
use of the foam was recommended for opera
tional use in the A-10, the F-15, and the FB-111. 

Further research is under way at the present 
time, by Martin Sperber at TuV Rhineland and 
Jeff Lewis at the Schweizer Aircraft Corporation, 
USA, on energy absorbing seat cushions. 

it is vital the seat cushions are firmly attached 
- if they slide forward they could prevent full 
movement of the control column. 

Martin Sperber is also working on the design 
of an energy absorbing seat pan. 

Head rests. Tests on a pilot manikin by Martin 
Sperber showed that on impact the head jerked 
forward until the chin met the chest and then 
jerked violently backwards. The head experi
enced 40g, but because of the very short dura
tion th is need cause no injury to the skull or to 
the brain. The Crashworthiness Sub-Committee 
drew up draft OSTIVAS to cover a suitably strong • 
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head rest to be faced by energy absorbing foam. 
Where possible, the head rest supporting struc
ture should be integral with the seat back. There 
must also be no possibility of the parachute 
catching the head rest during an emergency exit. 

Seat harness and "submarining". 
The seat harness is a negl·ected but vitally im
portant part of the glider. it has two functions -
to hold the pilot in place against in-flight loads 
(including negative g), and against crash impact 
loads. For gliders with an upright seating posi
tion , such as the K-13, a four point harness (two 

tened to the relatively weak join between the left 
and right halves of the fuselage. Also, if the fuse
lage becomes oval in shape on impact, the fifth 
strap will become slack. 

An alternative is to use a six point harness, with 
two negative g straps passing between the legs. 
The two negative g straps can be joined by a com
mon yoke, to simplify attachment to the OAF. 

The adjustment buckles should have mini
mum "micro-slip'', so that the harness does not 
become slack in flight. The buckles should 
tighten ttw harness by a pulling action towards 
the pilot. 

seat harness slack. I am also concerned in case 
the steep rake of the seat pan increases the risk 
of deep vein thrombosis developing in the legs 
of the pilot. 

Loose objects. Thanks lo the efforts of Alan 
Patching (Australia), new OSTIV Airworthiness 
Standards have been approved to cover the se
cure ,fastening of batteries, barographs and sim
ilar objects . it is clear that radios and cameras 
that are frequently placed loose in the cockpit 
present a serious hazard to the pilot in the event 
of severe mid-air turbulence or a crash landing. 

Failure of a Grob 103 cockpit sill in compression. Note: the tail broke 
oH. 

Failure in tension of transverse bulkhead attachment to the cockpit 
side wall. 

shoulder straps and two lap or pelvic straps) is 
adequate. However, for a low profile glider, with 
the pilot in a semi-recumbent position , some
thing more is needed to prevent submarining. 

Submarining' is the term used to describe the 
motion of the pilot if he slides down and forward 
under his seat harness. This is a thoroughly bad 
th ing to occur, for the following reasons:-
The feet and l'egs may be injured. 
The groin may be injured on the control column. 
The lap (pelvic) straps will rise up on to the ab
domen and may damage the organs. (The lap 
straps should press on the hard bony pelvis.) 
lihe harness quick release fastening (hereafter 
called the OAF) will rise up, causing the shoul
der harness to slacken off. 
The slack shoulder harness allows the spine to 
bend forward, so increasing the risk of spinal in
jury . 

The classic and simplest method of prevent
ing submarining is to have a fifth strap, the neg
ative g strap , passing between the legs and 
anchoring the OAF in position . This is used in 
military and aerobatic aircraft. This makes a five 
point harness. There are some objections to this 
harness. Inevitably, it is more complicated to put 
on and remove. Passing urine during the course 
of a long flight may be difficult. The groin region 
may be injured on impact, but surely far less so 
than by striking the control column. Gerhard 
Waibel has pointed out that the fifth strap is fas-
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The QRF should have the following proper
ties:-
A double-action operation , to prevent inadver
tent opening. 
11 should not ope11 J.Jnder shock load . (Some 
types of fasteoings do so!) 
11 should be operated one-handed. 
it should be possible to operate while under g 
load . 
Once opened , it should remain locked open . 
Otherwise, the pilot may be trapped in a partially 
released harness. 

The attachment points of .the belt should be 
strong enough to take the design load. 

The shoulder straps should pass backwards 
either horizontal ly. or at a slight downwards 
angle. This may be difficult to achieve with pilots 
of different size. The two straps should be a suit
able distance apart horizontally. 

The lap (pelvic) straps should pass vertically 
downward, or backwards as far as 20° from the 
vertical, from the H point. The H point (the hinge 
point) is the pivot between the torso middle line 
and the thigh middle line of the pilot. 

Martin Sperber has demonstrated an entirely 
different method of preventing submarining , by 
using a steeply raked seat pan with a correctly 
positioned four point harness. I feel this needs 
further investigation, namely, checking with 
small and large pilot manikins, checking under 
conditions of negative g and checking with the 

Deletha/isation of the cockpit. Sharp 
edges or protrusions in the cockpit area should 
be avoided if possible, or else covered with firm 
foam. 

The effect of a heavy landing. The pho
tographs show the typical effects of a very heavy 
landing , when the impact is on the nose of the 
glider . The cockpit bends upwards, causing a 
failure in compression of the cockpit sill. The 
fuselage cross-section becomes oval in shape, 
causing a failure in tension of the join between 
the transverse bulkhead and the cockpit wall. 
These controlled failures absorb energy, so 
helping to protect the pilot. The pilot, who was 
wearing a five-point seat harness, had only 
minor injuries. 

In the next issue Tony will be writing on 
emergency escape from the cockpit. a 

CAUCASUS TRIP 
The Soviet travel agency Kavkaztou Business, 
which specialises in travel for sport, is advertis
ing trips to the aeroclub at Vladikavkaz, situated 
near the Caucasus mountains. At least five or 
six people are required before a trip will run. 
Segelflygsport (Box 90011, 54102 Skovde, 
Sweden) has the details for anyone interested. 
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FLYING THE 
NIMBUS4 
Julian West, who has flown 
three 1 OOOkm in his !Nimbus 3 
(see the April issue, p87), 
approves of this newcomer 

I,., dlff<olt to '•'"" ao ;,.;tattoo to tly the lat
est non plus ultra of the Open Class, particularly 
as I have been itching to get my hands on it ever 
since I saw the first one under construct ion in 
1990. Although the Nimbus 4 is an entirely new 
glider, it follows on from the Nimbus 3 and to 
save repetition any unqualified comparatives in 
this report refer to the Nimbus 3. 

General description 
The Nimbus 4 is a strikingly handsome glider 

with a pointed nose, a large raked-back fin, a 
high aspect ratio tai lplane and long slender 
wings curved like sabres. The formidable 26.4m 
wingspan gives an aspect ratio of 38.8. Uniquely, 
both the leading and trailing edges of the wings 
feature multistage sweep-back, and to keep the 
tip vortices away from the ailerons the wingtips 
are cranked upwards in two dihedral stages as 
well. The wing roots are neatly !aired into the 
fuselage. A 3.1 m span tailplane also features a 
swept-back leading edge, but in only two stages. 

Wingtip skids are formed by triangular metal 
plates bolted to the distal ends of the outer pan
els. Al ii cockpit controls are laid out as for the 
Nimbus 3 , with the airbrake and flap levers on 
the left and the undercarriage lever on the right. 
A new seat-back can be adjusted fore and aft at 
the base and pivoted in flight. Cockpit access is 
improved by an instrument panel that rises with 
the forward-hinged canopy. 

Lower control forces result from using the 
aileron drives and fin/rudder design of the latest 
Nimbus 3D. There are 'spoilerons on the wingtip 
extensions, which are mechanically linked to the 
rudder rather than the ailerons, and which ex
tend 80° upwards whenever full rudder is ap
plied . By counteracting the high aileron drag 
moment that is inevitable with such a large span, 
these allow the full power of the ailerons to be 
used. The enlarged top surface airbrakes are 
linked to the flaps when set positive and lower 
them to 40° when fully extended. This steepens 
the approach without increasing the touch-down 
speed. 

T1he wheel brake can be operated either by a 

' A spoileron is a section of aileron that also acts as a 
spoiler. 
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lever on the stick or by extending the airbrakes 
fully. A larger main wheel gives good ground 
clearance. To support the higher 60kg tail load, 
which is due to the swept-back wings, a tail 
wheel is fitted as standard. There are four easy
fill ballast tanks , which take a total of 300 litres, 
and a fin tank for C of G correction. Although ap
parently identical to those on the Nimbus 3, even 
the inner wing panels have a modified lower sur
face to improve perlormance at high speeds. 

Handling 
The pure glider weighs in at 4 ?Okg empty, but 

I flew the self-launching version, which is 90kg 
heavier, at a wing loading of 36kg/m' (7.41bs/ft' ) 
on aerotow using the nose hook. The cockpit 
was roomy and exceedingly comfortable with 

excellent forward vision, even with the tai l on the 
ground. To improve aileron control at low speeds 
the flaps are initially set to -1 and later lowered 
to + 1 for take-off. 

Although the Hahnwelde runway is grass and 
a light crosswind was blowing, there was no ten
dency to weathercock, which is one advantage 
of a high tail load. Once airborne the glider's sta
bility made keeping station on tow very easy. 
The main wheel was harder to raise until light
ened with a push-over to reduce the loading. 

Although heavier than the other versions, the 
Nimbus 4M still remained safely controllable 
down to 80km/h (44kt). On reducing the speed 
further, the nose rose until at about 70km/h 
(39kt) there was a docile stall with a gentle nose 
drop. There was no tendency to mush down
wards nose high or to drop a wing. With the ven
tilator closed the glider was completely silent, 
apart from a faint swishing sound that grew 

slightly louder at high speeds. 
The controls were both light and well har

monised, being similar to the Nimbus 3D. The 
ailerons were very effective in all flap settings, 
and the rate of roll was remarkably high. it didn't 
run out of rudder at full aileron deflection, no 
doubt due to the spoilerons. lt was very easy to 
keep the yaw string in the middle, even when 
rolling from 45° to 45° in under 6sec. Once es
tablished in a turn the aircraft was stable and re
quired little correction. Indeed, I have never 
flown such an easy and pleasant glider. 

it was late afternoon in October and the sun 
shone weakly through a thick layer of cirrus. The 
sky looked dead, but there was a light north
easterly wind and I flew low over a ridge that had 
been severed from the meandering escarpment 

of the Swabian Uplands (Schwabische Alb). At 
one end of this ridge, the tower of Teck castle 
stood proud of its thickly wooded slopes. Near 
the cleavage at the other end there was a small 
area of weak but usable hill lift, which enabled 
me to simulate some thermal climbs. 

The wind made repeated centring necessary, 
which was ideal for checking the handling quali
ties whilst circling . Even when flying slowly, the 
650kg Nimbus 4M felt quite safe and seemed 
best at around 85km/h (47kt). In the Nimbus 3, 
unless the thermals were very smooth, I would 
enter the turn at zero flap, and then use the + 1 
setting for better roll control at low speeds. 
However, with the Nimbus 4 th is is not neces
sary as the rates of roll in the positive flap set
tings are all very good. 

The high speed handling was checked on the 
way back to the airlleld. The elevator is less sen
sitive making the Nimbus 4 rather more stable in 

· pitch. To prevent V NE at 275km/h (150kt) from 
being unintentionally exceeded, it cannot be 
trimmed-out above 200km/h (11 Okt), and be- • 
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yond that forward pressure on the stick is nec
essary. From a high approach with the flaps set 
to L the brakes were opened fully. The extra drag 
of the flaps made it necessary to lower the nose 
to maintain the speed above the safe minimum 
of 90km/h (50kt) for the wing loading. 

The much steeper descent soon brought me 
down to the usual glide path. After a conven
tional landing on to grass using full brake, the 
flaps were reset to -1 for better aileron control, 
and the Nimbus 4M was quickly brought to a halt 
with the wings level by the powerful disc brake. 

Rigging 
As on the Nimbus 3, the wing is six-piece with 

a single main pin and single inner/outer pal')el 
connection pins. The wingtip extensions plug 
into the outer panels. There are ten hotelier 
joints, two extra spoileron couplings and eleva
tor connection is automatic. None of the parts 
are excessively heavy, the outer wing panels 
being about 6kg heavier, and with wing stands it 
is a two-man job in calm conditions. 

Summary 
The handling of the Nimbus 4 is so good that I 

doubt •that it can be bettered for a glider of this 
s•ize. If it wasn 't for the problem of controlling 
such a large span during take-off and landing, it 
would be perfectly suitable for a novice. 

The only negative aspect is the heavy tail load, 
which makes ground handling more difficult. 
However, with the motor glider version this pre
vents nose-over when applying full power for 
take-off. 

Any discerning glider pilot who buys the 
Nimbus 4 will be rewarded by the ultimate in 
sybaritic soaring. With such a fine machine, I'm 
sure Schempp-Hirth are on to a winner in more 
ways than one. 1'.1 

TWO-SEATER 
COMPETITION 

The Wolds GC's Two-Seater Competition at 
Pocklington Airfield from August 19-25 was the 
most successful yet with 16 gliders entered and 
more than 1 00 crew. There were five competi
tion days and although· conditions were far from 
ideal , Andrew Butler, the publicity officer, said 
"there were some epic and courageous flights." 

The longest task was a 328km double 0/R, 
the competition ending with a win for the 
Dunstable ASH-25. The prize for best wood went 
to the K-13 from Derby & Lancs. 

'11 was a very friendly week with credit to Simon 
Parker, the organiser, and his hard working 
crew. Many pilots experienced cross-country fly
ing for the first time, while having an enormous 
amount of fun. 

Andrew adds that they are planning another 
Two-Seater Camp next summer and' if there are 
enough entries there will be two Classes -Wood 
and Glass. Ill 

Please send all editorial contributions to the 
Editor, 281 Queen Edlth's Way, Cambridge 
CB1 4NH, not to the BGA Office. 
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ARIANE DECLOUX 

ARIANEAT 
STAUBAN 
The French National Centre now encourages applications 
from other Europeans and Ariane was so impressed with her 
course she has booked another 

H." I am <eoalliog the m<"! e>Oitiog llyiog 
holiday I've ever had. If you remember, last year 
I spent a ,few days in Sisteron learning how to 
start flying solo in the mountains. (See the 
August issue, p182.) Looking back, I was very 
easily satisfied, flying a'bove Pie de Bure and 
the Domaine de la Blanche. Now St Auban is 
something else ... 

In September I went on the Perfectionement 
Vol a Voile Course at the French National 
Centre. St Auban runs a range of courses suit
able for everyone wanting to learn mountain fly
ing and is the only recognised centre for training 
instructors and members of the French gliding 
team. (Applications from other Europeans are 
now encouraged.) They have an excellent 
fleet of gl iders- Janus, Nimbus 3o, ASW-20 , 
ASW-17, Pegasus, Libelle, LS-1, LS-4, Discus 
and Cirrus (in non-preferential order) . 

The Perfectionement Vol a Voile course is ex
tremely intense. it starts at 7.45am with break· 
fast and finishes at Spm for dinner, with just 30 
minutes for lunch. Most of the morning is taken 
up with lectures, briefing, debriefing and weather 
forecasts. So you have very little time to think or 
even relax. However, it's still the best thing I've 
ever done. 

Right at the start, Pierre Lemaire, our instruc
tor (an ex Nationals pilot) asked lain and myself 
what our objectives were, what we intended to 
achieve and what we felt would be difficult. 
"That's easy" I thought, "I'm so frightened of 
losing sight of the club this will be a massive 
challenge for me." I wanted to understand the 
aerology (sorry no English word equivalent) as 
well as the techniques used for mountain flying. 
But most of all, I wanted to prove to myself that I 
could fly, even under pressure. 

So, what did I achieve overall? About 45 fly
ing hours in ten days; a few solo 200km cross
countries; a superb 500km flight to Aosta, f.taly, 
in a Janus with Pierre; but most of all , the free
dom to fly into the high mountains safely. 

The best memory of this holiday has to be my 
solo flight to Mounl Pelvoux and the Glacier 
Blanc. This flight took around 4.5hrs and the con
ditions were excel lent . But the transition from 
the now familiar territory of Dormillouse to Mount 
Pelvoux was a little more challenging than I had 
anticipated. When you are gliding at 3000m, still 

below ridge top and alone in the middle of 
nowhere, you wonder what you are trying to 
prove. 

I hated the whole transition - I felt very un
easy and despite all the encouragement I got on 
the radio, I was well aware that I was on my own. 
At last I could see the Glacier Blanc quite clearly 
-so close yet so far. 

I still had to climb higher and my decision tech
niques still left a lot to be desired- 3500m +2m/s 
on the vario was a good thermal which became 
a good friend when my altimeter started to show 
4000m+. it's a pity I didn't have my barograph 
on. I decided that I had enough height to make 
the last transition and, as Pierre said, "play about 
in the glacier." 

it's hard to describe what I felt at that moment 
-I was on the top of the world, I had realised a 
dream- it was just fantastic . it's a shame we 
weren't allowed to talk much on the radio, I was 
just about ready to share it with everyone. After 
a lew moments, I started to realise what I had 
done; I was at 4250m playing in the glacier; I had 
made my way there on my own, not without diffi
culties, but I was there. 

The return journey was very easy- the condi
tions still excellent and I was full of confidence in 
the glider. For the first time I wasn't seeing my
self as a novice. Maybe now I could consider 
being called an intermediate ... who knows? I 
decided the visibility was so good I would go and 
see the Pie de Bure again. Not so frightening 
now; a little bit more friendly . I met lain and Pierre 
there and we took several photos before return
ing to St Auban. 

How did I feel? it's difficult to explain. The ex
perience was quite magical ... I never usually 
enjoy a flight until I land and give myself time to 
remember all the challenges and achievements 
- but this one was different. 

In a few weeks I went back to Sisteron and 
looked forward to working out a few more routes 
into the high mountains and learning rnore about 
the local conditions. And, this year I'll return to 
St Auban to do the Instructor Preparation 
Course. So, if you're still interested, I'll let you 
know how I'm progressing. 

(If you're interested in finding out more about 
courses at SI Auban, you can contact me through 
the Cambridge University Gliding Club.) 1'.1 
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I o 1990 I did a ""PI' of "'"-"" "''" I o 
the Tutor . Having picked up a few National 
Ladder po ints I decided to record the thing for 
posterity and duly submitted a few words for the 
Editor's consideration. You may imagine that I 
was both surprised and more than a little miffed 
to receive a rejection slip with the advice that 
"we have more than enough Tutor articles thank 
you very much". (The article came a few days 
after the account by Norman James, also of 
Coventry GC. See June 1990, p138 and also 
December 1990, p301 . ED) 

A little while later the Ed relented and sug 
gested that while she could not consider a 
Wotidid , or even a Howidunit, the burning issue 
to you eager readers wou ld be simply 
Whyheduzit_ So here it is : What devious mo
tives make a cross-country pilot choose to fly a 
Tutor? 

When I was first asked this question I was sur
prised to find that I had no coherent answer, un
like Norman , who simply views every fl ight as 
an adventure , as indeed they are. But for me, 
there was more to it than that. 11 has taken much 
agonising introspection to work out just why I 
find flying the next best thing to a barn door so 
sl irllulating some thirty years alter first getting 
my feet off the ground. 

Bored with flying and 
frustrated by a failure to 

achieve much in club gliders 

Like others baring their souls in S&G recently, 
I too had found myself getting bored with my fly
ing , and frustrated by a failure to achieve any
thing much in club gliders . So there are a number 
of factors, and you will see that some of my 
motives are far from honourable. If you find it all 
rather heavy going and would rather have had a 
Howidunit please send your complaints to the 
Editor, and not to yours truly . 

(First , you must remember that Norm was 
having a marvellous time.) 
1. Needling Norman. (I couldn't bear to see him 
being bought all that beer.) 
2. Needling the brash young hot-shots. (To many 
of the young members my generation are boring 
old has-beens. Well , now you 've got your Silver 
in that fancy Discus, let's see you do it in one of 
these.) 
3. Needling almost everyone else . (Been any
where in the ASH today , Chris?) 
4. Nostalgia. Although I never flew a Tutor in ''the 
system" (the club had a high performance 
Prefect for early solo ill my time) the delight of 
soaring open cockpit on a cracking day is almost 
unsurpassed (if you can stay up, that is). 

Having just re-read this, I can 't help noticing 
that a slight hint of bolshie nature is revealed, along 
with a general determination to do things the hard 
way. Perhaps it's just my imagination. My friends 
all tell me I could charm the birds from the trees. 

I belong to the T-21 and Skylark era. it's prob
ably rose-tinted glasses, but much of my flying 
in the sixties was enormous fun . I was privileged 
to share a Skylark with a group of generous, suc
cessful partners on whom I sponged shame
lessly, and to whom I shall be eternally grateful. 
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KEITH NURCOMBE 

FLYING IN THE WORLD 
CLASS 
13.5m span, no flaps and a fixed wheel! Platypus in the 
October issue, p241, must have been talking about the Tutor 
assumes Keith Nurcombe who goes on to tell us what devious 
motives make a cross-country pilot choose such a glider 

Racing triangles had hardly been invented, but 
cross-countries, cloud flying , wave and hill soar
ing there were in plenty . I left gliding in the sev
enties, and when I returned in the eighties there 
had been a sea-change in the sport which had 
developed enormously. Yet demands of family , 
home and business made it difficult to compete 
for the club single-seaters, while duty days 
tended to occupy what little time was available 
for my solo flying . So in 1989 I joined that T-21 
syndicate in wh ich t ou Frank and others had 
achieved so much. 

Task week that year was truly Norman's week 
in his Tutor. First he went to Cheltenham, then 
to Duns table, next to Nympsfield, and flew other 
heroic tasks revelling in the sheer astonishment 
of it all. Come Wednesday, Day 5 (that was some 
year too, I seem to recall) Lou and I were think
ing that strong measures were needed to re 
dress the balance. We had the T-21 rigged 
before briefing and declared Lasham, which we 
reached after an easy flight of some 2'Ahrs. 
Norman joined us in his Tutor, so we had the 
Husbands Bosworth Vintage Soaring Society 
parked on the lawn outside the clubhouse, as a 
result of which we were offered another Tutor. 
Well, to cut a long story short, twenty minutes 
later my wife arrived with the T-21 trailer and 
caught me writing a cheque that caused a bit of 
harrumpping and a few dirty looks. As I ex
plained later, Norman was having such a lot of 
fun and it can't have been costing him much. 
Anyway, I can 't possibly make one for that sort 
of money, and if he wins the National Ladder 
everyone will want one. Martin told me that he 
had a Kestrel and was addicted to cross-coun
try flying. I didn 't tell him that I was too. 

Since then , two seasons in Wooden Spoon 
have put the issue beyond doubt - 1 OOOkm 
cross-country in 1990, and nearly as much in 
1991 . We've been to Snowdon, and within sight 
of Sultan Bank (the day cycled , dammit; twenty 
minutes later it was booming again): Closed cir
cuits that have had us hugging ourselves with 
glee ; 0 /R to Evesham (142km in 3:42) , 
Husbands Bosworth , Melton Mowbray, Pitsford 
(1 05.4km in 2:35) are the high-spots to date, with 
several epics missed by one thermal (now where 
have I heard that before) . 

While rediscovering the joys of flying these 
blunt nails has been enormous fun , no one could 
seriously argue that they are better than modern 
glass ships. Better performance gliders give 

more available days, get back more often , are 
incomparably more comfortable and have a 
much wider performance band: To say nothing 
of carrying superior payloads into hostile re 
gions. But , make no mistake , an open cockpit 
on a decent day is not an experience to be 
sneered at. 

We have !learned that by applying the soaring 
and cross-country experience collectively 
gained over several decades these early gliders 
will go further and faster than we had believed 
possible. Some of my closed circuit flights have 
been as long as, or faster than , those I was fly
ing in the Skylark 4 in the sixties . Just shows 
how badly I was flying the Skylark! Or maybe we 
have just forgotten how well the pioneers were 
doing. it's infinitely more difficult to be the first to 
do something . Some of the early flights of the 
,twenties and th irties were astonishing, even by 
today's standards. For me, one element of flying 
the Tutor is simply a reminder that maybe we 
aren't doing as well as we think we are. 

They will give just as much 
pleasure as that new glass hot 

ship you can't really afford 

Now for the deep philosophy, folks : As with 
most things in life, it's not what you 've got, it's 
what you do with it. If you yearn to win the 
Nationals then you'll need a modern sh ip. But 
for the rest of us, all those old wooden ships out 
there, many of them canopied , with dive brakes 
and full cloud flying capability , will give just as 
much pleasure as that new glass hot ship that 
you can't really afford , while the National Ladder, 
for all its shortcomings , will give you some mea
sure of your progress , and the opportunity , as 
Pial once put it, to "poke a rival in the eye". 

The one fundamental fact that has stood out 
loud and clear over the years, first stochastically 
expressed by the Arm-Chair Pilot in 1963, is that 
your cross-country speed is directly related to 
your rate of climb. Whatever you are flying , don't 
hang around in that grotty thermal ; use the best 
bit then go and find another. Get a copy of 
George Moffat's Winning on the Wind , and 
study it well. Them just get out there and start 
using all that performance that you didn't know 
you 'd got. 11 
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Soaring Wenlock Edge! 

NOT UNTIL LAST SUMMER 
The Arm-Chair Pilot gets to the bottom after 35 years 

E, thlrty-ti" yoa" 11 ha. booo ooo ot my 
boasts that I have never landed at the bottom of 
that queen of British soaring hills , the Long 
Mynd,- until yesterday (August 24) that is. Since 
most people can make the same claim I had bet
ter explain. 

I first ·flew at the Mynd in 1956 on one of those 
memorable Cambridge University GC camps, 
when the Midland GC used to make over their 
site for our exclusive use. and we laboured up to 
Shropshire three times a year with all our equip
ment, winch, cable retrieve vehicle (yes, I have 
even driven a tractor from Cambridge to the 
Mynd), bungy, gliders, instructors, pilots and all. 
The MGC provided the clubhouse and, best of 
all , the fairies who lived at the bottom of the hill 
and were fetched up to cook for us- especially 
breakfast. Ted: Warner was always the principal 
instructor, and one of his duties was to stand us 
on the bungy point and indicate which field to 
use if it should ever happen. 

In the next few years it nearly happened to 
me several times, and I saw it happen to quite 
a few of my friends. For of course we were 
bungying whenever we could, and often when 
we really couldn't, with the almost inevitable con
sequence. On the first occasion on which I failed 
to get back to the site I should really have elected 
to go to the bottom, but events followed one an
other so quickly that before I had fully appreci
ated that I was involved in a monumental 
undershoot, the forgiving Olympia had settled 
sweetly on to one of the forest rides on the top 
of the Mynd, to the south-east of the club. 
Fortunately the spruce trees had only just been 
planted and the wings passed over them with
out trouble, but in recent years I have walked 
along that same forest ride with a sense of 
amazement that I did my first oul-'landing in it. I 
plan to do my last one there too, after the forest 
is felled. 

Just six days later I had my first solo bungy 
launch (after a single check in the T-21 -we 
didn't hang about in those days) and attempted 

five hours from it. Alas, after a couple of hours 
the wind went round to the south-west and I sank 
so low on the hill that I inadvertently touched 
down whilst negotiating a gully at the north end. 
The Slingsby Prefect, however, trundled cheer
fully across the heather and took off again, and 
because the north end of the Mynd is higher than 
the flying field I was able to coax her down the 
hill and back to base. The bottom field was 
cheated of its prey a second time. 

I have landed in a field on the east side of the 
Mynd of course, but that's quite different. That 
was in my Slingsby Swallow Penguin in 1960 
when 'I discovered that I could hold 300ft on 
Packetstone Hill (the one which runs eastwards 
from the north winching point) in a southerly, but 
I soon got bored, and on trying to move to an
other hill I had to flee down Minion Batch. 

"In this wind direction the Mynd 
produces the best lift on the 

side of the Asterton gully . .. " 

The following year it nearly happened twice 
in a week. On the first occasion I got stuck on 
the hill in a fading south-westerly at breakfast 
time, and all the vultures forsook the bacon and 
eggs the fairies had cooked to stand on the 
bungy point and watch me go to the bottom. In 
this wind direction the Mynd produces the best 
lift on the side of the Asterion gully, so I was 
marginally higher on my northbound passes of 
the 'bungy point than on the southbound ones. I 
wanted desperately to get back on top so as to 
have my breakfast, but on the southbound 
passes, when I could have slipped in and landed 
crosswind. the vultures were standing in the way. 

On the northbound passes, however, I was 
about ten feet higher, so on one of them I turned 
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in over their heads on the spur of the moment 
(they scattered) and put poor Penguin down on 
the bungy meadow for a downwind landing. 
Don't try it. She set off across the Mynd more 
like a startled hare than a flightless bird, scatter
ing the sheep, bounding across the tarmac road, 
and finally being brought to a halt by the heather 
on the edge of the east-facing gully. Once again, 
I should have gone to the bottom, but then I 
wanted my breakfast. 

The second time was because I thought it 
would be fun •to soar the Stiperstones in a west
erly, so I let down on to its forbidding slopes on 
a perfectly good thermal day. Don't try that 
either. I spent a desperate half-hour trying to 
soar those wretched rocks, descending to 400ft 
below the top at one point, with nowhere to land 
at the bottom. Time after time my attempts to get 
high enough to dive back over the top and reach 
the Mynd's bottom field were frustrated by the 
sink which accompanied each thermal! as H 
passed through. 

But eventually I made it, and, racing through 
the sink behind the Stiperstones, I saw to my 
great relief that I could reach Wentnor Hill, a 
stepping-stone to the designated bottom field. I 
never did soar Wentnor Hill though , because a 
thermal picked me up and deposited me back 
on the top of the Mynd. Ted Warner said that he 
had never before seen a pilot actually shaking 
on getting out of the cockpit. 

The years went by, and the next aircraft that 
might have taken me to the bottom was my 
Olympia 463, which suffered a cable break at 
200ft on the southerly run . 1t may not take the 
Midland GC long to mend a cable, but at 
Cambridge we order things differently, and I 
knew that if I landed ahead it would be an age 
before I got another launch. So I steered for the 
lip of Asterion gully and just made it over the 
edge, hoping for a thermal. 

I had once watched in amazement as John 
Pringle (my predecessor as president of the 
Cambridge club) wound a Skylark 2 out of that 
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gully. I must have been standing well back from 
the hill at the time, because the first thing I saw 
was a Skylark wingtip emerge from the gully, like 
a shark's fin , and then each time it came round 
another foot or two was visible, until finally a grin
ning John Pringle appeared, followed by the 
other wing . He thermalled up and away. Well, 
luck was with me, too. I turned right as I cleared 
the edge, flew north under the bungy point, 
turned back at what is now the hang glider field , 
and tucked myself into the Asterion gully at -
100ft. Up I went; but then an Olympia 463 is not 
a Skylark 2, so Pringle takes the prize. But once 
again the bottom field was cheated. 

So in all these years the vultures have never 
seen me go to the bottom. Until yesterday. How 
did it happen? Well , I did it on purpose. (He 
would say that, wouldn't he?) I had had a good 
hour's hill soaring amongst the hang gliders in a 
light westerly in the morning, and very much 
wanted another stint in the afternoon, but the 
wind was dying. I reasoned that the only way to 
get some more hill soaring was to be prepared 
to go to the bottom, so I went to the bungy point 
and refreshed my memory as to the field Ted 
Warner had pointed out thirty-five years previ
ously. Then I took a winch launch in my Astir and 
wandered along the hill , slowly descending 
through 300ft. Since this was below normal cir
cuit height no one came to join me, and as the 
wind fell further the hang gliders soon gave up 
as well , to my great delight. 

I counted thirty of them squatting in their field 
like butterflies in a lavender bush. I never thought 
I should have the queen of hills all to myself 
again, but there I was, suspended on a wing and 
a prayer. whispering along at 38kt in silent con
templation of that superb slope, created in the 
Cambrian period for my delectation and mine 
alone. My only company was an occasional 
glider far above, flying its circuit (at one point the 
pilot was my daughter Ann; a lot can happen in 
thirty-five years). 

Slowly but surely I sank as the precious min
utes floated by, and equally surely the vultures 
began to gather on the edge: hang glider pilots 
in a cluster in their field, glider pilots chatting on 
the bungy point, caravan dwellers at the top of 
Asterion gully. We waved to each other, and I 
even managed a little beat-up of the hang glider 
pilots. But the end was nigh. An Astir is not an 
Olympia 2 or a Prefect or a Swallow or an 
Olympia 463 and she doesn't really fit in Asterion 
gully, so I just relied on her better straight-and
level minimum sink until I was down the bungy 
slope as far as the point at which the Midland 
club's power supply is no longer buried. and that 
was the signal to leave the hill and put her 
straight into the chosen field. There was, of 
course. no wind, and I was mildly surprised at its 
size. In the good old wooden days it had seemed 
quite large. 

Whose field was it? As a visitor, I wanted to 
make sure I did all the right th ings by the locals. 
I asked Ann what the form was, and she said I 
should ask Len, who said I should ask Keith. who 
said I should ask John, who said I should see 
farmer Bowen, who said, no, it wasn 't his field, I 
should see farmer Jones, who wasn't in when I 
called, but his wife Brenda was. I introduced my
self as one of !he Cambridge pilots of yore. "Ah!" 
she said, "and I was one of the fairies!" 11:1 
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GLEN DOUGLAS 

CONCEPT TO 
COMPLETION~ 
The story of how runway "271eft" was built at Aboyne Airfield 
at the end of last summer 

Wh Dee•ide GC " Aboyoe gmwiog io 
popularity over the last few years - 4800 
launches in 1988/89 and 6380 in 1989/1990- it 
was obvious an additional landing area was nec
essary. Also, that it would be beneficial to sepa
rate the landing and take-off traffic. 

When the new 25 year lease was signed with 
our landlord it was finally decided to lay a 540m 
by 7m tarmacadam runway to the south with taxi
ways joining the existing runway. 

That was the easy part. Next was who could 
build it without us having to shut down Aboyne 
and where would the money come from? 

We asked the Aberdeen recruiting office if the 
local Territorial Army unit could help. After many 
phone calls and letters this eventually led to a 
visit by Major Mike Vernon of Army Head
quarters Scotla11d who considered the project 
might be worthwhile for Army training . 

An Army engineer estimated we needed 2000 
tons of stone and tarmac and with them doing 
the work it wou ld cost from £20000 to £25000 
plus. This was acceptable to the club (even 
though at the time we hadn't any available 
money having bought spare engines for the tugs) 
as we were under the impression we were still 
at the initial stages of the project. 

But the Army were working at a faster pace 
and it came as a surprise when members of the 
216 Field Squadron (Airfield Damage Repair) 

The site from 4000ft showing the new run
way. Photo: Glen Douglas. 

(Volunteer) from RAF Marham in Norfolk arrived. 
Their leader, Lt Mike Smith (a professional 

road builder) explained that their squadron had 
been given the job (something to do with their 
eo being a glider pilot and wanting to fly at 
Aboyne) . They would arrive in late August and 
lay the runway in three wee~s using up to 30 
men and women. And as they were used to work
ing on or near live runways they saw no need to 
close down Aboyne. 

We found we needed--
planning permission---

This meeting really started us planning , •in
cluding how we were going to pay for it all. We 
found we needed planning permission and little 
problems like how long does it take a 15 ton lorry 
to make the round trip from the site to the quarry 
were thrown at us. Also, where do you accom
modate 30 TA members and a complete mobile 
workshop to maintain the vehicles. 

We organised mobile toilets and arranged 
with the local• community centre for our visitors 
to come in nightly to shower and swim. We were 
responsible for providing the materials and the 
Army the plant, machinery and manpower. 

On Friday, August 13 the first Army lorry • 
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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: 0568 708 368 
(answering machine) 

STORCOMM 
TWO-WAY RADIO 

Our NEW instrument panel mounting air set . 
model TR 9005 is now in production . Main 
features : 

* Covers entire band 118-136 MHz. 
* Accepts up to 8 channels. 
* Offers cost saving narrow band receiver ver

sion_ 

* Full power transmitter accepts both hand and 
boom microphones. 

* Sensitive and selective receiver with crystal 
filler. 

Economic service for all our previous models 
plus most other air and ground radios . 
Pye "Westminster" 6-channel ground sets avail
able, fitted 130.1 and 130.4 Mhz. 
Detailed information , prices and technical speci
fication s from 

GEORGE STOREY Tel. 0932 784422 
H. T. Communications, P .0. Bol4, 

SUIIBURY 011 THAMES, Mlddles11, TW16 7TA 

David 
Goodison 

INSTRUMENTS 

CALIBRATED, SERVICED AND 
REPAIRED 

PZL WINTER AND SMITHS 

BAROGRAPH$ CALIBRATED 

CALIBRATIONS RETURNED 
WITHIN THE WEEK 

4 BROADACRES AVENUE 
CARL TON, Nr. GOOLE 

NORTH HUMBERSIDE DN149NE 
Tel. GOOLE (0405) 860856 

Oxfordshire SportfJying Club 
The Premier 

Motor-gl,iding School 
* Convert your bronze/silver badge to a 

self launching motor gl ider .ppl. 
* We teach and examine for bronze c 

fie ld landing exercises 
* We coach in navigation for your 

silver c 
* Ab-initio training ~ 
* Trial lessons. l "r.. 1 .~.- ~- . 
Discover motor-gliding ~~,· ~~ -~ 
and how it can help '-"\?~-~ 
you in the world ~TcM 
of pure gliding. - - -

For details call on 0608 6n208 
Ray Brownrigg (C.F.I.) or Bobbie Ford 

Open seven days a week 

CONCEPT TO COMPLETION 

arrived followed by a stream of low loaders haul
ing everything from powered graders, JCBs, 
road rollers and a tar laying machine. 

The financial side wasn't looking good. The 
weather hadn 't been very clever so launch hence 
revenue was below our budget and the appeal 
to the Scottish Sports Council for a grant under 
their new "club incentive" scheme hadn 't been 
considered. 

On Sunday, August 25 the first sod of earth 
was cut and on Monday the earthworks started 
in earnest . This was also the day when Mike 
Smith awoke to find the cows had been scratch
ing themselves all night against his level posts 
and all 116 needed resetting. 

The good news that Monday was the Sports 
Council would pay 50% of the runway costs . 
From then on the sun shone and the work pro
gressed at a furious pace with 12 to 13hrs being 
the normal working day. On September 6 the 
runway was ready and our CFI John Dransfield, 
with Mike Smith , was launched in the Puchacz 
from our existing strip and after soaring locally 
landed on the new runway. They were presented 
with a plaque to commemorate the event by 
Peter Coward, chairman . 

The work had been completed in 11 days and 
at the same time 216 Field Squadron had built 
footbridges on the Royal estate at Balmoral and 
completed two other complex tasks in central 
Scotland. 

If other gliding clubs are planning major pro
jects, yes consider the Army and involve them 
at the earliest stage possible. At the worst they 
can only say no. 

But don't contact any bu.ilding or construction 
company for castings or to discuss the work as 
this may bar you from getting the Army involved. 
Also be prepared to devote a vast amount of time 
in planning and sourcing materials. 

Finally to Major Andrew Turner, the 
Nympsfield glider pilot who got the project for 
his Squadron, a big thank you to you and your 
team from us at Aboyne and you are all welcome 
back at any time. a 

Make Insurance problems 
just plane sailing ... 
CONSULT THE AVIATION INSURANCE SPECIALISTS 

• .... ~'C-

FOR A COMPETITIVE QUOTATION CONTACT: MARTIN CASEY 

GLIDERS, SAILPLANES, 
AND POWERED AIRCRAFT 

FACILITIES AT LLOYD'S 

(/.: 
M ember of BJ.LIIA 

LOWNDES LAMBERT 
AVIATION LIMITED 
Lowndes Lambert House, 53 Eastcheap 
London, EC3P 3HL 
Tel (071) 283-2000 Telex 8814631 
Fax (071) 283-1970 

SAILPLANE & GLIDING 



MIKE JEFFERYES 

INTER·CLUB 
LEAGUE 
FINAL 

I, Loodoo GC wo" o"' ho'~ to, tho 1991 
final from August 24-26. There were three scor
ing days in all three Classes and an exciting con
test decided on the last day - many thanks to all 
at Dunstable for a most enjoyable weekend. Our 
thanks also to T. L. Clowes (Insurance Brokers) 
who once again kindly covered expenses and 
prizes. 

The fun was shared by six visiting clubs : 
Nympsfield (last year's winners) from the 
Rockpolishers, Lasham from the South Eastern 
League, Cambridge University from East Anglia, 
Oxford from the Midland League, Swindon from 
the South Western and Saltby from the Eastern. 
Sadly neither the Yorkshire nor Northern 
Leagues joined us this year. 

Triangles were attempted 
in all three Classes 

On the Saturday the forecasters predicted 
gloom despite the sunny start to the day -and 
they weren't far out. Triangles were attempted 
in all three Classes: 1 07km via Woburn Abbey 
and Oxford Headington for the Novices, 150km 
Biggleswade and Oxford for the Intermediates, 
with 237km for the Pundits via Oakington and 
Chipping Norton. 

Two Novices flew scoring distances: Gary 
Keall of Saltby (DG-300) won with 35.4km and 
Tim Browning of Lasham (Astir) flew 32.7km into 
2nd place. 

Five Intermediates scored. Bruce Nicholson 
of Lasham (Discus) won at 71 .6km, but less than 
0.5km and only 1 pt behind was Ray Lemin of 
Nympsfield (Discus) with George Brown of 
Saltby (LS-7) 3rd at 51 .2km. 

All six Pundits flew more than 1 OOkm. Graham 
Barrett of Oxford (Libelle) was 3rd at 1 01 .3km, 
2nd place went to Phil Jeffery of Cambridge 
University (LS-7) with 131 .6km. The day's win
ner, Chris Garton of Lasham (LS-6) at 142.4km, 
said that detour over considerable extra distance 
had been necessary. 

Lasham started Day 2 in a comfortable, 
though not impregnable lead. The improved 
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weather permitted larger tasks: 146km via 
Chieveley (Nr Newbury) and Didcot for Novices; 
218km Pewsey and Swindon for Intermediates; 
330km Pewsey, Lasham and Blakehill Farm for 
Pundits. 

Four Novices completed their task, including 
Chris Reynolds of Oxford in a Skylark 4 
(42.1 km/h). Third was Colin Smithers of 
Cambridge University (Pegasus) at 45.9; 2nd 
Rob Hanks of Nympsfield (Std Cirrus) at 
46.5km/h with the winner, Tim Browning of 
Lasham (Astir) at 52.1 km/h, giving Lasham a 
strong overall lead in the Novice Class after two 
days. 

One Intermediate landed out at 201 km but all 
others finished at speeds over 50km/h, with Tom 
Lamb of Oxford (Mini Nimbus) 3rd at 63.2km/h. 
The very close contest for 1st and 2nd places 
on Day 1 was repeated. Bruce Nicholson won 
again, at 75.2km/h -with Ray Lemin 2nd again 
at 74.6km/h. 

Five Pundits finished, with Ted Lysakowski of 
Lasham (Ventus) 3rd at 78.5 and Russell 
Cheetham of Saltby (DG-600) 2nd at 80.8km/h. 
Day winner was Andy Davis of Nympsfield 
(LS-4) at 88.8km/h. 

Andy had brought Nympsfield up into 2nd 
place overall behind Lash am in the Pundit Class 
after two days. This pattern was repeated mak
ing an exciting start to the final day- Lasham in 
the lead in all three Classes, with Nympsfield 
hard on their heels, 2nd in all Classes. 

Day 3's weather permitted still larger tasks, 
dismissing all thought of Bank Holiday traffic. 
Novices flew 160km via Didcot and Towcester; 
Intermediates 303km Andover and Evesham 
and the Pundits flew 382km via Andover, 
Stourport and Little Rissington. 

There were five Novice finishers, with John 
Birch (Pegasus) 3rd at 52.8km/h putting 
Cambridge University into overall 3rd place in 
the Novice Class. Rob Hanks (Std Cirrus) 2nd 
at 62.9km/h kept Nympsfield in overall 2nd 
place. Congratulations to Tim Browning whose 
74.2km/h won the day, retaining the overall lead 
for Lasham. 

Stuart Thackery (Open Cirrus) was 3rd in the 
Intermediates at 57_.8km/h, and put Swindon into 
overall 3rd place for the Intermediate Class. For 
yet a third day the first two places were closely 
fought between the same two pilots, with Bruce 
Nicholson of Lasham 2nd at 76.3km/h. The day 
winner was Ray Lemin at 84.1 km/h -sufficient 
margin to take the overall lead for Nympsfield in 
the Intermediate Class. Considering Novice and 
Intermediate final scores, Lasham and 
Nympsfield were neck and neck and all 
depended on the Pundits. 

Four pilots completed the 382km Pundit task. 
In 1st place was Mike Jordy of Saltby (ASW-
20L) at 80.6km/h, who reported awkward blue 
conditions at the western end of the task. His 
win pulled Saltby up into 2nd place overall in 
the Pundit Class. Second was Peter Baker 
(ASW-20) of Cambridge University at 77km/h. 
Steve Parker (LS-4) came 3rd at 71 .7, enough 
to give Nympsfield the overall lead in the Pundit 
Class. 

Congratulations Nympsfield- 1st place in the 
Pundit and Intermediate Classes and 2nd place 
in the Novices made them overall winners of the 
Douglas trophy for the 2nd year running. Lasham 

were 2nd overall with Oxford 3rd. 
Once again many thanks to all at Dunstable 

who worked so hard to give us such a success
ful contest, particularly Ed' Down ham, who mas
ter-minded proceedings, and Derek Sear, David 
Starer and Clive Bird. 

Any other business. Some concern has 
been expressed about the new Novice Class 
definition agreed before the 1991 season- there 
is no longer any hours limit on a Novice pilot. 
The most frequent objection is that early solo pi
lots beginning to fly cross-country, the very ones 
the League was set up to encourage, become 
de-motivated. They are either not picked for their 
own team, or are asked to fly against "experi
enced" pilots on opposing teams. 

Team captains should try 
to fly many different pilots 

The reasoning behind the new rule was be
lieved to be sound, based on the following main 
points. 
e Aspiring new Novices should be encouraged 

to fly tasks to earn their p lace in the team
and to fly the contests hors concours. 

e They should feel challenged by the opportu
nity to fly against more experienced Novice 
pilots, including their instructors, and get a 
much greater bocst when they win. 

• Those Novices with over 150 solo hours, who 
would have become Intermediates under pre
vious rules, include many whose progress has 
been slow and who would never be selected 
as Intermediate. The rule was changed pri 
marily to encourage these people. The Novice 
Class provides a competitive bridge between 
Silver and Gold distance. 

e Team captains should broaden team involve
ment by trying to fly many different pilots, not 
necessarily their strongest contenders every 
time. 

e More pilots become eligible, avoiding the urge 
to send Novices off too early- many clubs 
needed this and prangery has reduced. 

• Any genuinely good Novice is likely to qualify 
for the Intermediate Class before long. 

e Any club finding this not in their favour should 
take the opportunity when they host a week
end to set 300km for the Novices in order to 
promote the opposition into the Intermediate 
Class! 
No ru le will satisfy all of the people all of the 

time- hence rule 19 permits changes if agreed 
between all clubs in any League. 

The Coventry GC have proposed an Eastern 
League discussion one Saturday in late 
February or March - and would welcome mem
bers of any other League to join the debate. The 
proposed venue is Husbands Bosworth and the 
League will be given the date as soon as possi
ble. Anyone who'd like further information is wel
come to contact Mike Jefferyes, Tanglewood, 
Fingrith Hall Rd, Blackmore, Nr lngatestone, 
Essex CM4 ORU. Tel 0277 823066. 11:1 
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1." had beeo <Omethlog defloltely dodgy 
about the sky all morning. Sure. it was blue , but 
there was a steely brilliance to it, and there ap
peared to be a whitish hue appearing from the 
south-west. 

Nevertheless the first signs of cu appeared 
over the mountains around lunch and we 
launched shortly after. Because it was totally 
stable over the plain, tows were to 3000ft with 
starts timed from release. 

We climbed through a visible inversion at 
about 2500ft and I was waved off about four 
miles from the foothills. I slid gently over to the 
nearest slopes , reaching them at about inver
sion height. I turned right along the hillside, 
mostly grass but with the occasional conifer. In 
such conditions at Kempten you have to get es
tabl ished qu ickly , or you get too low to fly back 
to the club for a relite. 

The sunny slopes offered nothing, so I turned 
back to the north . Descending gently, 11 hugged 
the hillside, pulling out only to avoid the occa
sional walker. Coming round to the north face I at 
last found the weakest of lift and with no alterna
tive stopped to work it. Two hundred yards away 
and slightly above me, a woodman was tending a 
fire . The smoke was trailing out horizontally. 

"The mechanics are best 
explained by considering 

an omelette in a pan" 

Valley inversions in the Alps can be tiresome. 
There may be excellent conditions above, but 
below convection may be weak or non-existent. 
The secret is knowing how to get through it. The 
mechanics might be best explained by consid
ering an omelette in a pan. As it heats up , you 
can see the gas bubbling up under the omelette , 
but the only way it escapes is round the edge. 
So it is in the mountains, and a perfect example 
is the valley at Reutte just over the Austrian bor
der from FOssen. 

If you get below the inversion you fly over to 
the Schlossberg , a small hill in the middle of the 
valley . This nearly always works , however fee
bly , so you cl imb up to inversion level , then glide 
over to the slopes of the Tauernberg in the hope 
of coinciding with a bubble escaping up the 
slopes . 11 sometimes takes two or three attempts, 
but you know when you 've managed it when the 
slope lift persists weakly through the inversion 
and then accelerates up as you come into the 
crystal clear air above. 

Anyway , back to that slope, where it took an
other 15min before I realised that something had 
changed, but couldn 't immediately put my finger 
on it. Then I saw it- the smoke was rising verti 
cally I 

I'd been climbing almost imperceptibly- you 
can check it branch by branch on each sweep
and had just enough height to fly over to it. Too 
low to circle I hung a wing over the fire as I swept 
past. The lift was strong enough to enable a re
peat performance from the other direction. Three 
beats later lt'd enough height to start circling di
rectly above it. Six knots on the averager soon 
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ONE DAY 
IN THE MOIUNTAINS 
Nick recaUs flying his LS-7 on a task day in the Allgau Mountain 
Competition from Kempten, Bavaria, a few years ago 

had the woodman shrinking visibly below. At 
9000ft condensation level• came up simultane
ously. Maybe not such a bad start after all. 

The first TP was the village centre at Ki.ihtai , 
high up atop a pass on a parallel valley to the 
south of the Inn valley some 70km away. I set 
off at a fair rate of knots, not unduly worried that 
I didn 't seem to be meeting any thermals be
cause ·the air felt quite bumpy. 

This leg entails crossing the ridge of the 
Lechtal Alps, with heights up to about 8500ft, to 
reach the Inn valley, although if necessary you 
can get through the Fern pass at a lower height. 
The aim is to reach the Tschirgant - the Giant
a vast mountain in the middle of the Inn valley , 
just above ridge height, because there is always 
a booming thermal or thermals coming off the 
south or west faces. 

I reached it as programmed and it didn't work 
- nor had the north face of the Inn valley as I 
crossed it either, albeit bathed in the diminishing 
sunshine . There was some very ragged cu way 
above, but whatever I tried I could only find bro
ken lift to take me up to about 500ft above ·the 
summit. I had to have the height. however , to 
get to the south side of the valley and round the 
back and up to the TP. 

Eventually •I set off in disgust just as a Janus 
came in below me. On the south side the high 
wooded slopes again promised , but offered 
nothing. To the east I could see the vi llage about 
four miles and probably 500ft above me. Had I 
understood the weather, which I couldn 't, I would 
under normal circumstances have flown up the 
valley along the side of the road , and expected 
the wind on my tail to carry me upon ridge lift to 
the village and over the pass. 

There was a certain attraction in the thought 
of creaming up the main drag and photographing 
the menu on the wall of the inevitable Hotel Post 
as I went over the top, but my first rule in the Alps 
is- if you don't understand it- don't risk it. So I 
headed back the way I came, resolved to fly along 
the south face of the Inn valley and if the worst 
came to the worst I would just have to land below. 
Who should I meet flying out round the corner 
but the Janus again, going the other way. 

Turning east I headed off into the shadow 
along the vertical rock wall of the south face. 
Two miles later I hit gentle but persistent lilt, the 
first proper thermal since climbing away from the 
start some 80km before. Somewhat surprised I 
climbed up to the ridge, and there la andl behold 
was the village on the other side with the Janus 

circling right above it. I flew over, took the photo, 
and joined the thermal , now way below him. Not 
particularly strong, it was nevertheless a classic 
mountain thermal rising straight off the saddle at 
the top of the pass . 

The sun had now gone and it was darkening 
rapidly in the west. Taking my cue from the 
penultimate thermal, however, I continued along 
the south face of the valley and now the lift was 
predictable . The steeper and darker the face, 
the better the thermal. I pondered the likely trig
ger- wind shadow, suction, wave action, possi
bly even the colder air from the fast approaching 
front creating a line of instability as it flowed over 
the lip above the warmer air in the valley below. 

And this introduces my second rule in the 
Alps . Stick strictly to the rules - sun-facing 
slopes, ridges , saddles, bowls etc. etc etc. When 
they stop working, do exactly the opposite. This 
policy rarely fails, but sometimes you lose time 
not recognising quickly enough when to switch. 

"Turning high /looked down 
to see the Janus again way 

down below on the ridge ... " 

I pressed on quickly over the Brenner valley 
with the Europa bridge way down to the right, 
and passing to the left of the mast on top of the 
Patscherkofel towards the second TP. This was 
the little chapel at the summit of the ?690ft 
Kellerjoch , at the entrance to the Ziller valley . 
Turning ~igh I looked down to see the Janus 
again way down below on the ridge - he'd obvi
ously misread the conditions as I had previously. 

Approaching the Patscherkofel again, taking 
care to fly along exactly the same energy line, I 
radioed Innsbruck Tower for clearance to cross 
over the Airport to the north side of the valley. A 
polite affirmative , and I set off for the Nordkette , 
the northern range above Innsbruck. 

it was black in front now and the gloom 
obviously presaged snow. At the west end of the 
range I had to take a decision. There are in fact 
three ways back from here. First, you can follow 
the north face of the Inn valley to the Fern Pass 
and turn right. All things being equal, if you are 
high enough to get through the pass , you can 
final-glide back. 
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ONE DAY IN THE MOUNTAINS 

Secondly, you can take the direct route along 
the valley from Seefeld, passing the Zugspitze 
on your right, and over Ehrwald to Reutte. 
Thirdl,y, if it looks grim in front, and bearing in 
mind that it's a long valley and there are not many 
landing places, you can go round the back of the 
Zugspitze, over Garmisch Partenkirchen and out 
along the northern slopes of the Alps and back 
via Fi.issen. lt is quite a detour, but it can get you 
out of trouble if th ings get really nasty along the 
other two routes. 

The problem is that the particular topography 
between Seefeld and Reutte, a long, narrow val
ley opening into a large bowl in the centre, dom
inated on its eastern side by the Zugspitze 
massif, can exacerbate dramatically the effects 
of approaching fronts, damming up the clouds 
and turning day into night in the valley below. 
Even in fine weather, thunderstorms forming off 
the west wall of the Zugspitze, or off the Blattberg 

Nick on oxygen and in shirt sleeves while 
the external air temperature is -18°C. 

further along the valley to the west, magnified 
by the selfsame triggers. can be fearsome, not 
only in the speed with which they can develop, 
but in the secondary downdraught phase when 
the centre of the storm collapses into the valley, 
and the cold air is forced at high velocity out of 
the three exits - at Reutte, Seefeld and 
Garmisch. 

So I headed north as the snow started falling 
round me, reducing visibility to a 60° cone below. 
I'd taken a compass bearing on the way out 
through the mountains, so I wasn't worried about 
flying into anything - nevertheless I needed an
other climb at least to get to Fi.issen comfortably. 
There was no obvious source of lift, so I studied 
Garmisch intently as it approached below. 

A possible answer immediately became evi
dent: the ski-lift from the side of the town up to 
the top of the Esterberg was cut through the trees 
and faced directly into wind. I would have bet my 
bottom dollar that any warm air in the town half
minded to go anywhere would be channelled 
straight up it. I slid over to it, and sure enough 
just above the cables was 1 ~kt. 

I took it up gently in the thickening snow, 
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Above: Rock climbing. Strong lift and turbu
lence in this zone must be countered with 
quick reactions and adequate reserves of 
speed. 

Below: The startline at Fi.issen GC. The first 
ridge provides the medium level thermals to 
transition to the mountains. All photos by 
Nick. 

checking again the exact compass course out of 
the mountains. When I reached the absolute limit 
of visibility I set off in near darkness on what ap
peared to be a final glide to Fi.issen. There was 
just a chance that the ridge to the south of town 
would work and give that last climb to get over 
the hill to Kempten. lt was also late afternoon by 
now, and the fairground at the far end would be 
in full swing, which might j,ust help. 

I reached the town at 500ft- nothing. Over to 
the fairground- a tremor. I circled gently over 
the beer tent. The vario was non-committal. I ex
changed pleasantries with the riders atop the 
ferris wheel. Then a warm smell of beer and roast 
pork- J had been wittering on about the suck
ing pig there all week- but the lift, like all alcohol
induced blandishments. failed to live up to its 
promise and I set off again . The ridge beyond 
beckoned seductively, but somehow that pork 
had blunted my senses. Two minutes later, re
solve expunged, I was on the ground at Fussen. 
I radioed through to Kempten , tied down the 
glider, and leaving a note on the parachute
Pilot im Bierzelt-legged it to the fair. As I en
tered the tent I looked back to see the Janus on 
finals. it was going to be another of those 
Bavarian evenings. 

The Fi.issen Mountain Comp is from June 13·20 
following a two week mountain flying camp. Any 
inquiries to me. te/ 0509 890469. 11 



Far years gl iding has been a DIY activity , not 
least the build ing of w inches, and with some 
very good results and not a few disasters, both 
in performance and cost effectiveness . One 
factor wh ich made poor performance winches 
acceptable was large airf ields but with some 
sites the length was limited and , of course, gl id
ers got heavier and faste r. The ultimate irony is 
a line of gliders worth , perhaps, £1 million wait
ing to be launched by a wholly inadequate 
winch (or towcar) assembled from scrap iron 
worth a few hundred pounds . 

What has changed? 
The change is the acquisition of high perfor

mance winches , Supacat , Tost or van Gelder, 
in increasing numbers. The benefits are a 
higher launch and , the evidence suggests , less 
risk of launch failure and cable break accidents. 
Such winches cost upwards of £30 000 and, 
given suff ic ient uti lisation , shou ld soon pay for 
themselves . 

The other significant change is the use of the 
appropriate strength of weak link. The historical 
aspect is significant here. British gliders were 
designed to use a weak link strength of 1 OOOib. 
Gliders designed in other countries had, for the 
most part, a much h igher weak link strength . 
However, imported gliders were not repla
carded and so had li miting speeds appropriate to 
the stronger weak link, a figure wh ich was often 
lower than the equivalent speed for a British 
gl ider. 

These factors seem to have caused some 
confusion as to what is allowable and what isn't 
in terms of flight limitations . 

The Myths 
I've heard it said that "the winch launch lim

Iting speed does not matter" . Then why is the 
glideT placarded with a limiting' speed? Another 
view rece ntly expressed is that "it 's better to 
use a weak li nk whic h is stronger than the re 
commended one, rather than risk the link break
ing (and having to deal w ith the 
consequences)". Combine these two opinions 
and the question is then why have a limiting 
speed or weak link at al l? 

A Basle Understanding 
There are a number of fundamental points re

garding the loads on a glider in the winch 
launch. The first is that the pi lot has li ttle or no 
feel for the loads on the glider. A simple sum il
lustrates this : 

A K-13 has a maximum AUW of 1 0601b in the 
semi-aerobatic category and a weak link 
strength not exceeding 22001b (Tost black No . 
1 ). Given the maximum pull on the cable and 
assuming a C of G hook coincident with the 
centre of pressure then the wing lift cannot ex
ceed 22001b without breaking the cable . 
However, there is an allowance in the design 
calculation of 1.2, that is 1.2 x 2200 = 26401b. In 
terms of free flight wing bending loads th is is 
equ ivalent to 2.45g but without the benefit of 
the inert ia re li ef from the accelerated w ing 
weight acting downwards. Since wing weight is 
over 50% of the empty we ight th is inert ia 
relief is significant ; the winch launch wing bend
ing loads are equ ivalent to about 3g in a free 
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NCH NG- MYTHS, 
M HOLOGY AND FACTS 
Travelling around Bill Scull, BGA director of operations, hears 
views about winching which concern him. Sometimes these 
opinions fly in the face of the facts and may be potentially 
serious 

flight manoeuvre . 
The factor of 1.2 is an allowance for the gust 

load case which bends the wings before it 
breaks the weak link. So too strong a weak link 
removes this element of protection . If you ig
nore the speed limit then who knows what 
might happen . To suggest ignoring either is 
caval ier and it is downright irresponsible to sug
gest that others might do it. 

A factor of which not too many pilots are 
aware is that til e gl ider has a design manoeu 
vring speed . The significance is that below this 
speed a glider will withstand the forces deriving 
from full control deflections. At the never-ex
ceed speed the allowable control movements 
are reduced to one third. In the winch launch it 
is not inconceivable that the glider will have full 
up elevator and applying full rudder if signalling 
too fast could prove to be critical for the rear 
fuselage. 

Operational Considerations 
The most fundamental point is that as many 

g liders become airborne they will requ ire full 
forward stick to control the nose-up rotation . 
Without this control input they will rotate into the 
climb too quickly. If the cable breaks in this first 
critical phase, recovery may not be possible . 
Other factors which may make matters worse 
are any delay in recovering and the glider being 
flown at, or near, the aft C of G limit. 

If, for any reason , the pi lot fails to make th is 
vital control movement and worse, has the con
trol column neutral or back, the consequences 
can be disastrous. The glider may spin on ~the 
launch . Such accidents are usually fatal and the 
distraction that can give rise to the circum 
stance are : 
1. P roblems with the ground run, the wing drop
ping or loss of directional control due to a cross
wind . 
2 . A light glider and a snatched launch with a 
powerful winch . 
3. Pi lot reversion to control inputs may be 
appropriate to other gliders on wh ich he has 
more experience . 

The last point needs explaining . Broadly, 
there are two types of glider- those with the C 
of G forward of the mainwheel and the others 
with it aft. The first type w ith pilot(s) on board 
sits nose-down on its skid. In this configuration 

a pilot may start the ground run w ith the stick 
held back; this might be appropriate for aerotow 
or even autotow but not for winch! Th is does 
not need to have any effect on the length of the 
ground run ; the pilot still aims to get the glider 
balanced on its mainwheel as soon as possible . 
After all the pilot can only lift the nose once he 
has elevator authority. 

The stick position becomes even more criti 
cal for gliders with the C of G aft of the main
whee'l. The likelihood is that a neutral stic'k 
position is appropriate then , as the cable tight
ens , followed by the appropriate forward move
ment as the glider becomes airborne . Strictly 
we shouldn't be talking about stick positions at 
all; the requirement is simply to balance the 
glider on the wheel although tail -wheel types 
will take-off from the two-point attitude. 

However, the tendency is to be drawn into 
discussing stick positions rather than flying the 
glider and controlling the attitude . Using stick 
positions to give a student guidance is "teach
ing by numbers" rather than encouraging them 
to think. After all , the stick position is modified 
by wind strength , wind gradient and cockpit 
load isn't it? 

The reversion mentioned earlier is using a 
more familiar technique in a glider for which it is 
not appropriate. Stress can also cause this ten
dency- type conversions , d ifficult conditions, 
lack of recent practice can all be stressful. 

The subtleties of teaching this exercise may 
be overlooked in basic instruction and potential 
problems , compounded by a lack of under
standing (= ignorance) , only b ecome evident in 
accident analysis. For example: 
e As the glider , a Club Libellie, was being 
winch launched the wingtip dragged along the 
ground for a few feet before take-off. (See Bill's 
article in the last issue, p302.) When the glider 
became airborne it rotated into a very steep 
climb and spun from about 80ft while still at
tached to the cable ; it hit the ground wings level 
and slightly beyond the vertica l. The pilot was 
killed . 

The ultimate protection against launch acci 
dents is to release the cable if anything unto
ward occurs. This applies to any fault- swing 
on take- off , the wing going down or dropping, 
snatched launch or cable over-run. Incidentally, 
have you considered that using full aileron 
when the wing starts to go down may put the 
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wing down because the aileron causes the 
down-going wing to stall completely. This ap
plies particularly in the modern (GAP) glider 
and, once again. the situation may be com
pounded by reversion. 

In the interest of safety, instructors should 
teach these facts and all pilots should know 
them. it might just prevent someone else from 
becoming a statistic! 

Technical Guidance on 
Winch Launch 
Limitations/Technique 
1. The loads on a glider during winch/auto launch 
are rather less easy to appreciate than in the 
various free flight cases. Perhaps the easiest 
aspect to understand is that the wing must de
velop extra lift to balance the (down) load of the 
cable tension. This extra lift dramatically in
creases the bending loads, notably at the wing 
root . since the cable tension is a central point 
load. and not distributed evenly like wing lift or 
wing weight. 

The amount of wing load that can be applied 
depends on the power of the elevator and .the 
extent to which the pilot pulls cable tension. The 
wing load is limited by stall boundary (low speed) 
and the strength of the weak link at higher 
speeds (determined by the design of the glider). 
Wing loads equivalent to 3g in free flight can eas
ily be achieved. it warrants mention that, unlike 
the free flight manoeuvre cases the pilot's body 
receives no such g sensations commensurate 
with this extra loading since no significant body 
accelerations are involved. 
2. The steady climb situation just described can 
be further aggravated if an up-gust is encoun
tered. Provided that the correct weak link is used 
it should not be possible for a gust to fail the wing 
since it will stall or the weak link will break first. 
However, it must be recognised that the glider 
can be stalled by a much lesser gust than in free 
flight because the additional launch loads puts 
the glider much nearer the stall boundary. This. 
of course. leaves the pilot with a potentially criti
cal handling problem. particularly close to the 
ground- the cause of some recent fatal acci
dents. 

JOHN EDWARDS 
BGA Senior Inspector 

C of A Inspections 
Repairs & Restorations 

Watermill Industrial Estate 
Aspenden Road. Buntingford 

Herts. SG9 9JS 
Tel: 0763 71612 (works) 

0763 89460 (home) 

February/March 1992 

3. The winch launch limit speed must be ob
served for several structural reasons beyond the 
one described above. While the pilot maintains 
full climb demand the tailplane and rear fuse
lage will also be operating close to their design 
loads. This load is accrued from the cable ten
sion, depending on the hook position, the eleva
tor demand and the anticipated gust. The down 
load on the tail in the design condition can be of 
the order of half the weight of the glider. 

The launch limit is usually only marginally less 
than the free flight rough air, or manoeuvre 
speed. At this speed the loads due to sharp con
trol inputs also approach the design values. The 
compounding of all these design values means 
that attempts to manoeuvre, such as making a 
too fast signal. will place the glider closer to safe 
limits. 
4. If your glider is approaching winch launch limit 
speed and appears likely to exceed it, the avail
able safeguard action is to reduce climb demand 
and "unload" the airframe. This action is of 
course only a temporary measure since the ' 
glider will continue to accelerate. However. the 
action of "unloading" will increase the gust. stall 
and weak link margins while making the too fast 
signal. Too fast signals should be executed with 
due care if the limit speed appears likely to be 
exceeded. If it is judged that there is insufficient 
time to signal or that the speed is likely to ex
ceed the limit by a significant margin before re
medial action is completed, then releasing the 
launch cable must be considered as a prepared 
option. 
5. With modern powerful winches it is not ac
ceptable to maintain full climb at speeds ap
proaching the launch limit figure in the 
expectation of "pulling down" the winch output. 
Torque converter and governed winches are 
specifically designed to maintain near constant 
power regardless of demand. So. in continuing 
a full launch, you the pilot are relying on the ob
servation and skill of the winch operator to safe
guard your glider. Should the driver. with his 
limited information, not perceive the situation 
then the only thing standing between the glider 
and structural failure is the weak link. Thus it is 
vital the correct rating of weak link is always 
used. 

Howard Torode, chairman, BGA Technical 
Committee a 
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l ;,, .om• .,,;, b;,d of pa"ag' lh• .,.,_ 
batic pilot comes back to the airfield in the spring. 
Then throughout the good part of the year he 
stops here to refuel! as he hustles his thirsty, 
sharp-nosed Pills from one air d isplay to the 
next. We feel flattered by his brief visits as you 
feel flattered when some wild creature makes its 
home in your garden , or a strange cat selects 
your lap to sleep on. 

On the day that the midsummer storm swept 
across the airfield we all helped him to push his 
little aeroplane into the safety of the hangar. 
There was no real necessity for our help. The 
biplane was so light that the pilot could have 
managed it alone, but we wanted the excuse to 
touch it. 

The Pitts stood in the gloomy hangar. its scar
let and cream paintwork beaded with rain. its 
nose raised primly. slumming it amongst our 
shabby Chipmunks. it was a machine that had 
the power to make even a Ferrari seem undis
tinguished. 

"Like his aeroplane 
the pilot was 

small, neat and tough" 

We asked the usual questions about the 
aircraft. a little shyly because it. and what the 
aerobatic pilot could do with the performance. 
were far outside our experience. He answered 
seriously and pol itely, though the same ques
tions must have been put to him a thousand 
times before. Like his aeroplane the p ilot was 
small, neat and tough. You had to look very hard 
to see on him the marks of those tensions that 

! forced him into regions where the rest of us dare 
not go. 

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

Flagstaffs suitable for Windcones sup
plied and fitted. 
Landing Marker Sets in bright orange. 

All types of Flags and Banners. 

PIGGOTI BROTHERS & CO. LIMITED 
Stanford Rivers, Ongar, Essex CM5 9PJ 
Tet: 02n 363262 
Fax 02n 365162 

We stood listening to the sound the rain made 
on the conugated roof of the hangar and watch
ing the dark edge of the horizon cracking slowly 
apart to reveal the pale oyster-blue above. From 
a breast-pocket of his overalls the pilot took out 
a card marked with the hieroglyphs of a series 
of aerobatic manoeuvres. He paced out the 
sequence slowly along the horizontal line of the 
open hangar door, occasionally checking the 
card, frowning, muttering to himself, making 
tight, controlled movements of his hands. it 
made me remember being backstage while a 
dancer rehearsed the steps of a new routine. We 
were all there in the hangar with the pilot. but he 
was a long way from us and he was already 
alone. a 
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I, yoo h'" hm"o '''"· woihog '"'' """'h 
or walking over open fields, try watching the de-
velopment of individual clouds. Pilots who regu
larly make long flights and compete successfully 
are usually very good at reading the sky. 
Beginners may not notice all the indications of 
lift or sink. Once airborne it is much harder to 
see what all the clouds are doing so it is worth 
watching them from the ground to learn their 
ways. 

What thermals may look like before 
cloud forms 

Experiments in a glass sided water tank made 
the thermal bubble a popular model. Liquid ther
mals do look very like inverted cumulus clouds, 
but the model cloud is initiated by inverting a 
cupful of denser liquid and thus starts with a 
hemispherical shape. 
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Fig 1 

Photo 1. Cylinder of smoke from active stubble fire. Photo 2. Inverted cone of smoke a~ 
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Part 1 

Below: Photo 4. Low aspect ratio cloud 
(fairly long lasting). 

A Beginner~ 
Some Cloud 

Most real thermals start from a fairly flat sur
face. The warm air can be thought of as forming 
a wide but very shallow disc; the height may not 
be more than about 20 metres. If one specifies 
an excess of temperature of 2°C this disc should 
accelerate upwards at about 0.067m/sec'. This 
value is derived from the density difference multi
plied by gravity divided by the absolute temper
ature. (9.81 x 2/293 assuming a surface temp of 
20°C.) At first glance this seems unimpressive 
acceleration but if there was no mixing or drag 
to slow it down it would reach a speed of 40m/sec 
(nearly 80kt) after ten minutes. 

Fig 1 shows some of the stages in transform
ing a flat disc into a tall thermal. The disc cannot 
lift off vertically like a flying saucer; the form drag 
would be enormous. What seems to happen is 
that little tendrils of air start rising like steam from 
a hot bath (A). One can sometimes see these 
misty thermals after a forest has been drenched 
by rain. When the sun comes out again the for
est sometimes sends off tendrils of mistiness 
which rise very slowly. They show no sign of 
changing into bubbles before the mist evapo-

SAILPLANE & GLIDING 



~s stubble lire burns out. Photo 3. Conical tail from a dud cloud. 

's Guide to 
Is 

rates. Presumably the process is much too gen
tle. Another example is "arctic smoke"; wisps of 
mist or fog rising off warm water during a very 
cold spell. 

Until these tiny wisps become more organ
ised they cannot rise far. To form a thermal the 
tendrils must amalgamate into small plumes 
which in turn join up to form wider columns (8) . 

Plumes which combine to make a good sized 
cylinder usually go on to form a dome shaped 
top (C). 

As the air is gathered up into the thermal the 
original disc shrinks and there is an indraft of 
surface air. This is sometimes strong enough to 
produce a change of wind on the ground. When 
it is almost calm windsocks or smoke from bon· 
fires may show this inflow as the thermal takes 
off. 

The dome eventually forms a thermal bubble 
(D) linked to the dwindling reservoir of hot air on 
the ground. Finally the link is broken and one is 
left with a sort of ice-cream cone shape. The air 
in this cone is eventually absorbed into the 
bubble. 
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Columns cones or bubbles? 
Two pictures of stubble fire smoke suggest 

how thermals may behave. Photo 1 shows the 
thermal at full strength when there is a continu
ous supply of heat. The smoke forms a cylinder 
with almost parallel sides reaching from ground 
level to the bubble of cloud at nearly 5000ft. 
Photo 2 shows what happened when the fire 
went out. The cylinder changed into an inverted 
cone. Higher up most of the smoke spread out 
into a roughly spherical shape. The stubble fire 
is an exagg·erated heat source but the smoke 
gives a good indication of how less violent ther
mals behave. 

Thermal bubbles do not seem to form in all 
cases. They need enough temperature differ· 
ence to accelerate the thermal to sufficient 
speed with enough mass to form a good sized 
bubble. Some plumes do not grow into thermal 

Below: Photo 5. High aspect ratio clouds 
(short lived). Photos and drawings by Tom. 
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bubbles at all. or not until they pass the conden
sation level and get a boost from the cloud. If the 
plume has little energy left when it reaches the 
condensation level it just drifts on to lorm a 
ragged puff. Flying through such puffs shows 
very little turbulence and no sign of a bubble. 

Putting numbers to the imaginary 
thermal 

If we start with a disc 2000m across (about 
the size of a big airfield) with a depth of 20m the 
total mass works out to about 76000 tonnes. 
Ignoring any expansion with height this disc 
would provide a thermal cylinder 1 OOOm high by 
141 m wide, or a shape like an ice-cream cone 
1 OOOm high with a top radius of 206m, or even· 
tually a sphere radius 246.6m. Fig 2 shows this 
series of options. 
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Fig 2 

Large and powerful thermals probably do pro
duce a tall cylinder of lift, at least for a time. When 
the heat source is exhausted the cylinder 
changes into an inverted cone. Finally the cone 
is drawn up into the expanding bubble. 

When there is only a fini te source of heat 
which soon becomes exhausted the thermal 
shape probably goes through the stages in Fig 
3. This shows a simplified version in four stages, 
A to D. Each is a cross-section of a circular vol 
ume of air, starting with a shallow disc and end
ing up with a sort of ice-cream cone. The • 
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cross-sections are drawn to contain the same 
mass of air throughout. B shows the region 
where a bubble might start off with a very flat 
cone of warm air feeding it. C shows the ex
panding bubble at the top of a cone with its cen
tre at a height of 670m (about 220011). D shows 
the whole mass now detached from the ground. 
The reservoir of hot air is exhausted and has 
been converted into a bubble and cone about 
1 ooom tall. The bubble itself has expanded from 
200m in diameter to over 400m in diameter. 

Do gliders weigh down a thermal? 
If the thermal is as massive as suggested its 

ascent is not likely to be seriously hindered by a 
few sailplanes circling inside it. However, when 
circling in a rather weak thermal one does won
der if it will really support any more sailplanes. I 
had great sympathy for the 15 Metre pilot cir
cling in a tired thermal when he was pounced on 
by a gaggle of Open Class monsters. Picking up 
his microphone he sa•id "Go away! Th1s IS only a 
Standard Class thermal". 

Entrainment 
The example in Fig 2 is not the full story. Water 

tank models show that thermals grow in size by 
being diluted with the environmental fluid. This 
process is called "entrainment". The tops of b1g 
cu consist of a large dome which is made up of 
hundreds of smaller domes. This region of dif
ferent sized domes is where the environmental 
air is folded into the thermal. At first most of the 
entrainment occurs at the cap but as the bubble 
grows some of the outside air sinks round the 
side and is pulled into the bubble from under
neath as well. 

Entrainment cools the thermal 
Entrainment makes the bubble expand and 

dilutes the warm air, so reducing the difference 
in temperature. When a thermal rises into a sta
ble layer the temperature contrast is changed. 
The outside of the thermal is warmed by mixing 
but the faster rising core continues to cool at the 
original rate. This produces the unexpected re
sult of the fast rising air in the core becom1ng 
cooler than the slower rising , or even sinking , 
edges of the thermal. 

Attempts to detect thermals by measuring 
temperature differences usually fail except near 
·the bottom. Only in the first few hundred metres 
is the rising air significantly warmer than its envi
ronment. In the middle levels there is little differ-
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ence in temperature and at the top the best lift 
is actually in colder air. Fig 4 shows the bubble 
rising on the left with speeds of 2.5kt strength
ening to 6kt between 1500 and 2500ft. On the 
right is the temperature profile through the ther
mal. At ground level it is 2°C warmer. By 300ft 
this is down to 1.5°. In the range from 1500 to 
2500ft it goes from fractionally warmer to a tiny 
bit colder than the environment. Then at the top 
where it reaches the inversion the lift drops off 
rapidly, but the temperature profile shows the 
core to be 1.4° COider than its surroundings. (This 
is just one of a number of nu111erical thermals. 
One can have different figures and in extreme 
cases the thermal core was 4° colder than the 
environment before being halted.) 
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Little bubbles or narrow cylinders 
are diluted quicker than wide ones 

The rate of entrainment depends on the sur
face area of the bubble but the dilution depends 
on the internal1 volume. As the radius of a bubble 
grows the volume increases faster than the sur
face area. Fig 5 shows how entrainment can stop 
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little bubbles from rising far. Initial bubble sizes 
are marked against the curves. They show that 
the height reached depends on the initial radius. 
In this calculation each bubble started with 2oc 
excess and ascended through an environment 
which. cools oil at 8°km (less than a dry adiabat). 
As a result thermals smaller than 1 OOm initial ra
dius failed to reach the inversion. The larger bub
bles rise much further and faster and penetrate 
the inversion. The curves also show the rate of 
ascent (marked in knots along the top). 

Little bubbles expand more than 
big ones 

Fig 6 shows two curves. The solid one is the 
ratio of initial to final radius. The pecked line 
shows how high bubbles might go. The initial ra
dius is shown along the bottom ranging up to 
140m. The maximum height reached is marked 
on the right and the percentage increase in ra
dius on the left. The solid line shows that the 
smallest bubbles may have a 500% (or more) 
increase in radius while the larger ones increase 
by less than 200% even though they have risen 
further. 

Penetration into stable air 
When a thermal goes through an inversion 

and starts to push into stable air the penetration 
depends on both the temperature difference and 
the speed of the bubble on entry. Fast moving 
thermals can go a surprisingly long way before 
the deceleration caused by the temperature dif
ference overcomes the momentum. This some
limes carries the bubble high enough for a ,puff 
of cu to form well above the original base of the 
inversion. 

First thermals are usually feeble 
The effect of entrainment probably explains 

why the first thermals of the day are apt to be 
disappointing. These thermals are usually short 
lived. it seems as if they lift off before lhey have 
a big enough reservoir of heat to draw on. They 
form small bubbles which are quickly diluted and 
seldom reach the top of the unstable layer. 

The appearance of the first clouds 
Once the rising thermal has passed the con

densation level extra real is put into it by the re
lease of latent heat of condensation as cloud 
forms. Fig 7 shows how this may change the rate 
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of ascent. The curve marked "Blue" represents 
air too dry for clouds. The upper curve marked 
"Cloudy" branches off the blue curve when the 
thermal passes the level marked "Cioudbase··. 
The extra heat released by condensation makes 
the thermal warmer and more buoyant so it ac
celerates. Being warmer it rises further into the 
inversion layer. Because it is moving faster it has 
more momentum too so (in the conditions se
lected for this example) it ends up about a thou
sand feet higher. On days of stratocumulus 
spread out one may climb in a growing cu and 
come out into the blue well above the 8/8 sheet 
which marks the inversion. Cu which penetrate 
like this seldom survive long. The air aloft is often 
so dry that evaporation soon cools and destroys 
them. 
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Starting puffs 
Little bubbles which barely manage to reach 

the condensation level produce short lived 
shreds of cloud. These do not seem to have any 
dome or bubble shape when they appear. If a 
bubble had existed lower down it has been too 
diffused by entrainment to retain its shape and 
circulation . Do not trust such clouds as thermal 
indicators. By the time they make these puffs al
most all their energy has gone and there is no 
cone of lift beneath. One can tack back and forth 
trying every cloud in sight and never finding any 
which work. 11 is possible to stay up, however, 
because one bumps into blue thermals in be
tween. Early in the day thermals may be small! 
but they are often fairly close together. 

Thermals when there is a light 
wind 

A light breeze often stimulates the release of 
thermals. In really still conditions quite large 
reservoirs of warm air can build up before some
thing sets off a disturbance large enough to pro
duce a good thermal. If there is a light breeze 
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FigS 

the warm air is pushed gently across the ground 
until it reaches an obstruction . Fig B illustrates 
two possibilities. The lower section shows the 
shallow disc of hot air bumping into a line of 
hangars and being triggered linto releasing a se
ries of plumes which grow into bubbles higher 
up. As time goes on the entire reservoir is used 
up and the thermal dies out. The repetition rate 
depends on how fast the airfield heats up again . 
lt may be a long time when the sun is low. 

The upper section shows the sloping edge of 
high ground acting as the trigger . This is often 
better than a low level obstruction. The slope lilt 
gives the embryo thermal a boost to start it ris
ing and the high ground (being dry) heats up 
quicker and provides a good reservoir for the 
thermal to feed on as it drifts along. 

An initial boost does not make the 
thermal much better 

One rnight suppose that being given an initial 
boost up the hill side would make the thermal 
grow faster and extend higher. This does not 
seem to be supported by calculations. The en
trainment process depends largely on the rate 
of rise of the thermal. When it rises faster the en
trainment is greater. The result is that the ex
cess speed is soon lost once the thermal has 
risen clear of the hill side. 

The vacuum cleaner effect 
Some flat regions can build up a huge area of 

hot air just waiting for a trigger to release a ther
mal. Once a thermal has lifted off it is drifted 
along by the wind picking up more warm air. The 
air may rise as an almost continuous column or 
in a series of closely spaced bubbles plucked off 
by the thermal passing above. The result is a 
very long lasting thermal. The inward flow to
wards the base of the thermal can 'bning in air 
from several directions. If the surface air has a 
slight rotation initially the concentration under 
the therrnal greatly increases the spin. 
Eventually this sets off a whirl visible as a dust 
devil. In desert regions dust devils can amble 
across the ground for many minutes and extend 
up to 700011 or more. In the UK where solar heat
ing is less powerful most dust devils are very 
short lived and rarely go up high. I have known 
them appear before anyone had realised it was 
soar able. 

Strong winds 
Strong winds cause turbulence which diverts 

the horizontal flow so that some of the fast mov-
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ing air comes down to the ground . Then ther
mals seem to be torn off the ground before they 
are really read to go. As a result they seem un
able to get properly organised until rnuch higher 
up. There are very narrow and irregular bits of 
lilt low down but seldom anything useful. Higher 
up thermals are apt to be narrow and usually 
rough too. Up at cloudbase thermals may be just 
as strong as on light wind days but low down 
they are too broken for circling. Sometimes fly
ing straight into wind gives better results than 
turning. 

Fig 9 shows thermals being pulled off the sur
face by the turbulent flow near the ground. They 
do not seem to form bubbles , at least not low 

Fig9 

down. The air goes up as a ragged column, much 
to narrow for circling. At Bit produces a scruffy 
patch of cloud. At C it loses momentum and the 
cloud is bent over and at D it decays. In the upper 
section cloud E has passed the condensation 
level with more energy and been revived. The 
odd bubble may push up from this cloud. With 
early thermals it is quite common to find the 
cloud base slopes upward. On the windward side 
a tail marks the end of the plume. Tails are a fea
ture of strong winds and weak thermals. (Photo 
3.) I have not (so far ) found any useful lift in 
these tails. 

Life span of a cu cloud 
There are a number of garrulous glider pilots 

who delight in telling their companions how good 
the lift is . Information about a particular thermal 
may boost the morale of the pilot astern but is 
seldom of practical use unless the two can see 
each other. Few thermals last long unless they 
are capped by big clouds which everyone else 
can see. On blue days a call saying "There is Bkt 
over Cowley" is seldom much help to the pilot 
leaving Did cot. This splendid thermal will usu
ally have departed long before you get there. 

How long a cumulus lasts seems to depend 
on several factors: 
1. Volume of the cloud. The bigger the cloud the 
longer it will last. 
2. The aspect ratio. Taking this as height divided 
by width, low aspect ratio clouds last longer. For 
example a tall thin cloud with an aspect ratio of 
4 tends to have only Y. the active life of a flat cloud 
with much width but little height. Photo 4 shows 
a low aspect ratio cloud which lasted many min
utes. In contrast photo 5 shows high aspect ratio 
clouds whose thermals ended very quickly . If 
you extend a high aspect ratio cloud just as it 
starts you may be whisked up several thousand • 
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feet very fast, but only if you can stay in the bub
ble. 
3. The time of day. Clouds have a shorter life in 
the morning than in the afternoon and the longest 
'lasting thermals seem to be found in late after
noon. 
4. The cloudbase. The bigger the thermal bub
ble and the cone of lift underneath the higher it 
can go. High cloudbases usually go with tall 
cones of lift and big bubbles on top. If the cloud
base is below 2000ft, as it may be when the first 
early morning cu appear, the bubbles are usu
ally small and the clouds have a brief life. Little 
clouds may be dead in a couple of minutes. (But 
you wjll still see the remains five minutes longer.) 
On summer afternoons when the cloudbase is 
more like 5000ft the cone of lift can often be 
found a long way below cloud and the bubble on 
top is much larger than in the morning. Such 
large thermals have a long life- a quarter of an 
hour or longer. 

Towards evening , even on days when the 
cloudbase is so close to the inversion that the 
cloud itself is very shallow, one may find small 
flat cumuli working for half an hour or more. At 
th is stage the active clouds are nearly always 
much further apart than in the morning. 

Group effect 
When talking of cloud life one needs to distin

guish individual cells from the groups or lines of 
clouds which last very much longer. Large 
clumps of cloud consist of many cells. The out
side ones have a short life because they are ex
posed to erosion from the surrounding air. Cells 
near the middle of the group live a more shel
tered existence. The outer ring of clouds pro
tects them from erosion by contact with dry air 
so they can grow much larger. One can usually 
head towards a large cluster of cu with confi
dence that there is bound to be lift somewhere 
underneath, even if it takes fifteen minutes to 
get there. Isolated clouds are far less reliable. 
They may look good from a distance but too often 
start to expire just as you reach them. 

Semi permanent thermal sources 
Another system of clouds has a very long life . 

These have an underlying supply of warm air 
which doesn't become used up. In fairly calm 
weather a group of cu anchored to a mountain 
may stay there for hours, often until the sun goes 
down, provided the cloud does not grow so big 
that it puts the mountain slopes in shade. 
However, if you watch these orographic cu you 
will usually find that the individual towers have a 
short life; the bank of cloud remains active be
cause it consists of a large family of cu all grow
ing over the same region . As one tower collapses 
another rises nearby to take its place. 

Cumulus streets 
These usually have a long life too, but this is 

due to the special circulation where the air fol 
lows a helical path. Once again individual cells 
do not last much longer but the street is continu
ally replenished by new cells so that its effective 
life is long. 

Signs of active cumuli 
One should look for two features : 
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FLYING 
NEIGHBOURLY 
Dick Stratton, BGA chief technical officer, gives an update on 
hush kits for glider tugs 

B'"'"" of"''" oom~afc" a!"""' gild· 
ing clubs, particularly Lasham, the BGA 
Technical Committee entered this minefield of 
air worthiness aggravation by asking tor a meet
ing with the CAA (Safety Regulation Group) on 
December 8, 1987. Six months later, after the 
Minister of Transport had had complaints, we 
were asked to meet their Policy 4 Division to ex
plain our plan of action. 

1. A well defined domed top with little domes 
superimposed on larger ones. This shows that 
there has been a good thermal underneath. (But 
it may not be still working below cloudbase .) 
2. The look of the base usually shows if a ther
mal is still feeding the cloud . An almost level 
base, flat for several hundred metres, nearly al
ways shows that a thermal is sti ll entering the 
cloud from below. 

Soon after the thermal has ended the base 
loses its level appearance. The top may con
tinue to grow for several more minutes after the 
base has begun to decay. 
3. Steer well clear of any cu when the top breaks 
off and the base turns ragged . There may soon 
be a watertall of invisible sink. 

This article has barely scratched the surtace. 
There is a great deal more to this subject which I 
hope to describe in the next part. a 

Above: Booker GC's 180 Super Cub fitted 
with a Hollmann four propeller. Photo: Mike 
Cuming. Below: Mike Barnett's photo of the 
Cambridge University GC's Rallye 180T with 
the adjustable Hoffmann propeller. Both air· 
craft have the Gomolzig silencer. 

• 
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. Supplementary type certificates (major modi
fication approvals) had already been raised by 
vanous clubs, companies and individuals in the 
USA and Europe to fit four blade propellers 
and/or exhaust silencing systems to almost all 
types of aircraft used as tugs. 

Quiet propellers 
The Pawnee (PA25-235) had been fitted with 

a Hof!mann four blade propeller in the USA. The 
reduction in diameter, without significant change 
1n rotational speed, reduces the blade tip veloci 
ties and reduces and modifies the noise charac
teristics . John Bally at Talgarth was the first to fit 
one in the UK with the flight testing at RAFGSA 
Bicester. 

The propellers were then evaluated at Booker 
and Lasham on the Robin OR 300/400 series 
and on the Rallye 180T. Although both types of 
a1rcraft have the same Lycoming 0-360 (180hp) 
powerplant , it was necessary to fit propellers 
with different blade pitch angles for a perfor
mance that was equivalent or better than the 
standard two blade propel ler. The climb perfor
mance of the Robin was improved by some 8%. 

The Rallye series has a long history of fai ling 
to meet the flight manual schedule climb perfor
mance by 140tt/min and has been written down 
by CAA. ~owever , flight test ing by Lasham in 
1988 established that the four blade propeller 
gives the same performance as the two blade 
with better acceleration and higher drag on de
scent. This latter feature is true of all four blade 
(fixed pitch) propellers. 

Fabric covered aircraft such as the Pawnee 
Piper Cub and Bellanca Citabria, are prone t~ 
propeller-flow induced excitation of the tailplane 
and empennage . 

The four blade propellers exaggerate th is 
problem and although they have been "STCd on 
a Cub (PA18-180) in Switzerland, in the UK we 
JUdged the level of vibration to be unacceptable. 
Hoffmann sent their design expert to meet the 
BGA and CAA and subsequent flight trials by the 
Cambridge University GC on their Super Cub 
(PA 18-150) and Citabria with a propeller with a 
modified blade tip chord /thickness ratio pro 
duced acceptable levels of performance and 
less vibration . 
. Matching propellers to the various powerplant 
1nstallat1ons on a variety of aircraft types seems 
to be less than an exact scie[lce. To improve the 
probability of achieving optimum results , 
Skycraft can adjust the blade pitch of their four 
blade Hoffmann propeller on the ground. Thus 
the static rpm can be set close to the maximum 
permitted and flight trials conducted to ensure 
there isn't over-speeding in the cl imb as well as 
measuring the performance in the cl imb, cruis
ing flight and in descent. 

The static thrust (and the ini!ial1 acceleration) 
can be measured by ty ing the tug to a tree via a 
tension meter. as Cody did at Farnborough in 
1908. Only the technology has changed, not the 
techn ique ! 

Exhaust silencers 
Having moderated the propeller noise, the ex

haust system inevitably becomes the dominant 
source of noise. Tuned exhaust systems can be 
developed which enhance the power output of 
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engu1es, particularly two-strokes . Typical aero
plane installations seem to acquire unsophisti
cated systems wh ich neither optimise power or 
noise reduction . 

Gomolzig GmbH in Germany have standard
ised a range of bolt on kits adapted to fit almost 
the entire range of typical light aircraft. (Beagle 
offered a truck silencer as a option on the 
Terrier .) Silencers are also available from other 
sources. 

The ki ts weigh about 171bs and otherwise 
don't detract from the aircraft 's performance . 
Booker GC negotiated approval for the Gomol 
zig kits on the P A 18 series and the BGA for the 
Robin OR 300/400 series- they are now hoping 
for approval for the Bellanca Citabria, Rallye , 
PA25-235 and 260 Pawnees. 

While we can 't expect these two modifications 
to produce a truly "Stealth'' tug , there is no doubt 
clubs will become better neighbours, particularly 
if they use simple PR techniques to advertise 
what they have done. Incidentally, local authori
ties actually funded part of the cost of a "quiet" 
propeller for a certain club in Yorkshire and at 
Booker. 

" ... slogging away at 
this programme 

since December 1987" 

With others, I have been slogging away at this 
programme since December 1987. We have 
challenged and nominally changed the working 
pract1ces of the CAA in investigating STCs. 
Recently the BGA chairman, Don Spottiswood, 
raised the matter with the CAA chairman 
Christopher Chataway . The chairman of th~ 
Airworthiness Requirements Board, Rex Smith, 
OBE, who is also a member of the CAA Board 
has been acting on our behalf and we have en~ 
listed the support of the Dept of Transport in ac
celerating the outstanding CAA approvals, wh ich 
have become more urgent as a result of plan
ning constraints on unsilenced tugs . 

(The approval of Mogas for use in aircraft in 
1981 by the BGA was actual ly more fun !) The 
BGA are indebted to Michael Barnett of Skycraft 
and to several clubs involved for their sustained 
efforts in the face of extreme adversity. 

If you are interested in exhaust silencer kits, 
please contact Michael Barnett , Skycraft 
Services Ltd . Albany House, Silver Street , 
Litlington, Cambs SG8 OQE (0763 852150). 

Hoffmann propellers are also available from 
Skycraft or Soaring Equipment Ltd , 193 Russell 
Road , Moseley , Birmingham 8 13 8RR (021 -
449-1121). 

Finally , some advice to SLMG operators who 
have multi-pitch propellers . You make quite a lot 
of noise on take-off and in the cl imb at full throt
tle. If it is safe to do so , why not practice a "fly 
neighbourly" technique of throttling back to re 
duce propeller tip speed. 

"STC is the world-wide equ ivalent of a CAA 
major modificatiof] approval (A irworth iness 
Approval Note) and stands for Supplementary 
Type Certificate. £11 

FLY THE S-10 
IN SPAIN 

You can now fly the big tasks in the 23 
metre two seater under the guidance 
of Tug Willson. Fly 500-750-1 OOOks 
in year round thermals and wave . 
Learn to use the global positioning 
system (GPS) and Cambridge varios. 
New apartment has satellite television 
(including Sky) and large swimming 
pool. Golf course within 5 mins and 
miles of Mediterranean sand just 1 0 
mins. 30 mins from Alicante . 

CALL 

TUG WILLSON 
Phone/Fax lSD 346-671-5196 

DUNSTABLE 
·REGIONAL$ 

1992 
AUGUST 22nd to 30th 

Application forms now 
available from the 
Club office 

LONDON GLIDING 
CLUB 
Tring Road 
Dunstable 
Beds. 
LU6 2JP 

Fee £110 Maximum Competitors 50 

The most comprehensive in the air: 
Daily weather and task briefing. Soaring & competition 
tra1n1ng courses. t 4-glider fleet - Jun ior to Nimbus 2C. 
Day, week, month hire rates. High performance training 
available in Janus. 

The most convenient on the ground : 
On-site budge! accommodation. Easy walk to tour mo
tels . Pleasant country town , all activities. Mountain . river 
scenery one hour by car. Melbourne two hours train. car. 

it's got to be 

BENALLA 
Write or phone John Williamson for details: 

PO Box 46, BENALLA, VIC. 3672, Australia. 
Tel: (0) 57 621058. Fax: (0) 57 625599 

For discount travel and details of alternative Auss;e 
Holidays quote 'Benalla Gliding · to: 

TRAVELBAG, 12 High Street, ALTON, 
Hants GU34 8BN. Tel: 0420 88724 
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SAFETY AWARENESS 
PRESENTATIONS 

The 1990 fatal accident record has been 
the worst ever. To try and improve this 
state of affairs the BGA plans a series of 
"Safety Awareness" presentations for all 
clubs during February to May. We may 
ask some of the smaller clubs to attend 
the same presentation at some mutually 
convenient venue. 
The Framework. At best one presenter 
might be able to talk to a few hundred 
pilots. To talk to more requires a team and 
this has been set up on a regional basis. 
The material, consisting of video, and 
slides , will be the same at each of the 
venues and the presenters will all be 
"standardised". 
Safety Awareness is the object of the 
exercise and for the most part the pro
gramme is educational. it is interesting to 
compare notes with the CAA to find that of 
the 20 000 aeroplane pilots in the UK 
1 0 000 have attended the CAA safety 
presentations and only three of this 
number have been killed. Of the remaining 
1 0 000 who have not attended 45 have 
been killed. it would seem that it's attitude 
that counts! 

The Programme will include a lot of new 
material: 
1. The RAF video- 'The Spin 

Explained". 
2. Pilot supervision, including reading. a 

logbook and training progress cards 
(based on actual accidents). 

3. Stalling/spinning on the winch launch, 
the "envelopes" of stalling speed/weak 
link protection against climb angle and 
airspeed. 

4. Flight limitations, the loads on a glider 
during the winch launch and reasons 
for observing them. 

5. Launching and launch failures is dealt 
with in a new German video. 

6. The risks of flutter are not well under
stood, particularly the lower critical 
speed at greater heights (illustrated 
with a German Akaflieg flutter video) . 

7. The risks with motor gliders, particu
larly the critical aspects of break-off 
height for engine re-start. 

8. Selecting suitable gliders for use by 
club and inexperienced pilot and type 
conversion. 

Who should attend? 
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Everyone is eligible, from beginner to 
pundit, "old hand" and instructor. We are 
making the effort to bring you the presen
tation, so you make the effort to attend. 
CF/s, this programme has a three-line 
whip requirement! 

Where? Look at your club noticeboard for 
details of the programme. 

Bill Scull, BGA director of operations 

BGA ACC·IDENT SUMMARY Edited by JOHN SHIPLEY 
Chairman, BGA Safety Panel 
Compiled by David Wright 

Rei 
Number 

Glider 
Type BGANo Damage 

Date 
nme 

PiloUCrew 
Place 

Age Injury Hr 

36 Skylark 3 954 W/0 10.04.91 Galewood 43 N 23 
1024 

In turbulent rotor conditions this early solo pilot found difficulty in keepng station behind the tug. The tug released at 100ft and due to the dritt a turn 
was made to avoid buildings in front and ahead. Travelling sideways over a copse the tail snagged the tree tops and the glider descended through 
the trees and a hedge before stopping on a road. 

37 Astir CS 2228 M 22.04.91 Aboyne 45 N 110 
1512 

After a normal touchdown the glider weathercocked and left the runway on to smooth grass at low speed. The undercarriage collapsed with tour 
members failed. These die castings are thought to be bnftle and liable to fracture under shock loading rather than via slower bending and buckling 
which could be detected before failure . 

38 DG-200 2299 W/0 05.05.91 Aufforth 46 M 53 
1425 

While adjusting the flaps from negative to positive during the aerotow ground run the airbrakes came open. The glider lifted oH and bounced before 
the pilot regained control and shut the brakes.Ott tow the nose dropped 30° and a left bank developed. Unable to effect any pitch control the dive 
continued until the glider hit the ground. 

39 Ventus B 3197 S 23.03.91 Aboyne 47 N 863 
1645 

After a 4hr wave flight the pilot selected too much flap and was unable to prevent the glider dropping a wing and entering a high speed groundloop. 
The glider was substantially damaged as it left the runway. 

40 Falke MIG G-AXlW S 27.04.91 Halesland 44 N 570+4700pwr 
1718 P2 45 N 262 

While training a SLMG PPL pupil P1 simulated an engine failure. The student over reacted and P1 was unable to prevent the aircraft hitting the 
ground hard tram 30 to SOft agl . The motor glkier was substantially damaged but the crew escaped injury. 

41 Nimbus 2c 2507 S 04.05.91 Lasham 52 N 1790 
1840 

On a marginallinal glide into a 20kt headwind the glider encountered severe sink overtlying a selected undershoot field. lt stalled into the boundary 
hedge and came to rest inverted with the pilot hanging from his straps 1Oft above a road. After radioing !or help he was released and lowered unin
jured 10 lhe ground. 

42 Olympia 460 M 25.09.90 Nr Eaglescon 52 N 128 
1440 

Late 1990 reportl After a normal field landing the glider sunk into the soft surface and pitched forward . The chosen field turned out to be rough fur
rowed across the landing direction but was covered with lime sand. An adjacent gra.ss field should have been used. 

43 SHK 1 S 21.04.91 Feshiebridge 30 N 152 
1707 

The glider was launched as a snow shower approached. The pilot saw that it was a severe shower but delayed his landing by soaring the updraft 
preceeding it. As a result he had to land in poor visibility and the storm and clipped trees downwind of the boundary. then hit a hangar with !he left 
wing. This slewed the glider around and it landed in rough ground. 

44 Piral 1952 M 28.04.91 Sniner1ield 67 N 
1600 

The pilot chose to land between a landed glider and the retrieve winch. The glider touched down beyond the winch and then the pilot saw the re
trieve cable angling across his wing. This pulled the wing down causing the glider to veer to the right before stopping. 

45 K-6E 1452 S 12.05.91 Nr Sydenham 37 N 548 
1430 

While local soaring, height was lost so the pilot picked a field then continued scratching until had no choice but to land. He approached aver power
wires with lull airbrake and landed in the last quarter of the field. The glider was groundlooped to avoid the hedge. The field was too small with the 
obstructed approach and there was no headwind. 

46 Not applicable JP 08.05.91 
1915 

Dallachy 

The winch was near the club buildings with parked cars at one end of the runway. Following a launch, with no crosswind, the cable tell across two 
cars and narrowly missed a member. In future the winch will be positioned downwind of the car-park entrance. 

47 GrobTwinAcroJ 3524 WIO 11 .05.91 Parham 38 N 163 
1030 P2 67 S 0 

In a light crosswind P1 allowed P2 to position the glider too high and fast and did not take control until over the boundary. Full brake and sideslip was 
not enough to make a normal landing, so he turned to land across the end of the field but then had to turn away to avoid a tug. The turn was too slow 
and the glider spun in with the brakes out. 

48 Skylark 3F 922 W/0 04 .05.91 Lybury North 40 N 29 
1530 

During a SOkm attempt a field landing became necessary but the pilot left the decision too late and chose a field with high trees and buildings on the 
approach. He did not allow for these on his approach and the glider stalled in the turbulence behind the trees and crashed aher hitting a small tree. 

49 Astir Club 2437 WIO 25.05.91 Sutton Bank 40 

This fatal accident occurred on the pilot's first flight on type. Atter a slow initial launch the glider was rotated in to an apparently normal climb attitude 
until the cable came away at about 500ft. The glider was seen to pitch nose down until over the vertical and crashed. He was an experienced hang 
glider pilot. Full BGA report awaited. 

50 T-21B 1000 M 05.05.91 Gamslon 28 N 164 
P2 29 N 0 

After a cable break at about 1Oft the pilot lowered the nose. and after a short delay opened the airbrakes. This made the glider land heavily then 
bounce back into the air before a normal touchdown. 

51 AslirCS 2162 M 19.05.91 Aboyne 37 N 27 
1600 

During a 2hr wave flight the early solo pilot failed to notice that the wind had strengthened at airfield level. He misjudged his circuit and drifted too far 
downwind. Despite changing to an out of wind runway he undershot on to rough ground and collapsed the undercarriage. 

52 K-7 3421 N 14.04 .91 Kilson 's Field 41 N 
1246 P2 47 N 

While oorrecting !or drift during landing the lett hand rudder cable broke at a ferrule causing damage to the right rudder stop. This was the second tfme 
recefltly this had occurred. The swaging tool required adjustment to produce a secure joint. A test specimen has been made up for proof testing. 
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BGA AGM/DINNER-DANCE 

The BGA AGM/dinner-dance and prize
giving will be at the Post House, Crick, 
Northants on Saturday, February 22. 
For a booking form which includes 
details of a speci'al package to stay 
overnight, contact the BGA office. 

OBITUARY 
RUDOLF KAISER 

Photo: Peter Selinger. 

Rudolf Kaiser died on September 11 , the day 
after his 69th birthday. Gliding has lost a man to 
whom we all owe a debt of gratitude. There can 
be very few glider pilots who have never flown a 
Kaiser designed glider, and none at all who 
have never heard others speak with real 
affection of the qualities of such gliders as the 
K-6, the K-8, the K-13 and the K-21. Rudolf's 
name will live on for many years to come in the 
5000 or so gliders built to his designs, many of 
which still form the backbone of club fleets 
throughout the world. 

Rudolf was destined to take over the family 
butcher's shop in Coburg. However, the war 
intervened and after service in the Luftwaffe 
(during which he obtained his C certificate), he 
gained a civil engineering diploma in 1952. He 
never had any instruction in aeronautical 
engineering, nor did he ever belong to an 
"Akaflieg", the usual spawning ground of 
successful glider designers in Germany. 
Everything he needed to know about glider 
design and construction he taught himself, 
although he always gave due credit to his 
mentor, Waiter Stender. 

Kaiser built his first glider (subsequently 
dubbed "K-1 ")at home for his own use during 
the winter of 1951/2, as soon as the post-war 
ban on aircraft construction had been lifted. He 
achieved his Silver badge in this aircraft. In the 
early 1950s, Kaiser worked for both Alexander 
Schleicher at Poppenhausen and for Egon 
Scheibe, producing classic designs such as the 
K-4 ("Rhonlerche") and the Zugvogel 1. 

February/March 1992 

BGA & GENERAL NEWS 

Ref 
Number 

Glider 
Type 

BGA No Damage 
Date 
Time 

Pilot/Crew 
Place 

Age Injury Hr 

53 K·7 3362 M 17.04.91 Kitson's Field 48 N 988 
1230 P2 53 N 0 

At 300ft in the winch launch the pilot signalled ~oo fast" then as normal speed was resumed the rear canopy blew open and smashed. P1 took con 
trol and landed normally. The canopy side lugs that locate it when closed and take the side loads were found to be misstng. 

54 Twin Astir 2323 M 28.04.91 Steap 64 N 3300 
1445 P2 34 N 0 

After flying a sortie with the wheel extended it was retracted by P2 during the downwind check. The warning hooter sounded but P1 advised P2 "to 
ignore the noise~ due to a history of unreliable warnings on this glider. A wheel up landing was made. 

55 SZD Junior 3418 N 25.05.91 Challock N 

After rigging, a DL and three flights the elevator connection was suspected to be incorrectly connected. A tap on the top of the tailplane resulted in 
disconnection of the push rod. The locking sleeve had not been pushed up fully 

56 Carmam JP15136AR 3450 M 23.05.91 Nr St Austell 46 N 117 
1335 

After selecting a field from about !500ft on a Silver distance attempt the pilot made a normal circuit and landing. However the grass was longer than 
anticipated and the wingtip caught in it. causing a groundloop. 

57 K-13 3163 S 28.05.91 Lasham 26 M 650 
P2 28 N 0 

During the second day of a course P1 allowed P2 to tly the approach under his instructions. P2 expressed concern about a nearby mast and P1, in 
assuring that there was no problem. allowed his student to get too slow with a high rate of descent and 3/4 airbrake. P1 pulled back to reduce the 
rate of descent and the tail skid hit the ground hard. 

58 Capstan 1118 M 25.05.91 Culdrose 70 N 

After a normal, hall airbrake approach into a 20kt headwind, the glider touched down gently then ballooned back into the air. The early solo pilot 
eased the brakes in. Then, as the glider levelled at about 5ft, opened them fully causing a hard landing on the nose. 

59 Grob G109 MIG G-BRCG N 17.03.91 Nr Enstone 51 N 173 & 105pwr 
1230 P2 44 N 

The motor glider's engine was stopped within gliding range at the airfield. When the crew tried to restart it would not and an uneventful field landing 
was made. Inspection showed that the alternator had not been charging due to a disconnected spade connector. The crew had not noticed the 
falling voltmeter reading over severalfligh1s 

60 ASW-20BL 2974 M t 1.05.91 Aston Down N 
1730 

While removing the glider from Its trolley in the hangar the owner, with his weight on one foot, overbalanced and leant against the canopy, cracking it. 

61 PtK-20o 2537 M 02.06.91 Steeple-Ciaydon 32 N 1130 
1300 

On a cross-country flight the pilot chose a small field in a cropped area. There were telephone wires on the approach and the circuit was flown in 
light rain. The pilot undershot and hit and severed the cables damaging the fin and forcing the glider to land heavily. 

62 Bocian 1E 1995 M 26.05.91 Dallachy 56 M 101 
1515 P2 0 N 0 

As P 1 rotated the glider into the climb the winch cable broke and the speed fell. Probably due to an expected "flat spar in the winch power at this 
stage P1 did not lower the nose promptly enough and the glider mushed into the ground. right wing first and groundlooped. (P1 's back may have 
been less bruised if energy absorbing foam was used?) 

63 SZD Junior 3418 M 05.06.91 Challock 45 N 128 
At 450ft during the winch launch the pilot signalled "too fast" and the canopy flew open. Holding it dosed with one hand the pilot flew an abbreviated 
circuit with a sideslip approach (no airtrake) and landed safely. The pilot had closed but not locked the canopy. 

64 K-13 3573 M 01.06.91 Aston Down 33 N 632 
P2 35 N 0 

P2 flew a normal circuit with prompting from P1 until, after a slightly steeper than normal approach, he was asked to round out and flare. P2 moved 
the stick back rather too sharply and the gfider landed tail skid first. Although this was not hard a tube was fractured inside the fuselage. This was 
hidden by fabric and not visible in a DL 

65 AstirCS77 M t4.06.91 Connel 49 N 13 
The pilot abandoned a slow auto launch at about 500ft and put on speed (60kt) before completing a short circuit and starting the approach with full 
airbrakes. The glider touched down last and bounced back into the air before landing heavily when the undercarriage collapsed. 

66 ASW·20 2453 N 09.05.91 Dunstable 35 N 951 
After confirming with an inspector that the retaped controls were giving no problems the pilot took off only to find that when flap 2 was selected the 
glider rolled to the right. By re-selecting less flap the pilot was just able to land safely by turning only right. The wing/aileron tape had restricted 
aileron movement. 

67 Falke M/G G-BFDA M 16.06.91 Pocklington 43 N 400+29 pwr 
t300 P2 53 N 

The motor glider pilot did not hokj the stick fully back on landing and the aircraft bounced back into the air. The second touchdown was made nor
mally but the pilot lost his grip on the stick and the aircraft tipped forward damaging the propeller tips on the runway. 

68 Vega 17 2550 M 06.06.91 Membury 25 N 465 
1735 

During a cross-country flight the pilot had to land out so chose a nearby airtield where one glider had already landed. He landed on the same runway 
but his wingtip caught in the tall crop at the side of the runway and caused a groundloop. A wider, less into wind, runway was available and could 
have been used. 

69 Discus 3523 S 2!.06.91 Kimbolton 31 N 470 
1600 

During a competition the pilot chose to land on a disused airtield. A 25ft mound of earth alongside the approach path caused curl over and the left 
wing was pushed down into the crop, groundlooping the glider. The fuselage was broken and the nose damaged. 

70 K-7 M 0!.06.91 Winthorpe N 
1250 P2 0 N 

As the K-8 was pushed back into line it was manoeuvred too close to a lined up two-seater and the wingtip struck the latter's fin causing an Bin split 
in the plywood. 

71 Blanik 2008 S? 18.06.91 Enstone 29 N 200 
1930 P2 0 N 0 

The pilot chose to land well down the runway and then cross on to the grassway alongside it to reduce the walking distance to the hangar. The glider 
hit a rut and the undercarriage collapsed as the mounting failed. 

72 Sport Vega 2616 M 30.06.91 Crowland 50 N 38 
1500 

After a short soaring flight a circuit was set up to land across a cropped field on to the into wind runway. His aiming point at the end of the runway 
turned out to be 50 yards into the crop which changed colour here and merged into the airfield grass. The wing caught in the crop causing a ground-
loop. • 

39 

http:30.06.91
http:18.06.91
http:01.06.91
http:21.06.91
http:06.06.91
http:16.06.91
http:09.05.91
http:t4.06.91
http:01.06.91
http:05.06.91
http:26.05.91
http:02.06.91
http:17.03.91
http:25.05.91
http:28.05.91
http:28.04.91
http:17.04.91
http:23.05.91
http:25.05.91


BGA & GENERAL NEWS 

But it was with the K-6 that Kaiser brought the 
era of the wooden glider to a glorious apotheo
sis. Winner of the OSTIV prize for the best 
Standard Class glider in 1959, the K-6 was flown 
to victory in the World Championships by Heinz 
Huth in 1960 and 1963. No fewer than 1368 K-6s 
were built, many of which, 30 years later, are still 
flying and much prized by their owners. 

Rudolf Kaiser's activities in no way dimin
ished with the advent of glass-fibre construction 
methods. His K-21 two-seater trainer was widely 
adopted as the natural successor to his popular 
K-7 and K-13 designs. His last design, the K-23, 
was an early solo machine designed to mirror 
the characteristics of the K-21. He retired after it 
had made its first successful test flight in 1983. 
Sadly, his retirement years were marred by 
increasing ill health which prevented him from 
flying as much as he would have wished. 

A quiet, modest man, Rudolf Kaiser was 
described by Hans Werner Grosse as "a great 
stroke of luck for gliding". His fellow designer at 
Schleicher, Gerhard Waibel , commented: 
"Rudolf Kaiser's gliders are not only well 
designed, they are just beautiful." 

Text distilled by Max Bishop from notices 
in Aerokurierand FAZ. 

GLIDING 
CERTIFICATES 
ALL THREE DIAMONDS 
No. Name Club 1991 
363 Hamblin. P.A. Surrey & Hants t8.8 
364 Whitehead. M.A. Cambridge Univ t8.8 
365 Thomas. D.J. Bristol & Glos 18.8 
366 Woods, Virginia Lash am t8.8 
367 Naegeli, P. Lasham 22.9 
368 Ley, J.M. Essex 18.8 

DIAMOND DISTANCE 
No. Name Club 1991 
1/533 Walker. P .B. Bristol & Glos 18.8 
1/534 Davis, P . Lasham 18.8 
1/535 Chapman, C.J. Cambridge U n iv 18.8 
1/536 Lemin , A. Bristol & Glos 18.8 
1/537 Hamblin, P.A. Surrey & Hants t8.8 
t /538 Thompson. R.J. Chilterns t8.8 
t /539 Jobar. A.S. Lash am 18.8 
1/540 Whitehead, M.A. Cambridge Univ t8.8 
t/541 Starling, R.T. Brislol & Glos t8.8 
1/542 Kite. P.J. Lash am t8.8 
1/543 Thomas. D.J. Bristol & Glos 18.8 
t /544 North. S.H. Bath & Wilts 18.8 
11545 Woods, Virginia Lash am 18.8 
1/546 Naegeli. P. Lasham t8.8 
t /547 Hinder. G.J. Lash am 18.8 
t /548 Croote, P.F.J. Mendip 18.8 
t l549 Henderson, P.J. Southdown t8.8 
1/550 King, R.A.F. London t8.8 
1/55t Jones. P.A. Fen land 18.8 
1/552 Ley. J.M. Essex t8.8 
11553 Walker, J.P. Coventry 18.8 
t /554 Thackray. S. ValeofWH t8.8 

DIAMOND GOAL 
No. Name Club 1991 
2/1 977 Garren. J.T. Bicester 18.8 
2/1978 Bolton. M.G. London 18.8 
2/1979 Walker, P.B. Bristol & Glos 18.8 
2/1980 Payne. K.W. Well and t3.8 
2/ t98t Jobar. A.S. Lash am t8.8 
2/1982 Bramwell, D.S. Upward Bound t4.8 
2/1983 Browning, T.P. Lasham t2.8 
2/t984 Gordon, J.S. Oxford 18.8 
2/ 1985 Mee, M.P. Book er t8.8 
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Rei 
Number 

Glider 
Type BGANa Damage Date 

Time 
PiloVCrew 

Place 
Age Injury Hr 

73 Olympia 463 t 370 M 30.06.9t Newcastle & Tees 32 N 52 
t258 

The glider was seen to approach rather high and last and then balloon on touchdown. The left wing dropped and the glider drifted to the side of the 
runway and landed in rough ground damaging the wing mountings. 

74 SZD Junior M 29.06.9t Kitson·s Field 64 N 116 
1306 

The cable weak link broke at 300ft on a fast winch launch (70kt) before the pilot could release. He lowered the nose but then allowed the speed to 
build up and. after a series of PIOs. the glider landed heavily, bounced into the air then landed normally. The pilot had just returned after a winter lay
off and this was h1s first flight on type. 

75 Pegasus 3296 M 14.07.91 NrPeterboraugh 54 N t7t0 
t600 

On a cross-country the pilot found he had to land in an area of poor fields. The selected hay field was one third cut and only had a small clear, into 
wind run. At touchdown the wing caught in the crop and spun the glider around causing it damage. 

76 SF-27 M 29.06.9t Kilson·s Field 48 N 24 
1530 

The pilot was Hying a sideslipping approach when the canopy flew off and was smashed but he was able to land normally. lt is probable that the lock· 
ing rod was not fully engaged. The black rod was difficult to see in the dark recess and so a contrasting paint scheme will be applied to improve 
checkability. 

77 Vega 2077 M? t4 .07.91 Galewaad 43 N 280 
t230 

After approaching 1high. due to the gusty conditions and to dear a lined up glider, the pilot opened the brakes fully. The glider then dropped on to the 
runway through the severe wind gradient and landed heavily. cracking the fuselage and damaging the undercarriage. The energy absorbing foam 
seat helped prevent injury. 

78 Std Libelle 1662 M 07.07.91 Waddingham 35 N tOt 
1100 

At 200011 the canopy became detatched as soon as the canopy vent was opened. The pilot landed safely. During his pre-flight checks he had not 
been able to detect that it was unlocked by pushing up on !he canopy. No fault was found with the mechanism. 

79 Astircs 2t86 N 05.07.91 Usk 38 N 110 
t515 

The pilot chose to abandon his circuit at 550ft and try to thermal. However, he lost 150ft and had to land in the undershoot field. Wh1!e doing thiS he 
neglected to lower the undercarriage and landed on the glider"s belly. 

80 Club Libelle 3746 W/0 14.07.91 Snitterfield 42 6 
t305 

This was a fatal winch launch accident Initial reports suggest that the gliders wing dropped dunng the ground ruli and this upset the launch which 
continued to about 300ft . At this time the glider rolled inverted then crashed with the cable still attached. Full BGA report awaited. 

8t Puchacz 3391 WtO 28.07.9t Rvlar Hill 54 
1455 P2 40 a 

Fatal winch launch. After a possibly slow launch to 100011 the glider was seen to spin twice to the leh, recover. then spin to the right and crash. All 
controls were found intact. Spin recovery on this type is normal except it the control column is held hard back against the stops it will !lick into a spin 
in the opposite direction. 

F.aFatal: S: Serious; WIO• Write-off: M=Minor: N- NH 

2/1986 Green.I.A. Imperial College 18.8 t573 Bell. Christine Kent 18.8 
211987 Levin, M. Cotswold 14.8 t574 Dungey. D. Avon t8.8 

(in France) 
2/ t988 Mansfield, P. ValeofWH 18.8 GOLD DISTANCE 
2/t989 Challoner, A.V.J. Southdown t8.8 Name Club 1991 
2/ t990 Kingston, M. E. Cranlield 18.8 Garren. J.T. Bicester 18.8 
2/ t99t Starling, A.A. Cranlield t8.8 Bohon, M.G. London 18.8 
2/ 1992 Thorn. J.E. Bristol & Glos 18.8 Payne. K.W. Weltand 13.8 
211993 Hallam. J.A. Bicester 8.8 Bramwell. D.S. Upward Bound t4.8 
2/1994 Auttle, D.M. Humber 18.8 Trust 
2/t995 King. A.A.F. London 18.8 Browning . T.P. Lash am t2.8 
2/ 1996 Manktelow. S.A. Cotswold 18.8 Mee. M.P. Booker t8.8 
2/1997 Prater. G. V. Lash am 18.8 Green.I.A. Imperial College 18.8 
2/19g8 Owen, M. Fenland 18.8 Levin. M. Cotswold t 4.8 
2/ t999 Tillett. N. D. London 14.8 (in France) 
212000 Todd, A.L. Lasham 25.8 Manslield, P. Vale oiWH 18.8 
212001 Bartten. B. A. Southdown 18.8 Challoner, A.V.J. Soulhdown 18.8 
212002 Smllh, I.F. Lash am 18.8 Kingston. M.E. Cranlield t8.8 
2/2003 Moyse. R Lash am t8.8 Starling. A.A. Newark & Nons t8.8 
2/2004 Swoffer, Lorraine Lasham t8.8 Thorne. J.E. Bristol & Glos t8.8 
212005 Dungey, D. Avon t8.8 Harris. Elizabeth London 18.8 
212006 Steed, D.M. London t8.8 Weatherhead, A.E. Cranfield 18.8 
212007 Jones. P.J. Book er 26.8 Hallam, J.A. Bicester 8.8 
2/2008 Gough, N.J . Four Counties 26.8 Ellis. A.C.W. Coventry 18.8 
212009 a Court. J.W. Lash am 26.8 Auttle, D. M. Humber 18.8 

King, A .A. F. London t8.8 
DIAMOND HEIGHT Manktelow, S.A. Cotswold 18.8 
No. Name Club 1991 Prater. G.V. Lash am 18.8 
3/t036 Ward.O.M. Cotswold 15.8 Owen. M. Fen land 18.8 
3/1037 Naegeli, P. Lasham 22.9 Tilleft. N.D. London 14.8 
3/1038 Hoare. N. London t7.9 Todd. A.L. Lash am 25.8 

Goodyer. B. Mendip 18.8 
GOLD BADGE Bartten. B.A. Southdown t8.8 
No. Name Club 1991 Smith, I.F. Lasham 18.8 
t565 Mee. M.P. Book er 18.8 Moyse. A. Lash am 18.8 
t566 Challoner. A.V.J. Southdown 18.8 Swoffer. Lorraine Lasham 18.8 
t567 Kingston, M.E. Cranfield 18.8 Bell. Christine Kent 18.8 
t568 Harris, Elizabeth London 18.8 Dungey. D. Avon 18.8 
t569 Aunle. D.M. Humber t8.8 Steed, D.M. London 18.8 
1570 King, R.A.F. London 18.8 Jones. P.J . Book er 26.8 
t57t Manktelow, S.A. Cotswold 18.8 Gough, N.J . Four Counties 26.8 
1572 Todd, A.L. Lasham 25.8 aCourt. J.W. Lash am 26.8 

SAILPLANE & GLIDING 
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Ang,lia Sailplanes 
SALES: 
Ceconite 7600 series Materials 
Ceconite 
Diatex 
Dopes and Adhesives 
Tools and Accessories for Fabric Work 
Plywood 

MANUFACTURING: 
Seat Harnesses Made/Refurbished 
Wing Tip Wheel Mod Kits 
Oversize Pins/Bushes 
Winch Cable Parachutes 

For further details phone or write to Stu Hoy at: 

SERVICES: 
C of A Inspections to 
Gliders & Motor gliders. 
Repairs to all Aircraft 
Structures. Specialising 
in wooden aircraft. 
Aircraft Weighing 

Anglia Sailplanes Crown Cottage, Lower Street, Gissing. Diss, Norfolk IP22 3UJ. Tel : 037977 4114 

E880: THE GLIDER PILOT PARACHUTE OF THE NINETIES 
• Competitive price includes travelling bag 

• Designed and built for long-duration comfort 

• Clean, contour-styled pack and harness giving snag-free cockpit entry-egress 

• State-of-the-art, fast opening canopy with optional steering 

• Chosen by the RAF for ATC cadet glider training 

For details contact: 

Sales Department, IRVIN GREAT BRITAIN LIMITED 
Letchworth, Herts SG6 1EU 
Tal: {0462) 482000 Fax (0462) 482007 Talax: 82198 {IRVLET G) 

Grob G1 03 Twin Ill Acro now also 
available as a self-launching glider -
both built to Grob high standards 
and ready for spring 1992 delivery. 

Excellent for basic training through to 
performance training 

Send for details: 
JOHN ADAMS 
SOARING (OXFQRD) L TO 
Hoo Mill, lngestre, Stafford 
Tel: 0889-881495 Fax: 0889 882189 

HUNTING 

·-y--. ZULU GLASSTEK LTD 
Sole UK agents for Peter Massak Winglets - Discus, Ventus, Nimbus 
3, ASW-24, ASW-20 B & C and DG-600 
Specialising in the repair and maintenance of composite construction 
sailplanes 
We stock Bohli compasses, RC Alien horizons, hard seals, 6 way 
pneumatic connectors 
All jobs completed on time 
Workshop and Fax: 08444 4345 Office: 08444 3036 

SAILPLANE & GLIDING 



BGA & GENERAL NEWS 

GOLD HEIGHT 8814 Fielder. RA East Sussex 6.1 number- 0493 722 172. He also points out he 
Name Club 1991 8815 Riggott, N. Lash am 24.8 was wrong in saying there are no disabled 
Ward, O.M. Cotswold 15.8 8816 Hartlana, G.S. Midland 19.9 
Dear. J.O. Glyndwr 15.8 88t7 Caldwell, D.J. SGU 19.1 instructors- Bnmo from RAF Honington is a full 
Hoare, N. London 17.9 8818 Todd, AL. Lasham 18.8 Cat. Gary is helping to raise money to modify a 
Mercy, A. C. Thruxton 3.1 8819 Brunning, Serena Chilterns 2.11 single-seater and anyone wanting to contribute 

8820 Wright, I.P. SGU 9.11 should send cheques to Sportability Glider SILVER BADGE 8821 Murfitt,J.P. Cambridge Univ t2 .. 8 
Appeal, c/o A. D. Musk, Sheenash, Ashwell No. 

8797 
8798 
8799 
8800 
8801 
8802 
8803 
8804 
8805 
8806 
8807 
8808 
8809 
8810 
8811 
8812 
8813 

Name Club 1991 I 8822 Mercy, A. C. Thruxton 3.1 
Jones, A. Blackpool & Fylde 31 .8 8823 Le Roux, D. Devon & Somerset I 4.8 Thorpe, Norwich. 
Fenton, D.S. South Wales 19.9 
Long, C. Avon 16.8 UK CROSS-COUNTRY DIPLOMA I TEAM MANAGER 
Wild, M. Lasham 18.8 Part 1 

Foster, J. Colswold 15.8 Name Club 1991 Ben Watson has retired as British •team man-
Esden, M. G. Welland 26.8 Hinder, M.J. Buckminster 14.8 

ager. If anyone is interested in taking on some 
Smith, M.B. Book er 27.8 Bolton, M.G. London 16.8 ' 

Oldlield, G. Northumbria 12.9 Dann, R.J.G. Shalbourne 13.8 of the duties would they please contact the 
Corcoran, M.J. Derby & Lanes 2.1 Brown, V.L. Stratford on Avon 18.8 BGAoffice. 
Wilkinson, B. R. Wrekin 22.9.90 Stone, Roberta Cranwell 24.8 

Kaye, P.D. Sackville 26.8 Todd. AL. Lash am 18.8 TURBO GLIDERS 
Allison, Anne Chilterns 18.8 
Kennedy, J.J. SGU 7.8 Gary Bennett, the disabled pilot who in the Turbo gliders can now be considered as motor 
Rumble, L.W. East Sussex 19.9 October issue, p231 , offered to help others in a gliders and with motor gliders don't need to 
Budgen, M.T.N. Portsmouth Naval 20.9 

similar situation with adapting a glider or finding self-launch on record attempts for UK local Mar1yn, R.H.W. Book er 18.8 
Hippel. A . London 2.1 a sympathetic club, has a new telephone records only. 

SOUTHDOWN AERO SERVICES LTD. 
SPECIALIST GLIDER REPAIRERS SINCE 1954 

Repairs and major overhauls undertaken on all 
glider types and most PFA aircraft 

Main agents for IAerolene' light heat 
shrink fabric 

LASHAM AIRFIELD, ALTON, HANTS GU34 5SR 
Telephone HERRIARD 0256 381359 

BGA SHOP 

A LITTLE ADVANCE PREPARATION WILL 

GO A LONG WAY WHEN THE SEASON 

STARTS. ORDER YOUR BOOKS, MAPS, 

S&G YEARBOOK, GLIDING CLOTHING, 

UMBRELLAS, ETC. NOW 

BRITISH GLIDING ASSOCIATION 
SALES DEPT., FREEPOST, LEICESTER LE1 7ZB 
or osk us to send you our complete sales list 

Telephone 0533 531 051 
(ACCESS/VISA accepted) 

a 
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CLUB NEWS~ 

Copy and photographs for the Aprii
May issue of S&G should be sent to the 
Editor, 281 Queen Edith's Way, 
Cambridge CB1 4NH, tel 0223 247725, 
to arrive not later than February 11 and 
for the June-July issue to arrive not 
later than April 7. The tax number has 
been changed and is now 0223 413793. 

GILLIAN BRYCE-SMITH 
December4 

ANGLIA (RAF Wattisham) 
Congratulations to Keith Shearer on going solo. 
Work is slow but steady on our new airfield bus 
and we will have completely refurbished our 
wooden fleet when we finish the K-13 and R51 , 
thanks to dedicated hands. Our thanks also to 
Bicester for finding us a transfer gear box for 
our No. 2 bus winch. 
J.R.C. 

ANGUS (Arbroath) 
We have replaced the club Pirat with a Std 
Jantar 2 and bought the K-6 previously owned 
by M. Davies to join our Bocian and SF-34. 

Congratulations to M. Clarke and G. Clark on 
their Bronze badges. At our very successful 
wave expedition at Aboyne the SF-34 went to 
1 0 200ft in wave and the Jantar to BOOOft. 

At the AGM, S. lngram, C. Wight and G. Clark 
joined the committee. 
O.P. 

AOU/LA (Hinton in the Hedges) 
The season finished reasonably well with Silver 
badges for Karl Emerson, Steve Blackmore, 
Bob Murray, John Cooper, Simon Kroner and 
Richard Eastburn (whose father Mel kept 
ahead with a 100km diploma). Congratulations 
also to Tony Limb on becoming an assistant 
Cat. 

Expeditions to Le Blanc. Lleweni Pare and 
Aboyne brought some successes, especially for 
Simon Kroner who scored a badge ieg wherever 
he went. 

The new K-13 is a welcome addition to the 
fleet. We are levelling and seeding a grass run
way next to the concrete 06/24. 
D.McK. 

BATH (Keevil Airfield) 
We've made it! We have planning permission 
for our new site , "The Park". Building work 
starts in the new year and we should be in
stalled by June. 

Stuart North flew SOOkm during the 
Shalbourne soaring week. Our annual bash was 
great with awards going to Stuart North, Bob and 
Colin Hitchin, Malcolm Smith and Steveski. 
Congratulations also to Jamie King and Steve 
Gregory (Bronze badges) and Pete Dean (going 
solo). 

A new DG-300 has joined the private fleet. 
The flying sequences in TV's "The House of 
Eliot!" kept us amused as they were shot at 
Keevil with many members as extras. 
B.H. 
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The Midland GC's new winch (Skylaunch) 
being driven by Peter Salisbury. 

BICESTER (RAFGSA Centre) 
Though the weather wasn't spectacular, we 
had some excellent fl ights at Aboyne. 
Congratulations to Neville Weir, Derren 
Francis, Paul Jessop, Gary Ben nett and Alan 
Clarke on Diamond heights and "Spud" Hallam, 
Yvonne Clarke and Davy Rae on Gold. 

Congratulations also to "Spud" on being pre
sented at our Christmas dinner-dance with a tro
phy for the most meritorious flight (300km in a 
K-1 B) donated in memory of Paddy Hogg by his 
employers. 
C.A.D. 

BLACK MOUNTAIN (Talgarth) 
In the winter knowledgeable pi lots leave their 
flat sites for the mountains - fortunately the 
chairman and Tuggy have resurfaced the road 
leading to the airfield. 

Due mainly to Keith Richards, the T-21 (which 
is so popular it logged BOhrs in ten weeks) has 
had its wings re-covered. 

Several gliders reached more than 12 OOOft in 
some fine mid November wave. 
D.U. 

Below: Norfolk GC members who have been 
learning from the Devon & Somerset GC 
winch driver, Dave Roberts (grey flying 
suit), how to use their new Supacat winch. 
Nick Jones of Supacat is on the far right. 

BOOK ER (Wycombe Air Park) 
We have early morning flying during the winter 
weekends ; impromptu expeditions for private 
owners, the first being a weekend at Shobdon 
with a tug and 11 gliders (including three ASH· 
25s) and intend short notice trips to use wave 
and ridge conditions within two to three hours 
drive of Booker. 

This coming season there will be an increased 
emphasis on soaring and cross-country training 
for our pilots and visitors. 
R.N. 

BORDERS (Galewood) 
We had three successful flying weeks with 
Sackville visitors enjoying good hill soaring and 
wave climbs to BOOOft. More turbulent condi
tions recently took us to 1 B OOOft. 

Antonia Johnson has 1her Shrs ; Andy 
Henderson has brought a beautiful Std Jantar 
over from Germany and our imported and refur
bished Bijave makes an unusual entry in the log
book for visitors having a check flight. 
R.C. 

BRISTOL & GLOUCESTERSHIRE 
(Nympsfield) 
Seven pilots went solo on August 1 B including 
Richard Starling, Ray Lemin, Phil Walker, Dave 
Greenhill, Mike Strathern and Derek Thomas. 

Our new winch has significantly improved the 
launch rate. We are in the process of getting a 
full-time CFI. 
H.E. 



CLUB NEWS 

Obituary- Rosemary Sandford 
She loved and was passionately interested in 
everything to do with the club. Rosemary 
started gliding in 1955 when the club was the 
Bristol GC and based at Lulsgate. 

In 1958, when the BBC made a series of pro
grammes about gliding, she "re-soloed", star
ring as the pupil in the series. She flew 
cross-countries with Peter Scott in his Eagle and 
with Tony Gaze in his Eagle in 1961 broke the 
British National Two-seater goal and return 
record with a 170 miles flight , Nympslield, 
Oswestry. 

Rosemary served on the committee in many 
capacities and helped organise our first compe
titions . Her memory for names and laces was 
renowned- it wasn't just a good memory, she 
was avidly interested in people as she was in all 
aspects of aviation. 
Nancy Barrett 

BRITISH FORCES GERMANY 
Our expedition to Czechoslovakia in July was a 
great success with a Silver distance for Neill 

John Heath presenting the Adrian Heath 
memorial trophy for London GC's most 
promising cadet in memory of his son, one 
of seven cadets sponsored by the club. 
Tragically Adrian was killed in a road acci
dent. Photo: John Wood (Herald & Post). 

Cockburn. Guy Jarvis completed his Silver 
badge with a 50km flight. 

Our CFI's son, Phillip Harris, went solo at the 
age of 14 at the local German club where such 
events are legal. His instructor, Hein K6ster, was 
one of his lather's students who soloed in 1978. 
E.S. 

BUCKMINSTER (Saltby Airfield) 
We had a busy end to a reasonable year. At the 
annual dinner cups were presented to Helen 
Cheetham ; Russet! Cheetham; Mike Hinder; 
Mike Calvert ; the Looms family and Jill 
Woodman. Well done. 

John Harwood and Jan Basset! have over
hauled the winch and our thanks also to all who 
have helped on the site. Congratulations to Dave 
Housley and Roger Keay on becoming assistant 
Cats and to Mike Entwisle on a late 1 OOkm 
diploma. 

Nottingham Polytechnic GC are hosting the 
Inter-University task week at Saltby. Our bonfire 
night was a great success. 
M .E. 
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Borders GC's refurbished Bijave. 

CAMBRIDGE UNIVERSITY (Gransden Lodge) 
Obituary- John Burton 
We are sad to record the deal~ from cancer of 
John Burton. A member since 1956, he loved 
all forms of fly ing, and although he had not 
been active with us recently he will be fondly re
membered for his generosity in giving us our K-
6. Our sympathy goes to Judith and their two 
sons in their great loss. 
B. H_ Bryce-Smith 

CLEVELANDS (RAF Dishforth) 
We were sorry to hear of the death of our presi
dent, Air Marshal Sir Leslie Mavor, who had al
ways taken a great interest in the club and 
flown frequently . Our sympathy to Lady Mavor, 
Richard and family . 

Leeds University have added a K-2 to our 
fleet. Their old T-21 is still held in affection a111d 
been bought by a large syndicate. 

Congratulations to Ric Cote on going solo just 
alter his 16th birthday. 
J.P. 

COTSWOLD (Aston Down) 
Congratulations to Tony Housden and Jane 
Randle on their 500kms (Tony completing all 
three Diamonds) and to Mike Barney and Steve 
Manktelow on their 300kms. Simon Housden 

Below: Culdrose GC members at Aboyne in 
September. 

was 4th in the Junior Nationals and Doug 
Gardiner won the Edgehill Regionals. 

Many members flew in the Open Class 
Nationals in superb weather. Richard Burgoyne 
and Dave Moore have their AEI ratings. Our an
nual dinner-dance is on February 1. 
G. M. 

COVENTRY (Husbands Bosworth) 
We have a series of winter weekend courses 
for solo pi lots to include cloud flying, aerobatics 
and field landing training. 

The club l leet is being refurbished and we 
have ordered a new Discus. Ron Bridges is di
recting our Regionals from August 8-16 and we 
are also taking bookings for courses. 
T.W. 

CRANWELL (RAFGSA) 
Having improved on last season's statistics , we 
have two wave expeditions - our traditiona'l 
camp at Clevelands GC at Christmas and a 
visit to Lleweni Pare. 

We had an enjoyable AGM and party and con
gratulate the prize-winners;- "Skippy" Harper 
(two); Brian Hutchinson (two); Darren Smith 
(two); Mick Smith; Jan Mountain ; AI Clarke; 
Bobble Stone; Barry Briggs; Mick Lee and 
Neville Weir. An aviation painting was presented 
to our outgoing CFI Mick Lee as a thank you for 
his six years' hard work. 

Congratulations to "Skippy" Harper and 
Bobble Stone (AEI ratings) and Angle Tapson 
and Brian Hutchinson (PPL SLMGs). We wel
come back Phi! Seeker after his sojourn as CFI • 



CLUB NEWS 

at Strubby; also a replacement Astir for the club 
and another privately owned SHK. 
I.M. 

CULDROSE (RNAS Helston) 
Flying during late 1991 was very limited. 
Because of moves Dermal Hickey takes over 
as treasurer from Andy Hilary; Keith "Robbie" 
Robinson as technical officer from Pete 
Pengilly and we also say goodbye to Dave 
Brown. Our thanks for their help and good 
wishes for the future. 
R.D. 

DARTMOOR (Brentor) 
Dartmoor's evil side is showing itself with gales, 
torrential rain and violent hailstorms. However, 
Bob Hawley flew Silver distance and we had 
some Silver heights. 

Alan Holland ran a field landing course; some 
members visited Talgarth with CFI Peter 
Williams returning happy alter 1711!hrs from 
seven flights and Jim Gale gave a most interest
ing winter lecture. 
F.G.M. 

DEESIDE (Aboyne Airfield) 
At the annual dinner-dance awards were pre
sented to Bob Dall ; Lemmy Tanner ; James 
Davidson; Mike Law and Paul Boath. 
Congratu lations also to Alistair Stark and Bob 
Dall (AEI ratings) and to Alistair on completing 
his Silver badge; Sieve Kentish (Diamond 
height on his birthday) and Joe Kovacs (Gold 
height). 

We have only a few places available on our 
1992 autumn wave season. Contact Fiona Sick 
on 05055 4382 to check available dates. 
G.D. 

DERBY & LANCS (Camphi/1) 
The Christmas party was again a tremendous 
success as was Neighbours' Night, a thank you 
for local farmers. 

Congratulations to Robert Sprungli, Bryan 
Hamlet and Nigel Hodkinson (going solo) and to 
Colin Westbrook (Bronze badge). Peter Gray 
has retired as chairman -our thanks for all his 
hard work. All the club fleet are being refur
bished. 
M.I.R. 

Obituary- Lawrence Ralph Robertson 
Lawrence Robertson, who died in August at the 
age of 76, was closely connected with gliding 
and Camphill in particwlar for 58 years . He 
joined the Imperial College GC in 1933 and 
gained his Silver badge at Camphill in 1937. 

A civil engineer, Lawrence was in charge of 
building the roads and supervised the laying of 
the hangar floor which during the war withstood 
the strain of many tons of newsprint stored at no 
small financial benefit to the dub. For his invalu
able services he was made an honorary mem
ber. 

During the war he was an RAF engineer offi
cer and afterwards flew regularly at Camphill 
and visited many European clubs. He was a 
great innovator and introduced our members to 
Challes-les-Eaux and to Latrigg, Keswick where 
he retired. 
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Dukeries GC's member David Brltt after 
going solo. Photo: Barrie Codling. 

Lawrence was a quiet, retiring man who hesi
tated to put in his penn'orth but his vast experi
ence made him well worth listening to. He 
collected many Camphilltrophies, including the 
prize in 1952 for the first flight to Blackpool, com
peted in the 1937 Nationals, and had a Gold 
badge. 

Our sympathy goes out to his family. He will 
be remembered at Camphill for a long time. 
Bernard Thomas 

DEVON & SOMERSET (North Hill) 
1t is 25 years since we bought our splendid site. 
Then, as now, there was a healthy interest in 
and optimism for our sport. Our annual report 
and accounts have encouraged us to buy a K-
21 for advanced training. 

Clubhouse comforts have improved - with 
double-glazing and Carolina's catering conces
sion. 

Although the launch rate is similar to 1990, 
overall flying was significantly less, reflecting 
poor conditions . However, pilots still achieve'!' 
Philip Morrison with his first solo/Bronze leg 
flight; David Cottingham's Silver distance to 
Wimborne and, in early October, lan Mitchell's 
exploration of Quantock wave. 

Ran Johns and Malcolm Chant have pro
gressed from a K-18 via Pegasus to Nimbus 2. 
For the May Day weekend, May 2-4, we will be 
welcoming Vintage GC members for a short rally 
as company for our T-21 and Eagle. 
I.D.K. 

DORSET (Old Sarum) 
Alter writing that we had a roof on the club
house in the last issue, I now have to report a 
K-13 on a roof. This was the result of a launch 
incident but fortunately both pilots escaped with 
minor injuries and are flying again. We have 
taken this opportunity. to upgrade the club fleet 
replacing the K-13 with a Grob. 

A partially sighted couple enjoyed air experi
ence flights and raised several hundred pounds 
for the Guide Dogs for the Blind. 
E.B. 

DUKERIES (Gamston Airport) 
Congratwlations to David Brill and David 
Robinson on going solo. The K-7 wings and 
tailplane are being re-covered. 
J.C.P. 

EASTSUSSEX(Rmgme0 
Congratulations to B . Fielder and P. 
Staplehurst (Silver badges); B. Berger , P. 
Drew-Bear, C. Pembrey and D. Shepherd 
(Bronze badges) and to G. Clilton , P.J .Davey, 
K. Furmedge, B.Gent, A. Lyth, P. Martin, J. 
Shirvell and S. Southam (going solo) . At one 
point five went solo in five days, occasioning a 
visit from the local press. 

Our thanks to Henry Weston and crew for con
tinuing improvements to the buildings and to 
Trentham DeLeliva for work on the field. 
L.M. 

ENS TONE EAGLES (Ens tone Airfield) 
We have 36 provisional bookings for our 
Regionals. The planned move to winch launch
ing, replacing the cars , has been boosted by 
the acquisition of a twin drum winch. 

We hope to soon have comprehensive facili
ties for disabled pilots and our plans have at
tracted attention from the right quarters. 

Our annual dinner-dance was well attended 
with awards going to Dennis Wright, Rachel 
Carter, Eric Giles, Sieve Veness, Larry Griffiths, 
Francis Whiteley, Tony Cox, Paul Murphy and 
Roddy Maddocks. Congratulations to them all 
and to Pete Green on going solo. 
M.S. 

FOUR COUNTIES (RAF Syerston) 
Ben Beniston has resigned as CFito become 
DCFI and Leigh Hood has taken over from 
Sieve Lawes as secretary. Launches are up by 
28% and hours by 22%. Congratulations to D. 
Palmar, S. Hall, 0 . Garity, J. Wilton and R. 
Davies on gaining awards at the AGM. 

Well done to chief soup dragon Sylvia 
Bateman on her Silver badge. 
S.D. 

GL YNDWR (Denbigh) 
Congratulations to AI Stokes and Noel 
Humphrys (going solo) and to Nigel Jennings 
(Diamond height). We have had some excellent 
ridge and wave soaring with visitors getting 
Silver heights and durations. 

A new hardcore area is making launching eas
ier in the wetter periods. Our hangar and work
shop extension should be completed soon 
thanks to members' help. 
G.H. 

KENT (Challock) 
About 20 members and eight gliders went to 
Aboyne with Gold heights for Joe Janzo, Pik 
and "Nobby" Clark. Two weeks later Carol ina 
Bunyan gained Diamond height. 

.Our annual dinner-dance was well supported. 
Most of the awards went to John Hoye with 
Christine Bell winning the ladies' vase. 

The Oly 2B is being re-covered by its syndi
cate. Congratulations .to John Payne on his AEI 
rating. 
D.J.C. 

LONDON (Dunstable) 
Since our last report Liz Veysey has become 
our manager. For a short while we had two 
National Champions, Robin May in the Open 
and Warren Kay in the Standard Class. 

SAILPLANE & GLIDING 



We have added a further two-seater and sin
gle-seater to our fleet, refurbished the tug fleet 
and reinstated our M3 approval. Task setting, 
ladder scoring and flight logging have been com
puterised; we have radio lax and satellite receiv
ing equipment which produce good forecasts 
and TP photographs can be scanned electroni
cally and displayed on a TV screen making as
sessment easier and more accurate. We also 
have updated photos and maps of standard BGA 
TPs (see the :last issue, p308). 

The last months of 1991 have been the busi
est on record with successful expeditions to 
Shobdon, Talgarth and Aboyne. We have based 
a two-seater at Glyndwr for the winter; are run
ning five soaring weeks th is coming season to 
which all are welcome and are hosting a fair 
chunk of BGA activities. 

Congratulations to Chris Pullen on becoming 
a BGA senior regional examiner for Thames 
Valley. 
D.S. 

MARCHING TON (Marchington Airfield) 
The dinner-dance was revived in December 
after a break of seven years and was a great 
success. Paul Shelton scooped most of the tro
phies with others going to Phil Pritchard and 
Ken Lawrence. 

Grahame Taylor flew 5hrs for his Silver badge 
during our Portmoak expedition in October. 

The winch, with new cable and a weak link 
system, has been well used during marginal win
ter days. 
A.R. 

MIDLAND (Long Mynd) 
We are delighted with the excellent launches 
given by our new single drum winch (cal led 
Skylaunch) , bu ilt by Dennis Jones and Mike 
Groves of D & M Engineering. 

Despite poor weather for the annual trip to 
Aboyne in October, Nick Heriz-Smith and Julian 
Fack flew Diamond heights and Ken Screen and 
Alan Briscoe Gold heights. 

During the season Dave Cole, Nick Herlz
Smith, Tom Jurdison, John Parry, Derek Plait. 
Graham Underwood and Bob Williams have 
achieved AEI ratings . Guy Hartland has his 
Silver badge and Glen Johnson, Richard Coglan 
and John Coli ins have soloed. 

Jenny and Billy Edmiston are giving up the 
catering at the end of the year after feeding us 
since 1984. We wish them well. 
A.R.E. 

MEN DIP (Halesland) 
Congratulations to Nick Alcock on going solo 
and to Sieve Collins on his 5hrs. Bob Merritt, 
our new safety officer, arranged a well attended 
lecture by the CAA on flight safety. and Peter 
Turner, CFI , is planning a wave expedition to 
Aboyne in March. 
T.A.D.H. 

NENE VALLEY (RAF Upwood) 
Our November expedition to the Long Mynd 
was very enjoyable, thanks to Midland GC's 
hospitality. 

The committee were re-elected at the AGM 
and chairman Roger Emms and CFI Horace 
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Bryant outlined plans for more soaring and 
cross-country flying in 1992 and a proper task 
week. 

Congratulations to Jose Mora, Dave Hubbard, 
Les Ward, Tony Gardener and Joe Southworth 
(going solo) ; Craig Gorowsky (Bronze badge); 
Nigel Perry (AEI rating); Roger Morrisroe 
(1 OOkm) and Gus Pinkerton (Diamond goal in 
France). 
D.H. 

NEWARK & NOTTS (Winthorpe) 
Our annual dinner-dance and prize-giving, ably 
organised by Kevin Clayton and John 
Maddison, brought a good season to a close. 
Congratulations to Dave Parker on his AEI rat
ing. 

We have acquired a large field in tront of the 
clubroom which has been grassed and should 
improve our flying facilities. We will overhaul our 
winching equipment to improve its already high 
standard during the annual four week shut
down. 
M .A. 

NORFOLK (Tibenham Airfield) 
We are again hosting the Eastern Regionals 
and ent'ries are invited. 

Our new Supacat winch is giving very Impres
sive launches and rapidly becoming an integral 
part of our operation. 
R.J.H. 

NORTHUMBRIA (Currock Hill) 
Gary Oldfield, who completed his Silver badge 
with a distance fl ight to Sutton Bank and a 
height gain at Portmoak, joins Steve Fairley 
and Colin Saxton on an AEI course. John 
Pickering gained Silver height and 5hrs, John 
Col linson 5hrs at Portmoak and Martin 
Arrowsmith Silver height in wave at Currock 
Hill. 

Tom Corriban has installed a comprehensive 
burglar alarm after a spate of break-ins. 

We are hosting a BGA instructors' course and 
hope to organise a cross-country task week. 11 
any club in the area is interested in joining us in 
organising an Inter-Club League, please con
tact our chairman, John Graham. 
R.D. 

NORTH WALES (Bryn Gwyn Bach) 
We have had an extremely successfu l year at 
Bryn Gwyn Bach with too many achievements 
to mention but ranging from first solo to Silver 
and a new AEI. Congratulations to them all. 

We have a new hangar and the field has 
been lengthened by 1100 yards. 

At our annual dinner-dance in November 
awards went to Vie Pendleton (our farmer land
lord) , Dave Jones, Dave Foster, Keith Lewis , 
Ken Payne and John Perrin. 
D.J. 

OXFORD (Weston on the Green) 
At our AGM in November John Hanlon took 
over as chairman. John Gibbons was elected 
vice-president in recognition of almost 40 years' 
service to the club. 

Trophies went to Chris Emson, Mick Moxon 
(two). Martin Cooper, Donal Meeham. Martin 
Hastings and John Gibbons, John being 
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awarded a new trophy presented by CFI Sieve 
Evans for outstanding instruction work. 

Our congratulations also to Mike O'Neill , 
Kevin Duthie and Simon Hogg (going solo) and 
Dick Carter and Col in Baines (re-soloing). 
F. B. 

PEGASUS (RAF Gutersloh) 
Ron Turley has taken over as chairman from 
Bob Marston. Bob, like Ron, was new to gliding 
when he became chairman but worked hard for 
us, becoming an assistant Cat and organising 
the local REs to build us a MT hangar as a 
training exercise. We wish him and his family 
well in their new posting. 

Several families fly with us. Russ and Hilary 
Wide progressed to the Astir together and are 
competing fiercely to get their Silver badges. 

We had an enjoyable expedition to Innsbruck 
in October with memorable mountain flights. A 
Discus is on order. 
D.R.M. 

PORTSMOUTH NAVAL (Lee on Solent) 
Nigel Gilkes, Bill Roebuck and Mick Budgen 
have Silver badges and Yvonne Clark her 
1 OOkm diploma. 

An expedit ion to Aboyne in October organ
ised by Martin Heneghan gave Keith Walton, 
Yvonne Clark, Tom Edwards and Peter Brown 
Gold height and Diamond heights for Nigel Clark, 
Derren Francis, Phi I Moore and Alan Cl ark, Alan 
for Gold badge. Our thanks to Deeside and to 
the RAFGSA Centre for their help and hospital
ity throughout the season. 
K.S. 

RA TTLESDEN (Rattlesden Airfield) 
Steve Wright and Dave King joined our instruc
tors during a rewarding time with Paul Jewby, 
Des Granger and Brian King going solo and 
Richard Goodchild resoloing . We have a large 
number of ab-initios and are going from 
strength to strength. 

Under the professional leadership of Peter 
Neeves and with a band of helpers, the hangar 
floor is being concreted. 
M .E. 

SCOTTISH GLIDING UNION (Portmoak) 
At our very enjoyable end of season dinner, 
awards went to John Galloway, Brian Scougall 
(winning both club ladders), Dick Midd leton, 
Richard Allcoat, Colin Hamilton, David 
Macfarlane, Graham Smith and "Z" Goudie. 
Congratulations to them al l and to Ken Moffat 
(going solo) and Paul Copland (AEI rating). 

We had a relatively disappointing autumn but 
a few Gold 'height days coincided with week
ends. We are active seven days a week through
out the winter, have oxygen on site and a full 
range of courses for 1992. 
M.J.R. 

STRUBBY (Strubby Airfield) 
With the Bocian being refurbished the enclosed 
cockpit T-21 is bearing the brunt of the two
seater flying. Our new twin drum cable laying 
winch is giving launches of unheard of power 
many thanks to those who built it. 

Many members had their first taste of glass • 
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on the Puchacz demonstrator during our June 
flying week. 
R.G.S. 

TWO RIVERS (RAF Laarbruch) 
Our AGM was a great success- our thanks to 
visitors from clubs in Germany, Holland and the 
UK for their support. During the subsequent 
party the new bar was declared open. Well 
done to Mick and Lyn Ferguson, Richard 
Lovegrove and helpers who worked so ·hard to 
finish it in time. 

lan Smith has handed over as CFI to Mike 
Foreman. Our thanks to \an for all his efforts. 

Congratulations to Yvonne Hill on her Bronze 
badge. We are hosting the RAFGSA AGM at 
Laarbruch in January and hope to have a tug as 
well as our winch and a demonstrator aircraft 
from one of the German manufacturers. 
L.F. 

VALE OF WHITE HORSE (Swindon) 
Congratulations to Suzie Sellman, Mike Rouse 
and Peter Godsell on going solo, Peter on his 
16th birthday; also to Stuart Thackray for his 
500km 

Dianne Steele is our new chairman. The bank 
tells us 1991 was a good year. 
G.J.W. 

VECTIS (Sandown Airport. Isle of Wight) 
The season's weather was the worst yet for 
soaring but training has continued. 
Congratulations to Martin Parsons on going 
solo. 

Our annual expedition to France gave two 
weeks of soaring in blue thermals, yielding 
Bronze badges for Matt Colebrook and Graham 
Griffiths; Silver heights and durations for John 
Leonard and Chris Bacon and a Silver badge for 
Jim Britton. 

Roy Tiley has his AEI rating and Jenny 
Stewart achieved Gold height during an other
wise poor week at Aboyne in October. 
P.T. 

VINTAGE GLIDER CLUB 
Last season every rally, except for the one at 
Haddenham to celebrate the 50th anniversary 
of the Glider Pilot Regiment, had bad weather. 
Three Kite 1 s took part at Haddenham, the one 
from the Army's Air Museum at Middle Wallop 
in wartime camouflage. 

But the season was good for restorations. 
During the last 18 months the new Hols der 
Teufel1, new H-17A, Kite 1, two Swedish JS 
Weihes, Grunau Baby 3 and a new BAC-7 have 
flown while the new Gull 3 is almost ready. The 
Scud 2 has also flown again after restoration by 
Mike Beach. 

Yet another "new" wave is being worked on 
a second H-17; a Dagling; Peter Underwood, his 
son and LGC helpers are busy with another 
Grunau Baby 2B and the Dunstable Minimoa 
while Mike Birch is restoring his 194 7 Czech 
Krajanek. 

Congratulations to \an Smith (Olympia 463) 
and Richard May se (prototype Sky) on flying de
clared 305km tri angles from Lasham and to 
Keith Nurcombe on his flight from Husbands 
Bosworth to Cromer in the T-21 and two 1 OOkm 
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Philip Harris of the British Forces Germany 
Gliding Centre who soloed at 14. He is with 
his instructor, Hein Koster, who was taught 
to glide by Philip's father. 

triangles in the Tutor, the last in 2hrs 19min with 
only 13min from the last TP. Also to Mike Birch 
who flew a 1 OOkm triangle from Backer in lhr 
30min with Lynn Stainer in his restored Condor 
4 . 

Obituary - Thoby Fisher 
We are very sad to report the death of Thoby 
Fisher through cancer in June. He was Philip 
Wills' brother-in-law. 

Born in 1917, he studied aeronautics and in 
1935 was largely responsible for the design of 
the Ki•te 1 at Slingsby Sailplanes. Fred Slingsby 
said that he was "clever, very, very clever." He 
gained his A certificate in 1935, accompanied 
the British team to the first World Gliding 
Championships at the Wasserkuppe in 1937 and 
contributed towards the design of the Gull 2. 

He had a distinguished aeronautical career at 
Boscombe Down experimental establishment 
during the war and gained his Silver badge in 
1949 in an Olympia. He later owned a Kite 2 
which he modified to give it safer low speed 
characteristics and helped in the redesign, mod
ification and stressing of the 1936 King Kite built 
by David Jones. 

Finally, thinking his Meise wasn't exciting 
enough, he decided to convert an Olympia into 
an ornithopter as a last exercise for his design 

Below: Ric Cole of Clevelands GC with his 
father Dick (CFI), who sent him solo. 

and engineering abilities. The energy required 
to produce the flapping and pushing back mo
tion of the wings was to be produced by the re
lease of a torsion bar which had been twisted by 
a two-stroke engine. This project of consider
able complication was almost finished at the time 
of his death. 

We shall miss a most colourful character of 
immense generosity and kindness who took part 
in many of our rallies. Our sincere sympathies 
go to his wife Jo. 
Chris Wills 

WREKIN (RAF Cos ford) 
Brian McKenzie and \an Cramman have 
Bronze badges, Silver heights and durations. 
\wen Harvey-Jones and Brian Longman have 
gone solo. Mick Boydon, Dave Gordon and 
Richie Toon flew in competitions last season. 

A spin-off of our 25th anniversary party was a 
Cosford reunion week when many ex members 
flew and requested we re-stage the week this 
year. Our thanks to Dave Judd and Rob Ruscoe, 

1 the organisers. 
We are very sad at the death of Jerry Ode\ I 

and send our deepest sympathy to Tizzie and 
Julian. (See the obituary in the last issue, p323.) 
Although he hadn't been with us very long his 
technical innovations and charming personality 
gained him many friends. 
R.P. 

YORK GLIDING CENTRE (Rufforth Airfield) 
The annual dinner-dance was also our 30th an
niversary celebration with trophies going to 
Tom Stoker (two). Brian Pritchard. Jack Clarke 
and Tony Simms. 

Congratulations to John Parkinson and Martin 



CLUB NEWS 

Wilson (going solo) and Chris Braine (Bronze 
badge) . 

We have bought a Venture for SLMG PPL 
training- approaches from SLMG instructo rs 
with either full or restricted ratings would be wel
come. 
A.P. 

C OF A OVERHAULS 
TO ALL TYPES OF SAILPLANES 

FULL TIME SENIOR INSPECTOR 

JOHN SMOKER 
9 ANSON WAY 

BICESTER, OXON 
Tel: Bicester 0869 245422 

RESTORATIONS 
and repa irs to wooden gliders 

of all ages a speciality 

SKIDS 
Laminated ash skids 

for most of the 
popular gl iders supplied 

from stock. 
Others made to order 

TRAILERS 
Aluminium sheeting 

on steel frame 

BOOK ER 

All types of course from absolute beginners to 
experts • All aerotow launching for longer flights 
• We are open every day all year including 
summer evenings until sunset • Only 35 mins 

from London (M40 junction 4) 

Write or p hone for our colour brochure: 

BOOKE:R GLIDING CLUB 
Wycombe Air Patk, Marlow 

Bucks SL7 3DR 
Tel: 0494 442501 
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GliDING HOLIDAYS 
IN THE 

SCOTIISH HIGHLANDS 
i\R(;YU . & WEST HIGHLA 'IH; I.IDING <;ENTRE 

C'Clnnd Airlicld. North Connt l. Hy Ob~m. 

1\rg.yll. St.:otl;wd. Tcl/Fu:o. 059 1R4 2XX 

Our Orgw1is;1tinn i.s Ucdil'tliL'<.I t t ) tJK· trailtin l! ufG iidl'f Pilm!'l. 
W~,· give 5 day m I da y coun;~o:.'i u f in:o;:truc:l ion whk h take 
pupils from ~tbinirio to AE ins trw.:tor level and mlWitrtls to 

ad vanced mouuli.tin/w<~w sn;.~ring. 

Our school i:-. b~tl>.~d on a l200 rn hard moway biiiTOUntk:d hy 
the highc: l-.1 moumains In th\.· Bri t i~h bok!>. 

There i.s mu~.:.h ln team h..:rc :tboul all aspcc.: l '> of the !<oport and 
our \'Cry e.xpcrit'Hced lnstructo.-.. :.m.: h('n..: whelp no m~JIIc:r 

wb:tt lcvtl of t':q x·ricncc you ha\·L~ or T\.'q u irt. 

F or i 11/ l m11afion and /tt<l' hrodmn"i. n mtoc 1. 

TRALEE BAY HOLIDAYS 
Phone 0631 72 217 

COME 

GLIDING 
with the 

CORNISH GLIDING CLUB 
Perranporth, Cornwall 
5 da~· Courses - M a)' 10 Sepl~mbcr 

Under BGA instructors . BcginncP.' wt.~lcomc. 

Tr~vdh1~ Airfield is only one m~c f rom Perranponh ·~ 
gol<.lcn san<.l ..... one o f Cornwall's favour ite family 

hol iday c..:cntres. 

RUTH PHILLIPS 
BOSWENS, WHEAL KITTY, ST. AGNES 

(0872)552430 
· If no reply please phone 0726 842 798 

~ 
.ensrone 
--EAGLES 

tiUdmgDub 

Fly the beautiful Cotswolds tram this 
Top soaring location, aero/wire launches 

New members tram ab-initio to Pundit welcomed 
Soaring Season Courses tailored to su it you 

Details from: 
ENSTONE EAGLES GLIDING CLUB L TO 

Enstone Air1ield, Church Enstone, Oxfordshire 
Tel: (0608) 677461 or 

(0608) 677535 (daytime) 
(0869) 50767 (evenings) 

LEARN TO GLIDE 
at the 
LAKES GLIDING CLUB 
Walney Island Airfield, 
Barrow in Furness, Cumbria 

June to September 1992 
5 day courses 

£225 
includes flying, meals and accommodation 

Probably the best value in the UK 
30 minutes from the Lake District 

For brochure. please contact 
Course Secretary Peter Lewis 

The Gallery, Cavendish Street, Barrow in Furness 
Telephone 0229 837494 

fN RIDGE, THERMAL AND WAVE SOARING . 

Soar the Cotswolds and into the Welsh 
mountains. Com~ for a day or a week. 
Clubhouse or caravan/camping 
accommodation. Holiday courst,s. AEI 
courses by urangcmcnt. Easy access 
M 4/M5. 

D etails a nd brochure from : 
The Mmager. Bristol & Gloucestershire 
Gliding C lub, N ympsfield , 
Nr. Stonchousc, Glos. GLJ O JTX. 
~ 0453 !!60342/860000 

BUCKMINSTER 

• Weekends & Wednesdays 
throughout the year. 7 days a week 
May-Sept 

• 1-5 day courses from May to 
September 

• Aerotow and winch facilities 
• Club fleet- Puchacz (2), K13, K8 

and K6 
• Visitors always welcome- you will 

find us 5 miles south of Grantham 
and 3 miles west of the A 1 . 

EAST MIDLAND 
Buclcmlnster Gliding Club 

Sllltby Airfield {Nr G1111tlham), Litlce$tetshlre 
Tel. SIU {0533) 303804 

or Mafffn {OfJ02J 307737 

Open to everyone. 

We winch and aerotow tram Gransden Lodge 
throughout the year, masHy at weekends. 
We also run introductory mini-courses and 4 
day intens ive winch courses tram April to 
September. 

For general information write to 
The Secretary, Chris Sullivan 
10 Kentings, Comberton 
Cambridge CB3 7DT 
TeL 0223-263480 

For Course details write to 
The Course Secretary 
PO Box 16, Royston, Herts SGB 7TY 
TeL (0763) 208021 
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HUSBANDS BOSWORTH 

COVENTRY GLIDING CLUB 
We provide 1-5 day courses for both ab 

initio and advanced training 
March---Qctober. 

Excellent fleet of single seaters for hire 
mid-week. 

The place to be to enjoy gliding to the full. 

Specialist courses : AEI, Field 
approaches. Lead and follow, Aerobatics 

and Cloud flying. 

Coventry Gliding Club 
Husbands Bosworth Airfield 
Lutterworth, Leics. LE17 6JJ 

0858 880521 

KENT GLIDING, CLUB 

® 
Challock, 
Ashford, 
Kent 
TN25 4DR 

Courses to suit all grades of pilots 
from beginners to cross country 
with modern Gliders. Situated on 
North Down thermal and ridge site. 
Meals and accommodation in 
comfortable licensed Clubhouse. 

For FREE brochure, write or 
phone: 
Challock 307 or 274 
(Std 023 374) !:3 C£t 

AT THE LONG MYND 
MGC are confidently prepared for 
the 1992 season with the amazing 

NEW SKYLAUNCH winch -
NEW PAWNEE TUG and even a 

NEW BUNGY ROPE! 
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Janet Stuart is already taking 
bookings for our all inclusive 

holiday courses, specially 
structured this season for 

beginners. intermediate and 
advanced levels. Trial lessons and 

AEI courses also available. 

Call her soon on 058861-206 

a c·,. 
0 

6 

n 

"' 

l~ makes all the 
difference. With a large two
seat fleet, excellent aerotow 
and winch launch facilities and 
a comprehensive briefing room 
for lectures. 

can help any 
pilot improve their ski ll s. And 
we operate all week, every 
week. Find out about our full 
range of facilities: call 
Basingstoke (0256) 381322 or 
381270. 

J~ Gliding Society 
near Alton, Hampshire. 

MARCHINGTON GLIDING 
CLUB 

Situated in the Midlands. Offers Holiday 
courses from April to September. 

Good local soaring and 
cross-country. 

Private owners welcome. 

Please Contact: 
Course Secretary 

Marchington Gliding Club 
Marchington Airfield, Morton Lane 

Marchington, Nr Uttoxeter ST14 8LP 
Telephone: 021 355 6248 

Holiday courses from June to September -
beginners to Silver C. Book 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 - accommodation on site -
licensed bar. 

Write to: The Course Secretary, Mrs G. Edwards, : 
Gt Stones, Hare Street, Buntingford, Harts SG9 OAD. 
Tal: 0763 89460. 

GLIDI~NG BOOKS 
Read all about it! All the gliding 

books are available from the BGA 
shop from the best authors -
Piggott, Bradbury, Wallington, 
Reichmann etc. Ask us to send 
you our complete list of all the 
books and gliding accessories 

available from our shop. 

Tel 0533 531051 - AccessNisa 
Credit Card bookings accepted. 

SAILPLANE & GLIDING 



GLIDING HOLIDAYS! 
Have the time of your life discovering the magic world of 
cloudscapes, stunning views and silent soaring flight! Glide with 
our instructors, learning the 
controls under expert guidance 
in our modern dual-control 2 
seaters! Inclusive holidays give 
you flying activities all day, 
meals, accommodation and a 
friendly bar, in the heart of the 
Dunstable Downs. 
Send the coupon off or call us 
now: 
London Gliding Club; 
telephone: (0582) 663419 for a 
free brochure: 
To: London Gliding Club, Tring Road, Dunstable, Bedfordshire LU6 2JP: Please send me 
your free brochure: 
Name __________________________________________________ _ 

Address -------------------------------------------------

-----------------------------------------------------5&6 

LONDON GLIDING CLUB 

COURSES 
VALE OF WHITE HORSE 

GLIDING CENTRE 
From winter's gloom 

Try "liftin' the blues" 
A gliding course 

is the thing to choose 
Vale of White Horse 

the place to arrive 
Inclusive of flying 

two hundred and five 
East of Swindon 

is where we're found 
We'll give you 

best value per pound 

Phone Lindy Wirdnam 0793 783293 

~~1,o~ ~? ~">J 
V tl ~f~~l> ~.,., ~ 
~,_~~t V ISIT THE ... OUb 

The A~rneld. POCKLINGTON 
East Yorkshire Y04 2N R 

Sit uated n n the edge of the pict uresque 
Yorkshne Wolds wi !h in easy reach of the 
historic Ci ty o f YO RK . the Moors and the 
seem( Yorkshire coast. 

e EXCELLENT LAUNCH FACILITIES (winch l•erorowJ. 

• ON.SITE ACCOMMODATION A VAILABLE. 

• COMFOR TABLE CLUBHOUSE. BAR & 
• FLY YOU R GLIDER OR OURS. BRIEFING ROOM. 

Wr ite or give us a ring - 0759 303579 

COVENT'RY 
GLIDING 

CLUB 

1992 REGIONALS 
August 8th - 16th 

Directed by Ran Bridges 
For details and enlry form 
apply to Harry Middleton 

COVENTRY GLIDING CLUB 
Husbands Bosworth Airfield, Lutterworth, 

Leics. LEH 6JJ 
Tel: (0858) 880521 • (0858) 880429 

SUNSAIL (Andrew & Lyn Davis) 
AEROGRAF -The Barogrtph 
- electronic seal. aailpleine/ motor gl ider. 

O ~~!~~~~ metra range. camera £54&.00 

AEROGRAF BASIC - s imple ""rsion of Aorograf 
fo r c lub uH, hang-gliders end balloo ns, 
6000 met"' range £407.00 

FOTOTIME 11 - Iima recording camera 
- elepeed time resolves to within one second £266.00 

AT7 WING TAPE - 19mm x 20m £1.15 

JACKING BELLY DOLLY MECHANISM 
- 4 inc h lift - with wheels 

- without wheels 
£99.00 
£79.00 

Prices i nc lude deliWJry and may ffuctu•t• with 
tiJCchang• rate 

Clarebourne House. Shortwood 
Nailsworth, Glos. Gl60SJ. Tel: 045 383 4931 

RANGE OF 
COURSES 
DESIGNED FOR 
BEGINNERS AND 
EXPERIENCED 
PILOTS 

ADVANCED WAVE 
SOARING 

SEVEN-DAY 
FACILITIES. 

PRICES FROM 
£195 FOR FULL 5 
DAY COURSE. 

LEARN 
TO GLIDE 

AT THE 
YORK 

GLIDING 
CENTRE 

RUFFORTH AIRFIELD 
YORK · Y02 3QA 
TEL: 0904 - 83694 

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. 

5-day courses for beginners & experienced pilots 

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. 

Residential and catering facilities. 

The Yorkshire Gliding Club (pty) Ltd, Sutton Bank, Thirsk, N. Yorkshire 
(0845) 597237 
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CANOPIES 
& 

SCREENS 
* 

LARGE RANGE 
OF SHAPES 
AND SIZES 

FOR GLIDERS 
AND LIGHT 
AIRCRAFT 

* 
EX-STOCK 

IN CLEAR OR 
COLOURED 

* 
Bob Reece 
REMATIC 
SchoolHouse 

Norton 
Nr Worcester WRS 2PT 

Tei/Fax Worcester 
(0905) 821334 

SOARING EQUIPMENT LTD. 

SALES 

EXCHANGE 
UNITS 

SERVICE 

NEW and 
FACTORY 

OVERHAULS 

HOFFMANN 
PROPELLER 

SCHEIBE AIRCRAFT 
SF25C S.L.M.G 

REAL PERFORMANCE 
with GLIDER HANDLING 

FOURNIER RFS 
A REBORN CLASSIC now 

with 2 LITRE ENGINE 

193 Russell Rd, Birmingham 813 8RR 
Tel: 021 449 1121 Fax 021 449 9855 

~JSW SOARING 
'Aquarius' (Dual Weight) Calculators .... . . £13.00 

Wind Component Resolvers... . . ....... .. ... .. .. £6.50 

'Gemini' Calculators 
(Resolver on Reverse Side) .... .... .. .... £13.00 

Flight Planning Rulers ... . . . . ...... .......... . £4.50 

Protective Wallets for Calculators & Rulers are 
now included 

'Dolphir;' vario Conversions from... . . .... . £40.00 

SAE for Product Details to: 

34 CASWElL DRIVE, SWANSEA 
W. GLAM SA3 4RJ 

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 "2" 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 seen selected 
from our range of Aircraft 

Finishes. 

Contact our main agents : 

London Sailplanes Ltd. 
Tring Road, Dunstable, 
Luton, Beds LU6 2JP 

Tel: 0582 662068 
Fax: 0582 665744 

Mclean Aviation 
The Aerodrome 

Rufforth, York Y02 3QA 
Tel: 0904 83653 

Fax: 0804 838146 1!:! 
Industrial Paint & Powder Ltd. 

45 Lanark Road, Edinburgh EH14 1TL 
Tel: 031443 8793 
Fax: 031455 7806 

____... ~ Need your ~B re-covered 1 
~Has your Oly faile~ its C of A~ 
~Is your clu~ ~13 Tatty 1 

i .,.Bro~en your S~ylar~ ? 
SAILPLANE & GLIDING 



II.ZO 
+P&P£.1 

HERKULES 4 WINCH FROM CZECHOSLOVAKIA 
For Gliders up to ~ 760 lbs AUW 
Twin Drum 
TATRA Air Cooled Diesel Eng 185 HP 
Fully equipped 
Price approx. £23,000 plus VAT 
LJelivered UK 
Delivery 12 weeks 

Sole UK Agent 

PETER CLIFFORD & CO 
15 Home Farm, Crowmarsh Gifford 
Wallingford, Oxon OX1 0 BEL 
Tel: 0491· 39316/680420 Fax: 0491 39316 

Master the elements: 
-----------------------------with the Ultra-Pro Weather Station 

Ultra-Pro Weather Swtions give pilots 
all the vital injiJrmation they need at, u 
glance. Features include: wind direction, wind 
speed, wind gusting , barometric pressure. time of' 
day , outside temperature, maximum and 

minimum temperatures , dew point, rainfall, hours of sunshine, all cleurly preseflfed 
in u super/? mahogany and glass cahinet. Units are powered hy nwins , 12\1 or 24\1 

CALL : (0926) 420200 or FAX: (0926) 450366./(lr more 
dewils. or H'l'ite to: 
Ultra-Pro, Toolcraji Building. Queei/Sivay 7/'ading F.1tate, 
IA•amington Spa C\13 1 3LX 

BRIAN WEARE - AERO 
ALL TYPES OF GLIDER AND MOTOR GLIDER 

MAINTENANCE AND REPAIR. FROM SMALL TO THE 
LARGE INSURANCE REPAIR. REFABRICATING OF 

TUGS. VINTAGE GLIDER AND AIRCRAFT 
RESTORATIONS. 

GLIDER WORKS 
DUNKESWELL AIRPORT 

HONITON, DEVON EX14 ORA 

February/March 1992 

Phone: 
Works (0404) 891338 
Home (0404) 41041 

Cair d 

Aviation Ltd.~ 
"You can bank on us" 

RADIOS 
DELCOM AIR 960 Txi Rx . £186.90 (Top 
control knobs for possible panel mounting) . 
ICOM A2 Txi 1Rx. £289 , ICOM A20 Tx/Rx, 
VOR £324, Inc. nicads and accessories . 

GLIDER ELECTRONICS 
12v converters for 28v turn/slips ''Standard 
Model " £20.00. "High Tech Model " with 
selectable higher voltage outputs £23.90. 
Automatic charger for sealed rechargeable 
12v batteries , two outputs with LED 
indicators £35.90. 

•INSTRUMENTS 
Latest zero resettable PZL Sensitive 
Variometers complete with speed to fly ring 
and flask. Standard size £159 , Miniature 
£189. PZL expanded scale sensitive ASI 0-
140 kts in 1 ~ turns or 0-200 kts in 1 Y. turns 
£89 . PZL TE Compensator £25 .90 . 
Reconditioned Sensitive IFR Altimeters 
20,000' £149. 30,000' £169. Reconditioned 
12V T/Siips £135. Reconditioned Miniature 
28V T/Siips £199 , Reconditioned Miniature 
12V T/Siips £229 , New Miniature PZL Turn 
& Slip £315 . Reconditioned Bendix 3Yo" 
Artificial Horizons with new inverter £339 . 
Reconditioned Airpath Panel Mount Com
passes £43. Ex Ministry Accelerometers 
Standard Size £82, Miniature Size £99 . 

THE NEW "XK 10" VARIOMETER 
Standard or Miniature Instrument sizes, 
Dual Range, Dual Response Rates, Up and 
Down Audio with Variable Thresholds, 
Dedicated Continuous Reading Averager, 
No Flask required, Very low power 
consumption . £299. Repeater Meter £79. 

NEW PARACHUTES 
SP6, Steerable, 18 year life, Bag & Manual. 
Pack size length 540mm, width 340mm, 
depth 100mm. £330. 

AIRFRAME SPARES 
Cadet, Tutor, Sedberg, Prefect , T .31, 
Grasshopper, Swallow, Skylark, including 
some large components. 

ASH SKIDS 
!<-7 & K-13 £69 , OLY 28 and other types 
from £62. 

OTIFUR RELEASES 
New "Ottfur" releases £99.50. Exchange 
"Ottfur" re-condition service £39.50 . 

TRAILERS 
Superior well engineered metal trailers for 
the discerning glider owner. Complete or in 
kit form , from £1,850. 

GLIDERS 
Foka Standard , foka 5. 
'SZD-51- 1 Junior £15,500 , with Trailer 
£17,900 
'SZD-50-3 Puchacz £22,000 
SZD-55 US$45,000 

"New gliders in conjunction with Ang le Polish 
Sailplanes Ltd . Prices subject to rev ision. 

Prices shown exclude VAT and carriage. 

COLIN D. STREET 
"Yewdown House" , 7 Sharpthorne Close, 
lfield, Crawley, Sussex, RH11 OLU. 
Tel: 0293 543832, FAX 0293 513819 24hrs 
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W. '"""'h ''"'"'"' ,, '"'" '"'"'"''' too early in the training programme despite the 
fact that launching is seldom an obstacle to going 
solo. it wi ll often be more productive for the In
structor to continue to carry out the launches 
himself in order to maximise air time and hence 
the trainee's handling abil ities . (Each 200ft of 
extra launch height adds more than a minute to 
the flight time in unsoarable conditions.) 

The pre-requisites for successful wire launch 
training are the trainee's ability to perceive and 
control pitch attitude and bank angle with rea
sonable co-ordination skill. Since emphasis will 
be placed on smooth progressive control inputs, 
the trainee must also be reasonably confident 
and use the controls smoothly. 

The briefing and flying exercises are divided 
into three sections- in order of teaching these 
are :-

• General briefing and The Full Climb and 
Releasing. 

• Ground Run, Take-Off and Initial Climb. 
• Launch Failures and Emergencies. 

Formal launch failure training and practice is 
not appropriate until approach control , reference 
point and circuit planning have been taught. 

The piloting technique for wire launches is de
termined by: 
The power of the launch equipment. 
The rate at which the glider can be accelerated 
from rest to a safe launch speed. 
T1he method of power transfer from the engine 
to the wire . 
The type of "wire" in use. 
The gliders' maximum permitted wire launch 
speed. 
The type of weak link in use. 
The type of launch equipment eg winch . auto
tow. reverse pul ley. 
The restrictions of specific sites. 
The position of the tow hook on the glider. 
The guidance in this chapter will have to be used 
selectively for the equipment, gliders and site at 
which the training is taking place. 

BRIEFING POINTS 
General briefing 

Wire launching is achieved with a wide spec
trum of different types of equipment, eg high , 
medium and low power winches. normal and re
verse pulley autotow. 

The piloting technique depends on the type 
and characteristics of the launch equipment the 
glider and the site considerations so what is 
taught at one site is not necessarily appropriate 
to others. 

Pre-flight preparation 
Due to the rapid accelerations during the 

launch it is essential that: 
Any padding behind the pilot cannot compress 
and allow him to move back and limit forward 
stick movement. Parachutes are fine but some 
cushions are not firm enough. 
Shoulder straps are tight enough to prevent the 
pi lot sliding up the seat back. 
TRIM- set forward of neutral as for approach. 
WEAK LINK- ensure that the correct one for the 
glider is being offered. 
HOOK - ensure the cable is attatched to the cor
rect glider hook. 
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WIRE 
LAUNCHING 
A preview chapter from the BGA Instructors' Manual 

For the last three years a small working party 
has been working on the definitive official 
BGA Instructors ' Manual. This is not, as 
might be suspected, a simple update of the 
existing instructor course notes but a com
prehensive reference work designed prima
rily for the qualified instructor. 

The objective is to encourage greater 
thoroughness and to make available to all 
instructors a compendium of distilled 
experience which it all too often takes a life
time to accumulate. 

Bernie Morris has been the prime mover 
behind the project, which stemmed from his 
dynamic period as chairman of the BGA 
Instructors ' Committee. The actual drafting 
of the book has mostly been performed by 
Bernie and Mike Cuming, with significant in
puts from George Metcalfe and Bill Scull and 
from the RAFGSA -largely in the shapes of 
Barrie Elliott and Mick Boyden. 

The entire Instructors' Committee has 
proof read and debated the contents prior to 
rewriting, re-proof reading and then repeat
ing the process. No wonder it has taken so 
long; some chapters have been round this 
loop three or four times. 

The result? A book- to be published later 
this year. This chapter has been published in 
its entirity so that instructors can have a 
sneak preview of the style and format of 
what's coming. The wire launch chapter 
seemed a pressing one since this department 
seems lately to have had a poor safety record. 

Consider the minimum speed for allowing the 
gl ider to pitch up. 
Consider the safe speed for "pulling hard" in the 
climb. 
Consider launch fai lures at various heights and 
the options available. 
Estimate the cloudbase and do not launch into 
cloud. 

Delays 
Delays after the wire has been attached are po

tential ly hazardous and pilots should always be 
prepared to release the cable if uncertainty exists. 

The Full Climb and Release 
The wings have to do extra work to oppose 

the pull of the cable and enable the glider to 
climb. because of which the stalling speed of the 
glider can increase by more than 30%. 

On high power launch equipment, too steep 
an attitude will either cause the glider to stall and 
possibly flick into a spin or break the weak link 
depending on the glider's speed at the time. 

On low power launch equipment, too steep 
an attitude can slow down or stall the engine or 
stall the glider. · 

The optimum full climb attitude is a compro
mise between being sufficiently steep to obtain 
a high launch and not so steep as to stall/spin, 
break the weak link or stall the engine. 

JudginQI the best attitude for the full cl imb is 
different to free fl ight because you can't see the 
horizon above the nose. The position it cuts ei
ther side of the canopy becomes the reference. 
T·he angle which. the wings make with the hori
zon is a reliable indicator which can be used on 
any glider type . 

As th e glider gains height in the full climb, 
more up-elevator is needed to counteract the 
downwards pull of the cable. This is achieved 
with a gradually increasing back pressure on the 
stick to try to maintain the climb attitude . 

As the top of the launch is approached, the 
downward pull from the cable gradually pulls the 
nose down and the attitude reduces. This re 
quires a relaxation of the backward pressure on 
the stick, especially if the glider starts to "buck" 
or "hunt" in pitch. 

The top of the launch may be recognised by 
one or more of the following: 
- The gliders' position relative to ground fea

tures (no launch failure). 
- The nose of the glider being pulled down by 

the wire 
- A reduction in noise from the winch through 

the cable and/or airspeed when the launch 
driver cuts the power. 

- The rings back release due to the drag of the 
cable/drogue chute. 

- Lower the nose sufficiently to reduce the ten
sion in the cable and pull the -release twice. 
The launch involves teamwork between the 

pilot and the winch driver, and sloppy flying or 
signalling may mislead the driver. For example, 
the procedure in the event of low speed is to 
lower the nose which th e driver wil l "see" and 
apply more power. it is therefore important thal 
the glider does pull up if the speed is sufficient 
or the launch will become too fast when the 
winch driver adds power as he should. 

In the event that speed starts to drop, a relax
ation of th e back-pressure may be enough to 
cause the launch driver to add more power or 
allow a low power unit to increase its speed. 

If the speed cont inues to drop then be pre-
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pared to treat it as a launch failure . Always be 
prepared to abandon the launch altogether. 

The old-fashioned "too slow" signal of rocking 
the wings was abandoned years ago: it is far too 
dangerous to be low and slow and make control 
movements that rnight induce a spin! 

There is a placarded maximum speed for the 
wire launch to protect the stru<eture from dam
age due to the cable forces. The glider is vulner
able to overstressing when above the winch 
launch placard speed and there are no sensa
tions which enable the pilot to accurately judge 
the loads being experienced by the glider. The 
risk of overstressing the glider is greater towards 
the top of the launch where the cable angle to 
the glider is greatest. 

Increasing speed may be due to a failure to 
climb at a sufficiently steep angle and a check of 
the glider's attitude will confirm whether the cor
rect actior:1 is to pull back on the stick to steepen 
the attitude or signal too fast. 

If the glider's speed is increasing towards the 
placarded winch speed then "too fast" may be 
signalled by wagging the tail a couple of times 
with moderate, deliberate rudder inputs. Slow
or gross- wags may just look like sloppy flying 
(beware the secondary effects of rudder rocking 
the wings). Winch drivers ought to react quite 
quickly to this signar since they are looking only 
at the glider and should not fail to spot a clear 
signal. 

While signalling too fast it is recommended to 
reduce the back pressure on the stick because 
it: 
- Reduces the stress on the glider from the 

cable 
- Reduces the likelihood of a cable break or 

back-release. 
- Reduces the possibility of a high speed stall 

and flick roll. 
Too fast signals should be executed with due 

care if the placarded winch speed appears likely 
to be exceeded. If it is judged that there is insuf
ficient time to signal or that the the speed is likely 
to exceed the placarded speed by a significant 
margin before remedial acton is completed then: 
- During the early part of the launch (when the 

risk of overstressing the glider is low but the 
risk associated with abandoning the launch is 
high) continue the launch to a safer height bul 
being very careful of the loads you apply to 
the glider with the elevator. 

- During the higher part of the launch - aban
don the launch. 
When abandoning the launch due to excess 

speed pull the release twice with the cable under 
tension (to reduce the chance of the glider col
liding with the cable, parachute or stop assem
bly) or 

Crosswinds. it is unusual• for all launches to 
be into wind. 

The maximum height will be gained by keep
ing the wings level andtallowing the glider to drift, 
but at some sites this will cause the wire to drop 
on to no go areas. In this case, the upwind wing 
is held slightly low using the controls in a co-or
dinated manner: this will carry the cable to the 
upwind side and prevent it from drifting too far 
downwind. NB. The glider is not sideslipping. 

Ground run 
The ground run phase may be quite protracted 

with low acceleration launch units, particularly 
on light wind days, or breathtakingly short with 
high power launch units. 

The gmund run is distinct from the other 
phases of the launch because the co-ordination 
of the controls is different. 

The rudder is used to steer the glider, the 
ailerons to keep the wings level and the elevator 
to balance the glider on its mainwheel. 

Steering with the rudder may cause a wing to 
go down- be ready. 

At low speeds, relatively large control inputs 
may be needed, but these will reduce as the con
trols become more effective when the speed in
creases. 

lt is essential to be able to release the cable 
immediately if necessary (egduring an over-run) 
in this stage of the launch. Always keep the left 
hand near the release knob (but not actually 
holding it). 

Crosswinds- The chances of having to aban
don the launch are increased due to the possi
bility of: 
- Weathercocking about the wheel causing loss 

of control which may lead to a groundloop. 
- The into-wind wing lifting before there is suffi

cient aileron control to prevent it- again caus
ing loss of directional control and possibly a 
groundloop. 
Apply some downwind rudder before the 

glider starts moving to anticipate the weather
cock tendency (prevention is better than cure!) 

WIRE LAUNCHING 

Take-off and initial climb 
This is a transition stage where speeds, 

heights and attitudes are critical if safe margins 
are to be maintained whilst getting the most from 
the launch. 

This phase may be quite protracted or very 
brief depending on the acceleration available 
from the launch unit. 

The glider will lift ofl naturally from the ground 
run at which point the independent use of the 
controls must cease. 

The combination of the "feeling of accelera
tion", indicated airspeed and its rate of increase 
determines how much the glider may be safely 
pitched up at any height during the initial climb. 

Many gliders require a forward pressure on 
the stick to prevent the nose pitching up too far 
during the initial climb. This effect is more pro
nounced in gliders with aft hooks. Few types 
require a positive back pressure to climb 
initially. 

The glider must be controlled so that, its 
speed, height and attitude are such that it is pos
sible to achieve a safe round out in the event of 
a launch ·failure. 

The safe speed for allowing the glider to pitch 
up depends on: 
- Glider type- its inertia and stalling speed. 
- Turbulence - a lull can cause an instanta-

neous speed loss. 
- Wind gradient- causes a speed increase with 

height which is lost again when descending. 
- Rain- raises the stall speed and mduces vis

ibility- don't launch. 
Once the speed is accelerating through the 

safe speed the glider can be climbed with the at
titude gradually increasing towards the full climb 
attitude. 

Satisfactory wire launches will linclude a no
ticeable "feeling of accele;ration" both before and 
after take-off, and this may be particularly 
marked with high power launch units. Any ab
sence of, or interruption to , this acceleration in
dicates a problem. 

Notice that this feeling can also be produced 
simply by pitching up the glider irrespective of 
airspeed and by itself is not a complete indica
tion of "safe" conditions for the full climb. 

The need for constant awareness of the "feel
ing of acceleration", the airspeed and attitude 
during this phase cannot be over-emphasised. • 

A& B WROE 
WEST END LANE, BALNE, GOOLE, DN1 4 OEH 

TEL: 0302 701056 
Double drum self-propelled winches are now being manufactured 
for sal.e or hire in 1992. Prices start at £8500 +VAT. Enquiries or 

demonstration phone A'leck on above number. 
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WIRE LAUNCHING 

Launch failures 
The objective is to land safely after any launch 

failure and there is a sequence of events to 
achieve this: 
- Recover to a safe attitude whilst checking the 

airspeed. 
- :Release the wire. 
- Check airspeed. 
- Regain approach speed. 
- Judge the situation. 
- Plan a safe approach and landing. 
- Fly the approach and landing or a circuit vari-

ation to it. 
A cable break is usually easily recognised by 

the lurch and twang which normally accompany 
it, although it is less obvious if the break is at the 
winch end. The failure of the launch engine can 
be much more insidious particularly if it is grad
uaL 

The Recovery 
The variation in the extent of "recovery" is from 

level (at low level) to the fully-developed climb 
possibly 50° nose up. The required amount and 
rate of control movement is comparable with the 
possible range of movement in stall recovery 
from relaxing the backward pressure to a very 
positive forward movement. As with stalling 
over-controlling can produce reduced g and/or 
excessive loss of height. 

The indicated speed during the "recovery" 
also provides a guide to the rate and amount that 
the nose must be lowered. 

Except when very close to the ground the stick 
must be moved forward to achieve an attitude 
lower than the approach attitude, to achieve ap
proach speed quickly, bearing in mind that de
scent through the wind gradient will delay the 
acceleration. 

Any delay in lowering the nose from a steep 
climbing attitude will very quickly bring the glider 
close to the stall or may cause it to stalL 

Release 
When a launch fa ilure occurs the drogue 

chute and a length of wire often remains at
tached to the glider. The drogue chute, together 
with the wire, must be released to eliminate the 
possibility of a large increase in drag or a hang 
up if the wire fouls an obstruction. 

Pu ll the release k·nob twice to release the 
cable. 

Regain Approach Speed 
it may take some time to regain the approach 

speed. 
Be patient and don't open the airbrakes or turn 

until the approach speed has been regained. 
Use this time to judge your height and posi

tion and to plan the approach. 
The decision may be affected by the height 

lost whilst gaining speed! 

Planning/Judgment 
The planning decisions must be dealt with 

systematically and a safe landing is the only ob
jective. Expediting the retrieve must not be al
lowed to influence the decision. 

The first consideration is "can 1, land ahead?" 
If the answer is "yes" then do so! At small or re
stricted airfields the decision as to whether there 
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is enough space may be quite tricky because it 
is a judgment decision that seldom arises in nor
mal training. 

If landing ahead is possible then a further con
sideration is "do I have to land directly ahead?" 
meaning would a slight change of direction make 
more space available, eg taking advantage of 
any crosswind. 

If a landing ahead is not possible then a turn 
to one side must be made., Which side is a pre
take off decision based on crosswind , airfield 
layout and terrain considerations . The turn is 
usually to the downwind side unless over lee 
slopes at hill top sites or possibly for other rea
sons peculiar to individual• sites. 

Before turning too far, ie with the upwind end 
of the airfield in view, the decision whether to 
turn either into wind or across the field (the dog 
leg) has to be reviewed. If the dog leg is not pos
sible then the turn should be continued to make 
a circle. 

Once a circle is started it may not be neces
sary to turn through 360°, there may be better 
choices after 270° or so. 

The circle may be extended into a circuit and 
the decision to turn in becomes essentially the 
same as that for running out of height in the cir
cuit. The final turn should normally be completed 
at the same height as any other final turn al
though at restricted sites a lower-than-normal 
final turn may have to be accepted. 

Apart from the straight-ahead, dog-leg, circle 
and circuit options there are other possibilities 
to consider: · 
- The 180° Turn The difficulty with this option is 

to position the turn with one's back to the air
field and with any significant tailwind compo
nent leave enough space in which to land. Not 
to be recomended for inexperienced pilots 
and possibly not needed by experienced 
ones. 

- The Off-Field Landing. At some restricted 
sites this possibil ity should not be excluded, 
especially when any other choice might in
volve a very low final turn. 1t might also be a 
choice at some hi ll sites. 

- The S Turn is seldom appropriate even where 
operation is restricted to narrow strips. it is a 
very difficult manoeuvre and if it is badly exe
cuted it may put the glider nearer the up-wind 
end of the airf,ield higher than if a straight
ahead approach had been made using air
brakes. S turns will involve 360° or more of 
turning with two turn reversals probably 
involving more height loss than a circ le and 
the possibility of the loss of speed or misuse 
of the controls. 

Inadvertent Cloud Penetration 
Avoid launching into cloud and re lease in 

good •time. 
If enveloped in cloud; 

- Release under tension to avoid the flying 
drogue. 

- Lower the nose to regain approach speed. 
- If the speed increases excessively, open the 

airbrakes. 

FLYING 
The pre-flight checks should be familia r to the 

trainee already but include a reminder about 

trimming, correct weak link, correct glider hook, 
launch fai lu re options and who will fly the launch 
failure. 

Demonstrate the full climb and re lease fol
lowed by trainee practice. 

Demonstrate the too fast signal before the 
trainee tries it. 

When the fu ll climb is being well handled 
demonstrate the ground run, take-off and initial 
climb before trainee practice. 

On an opportunity basis take over to demon
strate launch failu res. 

Demonstrate and practice launch failu re re
coveries as an upper air exercise. 

Do not simulate any launch failures, particu
larly low level ones, for trainee practice until they 
have been demonstrated. 

Full climb and releasing 
Judge the climb angle by the angle between 

the wing and the horizon. 
Notice the position of the horizon in relation to 

the sides of the canopy. 
Keep the wings level using co-ordinated 

aileron and rudder. 
Monitor the airspeed. 
Glance from side to side through the ASI 

occasionally to check -
- Angle of wings to horizon. 
- Airspeed. 
- Height above the ground and progress along 

the site. 
More and more up elevator is usually needed 

to counteract the downwards pull of the cable 
but relax this if the glider starts to buck or hunt. 

Try to anticipate the end of the launch from 
ground •references. 

Notice; 
- The nose being pulled down. 
- The noise and/or the speed reducing. 

Lower the nose enough to take the tension off 
the cable and pull the cable release twice. 

Adjust to normal flying speed and turn away 
to clear the area for the next launch. 

Too fast 
Check the climb attitude and if it is too shal

low, increase it. 
If the airspeed is approaching the wire launch 

maximum, but before it exceeds it. 
Relax the back pressure on the stick slightly 

to relieve some of the cable tension. 
Use rudder to yaw the glider once to each side 

preventing rolling with the ailerons. 
Gently raise the nose to the climbing attitude 

again, checking the airspeed. 
If the speed significantly exceeds the wire 

launch placard speed, reduce the back stick and 
abandon the launch when high enough to do so 
safely. 

Airspeed low in the full climb 
Airspeed is low. 
l ower the nose to avoid .further speed loss 

and . . . 
- If the speed increases to the minimum safe 

speed smoothly raise the nose to the climb
ing attitude. 

- If airspeed does not increase treat this as a 
launch failure (don't hang on too long as the 
landing area ahead is decreasing.) 
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Ground run, take-off and initial 
climb 

When the cable is tight, call "all out". 
Keep the wings level with the ailerons. 
Balance on the main wheel with elevator. 
Steer straight with rudder. 
If a wing goes down. release. 
As soon as it has flying speed, the glider will 

take itself off. 
Feel the acceleration and notice the airspeed. 
Smoothly and progressively raise the nose. 
Check speed regularly. 
Gradually steepen the climb until, at about 

this height, the full climb attitude is reached. 

Launch failures 
Launch failure training should really be the 

province of only the most experienced and in 
practice instructors. 

Initially demonstrate and practice launch fail
ures as an upper air exercise. 

Launch failures at different heights must be 
demonstrated prior to being practicedl by the 
trainee but start with the high ones first. 

Both simulated cable breaks and winch en
gine failures need to be taught. 

Consider the minimum safe speed and height 
combination for launch and launch failure op
tions before every launch. 

Upper air- exercise; launch failure 
in the full climb 

Describe a wire launch failure scenario occur-
ring during the full climb. 

Dive the glider to about 60kts. 
Pull up Into a 50° nose up attitude. 
lmmediatly assume that the launch has failed. 
Lower the nose to below the approach atti-

tude. 
Pull the release twice. 
Check airspeed. 
Don't turn or open the airbrakes until approach 

speed attained. 

Upper air- exercise; spin off a 
normal gliding attitude following a 
cable break 

HASSLL check. 
Describe a wire launch failure scenario in 

which, although the nose Is 1lowered after the 
fai lure, a turn is commenced before the glider 
has had time to accelerate to a safe speed. 

Increase speed to 60kt then raise the nose to 
a wire launch attitude. 

Maintain this attitude until the glider is close 
to the stall. 

Positively lower the nose to the normal glide 
attitude and immediately this attitude is reached 
commence a co-ordinated turn. 

Bring the stick back to maintain the normal 
gliding attitude. 

The aircraft instantly stal ls and a wing may 
drop if the controls remain deflected as for the 
intended turn. 

Allow the spin to develop if possible. 
Recover or hand over control and command 

recovery- stall, spiral dive or spin recovery as 
app.-opriate. 

Establish how much height has been lost and 
relate this to a low level cable break and any 
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wind gradient delaying acceleration to a safe 
speed. 

Emphasise that attitude itself does not neces
sarily indicate adequate speed. Although the 
nose was lowered as the aircraft approached 
the stall , insufficient time was allowed for the air
craft to regain flying speed. 

Launch failures 
Unless close to the ground lower the nose to 

below the approach attitude and pull the release 
twice. 

Check airspeed. 
Can a landing straight ahead be made? 
Check airspeed again. 
If a landing ahead is not possible then decide 

alternatives. 
Don't turn or open airbrakes ur:1til approach 

speed attained. 

DEBRIEFING 
Placarded maxiroum wire launch speed. 
Minimum safe wire launch speed. 
Too slow. 
Too fast. 
Initial climb considerations. 
Stall speed on wire launch. 
Launch failure procedure near the ground. 
Launch failures from different heights. 
The need to allow time tor the speed to in

crease to approach speed before manouvring 
and/or opening airbrakes. 

Appreciation that different gliders, launch 
equipment and sites may require different tech
niques. 

ADVICE TO INSTRUCTORS 
Hand Positions 

You need to be extremely alert and ready to 
take over- especially during the take-oft, intial 
climb and following a genuine and unexpected 
cable break. 

Right hand hovering behind the stick during 
take-oft and initial climb ready to take over if the 
glider is allowed to climb too steeply. 

Left hand behind airbrakes )oo prevent them 
opening either inadvertently or deliberate·ly at 
the wrong time. 

Right hand ready to prevent any or too much 
forward stick during low level launch failure. 

Launch Equipment 
Modern wire launch systems use a poweriul 

winch or car, using strong cable in good condi
tion together with appropriate weak links. Such 
a launch system should easily be capable of get
ting a K-7, K-13, K-21, Blanik, Puchacz or Bocian 
to 10001! from an 800 yard run In still air: 1000 
yards should give 1300ft; 1200 yards should give 
1600ft and each extra 100 yards should add a 
further 150ft In sti ll air. Add 50% to these figures 
tor a 15kt headwind component. 

Regular cable breaks indicate that replace
ment is required and a good launch system 
should not suffer actual failures at all when the 
cable is new and less than 1% later. The use of 
piano wire or other specific site considerations 
may of course have a substantial effect on this, 
or indeed on the height attainable. 

Piano wire tends to coil and releasing i) under 
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tension should be avoided at the top of the 
launch if possible. 

The other remaining variable is the method of 
torque control on the winch. Almost all the really 
poweriul (180-plus horsepower) winches have 
automatic gearboxes and smooth hydrau,lic 
torque converters - which effectively act as a 
weak link in the system. There are, however, still 
winches with manual gearboxes and also some 
under-powered winches in service . Some high 
powered winches only achieve moderate rates 
of acceleration. 

lt is thus essential to know the relative perior
mance of the launch system in use at your club 
and to adapt your teaching methods accordingly. 

The increasing use of heavier glass-fibre glid
ers adds several new factors, compared with the 
older generation of machines. 
- Slower acceleration to "sate" speed. 
- Higher stall speed, giving less margin tor 

error. 
- Higher maximum permissible launch speeds 

- giving more .time to react. 
- Greater inertia, helping - in part- to conserve 

speed during a cable break "pushover". but 
delaying speed recovery when slow. 

- Higher flying speeds increase the radius of 
turns with impaired ability to make S turns 
compared with older gliders 
The extent to which the launch profile can be 

controlled by prompting is limited and critical 
near the ground. Rotating too soon or with insuf
ficient speed is particularly fraught. You should 
be prepared to take control to safeguard a po
tentially hazardous situation and to hand back 
control to the trainee once the situation is safe. 
If you take over instantly in the event of an unac
ceptably rapid pitch up then you will not only 
safeguard the situation but also bring the right 
emphasis to the trainee. If your hand is hovering 
behind the stick such as to prevent too much 
"back slick" then the take over of control will 
come naturally. 

Since the airspeed during the launch does not 
depend• solely on the glider's attitude, frequent 
monitoring of the ASI needs to be established. 

The maximum tolerable crosswind compo
nent depends on the glider type. In general, glid
ers which rest tail down (when the pilot is in the 
cockpit) and have tailskids, are more suscepti
ble to crosswinds. For these types (eg K-6, most 
glass gliders) it is usual for the downwind wing 
to be held at the beginning of the ground run -
to reduce the risk of weathercocking. 

Low power winches 
The main differences in technique between a 

low power winch launch and a high power launch 
are in the ground run/take-oft and initial climb 
phase and also the need to avoid stalling the 
winch engine through too vigorous a climb. 

With a low power winch the initial accelera
tion will obviously be more gentle. This means 
that the ground run will take longer, the controls 
will be that much slower to become effective, 
and more ground will be covered before a sate 
take- off speed is achieved. 

After the glider has become airborne, the build 
up of airspeed will be more gradual, and great 
care is necessary not to rotate too suddenly into 
the full climb. lt remains important to monitor the 
height: attitude and airspeed during the progres- • 
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sive rotation in order to ensure that in the event 
of a launch failure at any given moment a safe 
recovery and landing can be achieved. 

With an underpowered winch, a power failure 
at low level can be particularly hazardous. This 
is because the associated reduction in acceler
ation is more difficult to detect and the pilot may 
be tempted to "hang on" for a few seconds longer 
in the hope that power wil l be restored . For this 
reason special vigilance is necessary during the 
take-oH and initial climb. Any loss of power must 
be countered immediately by lowering the nose 
(assuming enough height has been gained) and 
aborting the launch. 

After the initial climb the launch can be han
dled in a similar way to the "high powered" situa
tion except that -
In certain conditions there may not be enough 
power- even at full throttle- to maintain a satis
factory speed and climb rate throughout the 
launch. 

The height achieved and the rate of climb will 
be less. The decisions in the event of a launch 
failure, particularly at a restricted site can there
fore be more critical -there may be genuinely 
only one "correct" decision. 

Less height means less time for instruction so 
pre-flight planning and briefing is that much more 
important. 

Autotow and Reverse Pulley 
Autotow 

Similar considerations apply as to the low 
powered winch. In addition some autotow vehi
cles, with automatic gears, have the annoying 
habit of changing gear just after the glider has 
become airborne. This results in a momentary 
loss of power at typically 10 to 15ft which clearly 
can be most disconcerting if not anticipated. 
Habitually accepting this can mask a launch fail
ure on other equipment. 

Hunting in pitch near the top of the launch is 
more common on autoow operations and may 
be due to the natural frequency of oscillation of 
the constant length cable. Relax the back pres
sure on the stick to allow the oscillation to die 
out. 

On reverse pulley operations the driver may 
not see when the glider is approaching the top 
of the launch overhead the pulley and therefore 
not slow down. Pilots must be aware of the rate 
of climb of the glider and release when it drops 
oH to avoid dropping the wire on to the pulley. 

Preparation for Flight 
Trim is conventionally set for the approach to 

cater for the possibility of a launch failure. 
However, this may require an excessively high 
stick force during the full climb . 

Loose articles may fly around the cockpit on 
initial acceleration and during the cl imb or a 
cable break. lt should go without saying that 
loose articles should be properly stowed before 
take-off. 

Launch failures 
lt may be possible with a particular launch sys

tem to pull up directly into the full climb with 
ample speed on almost every occasion. This 
practice is potentially dangerous because-
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This habit may prevail even on those occasions 
when the speed is not ample. 
Human reaction time may be slower than in a 
simpler situation . 

The programme of training may be dictated 
by the state of the cable; tatty cables ensure 
enough practice but not necessarily at the right 
stage, good cables may mean a concentrated 
session of training is required just before solo, 
and regular refresher training later on. 

There are a number of parts to the launch fail
ure exercise- recognition , recovery, judgment, 
planning, execution of the approach and land
ing. Although the trainee may have coped with 
similar tasks, eg stall recovery, circuit plan
ning,etc.the workload in the launch failure/cable 
break sequence may be too high for him or her 
to cope . If you are not demonstrating then be 
prepared to assist - prompt or demonstrate in 
part. Above all, do not 'let the situation develop 
until it is close to the limits of your own capabil 
ity. Take over well before your limits are reached. 

The time scale and sequence of events may 
face you with some critical decision making; if in 
doubt whether to take control or not then there 
is no doubt. 

At difficult (ie restricted) sites it is appropriate 
for a newly qualified instructor to take control 
and only demonstrate the launch failure recov
ery, rather than allow the trainee to attempt it. 

At many large airfield sites cable break op
tions are plentiful and easy. Recognise that in 
principle you should be training a trainee to deal 
with situations at any site. 

Over controlling of low level failures is a po
tential hazard. Consider the implications of a 
trainee who has only had high-level failures, he 
will be programmed for recoveries from a nose
up attitude and consequently, may over control 
a low level failure. You should guard against this. 

The low level fai lure, even in a level attitude, 
is particularly fraught in a wind gradient- con
sider a typical training glider, eg an K-13, at 30ft 
and 45kt in a moderate wind gradient when the 
cable breaks. Some of the speed will have been 
gained (the converse of losing speed descend
ing through it) due to the gradient, say 5kt, and 
this will be lost again in descending. In an actual 
cable break/failure any delay in lowering the 
nose the small amount required will result in fur
ther loss of speed and, possibly, a heavy land
ing or worse. 

///1 

Very low level fai lures at 5ft to 1Oft. Don't lower 
the nose at all. There have been several acci
dents due to lowering the nose into the ground. 

Do not simulate a launch failure to test a 
trainee at a height below which any delay, over 
control ling or airbrake deployment would tax 
your ability to recover. The low level fai lure must 
be pre-briefed and demonstrated prior to any 
trainee attempt at the exercise. The trainees 
practice must also be pre-briefed with particular 
advice not to over control on the elevator. This 
exercise has produced far too many training ac
cidents to justify surprise testing. 

Plans of action following a launch failure or 
launch abandonment should invariably stress 
the need to land straight ahead if at all possible. 
This may even mean landing out. Low level ma
noeuvring, especially under stress or at low 
speed, continues to be the major source of all 
UK flying accidents. 

In the marginal straight-ahead case the an
swer to the question "is there enough space?" 
has to be considered by the instructor. lt is inter
esting that in the early stage of a land ahead the 
amount of space may seem marginal but usu
ally proves to be more than sufficient. 

If a trainee makes the decision to go straight 
ahead and it is safe to do so then it is imperative 
that he should be al lowed to carry it out even if 
other options (dog leg , circle) are possible and 
more convenient. Only by allowing a trainee to 
carry out his decisions wi ll his confidence in
crease. 

When turning after a launch failure the circle 
may be extended into a circuit and the decision 
to turn in becomes essentially the same as that 
for running out of height in the circuit. The final 
turn should normally be completed at the same 
height as any other final turn but trainees might: 
- Turn in early and higher than usual because 

they are being tested. 
- Continue downwind and turn in lower than 

usual to reduce the retrieve (this circumstance 
does al low the instructor to see how well the 
trainee flies under what should be a higher 
workload), but this is to be discouraged. 

Conversions 
Beware of conversions from high accelera

tion launch systems to lower acceleration sys
tems as they may rotate immediately into a steep 
climb after take-off. 

Beware of conversions from auto tow or weak 
winch to powerful winch -they probably won't 
pull up properly and will get much too fast. 

Beware of conversions from equipment which 
had a noticeable gear change in the very early 
part of the launch. They may not recognise a low 
level launch failure quickly and hang on waiting 
for the power to pick up. 

Beware of conversions from aerotow -they 
won't pull up at all. Also they will normally take 
at least ten wire launches to become competent: 
this may disappoint them initial ly! 

Normally instructors will be familiar with their 
own launching device and in many cases wil l 
themselves have been trained using the same 
or similar equipment. If you are intending to in
struct at a site with unfamiliar equipment, you 
should ensure that you can cope yourself before 
attempting to teach others. 
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COMMON DIFFICULTIES 
Too abrupt or gentle a transition into the climb. 

This may be due to a tendency to look straight 
ahead rather than scanning from tip to tip via the 
AS I. Or it may mean that he never had a decent 
demonstration of what it should look like in these 
wind conditions . Don't be afraid to redemon
strate if prompts or descriptions don't work. This 
phase of the launch is over so quickly that you 
have no opportunity to correct the fault in flight. 
Each time he climbs too abruptly he is hazard
ing you too ! 

Fishtailing up the launch is usually caused by 
a failure to apply sufficient (or any) rudder to 
counteract the adverse yaw which results from 
making small aileron inputs. Analyse as well 
whether the aileron inputs are all necessary. 

Incorrect rudder co-ordination •in crosswind 
drift correction. Explain that drift correction is 
achieved by appfying some bank with co-ordi 
nated controls. Once banked the rudder wil l be 
centred and the glider neither slipping nor skid
ding. 

Always end up turning upwind after release. 
Explain that not only must the nose be lowered 
but any bank for crosswind correction must be 
removed promptly too. 

Bucking or hunting at the top of the launch. 
This pitch oscillation near the top of the launch 
seems to depend on cable length and tension 
but some glider types are particularly prone to it. 
The remedy is to lower the nose slightly -
enough to stop the oscillation - and then gently 
raise the nose back into the climb attitude. 

Releasing under tension . Especially on a 
winch using piano wire, this can cause time
wasting breaks and tangles. Releasing under 
tension does not offer any significant height gain 
and it increases the wear on the hook as well as 
unnerving the trainee. 

Poor directional control , wing dropping on 
ground run. The most likely initial cause of this 
is that the trainee has not yet learned how large 
the control movements should be at low speeds. 
The problem is aggravated by the fact that the 
co-ordination is different on the ground because 
the rudder is steering the glider as well as bal
ancing aileron drag. If the glider lifts off whilst re
covering from stewing on the ground the 
possilbility of a spin when the power increases 
is quite large. 

Wing rocking during the climb There are two 
possible causes. 

Rapid small-scale wing rocking is caused by 
being two close to the stall and the remedy is to 
relieve the back pressure on the stick until the 
wing rocking ends. 

Slower large-scale wing rocking is usually 
caused by the trainee correct ing for one wing 
low but failing to centralise the ailerons when the 
wings are level and thus dropping the other wing, 
ieovercorrecting. This may be due to: 
The trainee failing to recognise wings level. 
The very small amounts of aileron required at 
the faunch speed compared with the much 
higher sustained elevator force. 
A tense grip which may mask the stick forces 
being applied. 

Offset wires- Sometimes the wire is dragged 
some distance sideways to the glider from the 
point where the retrieve vehicle dropped it. This 
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can result in a substantial sideways bow in the 
wire even when slack has been taken up. This 
bow causes a vigorous swing towards the wire 
which cannot be prevented with the rudder and 
may result in a wing drop. Either: 
The glider should be pointed down the wire prior 
to launch to avoid this swing or 
The pilot must accept that this swing· is inevitable 
and be prepared to take prompt action to keep 
the wings level. a 

·OVERSEAS NEWS 
Please send news and exchange copies of 
journals to the Editor, 281 Queen Edith's 
Way, Cambridge CB1 4NH, England 

LILIENTHAL'S DERWITZER 
In Germany, Alfred Lohmeyer has built a flying 
replica of Otto Lilienthal's Derwitzer. the glider 
in which Lilienthal carried out his first proper 
flight. The project took two years to complete; 
traditional construct ion methods were used. 
The intention was to make at least one flight 
from the Wasserkuppe. 

DANGERS OF RADIATION 
In Soaring magazine, a warning has appeared 
about the dangers of exposure to carcinogenic 
UV radiation at high altitude. At 20 OOOft, the 
amount of UV absorbed is more than double 
that at ground level. Guy Ford Byars recom
mends applying a film with a 'UV filter to the 
cockpit canopy. Segelflygsport recommends a 
long-sleeved shirt and a sun-hat as a minimum. 

LITHUANIA COMPETING 
The traditional Poitiers Two-seater Champion
ship ("Coupe d'Europe des Planeurs Biplaces") 

, had an entry from Lithuania. Vytantas Sabeckis 
and Viktoras Kukcitaitis flew their LAK 12-2R to 
4th place in a field of 26, winning three days in 
a competition which saw ten contest days. They 
achieved their prominent placing despite having 
missed the first contest day. 

UNMANNED MOTOR GLIDER 
John Langford of Aurora Fl ight Sciences 
Corporation has developed an unmanned 
motor gl ider (Perseus) for exploration of the 
upper atmosphere. The aircraft is designed to 
lilt 50kg of scientific equipment to an altitude of 
25000m (80000ft+). 1t has a 16.7m wingspan 
and is capable of flying extremely slowly -
50km/h at low llevel, corresponding to 280km/h 
at its ceiling. A typical flight profile is a winch 
launch (the propeller has inadequate ground 
clearance for self-launching). followed by a 
powered climb to maximum altitude and a pow
ered loiter of about 1 hr before the fuel runs out. 

Most of the Overseas News in this issue has 
been translated by Max Bishop from the 
Swedish Segelflygsport magazine. 

ID]3JI A T LLOYDS 'S 
INSURANCE BROKERS INTERNATIONAL I.TD 

Using our 30 year combined 
experience we are pleased 

to be able to offer an 
exclusive new glider 

scheme 

For further details or a 
quotation please contact: 

GRAHAM ROBERTS 
NEIL DROGMAN 
DAVIDBACON 

Capital House 
42 Weston Street 
London SE1 300 

Telephone: 071-403 2600 
Fax: 071-403 0021 

GLIDING CLOTHING 
Keep cool in summer and warm in 
winter by wearing BGA T-Shirts or 

Sweat Shirts from the exclusive 
Whispering Wings range. (Sizes 
available to fit all glider pilots.) 

Promote your sport whilst wearing 
these attractive and excellent quality 

clothes. 

Tel the BGA on 0533 531051 for 
information on all our items in the 
shop - AccessNisa Credit Card 

bookings accepted. 

A thought for February 14. 

LOVE IS ... 

(Apologies to Adrian Henri) 

Love is hanging on in a frozen field 
Love is taking weight when the wing won't yield 
Love is de-rigging when your blood's congealed 
Love is. 

Love is seeking shade on a Provence plain 
Love is retrieving over wild terraine 
Love is doing it again and again 
Love is. 

Love is standing by when the showers fal l 
Love is taking off knowing you won't stall 
Love is flying high, supreme over all 
Love is. 

Zillah 
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PENGUIN 

WAY 
OFF 
TRACK 

Feeling shirty 

I wooldc't wact to b• ic Ma<y M.aghe(' 
equipe if she ventures to Aboyne or Portmoak in 
search of wave. 

Not hitherto sparing in detail on the advance 
of her admirable flying career, Mary left th ings 
unsaid in her report on the Women's European 
Championships in the last S&G, p312. Perhaps 
the need for brevity in this particular report, to 
avoid upsetting such Booker chauvinists as 
Dave Watt, prevailed over her normal instinct 
for commun ication but I was intrigued by her 
passing reference to her dismissal from the man
agership of the British team. 

"I was ultimately given the sack tor insensitiv
ity," she wrote, "and for leaving Scotland off the 
map on the commemorative T-shirts." 

I had thought only moments before reading 
this that there was something peculiar about the 
British team photo and only then realised that it 
was the outline of an oddly truncated landmass 
which the ladies had emblazoned across their 
several frontages - save for Gill Spreckley who 
played safe with a blazer carrying a Union flag 
pocket badge. 

With the Scots - and possibly even 
Mancunians and Tynesiders too - justifiably 
restive over each and every slight they receive 
from a government obsessed with that part of 
the country encompassed by or closely adjacent 
to the M25, and "national" media which are in
terested in scarcely nothing north of Islington 
and Camden Town, Mary will unwittingly have 
advanced the ultimate dissolution of the UK by 
another tiny notch. 

One can only assume, in the lack of further 
detail, that Mary, unusually for an expatriate now 
resident in these islands for 20 years, fell victim 
to the virtually universal practice among her 
compatriots of saying "England" when they 
mean Britain. 
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So, Mary, more detail in this instance please 
- just like the blow-by-blow account of solo 
Super Cubbing to Alicante in winter, published 
in the December Pilot and of which an admiring 
Penguin read every word. 

A nose for lift 

D. L. Hadley raised an interesting possibility in 
the December S&G, p339, when he suggested 
that the tubular nose of the albatross might 
function as a "shearometer", detecting the rate 
of change in pilot pressure through the wind 
gradient over the waves, which some believe is 
used by albatrosses for dynamic soaring. 

He isn't the first person to discuss dynamic 
soaring- and the albatross, of course, isn't the 
only bird with a directly forward-facing nasal 
tube. 

That other remarkable wave-skimmer, the 
storm petrel - though less adept at gliding 
through its lower aspect ratio wing- has a simi
lar hooter atop its bill. I read Mr Hadley's theo
ries only the morning after attending a "birding" 
lecture in which I was told it was an efficient de
salination plant which enabled the petrel to re
main in the open sea for months on end, coming 
ashore only to breed. 

The really striking th ing about the hardy 
mariner is just how small it is. When I saw storm 
petrels being ringed at the Copeland Islands ob
servatory last summer I was amazed to find that 
one would fit comfortably into the palm. 

Just like Eliza Doolittle's "sparrer", in fact. 
But to return to the possibilities of kinetic soar

ing: it was generous of Mr Hadley to concede 
that a pilot seeking to emulate the albatross 
··would be wise to use a glider fitted with a motor 
for practice." 

At Bellarena the Ulster GC is perhaps the best 
placed UK club from which to conduct such re
search as at least 50 per cent of our flights are 
partly over the sea. Magnificent waves, some
times with a 5000 mile Atlantic "fetch" behind 
them. are as often as not crashing on to our 
seven mile long silky smooth local beach. 

But on the rare occasions any of us have cho
sen to fly only feet above their foaming crests 
we have prudently chosen a more reliable ac
cess to kinetic energy - a red-line beat-up with 
the certainty of being able to pull up into ridge lift 
on the cliffs behind the beach, or otherwise to 
sink, safe and dry, on to its welcoming sand. 

But d Mr Hadley, or any other bold experi 
menter. wants to try soaring like an albatross to 
the general benefit of us all -please, be our 
guest. 

Strong pong 

On the subject of, literally, nosing out lift, we 
used to be able to do this frequently at our for
mer site, Long Kesh. 

it was only two miles downwind in north and 

north-easterlies from a burnhouse where the 
carcasses of "fallen" animals- those that have 
died through various unmentionable natural 
causes rather than having kept an appointment 
with the slaughterman - were rendered down to 
fat and bone meal. 

The waste heat off the burnhouse was, in
deed, often soarable and widely advertised it
self. The stench was. simply, appalling. 

Now the BSE scare has destroyed the market 
for the by-products of such animals so they are 
sometimes left lying where they "fell", or are 
otherwise dumped in woodlands, ditches or in 
places of public resort like golf courses and glid
ing sites. The wider community now gets the 
olfactory benefits previously enjoyed by so few. 

lt was always a theory of mine that Long Kesh 
was chosen by the government to be an intern
ment camp as a means of wreaking its revenge 
on the men inside. 

Breathe - and repent. 

Span and tonic 

Drowsily, I picked up Spenser's Epithalamion 
the other night for a spot of light bedtime read
ing when the intriguing words "Phoebus gins" 
sprung from the page. Instantly, I was fully 
awake. 

I love both Phoebuses and gins. I owned a 
Phoebus once and had more troublefree and 
glorious cross-country soaring in those six years 
than at any time before or since. In umpteen field 
landings, many into tiny Irish pastures which 
spoiled GB pilots would liken to a handkerchief, 
it never suffered so much as a scratch. 

So much for the silly horror stories about its 
"phoeble" airbrakes told, or written, by those who 
have never flown a Phoebus as muc'h, or been 
caught out so often, as I. 

But I'd never before associated the subl ime 
17c specifically with G& Ts. Least of all can I 
recall ever having had one thrust into my hand 
by a well-wisher after the aircraft were de-rigged 
or hangared for the night. But then my appointed 
role in apres-vol drinking during my entire glid
ing career has been, invariably, to buy the 
drinks. 

Reading the passage fu lly, I found that 
Edmund Spenser probably hadn't owned a 17c, 
or been a G&T fancier e it~er , but was merely il
lustrating how much spelling , like technology, 
has moved on since he knocked off the piece, 
together with a syllable here and there: 

The Rosy Morn long since left Tithones ' bed, 
All ready to her silver cache to clyme, 
And Phoebus gins to shew his glorious hed. 
Many a Rosy Morn in those six years I left Hen 

Penguin's bed, hedded to the field and clymed, 
if not to a silver cache, at least into a somewhat 
yellowing gel coated one. And then proceeded 
to out-clyme anyone who cared to joust in the 
same thermal or wave as me. 

I'll buy a launch- launch, not lunch -for the 
first person who, encountering me on any glid
ing site, can immediately quote, word-perfectly, 
Spenser's next seven lines. 

Then they can buy me a Phoebus gin. 11:11 
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CLASSIFIED SECTION=====-
TO PLACE AN ADVERTISEMENT IN THE 
CLASSIFIED SECTION, p'lease send your 
remittance together with your wording to 
CHEIRON PRESS LIMITED, Hillview, 
Heathfield Road, High Wycombe, Bucks 
HP12 4DQ (Tel 0494 442423 or 0860 510407), 
before the 4th of the month of publication. 
Rates 70p per word with a minimum of 
£14.00. Black & White photographs ac
cepted £6.00 extra. Box No. £3.00 extra. 
Prices including VAT. 

FOR SALE 

K-6E, K-6cR, K-7, K-8 all in very good condition. Reasonable 
prices. For detarls Tel 0952 460420 (eves) 

SF·25E Panshanger. h share £t0000. Alternat ively, co-pilot 
considered with keen interest in gliding/mountain soaring, will
ing to share mamtenance. Tel 08t 458 2624 

K·6cR Basic instruments. good trarler, C of A, parachute, £5200 
T el 0430 440401 

SLIMPACK PARACHUTE; Audio to suit PZL!Win1er vano. E2 
compass. 14v from 12v booster (for 14v instruments). Tel Alan 
Purnell 0252 615365 

ASTIR CS. Completely refurbrshed with new canopy and main 
frame, basrc instruments and wooden trailer £13500. Tel 0494 
4 72609 or 488414. 

SKYLARK 4. C of A to December 92. Complete with 
parachute , barograph, rigging aids and enclosed trailer 
£7000ono. Tel 0256 27532 

K-8 Basic instruments. nice condition wtth new canopy, cov
ered trailer £5000. Tel 0635 44364 

DISCUS 1/2 share £16 000. Outfit in excellent condition. As 
flown in World Championshrps. Nympsfreld based . Tel Bill 
Davrs 0225 833459 after 25th February. 

VEGA flapped , wrngs reprofrled resprayed . no accidents. full 
panel including Horizon. radio. Parachute . barograph, oxygen. 
Rigging aids and tow out gear. Metal trailer. Avai lable May 
t 992 with C of A £17000. Tel 0457 85 2012 

4·DRUMMED WINCH. Simple handling , 300hp engine. in good 
condilron. built 1975. HFL 85 000. Tel (Holland) 010 31 85 2195 
29 (after 7 pm) 

OLYMPIA 463 very good conditron. AIT nose hook. TiE audro 
and mechanical varies, Dart canopy. Attractive colour scheme 
and a joy to fly. Good trarler. Vrew Enstone £6150ono. Tel 0865 
300518 

LS-7. Superb undamaged conditron. Complete outfit including 
S-NAV. RC-Alien Horizon, Bohli. 720 radio Two year old metal 
trailer. Solo rrg and tow out gear. £32000. Tel John Galloway 
0592 620313. 

K-7, sprung wheel. bubble canopy, Ceconite covered, no acci· 
dents. good condition. trailer £4500. CIRRUS VTC (18m) good 
condition. closed trailer £8000. Tel Michael Krogh (Denmark) 
OtO 45 45 17 16 12 (offrce) 010 45 45 87 84 9t (homej 

PEGASUS 101A Excellent condrtron, full instrumentatron. low 
hours. metal trailer. parachute , Winter barograph, oxygen, full 
low out gear. T el 0252 850130 

K-4 two-seater, good condition, full price including trailer 
£1500. Tel 0203 317080 

GULL IV, BGA 565, unrque vintage glider. closed trarler. full C 
of A. view at Cranwell £2400. T el 0509 504493 

ASW-20, PH-703, privately owned , crash free, 1981. 600 T/0, 
1400hrs. All+ AS rndicator. closed trailer. DFL 66 .000. TeiiFax 
NL (0)30-200136, S Gooszen 

MOSQUITO 'B'. constructron No 167. built late 79. Complete 
outfit includes trailer, parachute and barograph. Instruments 
AS I. Alt. T&S .. Bendix J8, honzon , Wrnter vario . Cambridge MK 
IV, varro and director. Bohli compass . oxygen, A8A . Oittel 720 
radio and Decca Nav. Ideal, very forgivmg difficult site machine 
a! £17 500ono. T el 061 980 7658 

BLANIK ex·RAF. Good panels . good condition, £5000ono. Tel 
0983 872966 or 0983 403532 (eves) 

VEGA- Flapped with 17m trp extensions. Parachute. oxygen, 
radio. trailer etc. Offers around £16 000. Tel 031 447 4227 
(home) or 031 556 7563 (officej 

T·49 CAPSTAN. One sixth share- Husbands Bosworth based 
Capstan. Good availability. Bargain at £550. Steve Williams Tel 
0604 403119 (eves) 

GRUNAU BABY 3. C of A to June 92. Very good condition. 
Hangared. With alternat1ve full canopy and open trai ler. 
£2850ono. Tel 0935 891445 
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GLIDING POSTCARDS 
Steve Bicknell has produced 14 beautiful postcards. pnnted in 
lull colour ranging from K-13"s to Nimbus 3. Sets of 2 cards of 
each subject can be yours for only £8.00 (incl VAT. Post & 
Packing). Alternatively, individual subjects for 24p each plus 
VAT and P & P. (Minimum order 20 cards). 
Please send crossed cheque or postal order, made out to 
Sieve Bicknell Produclions Ltd. 16 Lexham Mews, London 
W8 6JW. Tel 071 938 5499 

OLD TIMER L-SPATZ 55 
(1959 by Scheibe,Germany) 

Very good conditron. Complete overhaul 1988. Basrc 
instruments, second-hand parachute. 6 band (English) 

radio. 3 year old trailer with very strong canvas. 

£3,000 approx. 

Tel: Paredis Rene (Belgium) 010 3211 857133 (eves & 
weekends); 010 3211 229712 (office hrs) 

PEGASUS 101 
1986 /ow hours. Borgelt B-24 Direc!or/Averager. Electronic Vario, 
W1nter Mechanical Var1o and ASI. Dittel720 radio. T/S. Oxygen. 

Fibreglass low profile trailer. Full rigging aids and solo tow out aids. 
Marntainedlhardwaxed by Zulu Glasstek. C of A February 1993. 

Based Lasham. 
£19,950 

Tel lan Godfrey 0705 6936tt (office) 0425 652599 (evenings) 

RESIDENT INSTRUCTOR & TUG PILOT 
Required for 1992 Season May/Sept 

These positions require self-motivated person 
prepared to help with every-day running of Club's 

activities. 
Apply to: Buckminster Gliding Club, c/o F. L. Cox, 23 SI 
Mary's Rd., Bingham, Nons NG13 8DX. Tel 0949 837867 

WELCOME TO SAUMUR 
The Loire valley is an excellent region for soaring from 

March to September, and is rich in history and tourism. We 
welcome visitors in groups or individually. Because your 

comfort is important to us we limit the number of machines 
to about 10. Aerotowing available every day in June, July 

and August. List of furnished houses available for rent 
supplied on request. 

Wrrte to:- VolA Voile, BP123, 49413 Saumur, France 

August 22 - 30, 1992 

EDGEHILL REGIONAL$ 
BGA rated 

S.a.e. 21 Pitts Road, Oxford 
Tel: 0865 61190 

COVENTRY GLIDING CLUB COURSES 
GLIDING PPL HOLDERS. A tail wheel conversron course can be 

arrarged lor Bronze C r aiders dunr.g lhe winter season. 
BRUSH UP ON FIELD LANDINGS. A course can be arrar;ged to 
practice lield selection and approaches to provide confider,ce rn 

oullanding tor next season 
?DONE YOUR STALL REINFORCEMENT EXCERCISES YET? 

Expenence can be gained rl required. 
For deta11s of any of the above at Husbos. contact 

Phil or Harry. T el 0858 880521 

BLANIK manufactured 1975. plus open trailer (full electrics fit
ted ) 1650 hrs. 7800 launches , front and rear rnstrument panels, 
TM·61 radio, electric vario. front horizon with inverter plus cable 
for rear horrzon. All in good condition. £5750. Tel Porrett 0935 
28081 

JANTAR 1. Good condition. basic instruments, metal trailer, 
tow-o ut gear. £13000. Tel 0608 85790 (days) 0608 84217 
(eves/weekends) 

K-6cR Reprofi!ed wings, radio. Cambridge+ mechanical varios, 
C of A. trai ler. £5000. View at Old Sarum Tel 0202 884645 
(eves) 

TWIN DRUM "WIND" GLIDER LAUNCHER Ex-MOD. Tel 
0488 71785 (days) 0488 72485 (eves) 

INEXPENSIVE GLIDING. Share rn Blanrk based Sutton Bank. 
Hangared. New C of A. Low monthly payments [475 or near. 
Tel Dave Webb 0937 844859 (home) or Ray Windley 0282 
831199 (office). 

SF-27 excellent condition, alloy trailer, one person rigging aids. 
tow out gear, basic panel . parachute, based Hus Bos. £8450 
offers. Tel 0604 38673/29453 

SKYLARK 2(S) Unique well maintained glider with enclosed 
trailer. Good panel with audio vario and radio. 12 months C of A 
£4250ono. Tel Peter Harrrson 0707 331299 (days) or 0582 
840689 (evesj. 

NIMBUS 2. Good gel, good AMF trailer. Full panel incl Dittel 
720, Cambridge Mk IV (incl averager). horizon etc. Nearly new 
parachute. Cirrus-type brake mod. giving excellent approach 
control. Quite srmply the best perlormance per pound. £18 950. 
Tel 07t 938 5499 (weekdays) or 0453 822028 (weekendsj. 

M-200 two-seater , basic instruments. open trailer £6000ono. 
Tel 0924 862141 

KESTREL 19. Instruments. radio. oxygen, parachute , trader 
£13 OOOono. Tel 0977 662934 

GLIDER TRAILERS. For the best hand-made glider trailers, at 
sensible prices, talk to David Schofield. Tel 0793 
790 t60/822300 or 0831 405272 

ASW-20F t982. 800hrs. One private owner. Fully equ ipped, 
never damaged. Just passed general overhaul, Schroeder 
trarler. £18500. Wrrte Eric Larribet, 24 bd de l"ouest, Le Raimcy 
93340. France. Tel 010 331 43 02 88 26 or 43 64 22 90. 

M·100 Basic instruments. trmberiglass trailer. All in vgc £6550. 
Tel 0763 89460 (evesi 

THE MYND'S JAGUAR POWERED WINCH is for sale due to 
purchase of super new winch. This 4.2!itre LPG powered single 
drum winch is available for v1ewing and demonstration. Spares 
include a new cable. Offers toR Andrews Tel 058861 447 or 
206. 

SPEED ASTIR 11. Excellent condition. aluminium trailer, radio, 
electric vario, tow out gear, privately owned. Tel B.elgium 32 3 
658 64 03 

SF-27 basic instruments. trailer , spotless condition. K·6E per· 
formance, low€r costs £6300 Tel 0904 703171 

1984 SCHEIBE SF-34 glass-fibre two-seater glider. Superb 
condition. Basic instruments both cockpits plus speed director 
Complete outfrt wrth very good trailer. Total launches 2000, 
800hrs only. C of A to Dec 93. £18500ono View and fly Aston 
Down. T el 0285 760415. 

K-7 OWNERS. We have redundant wings, fuselage etc at 
Aston Down. Price negotrable. Tel 0285 760415. 

HALF SHARE rn Prrat for sale. currently based at Kirton-in
Lindsey. Good condition , complete with trailer. parachute and 
barograph; aerobatic; 32:1 £3250. Tel 0724-841876 (eves) 

LS·4A June 1990. 100hrs unmarked. Cobra trailer , Varcom, 
Becker on full panel, parachute. rigg1ng aids, superb outfit. 
Offers T el 04 73 822866 

DART 15. Half share based Mendrps. Metal trarler, radro , full 
panel, frrst 't5' to be fitted with belly hook. Tel Paul Marsh 0275 
855824 

15 METRE. Top surface brakes, flapperons, Carbon Star. 
Delight to fly. PIK a bargarn. £t5 000 full outfit. Tel Stafford 
Alien 0553 841687 

IS-29o Astrr type performance. less than K-6 money, better 
handling than either. Go.od condition, low hours, £7250ono. Tel 
Gordon 0344 776627 

K-6CR !ow hours, extended nose, nose hook, instruments. C of 
A, closed trailer. £5975ono. Tel 0869 50313 (day) 0869 50974 
or0993811675 (eves) 

K-6E. Immaculate condition. 1360hrs, 11921aunches. Good in
struments inclUding radio . Excellent open trailer. Full w ing and 
fuselage covers. £9250ono. Wou ld consider syndicating. Tel 
021 705 4440 or 0564 776606 

SLINGSBY T·59H Kestrel, GRP trailer, instruments. parachute, 
single man rigging and tow out gear, barograph, C of A. Seen at 
Husbands Bosworth. SZD 50-3 PUCHACZ. tra iler, waterproof 
covers. C of A I ram purchase. Seen at Portmoak. Tei/Fax 0592 
84288 

OPEN TRAILER suitable K-7/K-13 type. Further details Tel 
0283 75283 or 0283 46232. 

1980 ROBIN OR 400 -180R. Low engrne hours. tow hook, ex
cellent condition. C of A June 92. Serious otters invited. Tel 
0494 442501 or 0494 529263 

K-7 New canopy , good condition. never senouysly damaged, 
rnstruments. C of A. For further details Tel. 0494 535005 

SLINGSBY SKY T·34 1954 good condition (recovered 1990) 
Oxygen. T & S. headlight' parachute, aluminrum trailer £4600. 
Tel Noel McLaughlin (Peterborough) 0733 69294 (eves). 

SF·27B Zugvogel 3B. 17m wrth trailer £8000. Tel 0636 700242 

WOODEN TRAILER refurbrshed by Schofield. £400. Tel 0793 
790160 or 0793 822300. 

CLUB ASTIR. Fibreglass trai ler , full instruments, radro. 
parachute. immaculate. Spigot mods completed, no prangs. 
£11 850 Tel 0904 70317 1 
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REFINISHING IS OUR .QN1.Y CONCERN. 

CUSTOMER SATISFACTION? 
"I would like to say how pleased myself and my syndicate 
partners are with the glider. We have in the last year spo
ken to lots of other syndicates having gel coat work car
ried out. We have also seen a number of other gliders 
which have recently been re-gelled, and we have not seen 
a better example. As well as the quality of the finish, we 
were also impressed that you met the agreed delivery 
date and cost estimate. 

Many thanks again, we would have no hesitation in rec· 
ommending your services to other syndicates. " 

An extract from a 'thank you' letter from LS-4 syndicate 
ELT Lash am to 

PROTECH LEADING FINISHES 
Booker Airfield, Marlow, Bucks SL7 3DR 

0494 438581 
Send sae for further references and true facts about 
finish maintenance. 

WHY PAY GLASS PRICES? COBRA 15 UD 38:1 . Well instru
mented. radio, oxygen, parachute, trailer, tow out gear. All in 
very good condition for only £8750. Tel 0842 861509 

ASW-20CL ·;, share based Dunstable. Low hours, Peschges, 
competition ready. £8500. Tel 081 789 4265 

ASW-22. Excellent condition. Competition panel, Cobra trailer. 
covers. BGA registered, flown in Holland. Tel Mike Foreman 
010 31 4132 54277 (eves) or 010 49 283789 Ext. 5676 (w/e 
eveningsj 

PROTECT YOUR GLIDER with lightweight custom made pyja
mas. Waterproof or polyester/cotton. Soft Vyelta canopy cov
ers. Tel Ann Wootf 0256 58540. 

BERGFALKE 2/55 1957. Good condition, 2200hrs, basic in
struments , blue & white £5000. Audouin, Villetrouvey 49080, 
Bouchemaine, France. Tel 010 3341 77 17 70, Fax OtO 3341 
771710. 

P£NNINGTONS CHARTERED ACCOUNTANTS 

For accountancy and taxation services. 

I t Worton Court, Worton Road. lsleworth, 
Middlesex TW7 6ER 

Telephone John Gorringe 
Day 081 568 8745, Evening 081 948 3799 

PUNDIT 3 
Glass Cockpit with high resolution liquid crystal dis
play. Unambiguous analogue pointers present full 
vatio information including McReady setting plus 20 
second and ' from entry' averagers. Two additional 
pointers show actual and optimum airspeeds. match 
need les to fly at best speed. Digital altimeter with 
adjustable millibar sub-scale. Digital final glide. 
More. Two modes only, climb and cruise. In cruise 
mode vario becomes airmass and audio speed com
mand is turned on. No display change, no confusion. 
Choose polar(s), create your own, ask PUNDIT 3 to 
calculate using flight statistics. Substantial on board 
non volatile RAM carrying performance tables and 
main program flow is programmable externally via 
PC serial link. Updates on disk. Reliable technology 
proven by t 5 years flight in '1 48'. Anticipated user 
fitted extra hardware may include compass. GPS 
and thermal mapping. Limited number available at 
special low introductory price for I 992 season. 

Dinosaur Electronics Ltd. 
Whitehill Partr., Weobley, Hereford HR4 BQE 

Tel: 0544 318191 

ASW-15A Nose aerotow hook, instruments, radio, electric vario , 
new canopy , metal trailer, good condition £12000ono. Tel 
Oxford (0865) 65405 

!KESTREL 19M. 44:1 ~ the affordable glider with very long legs. 
This one is exceptionally clean. Complete outfit for sale or con · 
sider >! share based at Lyveden. Tel 081 566 1342 (day) 

K-16 two-seater motor glider. Lasham based, two shares avail
able at £4.600 each. Tel John Hopgood 0705 269339 

BEAGLE TERRIER G-ASOI. Three seater with glider hook 
Very nice condition. Gipsy major I 200hrs TT C of A to May 94. 
£15 OOOono. Tel 0555 892558 (eves) 

ASW-24 fully competition equipped £29995. VENTUS B fully 
competition equipped £24000. Tel 0869 243030 or 0869 
252493. 

ASW-20FP (Boy Racer winglets) 575hrs, 200 launches, very 
good condition, t1nted bronze canopy, full competition panel. 
720 radio, hard waxed, CAP trailer, t 2 months C of A 
£22250ovno. Tel 0449 736237. 0582 477256. 

THE EUROPEAN SOARING CLUB 
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Soaring in Central France 
The perfect gliding environment 
French weather, food and wine 

Pre-solo to Silver ·c· 
Seven day Soaring Courses 

Silver ·c· to Gold ·c· 
Seven day Cross-Country Courses 

For further details: 
Brian & Gillian Spreckley (010 33) 5437 3408 

or, Kiera Hibberd, 45 Sandiford Road, Holmes Chapel, 
Cheshire CW4 7BU. Tel +Fax (0477) 34655 

Sailplane & Gliding 
The magazine can be obtained from most Gliding Clubs in Gt. Britain, alter
natively send £17.50 (to include the 1992 Yearbook) or £14.50 postage 
included for an annual subscription to the British Gliding Association, 
Kimberley House, Vaughan Way, Leicester. 

Red leather-cloth binders specially designed to take copies of the magazine 
and gold-blocked with the title on the spine are only available from the BGA. 

Price £5.50 including post and packing. 

USA and all other Countries 
Payable in either Sterling £14.50 (or US$25.00) (or US $35.00 by Air Mail) direct to the British 
Gliding Association. 

HOPEWELL 
ESTATE 
Royal Deeside 

Luxury cottages in beautiful wooded grounds of 
country house on private 600 acre agricultural 
and conservation estate in area of outstanding 
natural beauty w ith spectacular scenery . 

Most attractively equipped to very high standard. 

Fishing on five stocked lochs. tennis court, 15 
m ins Dinnet Gliding Club. 

Superb paradise for bird watching, abundant wild 
life. touring and N. T. castles and gardens 

Full colour brochure from: 
Mrs de Winton, Hopewell House, Tartand, 
Royal Deeside, Aberdeenshire AB34 4XD 

, CANNOT COPE WITH THE DEMAND? GLIDER UIS 
OR YOUR INSTRUCTOR THE SAME? I 

Full rated instructor with or without K-21 
will overcome your problem. 

Also Christen Husky tow plane and 
ASH-25E available. 

Tel Mike Driver 0362 668924 

SAILPLANE 
& ENG. 

SERVICES LTD. 
C's of A 

REPAIR TO GLASS-FIBRE 
STEEL TUBE & WOODEN AIC 

DART 17R- £7,550 
K-4-£2,300 

SPARES K-13; 
PI RAT and SWALLOW 

WRITE OR PHONE: 

KEN BLAKE 
1BUXTON (0298) 24365 
SAILPLANE & ENG. SERVICES L TO. 
HOLMFIELD RD., BUXTON, DERBYS. 

Ever been retrieved from farm field by an airplane on 
a towrope that was nine acoustic guitars long? 
Memories . 

Join me in this super fun soaring adventure over 
Poland. Race or learn racing. 

I am sponsoring the 1992 2ND ONE DESIGN ALL 
JANTAR STANDARD SAILPLANE CONTEST. 
LESZNO SOARING CENTER. MAY 31 -JUNE 14. 

1 also arrange participation in POLAND'S STAN· 
OARD CLASS NATIONALS. MAY 16-30 1992 and 
CROSS-COUNTRY CAMP for pilots that need more 
experience, Silver or Gold. 

Prepaid, two week package includes: meals, private 
rooms, sailplanes, aerotows, aero-retrieves , bare
graphs, maps, films, technical support, professional 
operation of the contest. Show up with a suitcase. 
Fly contest! Have fun! Everything is provided! Very 
affordable! New friendships worldwide' Camaraderie! 
No pressure! No worries! No extra costs' Open to all 
pilots. Inquire early. 

Call me for detailed information or write: 

ANDRE VOLANIT 
1238 SHELTER CREEK LANE, 

SAN BRUNO, CAUF 94066, USA 
PHONE: (415) 589-9027 3-7GMTor weekend 

FAX: (415) 872 1156 24 hours 

February!March 1992 
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STD LIBELLE 201. Fu ll inslrumenls , barograph oxygen. tow 
out aids , melal trailer - all in very good condil ion £12000ono. 
Tel 8111 Craig 02406 4703 (home). 0923 50888 (wor1<) 

PEGASUS 90, March 91, 11 share based Soulhdown. Sell con
necting controls and new 1mproved cockpi t layout. Full panel in
cludes Cambridge M. Nav. Becker radio, Boh li , Winter vane. T 
& S. parachute and superib aluminium lrailer wilh low out gear 
£9500. Tel 0932 858989 (wor1<) or 042 868 2018 (eves) 

NIMBUS 3or Two ;<th shares available in this very high perlor
mance self-sustaining engine equipped two-seater presenlly 
operating with the Cambridge Club £10000 each . Tel 0279 
850713 

K-6cR super soarer, standard instruments+ audio vario, radio , 
barograph. parachute. covered trailer £6450ono. Tel Duhig , 
Norlolk Gl. Club. 0553 828651 

K-7 sprung wheel, trailer, other extras , no serious acciden ts. 
good condi tion, new C of A £6500ono. Tel 0902 372710 

ASK-13 recently re labricaled. Built 1968. 750hrs, basic inslru
ments X 2. Open trailer and covers . All in very good condi tion . 
12 months' C of A £17500 . Tel 04 53 872740. 

LS-7 ~ share . Fully competi tion equipped. Refinished wings. 
£11800ono. Tel Leigh Hood 0400 81648 

ASW 15e, complete outfit including tra iler, barograph , 720 
radio. New C of A. £12000ono. Tel 071 706 1382 

TRUST WlnER 
e First choice for .safety<onscious drivers with over 3 million 

towbar$ supplied . e Safety tested to B.S. and I.S .O. standards . 
See Yellow Page~ for your neGrest sprcialisl fitter ot' stockist. 

CHI 3LL 
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BALTIC SAILPLANES LTD 
LAK 12 

Factory refurbished, w1th new wings. Glass/carbon fibre 
20.5m, UD 48 :1. New trailer, full metric mstrumentation, 

wing covers etc. £ 15800 (approx) inclusive pnce . 
Demonstrator at Husbos. 

ARTIFICIAL HORIZONS 

WANTED 

TRIMMER PARTS for Skylark 3-F tat I plane. Tel Tamkin 0621 
828835 

T-21 in good cond1t ion . Tel 0222 555266 

SITUATIONS VACANT 

RESIDENT COURSE INSTRUCTOR required for 1992 
Season , Apr il - October. Contact CFI/Manager . Bristol & 
Gloucestershire Gliding Club, Nympsfield, Nr Stonehouse, Glos 
GL 10 3TX, T el 0453 860060 

SURREY HILLS GLIDING CLUB, KENLEY AIRFIELD. 
Instructor requ ired lor 1992 Season. March - October. 
Assistant or Fully Rated. Apply to Peter Poole, Brick Kiln , 
Rabies Heath Rd ., Bletchtngley , Surrey RH 1 4LZ 

FLY IN SOUTHERN IRELAND - Tug Pilot wanted Ju ly an d 
August . Tail wheel experience , 200 hrs and Bronze C minimum 
Full category Instructor also requi red for holiday courses. Apply 
CFI. Dublin Gliding Club, 1 Oakdown Road, Dublin 14 

ACCOMMODATION 

ABOYNE. Delightful conage near lochslairlield . Sleeps 4, cen 
tral heating , woodstove . £160 weekly inclusive electricity/logs. 
T el 0453 832061 

MISCELLANEOUS 

MR C EBBS. Mr Ebbs was employed by us for the 1991 sea
son as an assistant rated instructor. During this time he was in 
no way involved in the management or runn ing of the club. 
Surrey Hill GC Kenley 

~ tJINiint g .. ~ 
~ 

EASTERN 
REGIONALS 

May 30 - June 7 1992 
Tibenham, Norfolk 

Brochure and entry form from: 

BLACK 
MOUNTAINS 

(TALGARTH) 

COME AND SOAR, WAVE 
AND RIDGE FL V IN UNIQUE 
CONDITIONS AT TALGARTH 

7 days a week, all year round 
Normal flight times 45+ minutes 

Excellent accommodation to suit all 
Flight training to all standards 

Airfield 0874 711463 
Evenings 0874 711254 

GLIDING AT ABOYNE, 
ABERDEENSHIRE THIS YEAR! 

With inverters. New, Czech made, electric 12v. Fast 
erect £400 +VAT 

MINIATURE T & S 
4 ~v new £150 +VAT 

BAROGRAPHS 

Mrs Jenny Everett 
Orchard Cottage 
Trowse, Norwich 

Tel: 0603 626471 (after6pm) 

Tl) tht.: Chu rlt.: :-i iOn Hotel. Ahoyne . Fivt.: minutt.:s dri ve 
from the Cluh. Fa mil v-run H o tel. cxcdknt t'ooJ am.l 
L"omrortahlc i.H.'t.: o m~1ndtll io n . Also sdf-catL·ring. 
collage to sleep S in Ho tel grounLI.s. We specia lise in 

Exceptional value . Clockwork type now available. Send 
for details. £160 +VAT 

BALTIC SAILPLANES LTO 
Tel 0858 467723 (anyt1me) 0536 81777 (eves) 

0536 85552 (o flice) Fax 0536 82603 

SOAR THE UNRESTRICTED 
SKIES OF EAST ANGLIA 

serving food u nli t IOJ Opm dai ly. 

Tel: 03398 86475 

The "LS" Agent in UK Sales • Spares • Repairs 

MARTYN WELLS 
(Wells Design Ltd.) 
Brailes, Banbury, Oxon. 
Home Tel. 060 884 217 
Workshop Tel. 060 885 790 

ORDER NOW:-

LS-4, LS-6, LS-7 

February!March 1992 

REPAIR 
MAINTENANCE 
Cot A 
FACILITIES FOR ALL 
GLIDERS IN OUR PURPOSE 
BUILT WORKSHOP 
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FIRST CLASS GLIDER RESPRAYS 
COMPLETE OR TO YOUR REQUIREMENTS 

MATERIALS USED AS YOUR CHOICE 
TWO-PACK ACRYLIC OR CELLULOSE 
LOW BAKE SPRAY BOOTH ENSURES 

EXCELLENT FINISH 
OWNER- GLIDER PILOT WITH 30 YEARS 

EXPERIENCE 

Southward Garage 
(Retford) Limited 

West Carr Road Industrial Estate, Retford, 
Notts DN22 7SN 

Telephone Retford (0777) 702841 

(Prop. T. ( .)J:) 

HIGH QUALITY SPECIALIST WORK IN 

ONE TO ONE 
AVIATION 
FLIGHT 
TRAINING 
Southampton Airport 

PPL /MC NIGHT 
MUL Tl ENGINE 
PERSONAL TUITION 
Glider Pilot Conversions 
Full or Part Time Courses 
Tel James Peplow CFI 
0703 617641 or 0202 826924 (after 6pm) 

Glassfibre, carbon, kevlar, wood and metal inc. alloy. Blanik repair Agent. 
All types of repair undertaken- Motor glider engine approval 
Kestrei/Libelle aileron drive rebui'lds, also rudder drive NOT testing 
Machining facilities for oversize wing pins, axles, control rods etc. Tig welding. 

Phone or write 
Tony Cox (Senior Inspector) 
18 Stanton Harcourt Road 

LLOYDS APPROVED 
CAA APPROVED COMPANY 

Witney, Oxen OX8 6LD 0993 774892 anytime A/19182189 

BASIC BRIEFINGS FOR 
GLIDER PILOTS 

Advance reading for holiday course 
members and newcomers to gliding. 
The booklet that describes those 
elementary points about ground 
handling and airfield procedure others 
take for granted. 

Single copies £7 including postage. 

Bulk rates negotiable. 

Harold Dale, Applegarth, leconfield, 
Beverley, East Yorks HU17 7NQ 

Tel: 0964-550278 

WINDSCREEN & CANOPY 
RESTORATION & REPAIR 

IS YOUR CANOPY 
*SCRATCHED* CRAZED* HAZY* 
SOLVENT DAMAGED* CRACKED* 

ON-SITE OR IN-WORKSHOP 
REPAIRS 

CARRIED OUT. FREE QUOTA T!ONS 

~~~ 
ENGINEERING 

Tel: (0533) 351831 
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Still having trouble finding the right glider for yourself? We can locate (at the correct price) the aircraft you want. I have contacts 
throughout Europe. Many happy syndicates so far, references availab111e trom them. You tell me the type and I will come back to 
you with a price delivered to UK with aUK CofA. No sale no fee. I do not buy and sell aircraft, only arrange, on your behalf the 
purchase of it. Promise of hassle free glider purchase, still got doubts? Give us a call- what have you got to lose? Some of the 

types located so far: Astir, K6CR, ASW-19, LS-3A 17 mtr, ASW-24, Nimbus 2C, Ventus BT, LS6C DG 200 15/17. 

42 Anstey Road, Alton, Hants GU34 2RB. Tel: 0420 88664 (eves). Fax 0420 88664 
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AVIATION LIMITED 

The user friendly hand held 
transceiver from Japan 

I WIN 747 1 
* 760 comm and 200 nav 

channels 
* Nav display of course 

to or radial from VOR 
* 20 channel memory 
*Scanner 
* lighter and smaller than others 
* Exceptionally easy to use 
* Accepts most headsets by use of 

inexpensive adaptor cable 
* Supplied with nicad, charger, aerial 

and carry strap 

THE NEW MODEl. 
1DELCOM 

---~ 

AIR 960 
* Thumbwheel dialling on top of set 
* 760 comm channels 
* Fast charge system as standard 
* Rugged 
* New improved specification 
* Pa'nel mounting kit soon available 
* Wide range of accessories in stock 
* Supplied with nicad, charger, aerial, 

belt clip and soft case 

Delcom prices due to increase soon- so hurry! 

Introducing 

The L·NAV by (3~ CA M B RID G E 

Diu 
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Soaring Navigation 
Computer 

Evolution 
Not 
Revolution 

Manufactured by: 
Cambridge Aero Instruments, Inc. 
Warren-Sugarbush Airport 
RR Box 109-3 

All that many pilots will ever require 
FORONLY£1190+VAT (£1398.25) 

Warren, VT 05674, USA 
Tel: 0101 (802) 496-7755 
FAX: 0101 (802) 496-6235 

QUALITY 
SUPPLIES 

AND 

RD Aviation Ltd. 
25, BANKSIDE INDUSTRIAL 

ESTATE, 
KIDLINGTON, OXON OXS 1JE. 

Tel: 0865 841441 
Fax: 0865 842495 

24hr Answerphone & faJC 



SOUTHERN SAILPLANES 
(RALPH and STEPHEN JONES) 

From our easily accessible base at Membury Airfield alongside the M4, we provide a 
comprehensive repair and maintenance servi:ce. 

Top quality is our aim. To this end we are constantly striving to improve the technology of 
repair, elimination of repair weight increase and the restoration of the final surface to the 
profile it should be, as well as a good paint finish. 

Our staff is capable of dealing with all materials. Your 40 year old wooden built glider will 
get the same attention as your Nimbus 4. 

We have active pilots on our staff who appreciate what is required, in aU aspects of 
airworthiness. 

We can provide instrument panels which look good and give optimum layout for easy 
interpretation combined with a system which works as it should. 

We are agents for S CH EM PP-HI RT H the long established 
world renowned sailplane manufacturers. Under the direction of Klaus Holighaus they have 
gone from strength to strength. Current products include: 

The Nimbus 4 at 26.5 metres, with much smaller glider handling characteristics is the 
highest performing production glider. 

The Nimbus 3D two-seater complete with 57-1 glide ang'le. 

The Janus in production for many years has been revamped with a new cockpit, fin and 
rudder which improves the already good comfort and handling of this 20 metre two
seater at a very competitive price. 

In the 15 metre class the Ventus is Schempp Hirth's proven product. When 17.6 metre 
tips are installed it will give many of the Open Class ships a run for the1ir money. 

The Universally acclaimed Discus "Novice to World champion Glider''. Surely the most 
popular Standard Class glider ever. 

MOTORS 
In our world of shrinking airspace, self launching and power assisted sailplanes are 
becoming essential in some areas if cross country soaring is to be enjoyed. Indeed, living 
on the Isle of Wight need not prevent one flying cross country and returning ~in the evening. 
All of Schempp-Hirth gliders are available with the "turbo" assist engine with 5-bladed 
propeller and some are self-launch. All have motors which fold away into the fuselage. The 
turbo can be flown without any power plane licence. 

If you want more details contact us at 

Southern Sailplanes 
Membury Airfield, Lambourn, Berks. RG16 7TH, 

Tel: 0488 71774 Fax 0488 72482 


