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thanks to Phi/ Phi/lips and Martyn Pike - real professionals) 
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URGENT: The BGA is continuing to experience 

great difficulties in communicating reliably with 

some of the 20 or so university gliding clubs, 

particularly with regard to the BAE Bursary 

scheme. Consequently. we have been forced to 

declare a cut-off date of Feb 7 for the return of 

application forms. after which NO further requests 
for bursaries in 2003 will be considered. The BGA 

would urge all university clubs who have not 

already responded to do so at once and also, most 

importantly, to request and complete a copy of the 

new annual club record sheet which will form the 

basis of the register of university clubs maintained 

by the BGA and used as the contact database. 

WAKE TURBULENCE: The CAA General Aviation 

department have commented that because of lack 

of consistent radar returns from sailplanes, safe 

separation from wake turbulence when crossing 

controlled airspace must be the responsibility of 

glider pilots. They have asked the BGA whether 

we have any reports of such encounters in CAS 

and whether additional guidance to Controllers 

would be helpful. The BGA would welcome any 

comments on in-flight experiences of encounters 

with wake vortex turbulence of any kind, mild or 

severe. by sailplanes. Please address them to the 

BGA office at Leicester. For the record . the BGA"s 

initial response to the CAA has been to point out 

that most gliders have an achieved Ultimate 

Load Factor at rough air speed in excess of 8. 

Moreover. extensive experience in somewhat 

analogous wave rotor conditions has shown that 

strength and handling should be more than 

adequate provided that the glider"s height above 

the ground exceeds 750-1.000ft. We have also 

tentatively suggested that controllers might add the 

phrase ·'Possibility of wake turbulence·· to any 

clearance when "'heavy·· jets (B757 and upwards) 

are in the vicinity. 

GLIDING IN FRANCE: Tile well-known Alpine 

expert, Jacques Noel, will be at Backer on either 

the weekend of Friday. February 7 to Monday, 

February 10. or Friday, February 14 to Monday. 

February 17 (depending on the weather). He will 

provide help with the necessary paperwork to 

obtain the ··Licence Equivalence'" needed to fly 

solo in France and the check flights that form part 

of the requirements. The main requirements are to 

provide evidence of a recognised medical (by a 

French Doctor or CAA class 2), and a check flight 

by a FFVV (French BGA) instructor. On the 

Saturday night there will be a briefing on flying the 

Alps and a slideshow featuring Jacques' renowned 

aerial photography. To register for check flights or 

slideshow. please contact 01494 442501 or Jon 

Gatfield on 07778 342148. For more from Jacques 

Noel, see p34 of this issue of S&G. 

SORRY: Angela Sheard points out that Rieti is in 
Lazio and not in Umbria. as we said recently. 

THANKS: Derek Piggott has asked S&G to convey 

his thanks to everyone who sent him 80th birthday 

greetings (which included a 200-signature card 

from Lasham) last December. 

PETE Masson took this photograph of the British Gliding 

Association's trade stand a/the international air sports 

exhibition at Tefford. Shropshire, in December 2002. The 

BOA's thanks go to Brian Birfison. Naif Goudie, Cris 

Emson, Rich Hood, Pate Masson, Sally Longs/aft, 

Marifyn Hood, Paul Shuttleworth and Claire Emson for 

giving up their weekend to promote the sport. under ihe 

aegis of the BOA Communications and Marketing 

Committee. By the time you read this, committee 

members will also have promoted the BOA and gliding 

at the Adventure Sports Show at Olympia and will 

be preparing for the Outdoors Show at the National 

Exhibition Centre. Birmingham. later this year 

Complaints about 
technical matters 
OCCASIONALLY, the Association receives 
complaints or reports oi inappropriate actions 
with a tf•chnicill or airworthiness 
element and due to the nature of hum<lllkincl 
this is only to be expected. Unfortunately, 
sometimes these Jrc received anonymously, 
and this gives us a problem. lt makes it very 
difficult to substantiate the complaint or gain 
further information and sever >ly restricts <Jny 
investigation. lt also prevents us providing an 
Jnswer Jnd feedback to the author. 

PleJse let me a ·sure you that we treat every 
compla int very seriously and we wi ll protect 
the anonymity of the author. 

Some complaints M e just J mJtter of a 
misunderstanding or overheJrc\ part of a 
conversJtion and a wrong conc lusion drawn 
(the old "two plus two equJ\s six" syndrome). 
Some, however, Jre found to be fullv 
substJntiatecl Jfter an investigation, and th~ 
appropriate action is taken. Either way, the 
author needs to be contacted to allay their 
concerns or to th<lllk them for reporting. 

If possible, Jnd appropriJte, complaints 
should be dealt with Jt a loca l club level 
- that is one of the reasons ior clubs having Jn 
elected committee. The next level is the BGA 
official in the particular field of the complaint, 
and ultimJtely compiJints mJy be Jddressecl 
to the Secretary or the Chairman of the BGA. 

So once again please let rne assure you that 
the BCA will not reveJ I the name of the 
complainant wi thout their permission; but 
without a name, there is very little we can Jo. 

Jim Hammerton 
Chief Technical Officer, BGA 

News from the 
BGA Executive 
World Juniors 2005: The BGA will be making a 

presentation to the International Gliding 

Commission in March in Switzerland to bid for tile 

Junior Worlds to be held at The Soaring Centre. 

Husbands Bosworth, in 2005. 

Dates for UK Junior Championships: After 

considerable and considered debate over the 

proposed dates for the 2003 Juniors, the BGA 

Competitions Committee decided, with Executive 

endorsement, that the event should be held in the 

first week of September 2003. In future years it is 

planned to hold the event in August. 

Transponders: The CAA has confirmed that, as 

a result of International Civil Aviation Organisation 

rulings. it will be some time - probably 3-4 years -

before transponders are mandated for gliders, and 

then only when suitable (and economic?) equipment 

is commercially available. The airspace categories 

and the circumstances in which transponders would 

have to be used are still to be decided, and the 

BGA Airspace committee is closely involved in 

consultation with the authorities on this issue. 

Laws and Rules for Glider Pilots: The revision to 

the presentation of BOA Laws and Rules is nearing 

completion, ready for the next edition to be 

published before the main season starts. A few 

proposed changes to rules will be in the notice to 

clubs of the forthcoming BGA AGM. 

Dates for your diary 
FORTHCOMING CAA Safety Evenings include: Henstridge 

(Jan 28): Bodmin (Jan 29): Dunkeswell (Jan 30): Fairoaks 

(Feb 5); Gloucestershire (Feb 11 ); CardiH tFeb 12): Middle 

Wallop (Feb 13): Gamston (Mar 3): White Wattham (Mar 5): 

Shipdam (Mar 6) : Andrewsfietd tMar 13): Wetshpoot 

(Mar 18): Elstree (Mar 19). Full details at www.caa.co.uh. 

click on safety. 

Vintage events include: National Vintage Glider Club 

Rally. Sutton Bank (May 24·31. 01845 597237): Classic & 

Vintage Glider Rally. Camp hill (Jun 21 ·28. 01 298 871270): 

VGC Rendezvous Rally, Oripaa. Finland (Jut 18·21, see 

www.turunlentoherho.com): Vintage Glider Club 

International Rally 2003, Jami. Finland 

(Jut 22·31. visit www.padasjoenlentokerho.fi/Vgc2003! or 

email vgc2003@padasjoen/entokerho.l•): VGC Slingsby 

Rally, Sutton Bank (Aug 23·31). 

The PFA Rally will be at Kemble. Gloucestershire. near 

Aston Down and Nympsl1eld (Jultt - 13). 

The International Witch Cup. which is an open trophy 

competition for women pilots. will take place Jn Klix. 

Germany (Aug 1·9, see www.aeroteam.de). 

At the BGA AGM and conference (see the inside front 

cover of this issue) the glider registration t 11 will be 

auctioned in aid of the Ted Lysakowski Trust. This is thanks 

to Terry Joint. who (having given up gliding) no longer needs 

the number. 

Sailplane & Gliding 

http:www.aeroleam.de
mailto:vgc2003@padasioenlenlokerho.ll
http:www.ll1runlenlo~erho.com


Airspace changes 
THE North Sea airspace ch<Jnge proposal 
that has been on going for nearly three years 
is now finalised and will be introduced on 
March 20, 2003. These change_, additions 
and redesigns of controlled airspace to the 
Manchester, Leeds and Newcastle airspace 
were only presented to the BGA last April 
after the Ministry of Defence and National 
Air Traffic Services had agreed what they 
needed and what they could live with. The 
whol e redesign has been brought about to 
cover the Eurofighter's requirement for huge 
training areas in the North Sea. The BGA 
Airspace Committee has been lighting to 
mitig<He these changes that wi 11 impose 
quite serious restrictions on wave flying in 
Yorkshire. The new controll ed airspace ha s 
put a new Jirway, P1 S, between Newcastl e 
Jnd M onchester that is 14 mil es wide. The 
ai rway base i~ FL 125 until it drops clown, 
close to Barnarcl Castle, in steps as Class D 
airspace to Newcastle. The airway B1 that 
runs East from Manchester to the coast has 
been moved approx 20 miles to the south. 

The P'l 8 ilirway cu ts across Yorkshire, and 
the we ll-known wave area of Patlcy Bridge 

in111 

will now only be available up to FL 125. 
There will be arrangements with NewcJstle 
ATC for wave cross-country fli ghts to the 
north to continue with little or no restri ction 
up to FL 125. The high-leve l (above L24'i ) 
wave boxes will also be reduced in size. 
Camphill would have been severely restrict
eel by the realignment of airway B I but they 
have agreements w ith Manchester that will 
allow them to operate with few restrictions. 

On Lhe p lus side, the base of the airway to 
th e west of th e Pennines, B2, has been 
raised from FL95 to FL 125. This should 
enable wave flying across th e Pennines for 
the experts. The portion of th e airway A25 
that runs between Liverpoo l and Card iff that 
goes up to FL 105 during the day will now 
go up to FL 125. This wi ll benefit the wave 
fl ying sites in the area. 

East Midlands has proposed large increases 
to its Class D airspace, as has Luton. These 
plans are at the informal st<J ge and the BGA 
is in discussions with the clubs affected and 
of course with the airports. 

Carr Withall 
Chairman, BGA Airspace Committee 

Lower Airspa e 
(FL 245 and below) 

© Sutton Bank 

' 

© Pocklington 

h rrh 1-Mton 
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Competition Calendar 
Dan Smith Memorial Dunstable 30 Mar-31 Mar 

Overseas Championships Spain 5 May-16 May 

Women's Worlds Czech RepubliC 18 May-! Jun 

Aerobatic Nationals Sail by 30 May-2 Jun 

"Turbo" Regionals Bidlord 14 Jun- 22 Jun 

Regionals Book er 14 Jun- 22 Jun 

Regionals Hus Bos 28 Jun-B Jut 

Junior Worlds Slovak Republic 5 JuH9 Jut 

World Class Worlds Slovak Republic 5 Jul-1 9 Jut 

Regionals Tibenham 12 Jul-20 Jul 

18-Metre Nationals Tibenham 12 Jul- 20 Jul 

Competition Enterprise Sultan Bank 12 Jul- 20 Jul 

Two-Seater Camp Pocklington 17 Jul-24 Jul 

28th Worlds Leszno . Poland 19 Jul-10 Aug 

Regionals Lash am 19 Jul- 27 Jul 

Standard Class Nationals Hus Bos 26 Jul-3 Aug 

Regionals Sultan Bank 26 Jul-3 Aug 

Inter-Services Regionals RAF Bicester 9 Aug- 17 Aug 

Club Class Nationals Lash am 9 Aug-17 Aug 

Open Class Nationals La sham 9 Aug- 17 Aug 

Regionals Dunstable 16 Aug-24 Aug 

15-Metre Nationals Backer 23 Aug-31 Aug 

Aegionals Gransden Lodge 23 Aug-31 Aug 

Junior Championships Nympsfield 30 Aug-7 Sep 

Mountain Soaring Camp Dees1de 7 Sep-13 Sep 

FAI RECORD claims: Klaus Ohlmann in a Nimbus 

4DM has added distance to two of his seven world 

records: his 2.463km Open Class world free 3TP 

distance, is now an amazing 2,624km, and his free 

0 /R in the same class is 1.715km. He also took 

the declared Open Class 0 /R distance with a flight 

of 1708km and a speed record for 136.8km/h over 

a 1 ,500km 0 /R. Terry Delore and Steve Fossett 

have flown an ASH 25 at 1 B7.12km/h over a 500km 

triangle and 166.44 km/h over 1 .OOOkm 0 /R. 

SENIOR Regional Examiner Graham Morris baled 

out of an AC-5T near Nympsfield after experiencing 

control problems during a test flight. He landed 

safely, the wreckage returned itself to the airfield . 

but someone subsequently took the parachute' 

CERTIFICATES for British or UK gliding records 

homologated by the BGA are to be reinstated from 

this month (January). The new certificates will not 

be awarded retrospectively. A fee of £10 for each 

flight claimed as a record is also being introduced. 

AN.DY Roch represented gliding at a meeting with 

NATS about the NOTAM website (www.ais.org.uk). 

For more, see www.tetecall.uk.comla islnewsrhtm 

THE winner of the last S&G's contest for an Ozee 

flying suit is Steve Williams . Runners-up. winning a 

fleece balaclava , are S Ell and Chris Amey. 

WINNER of the BGA 1000 Club Lottery's November 

draw was RSM Fendt (£43.75). Runners up: JF 

Crawford, A Mayhew, C Gelding, J Green : A Page 

(all £8. 75). December's winner was JP Gresham. 

Runners up: RSM Fendt, JR Pretty, KW Balcombe, 

KL Brackstone and DC Perkins (all £8.35) . 
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McLean Aviation 1: Jl'• ~lti ltt 
The Aerodrome, Rufforth, York, Y023 3NA ':/ •tf' 

Tel: 01904 738 653 • Fax: 01904 738 146 • Mobile: 07802 674 498 
Web: www.mclean-aviation.com • DG Web: www.dgflugzeugbau.de 

e.mail: mcleanav@supanet.com • Kmc2664616@aol.com 

Members of the Guild of Master craftsmen 
Repair and maintenance facility for all types of composite airframes 

Share our Success 
eXhilaration are very proud to be part of the lastminute.com group. This has secured our 

position as the No.1 gift experiences company in Europe. We also supply experiences for the 
national Nectar loyalty programme. 

Glider Flights continue to be our top selling experience. Combined with 
phenomenal business growth and expansion into new markets we urgently 
need to increase the number of partner Gliding centres available throughout 

the UK in 2003. 

If you would welcome the opportunity to work with eXhilaration and share in our success 
please contact 

Lindsey Shelton on 0870 770 0066 ore-mail Lindsey@exhilaration.co.uk 

Winch Launch • Aerotow • Short or Day courses 

www.exhilaration.co.uk 

Sailplane & Gliding 

http:www.exhilaration.co.uk
mailto:Lindsey@exhilaration.co.uk
http:lastminute.com
http:www.dgflugzeugbau.de
http:www.mclean-aviation.com


Your letters 
Jet-powered progress 
IT is nice to see that the gliding movement 
trying to make progress (Push to use jet 
power, December 2002-january 2003, p 18), 
but really do you expect us to believe this 
technology will "take off"? lt has be n tried 
before! Look at the page (see left) from The 
Sailplane and Glider March 1953, p21. 1t is 
perhaps fair to say that, when you compare 
the weight of the two pow r units, the 
technology has moved on -a long way. On 
the other hand the thrust of the older one 
would probably send the Ventus ballistic. 
Dave Martin, via email 

Control those words 
BOB Pettifer's article (Get approach control 
riBhl, October-November 2002, p27) is a 
welcome addition to my armament of ways 
to explain things to a pupil but there is one 
facet that worries me. it's the reiJtionship of 
the reference point to the canopy. Bill Scull 
was ever concerned that the words we use 
do not cause coniusion and t<Jiking about 
" maintaining the position of the RP" is <1 

case in point. 
If you need to adjust the brakes to keep 

the RP stationary on the canopy and at the 
same time maintain the airspeed you will 
alter the pitch (spec iiic glider depending) 
and with it the position of the reference 
point on the ca nopy. You therea fter keep it 
stationary in its new position. In tricky 
conditions this is a dynamic process right 
down to roundout. The position is entirely 
irrelevant: it's the movement that matters. 

This is inherent in what Bob says, but 
may not be apparent to <myone who doesn't 
already have a good understanding of the 
topic. We oive priority teaching to maintain
ing the po ition of external features in 
reiJtionship to the canopy when teaching 
speed control. Approach tuition puts great 
emphasis on speed control and we have to 
wean the pupil off attitude and on to the 
ASI. The last thing we want is for him/her to 
revert to keeping anything in a constant 
position in the fashion to which they have 
become accustomed. 

You may think me an unduly pedantic old 
git, but as a Full cat listening to other hoary 
or otherwise highly-qual ified instructors on 
the subject I have often ended up coniuscd 
as to whether they were Jdvocating keeping 
the RP in the sarne place or preventing it 
moving. I have watched the furrowed brow 
of puzzlement clear in a glorious moment oi 
"aha!'' as I made. the distinction to one of 
ours whose lan lings were the nearest thing 
to a spectator sport in gliding. 

I think we should be very cJutious about 
using the word position in this context. I 
don't recall rny mentors ever using it and 
I try not to. 
Peter Gray, via email 
Bob Pettifer repli s: good point, well taken. 

Medical notes 
I WAS su rprised tor ad in the December 
2002-January 2003 S&G (p l2) that "Som 

February - March 2003 
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Jet-power is not/ling new, says Dave Martin. See left 

clubs complained bitterly <1t having Lobe 
responsible for maintaining a record of 
members' medical stJtus". 

I do not believe there will be any increase 
in clubs' administrative worklo;xl. The 
inevitable reduction in total membership, 
particularly among those aged over 65, will 
lead to a reduction of work in other areas. 
John Bowman, SOLIHUll, West Mids 

Solo at last 
I AM now a solo pilot and enjoy flying 
around the sky and soaring. But it is only 
recently th<Jt I have been able to do so on 
my own. My birthday was a couple of weeks 
ago and I have nearly completed my Bronze. 
I need about 20 more solos. So the point of 
this letter is to encourage th BGA to do 
something important and to lower the solo 
age. As I have proved, younger people are 
very capable. I have also converted to two 
other types of aircraft- a K-21 and a 
K-18. I soloed in K-13 out of personal 
choice. The BGA needs to stop " umming" 
anci "ahhing" and iollow Germany's lead, 
where you Gtn go solo Jt 14. This would 
solve the problem of airfields dominated by 
the older generJtion and the sport of gliding 
would have a more secure future. I think 
we need to bite the bullet and admit that 
14-ye, r-olds are not stupid and incapable 
but <Jctually e<:tn be quite good pilots - and 
<:tfter all they will he the next generation of 
world ch<:tmpions. I just thought I wou ld air 
my views as everyone is concerned about 
the average age oi people on airfields but 
are not bothered about how to improve it. 
Also it keeps young kids off the streets 
- m<Jybe people's cars won't go missing as 
regularly. And who knows, some of us are 
quite us ful to h<Jve around th 'club as we 
are prepared to do jobs that most would turn 
their backs on and walk <:~way. Thank you for 
li stening to my opinions and I would be 
grateful for any feedback. 
Taz Hocking, via email 

Damned statistics! 
I THOUGHT S&G read rs may be interested 
in the following stats from a trip to Spain last 
summer. Derek Taylor and Pau l Foster, both 
members of Yorkshire GC, flew at the 
Spanish club of Fuentemilanos in their 
Nimbus 3 DT. Between August 2 and 19 we 
flew a total of 68 hours and over 6,400km. 
This included two 'I ,OOOkm, two 750km and 
two 500km flights. On August 5 we flew a 
dec lared 1001km at l23km/h and then 
continued around a iourth TP and back to 
base for a tota I distance of 1, '156km. 
Derek Taylor, via emaif 

In lieu of new records ... 
I HAVE recently paid another visit to the 
toilet (cf: last issue, Behind you! p8), this 
time to read the December-january S&C. 
Whilst looking at the list of record breakers, 
and taking great care not to fall in aga in, I 
was struck by the anomaly whereby sever<tl 
of the recen tl y-introduced "free" type of 
records were awarded for perform<Jnces 
considerably inferior to similar pre-declared 
ones. l'erhaps one of your more learned 
readers would be good enough to expla in 
the r<:~tiona le of this? When 20-metre records 
were introduced not long ago, flights made 
prior to thnt time received the award except, 
for some perverse rea on, the 200km and 
300km triangular speeds. 

Le<Jding on from that, I feel the present 
records are somewhat degraded by having 
too many cl a ses. I don't believe there is 
any justification for inc luding Standard 
and 20-Metre ones as well as Open and 
15-Mctre. Also I see no justiiication for 
Feminine records, having frequently been 
beaten (no, not like that unfortunately) by 
those of the so-called fair sex when flying 
competitions. I suspect the latter is just a bit 
too cont ntious to contemplate and if this 
letter is printed would result in threats to my 
wellbeing and to your being inundated by 
missives from equal opportunities whingcrs. 
Phil jeffery, via email 

More action in hangar-packing 
I HAVE seen many different types of ground 
handling equipment, but I haven't seen 
anything more easily used or as effici nt as 
th<1t employed at Tocumwal, in New South 
Wales. They are fortunate in having a 
huge war-time hangar, designed to be w ide 
enough for a Liberator bomber to nter. 
This permits the gliders to be p<:trk don 
each side, leaving a central aisle wide 
enough to allow the passage of gliders, 
so that those .tt the far end of the hang<:~r 
can be taken out without difficulty. 

To hans"il r a glider it is lifted on a cradle, 
and a cast ring trolley placed under the 
mainwhecl. The normal t;~il dolly is left in 
place, (see over/ea(). The glider Gill then be 
moved easily by two people, one at the 
wing tip and another near the tail. Each 
glider has its own trolley, left in place while 
the gl ider is in the hangar, so t h;~t any 
shuffling needed is eJ ily carried out. When 
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Your letters 
> taking gliders from the hanga r they are 

moved to the door and th e cradle is used to 
permit remov<JI of th e maim.vheel dolly. 

For towing on th e field a towbar (below 
right) w ith a two-wheeled axle is used. The 
wheel of the tail do lly i5 placed in th e 
hopper-shap d box and is secured. The 
wh el can still swivel as the towing vehicle 
turns corn ers. This one-si ze- fits-all tow-bar is 
easy to use and saves th e time often spent 
usi ng diiT rent towbars for different gliders. 
Herbert Woodthorpe, via email 

The cult of gliding 
I WAS ve ry disturbed to read the frustralions 
of a te nage pilot willing to learn the sport. 
But then over the yeJrs we have mwde the 
tri als of the <Jcol ytes longer and more 

xpensive. We turned our b<Kks on our hang 
gliding brothers and spurned the p<~ ragliding 
fraternity. With the holy writing of the 
instructors ' manual and the incantations of 
the patter perhaps we have become a 
religion and Jre ossifying beca use of it! 
Doug Edwards, FERNDOWN, Dorset 

Another impending farewell? 
IN th e October-November 2002 S&G the 
letter Say goodbye to another member (p6) 
unfortunil tely rings very true. I first started 
gliding at the London GC, Dunstable, in 
I 966, eventually sol oing. I spent about two 
years there, then was forced to give Ufl 
because of fa mily commitments. Anyway, 
aiter a 30-ye;n absence I decided to have 
another go, so in 1995 I did a week's course 
and b came a member of J loca l club. it is 
a good cl ub, with well-maintained aircraft, 
and enthusiastic instructors, but has onl y 
two cables, many ab initios and private 
owners, shJring th ese abi es. You have only 
to b · fourth on the flying lit and your 
chan es of getting a flight re slim . As the 
letter also points out, at £5 a lvunch for less 
th an five minutes' airborne, and th e tariffs 
and yearl y subs increasing (it was £1 65 
when I joined; it is now £300) I'm beg inning 
to lose my enthusiasm beca use I know it 
won't matter how much progress I make, 
I w ill eventuall y h;JVe to drop out because 
I won 't be able to afford it. 
Michael King, CHATHAM, Kent 

Launch rates - the final word 
MY arti le in the August-September 2002 
issue ( utting launch queues, p26) provoked 
four r ponses, pi!Ss ion evc'n, in subsequent 
letters. Incidentall y, it was my dec ision to 
delve into the club log sheets, not my 
committee 's, and only my time and effort 
has been expended. 
Alan Childs may consider himse lf fortunate 
that he onl y had to read one page of A4 
digest; the rer ort on whi ch it was based was 
much longer. He revea ls (0 ·t-Nov, p7) that 
the level of a ti vity Jt his club is always 
Level 1. For Wolcls GC th e I vel of w inch 
activ ity has J potential effect on next yea r's 
launch charges, hence my interes t. A Level 2 
day is w hen gliders wa iting for a launch 
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exceed the number of cables quickl y 
ava i \able. However, even in the Level 1 
scenari o a bri sk ILwnch rJte benefits 
members and impresses visitors. Derek 
Copeland's letter (December 2002-January 
2003, p7) cites the effect of delay on a 
potential 300km dJy. Grev ille Earl e's (the 
same issue, p7) illustrates the ultimate 
sa nction the dissati sfi ed member will apply 
if he ca nnot get a laun ch when he wants it. 

The att nti ve rea der will point out that, 
one most gliders are soarin g, even on a 
busy clay the activity at the launchpoint must 
revert to Leve l 1. The launch rate wi 11 drop; 
however, th e members c~loft wi 11 be harpy. 

I fully agree with Alan that time in th e air 
and quality oi the flying are important. 
I analysed my own logbook a few years ago 
and found the winter rroclu ced negligible 
hours. Now I b<1 se my glider at Borders GC 
during th e winter and ilm rewarded on 
occJs ions with high-quality flying virtually 
unobtainable on a fl at sit in wint r. (I 
usuall y manage 60-70hrs pa) . On October 
19 my ·yndicate partner and I, in the Bijave, 
screJmcd to clouclbil se out of the jJws of the 
Hen Hole on the fl c:111k of th e Cheviot and 
dolphined along at 70kt. When we lost out 
we went back and di d it JgJin. My arli le 
on launch rates may be bor ing; my fly ing 
most certain ly is not. However, I digress. 

What hJs happen d as a re!iult of all 
Wolds' initiatives this yearl I hJve noted 
43 Level 2 c!Jys from the cl ub log sheets thi s 
yeJr, 23 per cent of our winching acti vity to 
dJte. TI1e mJjorit y of these d<Jys were before 
the initiatives were full y introduced. lt is not 
possible to detect any effect on the launch 
rJte figures for such low numbers. Launches 
are down on 200"1 , despite the depressing 
effect of foot-and-mouth in 2001, <1 ncl 
weather Jpflea rs to be the dominant fJctor 

Please send letters (marked ··tor publication '} to 

the editor at heten@sandg.dircon.co.uk or the 

address on p3, including your full contact details. 

The deadline for the next issue is February 11 

this year despite human endeavours. 
If th e reJ cl er wants to know more about 

our initiiltives or our \,l Lmch rJtes, come 
along to Wolds GC and we can put the 
gliding world to rights in the bar -that il l 
least will boost our club profits. 
Colin Stevens, via email 

Flying and ageing 
TH E letter from David Salmon (Medica /s for 
over-70s, December 2002-January 2003, p9) 
and Peter Saundby's r sponse are confined 
to Jn age limit for instructors, sa ying nothing 
nbout one for pil ots fl ying gliders solo, 
although I suppose this matter will arise at 
some time. To the best of my knowl edge 
I Jm the third [lil ot at Dunstable to continue 
fl ying so lo Jfter reaching th e ag of 80, 
having hJd my first ground slides in 193 2 
("A' Certifi ca te No. 359). I retired from so lo 
fl y ing in 1996 after deciding that I hJd had 
enough warnings that to continue would be 
unwise. As J great believer in personal 
responsibility I think one should leave thi s 
matter to the individual, so that the best 
advice we can receive from the experts 
would be J short li st of the signs that should 
wmn us when to ca ll it a day. As mentioned 
by Derek Piggott in your same issue, the fact 
one's ability to lift wingroots may be failing 
is no reason to forego solo fl ying unless 
there are other signs of incipient incapJcita
tion. If Pete Saundby or any other qualified 
pilot has prepared such a li st already, could 
it be more widely known, please? 
Charles Ellis, ILFORD, Essex 

Doe Slater's photographs? 
FOLLOWING Wally Kilhn 's article about 
saving historic gliding materinl (Dreams can 
come true, December 2002-january 2003, 
p40) I wonder what h<~s happened to the 
we<Jith of photograrhs, including negatives, 
th at must have been amassed by the late 
Doe Slater, editor of S&G (and predecessors) 
for a long time. Can I suggest thJt anyone 
who knows th eir whereabouts contact me? 
Bill Longstaff, via email 

Club history 
A Siv\ALL sub-committee has been formed to 
seck out the history of Bristol and Glos GC 
and put it on our website (www.bggc.co.uk). 
I'm wri t ing to , sk if you ca n sea rch your 
memori es and atti cs to see if you have 
anything that might be of in terest- Jrtef cts 
or Jnecdotes would be welcome. 
Bernard Smyth, YATE, Bristol 

Club history, too 
TO mark the Scottish GC's 70th anni versa ry 
in 2004, I Jm planning to write a book on 
its history. Thi s will include lots of stori es 
from ex ist ing, and former, club members 
but I am espec iall y looking for tal es of those 
epic (or not!) flights from the many visitors 
we have had over the ye<Jrs. If you've visited 
Portmoak and are w illing to help, please 
forwJrd me your stories and/or photos. \ _ 
lan Easson, ian.eassoniJ'obtinternet.com ~ 
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~~Qe.ve.l~qpment news 

The future of UK air transport 
THE BGA has responded ro the rec nl 

Department for Tr<lllsport consultation 
document "The Future of Air Transport 

in U K" - the programme for expans ion of 
airports in the UK in order to ope with a 
projected rise in air travel, which is for cast 
to double by the year 2030. 

In formulating policy options for the 
future, the consultation paper has overlooked 
General Aviation (GA) and especially gliding. 
In responding, the BGA has concentrated 
upon the need for the development and 
retention of small Jirfields and for sufficient 
uncontro lled airspace to ensure that gliding 
wi ll survive. 

The BGA's generill policy h<1s been to 
support improvements in efficiency ill exist
ing airports ra ther· than the establishment of 
new ones. Although nirsp<tce details for the 
proposed developments ar ' not spec ified in 
the consultation, new commercial airports 
will require the protect ion of their own 
contro lled Ji rspace and that will adversely 
affect gliding. O ur submission Jlso quotes 
case history and precedents to show that 
airspace restrictions rfo constitute va lid 
grounds for objection. 

Recent High Court decisions affecting the 
proposed new Jirport at Cli ffe ,1nd the 
phased expansion of Gatwick have altered 

some of the detai ls since our submission was 
made in November. The consultati on period 
has now been extended for six months, so if 
any more clubs wish to make their own 
submissions, I shall be pleased to help. 
In keeping w ith the planned chang from 
county structure plans to regional develop
ment plans, the consul tJtion has been 
conducted on a region<JI basis. In order to 
obtw in copies of the ·onsultJtion document 
and questi onnaire for your region, t lephone 
OfT on 0845 100 554 or access its website 
on www.airconsult-.gov.ukThe principle 
remai ns the snme, however. The BGA will 
resist any increnses in control led airspa e 
that adversely affect gliding and have given 
notice that we will press for compensation, 
hould any gliding site he ome non-viable 

due to ,1i rspace restricti on resulting from the 
development of new <J irports. 

Significant Areas for Sport 
Sport England has promoted a new planning 
des ignation- Sign ificant Areas for Sport 
(SASP) - in Jn attempt to provide protection 
aga inst residential or industria l development 
for si t with a primary sporting purpose. 

The BGA h<ts co-oper·ated with Sport 
England in a pilot project. As a result of 
careful consideration of the possible benefits 

and disadvantages by the clubs com; rned, 
four gliding sit s of national significan • and 
two gliding sites of re >ional signi ficar1CP are 
applying for recogni tion as SASPs. 

Laws & Rules for Glider Pilots 
Edition 14 is currently being prepared. In 
accordance w ith recommendJtions made at 
the hairrnen's Conference in 2001 , the new 
edition w ill still be in th 'old AS format but 
it will have a number of new fea tures. 
Within the blue "corporate" cov r will be 
more diagrams, a detJiled index ;:mcl a 
rewritten sect ion on trailer IJw by Mel 
Eastburn. The new edition wi l l b publi shed 
Jfter FebruJry's AGM when, as part of th ~ 
process of self-regulation, severa l changes to 
Operational Regulations need to be debated 
and approved by the membership. 

Bicester Airfield - the future? 
The revised deposit draft for .herwell 
District Counc il 's locJ I plan proposed that 
the fl yi ng field he retdined L1s at present 
but ... "with the exception nl its use ior 
gliding" ... A formal ol.>jcction h< s been 
mJCie, requesting that the above wording be 
deleted and stressing th importanc of 
Biccster as a gliding site for the future. \. . 
Roger Coote, Development Officer -..:;: 

New steps to reach top rung of ladder 
THE final 2001 /02 results for the top 

few places in ea h National Ladder are 
shown in the tables below. Once 

agilin, Cambridge pilots feature heavi ly at 
the top of the Open Ladder, thanks last 
season to some world-class efforts from Phil 
]ones (win ner oi the Enigma trophy) Jncl 
r\1\ike Young (Firth Vickers trophy). Both were 
ablt:' to include some br<:Jnd new UK record 
flights as part of their totals. In the hills, 
wave cross-country flights are continu ing to 
make inroads on to the ladder, courtesy of 
some exc iting fly ing from Scotland. 

In the Weekend Lodder, yours truly h<ts 
somehow qualified for the L. du Garde 
Peach Trophy while yet nnother Cambridge 
pil >t, Peter Baker, claims the Sling,by 
Trophy. The winner of the Spitfire Trophy is 
st ill unclear at th t' time of writing; it appe:.1rs 
that many of the ci<:J imants' logger files have 
been disc<t rdecl <1 long w ith the empties. 

l'ilot Club 

Junior Ladder 
1 John TJnn<H IJ<'<>"idt• 

D~ve Bromley Four ount ie' 

3 Matrhew oak Booker 

February - March 2003 

Score Flights 

47 1' : 4 

434 1 4 

3884 1 

Open Ladder 
1 Phil )ones ambridf1e 13tl l3 4 

2 Mike Young ambridge 135-5 4 

D.wid MJssun Lash am 12006 4 

4 )J k Stephc•n D e idc 11446 4 

" rct Downh<lm L nd<l n 11 (d 4 

Weekend Ladder 
I lohn l:lridge Cambridf;C 'Jb44 4 

2 PQI 'r Raker Cambridge 1\50 1 4 

.l Ttm Madadycn llristul & Clos 811(, 4 

4 IJave Caunt lJookcr 7!l.l7 1 

~ l:li ll Cr.tig Londcm 759"1 4 

New for 2002/2003 
As oi November 1, 2002, pilots have been 
able to ca lculate and submit their own 
scores directly on to the BGA National 
Ladder website. You need on ly to omplete <t 

simple online registr<J tion process and log on 
in order to do this. Registered pilots have fu ll 
control over their own scores , ncl the system 
wi ll autnmJtica lly select the hest four flights 
for inclusion in each of the ladders. 
In this w<ty, the LJclder will Jlways be as cur
rent Js possible - JS a further inducement, 
<tny score submitted more thJn one month 
after the flight took plac w i ll now be 
subject to a ·1 0 per cent pena lty. 

Pilots unable to submit thei r own scores 
directly on to the ladder may continue to 
pass on the ir task det, ils to t.h ir lub ladder 
stewards, who will update theirs ores in the 
usual way. Visi tors who simply wJnt to look 
at the latest t<Jb le , or who just want to 
ca lculate their score w ithout submitting it, 
may continue to do so without registering or 
logging on. A query page h,1s been inc luded 
th<tt allows ,1 nyone to take a clos r look at 
the details of any pilot-submitted . orf. 
during th seJson. As added int rc ·t for th 
GPS-fixated, who wonder what their tu rning 
points actually look like, a programme 
has begun of adding photographs to the 
site's turnpo int list. The new si te was well 
received by " volunteers" who kindl y 
bera-tested the system during the summer 
- my thanks to zil l w ho took IJa rt. 

If you would like to take pJrt in the 
2002/2003 alional Ladder, p lease visi t 
www.bgaladder.co.uk where you wi ll find 
full instruction regarding registmtion, latest 
positions, FAQ) and other background 
in formation. You may <t lso contact me 1 
johnb@aircros .co.uk with any querie not 
answ red on the site. Have a Treat season! 
John Bridge 
National Ladder Steward 
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EUROPEAN AVIATION SAFETY AGENCY 

t wi 11 never be the 
BGA Chairman David Roberts 
provides an update on worrying 
plans for EU regulation 

THE European Aviation Safety Agency 
(EASt\) was established last September 
under European Parliament legislation 

(hllp:!leuropa.eu.intlagenciesleasa/ index_en.htm) 
on advice of the European Commission (EC). 
This development hit Genera l AviJtion (GAl 
and air sports by steJ ith, with no prior 
warning until M<~rch 2002, by wh ich time 
legislative timescales were moving rapidly. 
it is widely acknowledged that one of the 
key legislative drivers was to enable Airbus 
to achieve type cert ifi cation with one pan
European org;misation, compared to the 
present cert ifi cation by each National Civil 
Aviation Authority (NCAA), but it will also 
affect gliding across the European Union 
(EU) including the UK. Why is this? BecJuse 
of the scope of the leg islation and beca use 
there WJS no consu ltation with air sports or 
GA by the EC prior to legislative drafting, 
which was done in Brusse ls based upon air 
sports' regulatory positions in certain other 
Europe< n countries- p<.1rticularly, it seem , 
France (see "Exclusions" below). 

This art icle is about what hJs happened 
alreJdy, what might happen in future, <md 
what we have done in the UK and in Europe 
to cha llenge Jnd address thi s development. 

The Regulation 
The Regul;ltion covers the scope <tnd 
objectives of the leg islation as well as bas ic 
principles, appli cab ility and excl usions. 
ll then sets out what are referred to as 
"Minimum Essential Requirements" (ERs) for 
both original airworth iness (design, test, 
manufacture) ,1nd continuing airworthiness 
(maintenance). it also covers EASA's 
es tablishment, functions, responsibilities and 
modus operandi. 
The Regu lation's scope incl udes " the des ign, 
production, maintenance and operation of 
aeronautical products, parts and appliances" 
as wel l as "personnel and organisations 
involved in th design, production and 
maintenanc of su h products, parts Jnd 
<tppliances; and p rsonnel and organisations 
invo lved in the operation of aircr<tft." 
Military, poli ce and customs aviation is 
exc luded. The princip le objective is "to 
est<tbli sh and maintain a high uniform level 
of c ivil aviation s<t fety in Europe" Jnd 
secondary objectives are, inter alia, to 
"(a) ensure high uniform level of environmen
tal protection; (b) fa ilitate free movem nl of 
goods, persons Jnd services (throughout the 
EU ); (c) promote cost effi ciency in regulatory 
and certific<ttion processes Jnd to avoid 
duplication Jt national and European level; 
(d) promote Community views regarding 

10 

civil av iation sa fety standards and rul es 
throughout the world, through co-operation." 

What it means for gliders 
Article 4 of the Regulation, for airworthiness, 
defines categories of aircraft excl uded from 
applicability in the now infamous "Annex 
11 ". The exclusions are not based on J 
distinction between Commercia l and Non 
CommerciJI Use, JS might h<tve been 
logica l, but on cleiinitions Jround either 
histori ca l signifi cance (va rious qualifying 
conditions), intended original use (for 
example, mili ta ry), whether or not amateur 
bui lt (5 1 per cent threshold), or by weight. 
(As an aside, using the histori c definition 
Jncl quali fy ing conditions, an officia l at 
the UK Department For Transport (OFT) 
conc luded Concorde would be excluded 
from airworthiness regulation- presumabl y 
not the intention !) 

The weight definition is the one relevant to 
gliders, and the exclusion condition is "g lid
ers with a structural mass of less than 80kg 
when single-seater or ·1 OOkg when tvvo-seater, 
including those which are foot l<tunched." 
Thus h<tng-gliders <t nd p<t ra-gliders Jre exempt 
from EASt\ airworthiness requirements, but 
not the sort of gliders we fly. On the other 
weight definitions, most microlight aircraft are 
exc luded, and bigger GA Jircraft included, 
with the Popular Flying Association (PFA) type 
aircraft either in or out depending on the 
amateur-bui lt qualifying condition or by 
weight. The logic of all this has defeated most 
Anglo S<txon or Sc <t ndinavian minds, but suf
fice to say in France gliders are slat regul<tted 
(but how much observance?) and microlight 
aircra ft are not. 

When first alerted to this legislative draft, 
Peter He<trne and I met OFT offici<Ji s in 
May to try to get this definition changed, 
suggesting - somewhat tongue-in-cheek 
maybe th ere was a typing error and th 
weight thresholds should be 800kg and 
1 ,OOOkg respectively. Despite support from 
th e OFT and the UK CAA we were unable to 
influence the European juggern<tut. 
Subsequent advice from European contacts 
indi c<t tes that the chances of obtaining a 
chang to Annex 11 are minimal , but if J 
" runner" at all would take at least two years. 

Operations and Licensing 
The EC has also set out proposals for 
lcgisl<ttion in 2003-04 covering Operations 
and Licensing. Yes, at present it looks like 
we may end up with a m<tnd<ttory European 
Glider Pilots' Li cence. "Operations" covers 
everything that airworthiness and licensing 
doe not. Apart from a probab le link to 
International Civil Aviation O rgani s<t tion 
(ICAO) standards, the key issue on pilot 
licensing wi ll be medical standard(s), wh ich 
for J substanti,ll number of EU countries are 

now based on JAR Cl ass 2 with regular 
exa minations, r<tth er th an self-declaration (as 
we have had in UK gliding for many years). 

Europe Air Sports 
The project people establishing EASA from 
early 2002 made it clear that represent<ttion 
from air sports " industry" could only come 
frorn J p<ln-EU organisat ion, rather than 
n<Jtionally. Fortunately, due to the foresight 
of a iew individuals in the lat 1980s, 
including Fred Marsh of the UK Royal Aero 
Club (RAeC). Europe Air Sports (EAS- not to 
be confused with EASA) WJS formed in 1988 
for just such a reason. it is now the primary 
route into EASA. EAS members are 24 
National Aero Clubs (NAC) in the EU and 
many of the non-EU Europea n countri es, 
inc luding EU candidate countries. Together 
they represent some 700,000 recreational 
and air sports pilots. EAS has a small elected 
Jnd volun teer board, with a limited budget 
of around 30,000 Euros pa . it is supported 
by techni ca l officers and various working 
parties on regulatory topics or air sport 
disciplines (such JS the European Gliding 
Union, EGU). The EAS board includes 
Or Peter Saunclhy, the BGA's medica l <Jdviser 
and a glider pilot, instructor and tug pilot at 
Talgarth. Sec ret<~ry-G e ncra l Herry Schoevers, 
a Dutchman and retired KLM Director of 
Engineering, shoulders most of the work. 

Regulatory players 
The chart (opposite, bottom) shows relation
ships between the n<:1tion al org<Jn isa tions in 
each country Jnd the Europea n ones. The 
BGA sits at present in the "se lf regulated" 
box under the UK NAC, the RAeC. 

RAeC actions 
In June the newly formed RAeC Techni c<~ I 
Committee dec ided to ask the RAeC Council 
to fund a project to address th e EASA threat. 
Authority wJs giv ' n <tn d following a 
select ion proce . I was tasked in Jul y to 
produc • c1 Positi on Paper on b half of all UK 
Jir sport members . Thi s involved surveying 
the curr'nl regulatory status quo of all air 
sports and their aspir<ttions for the future 
across a whole r<tnge of top ics, producing a 
rationale highlighting key strategic issues 
Jnd proposa ls. I met Herry Schoevers in 
Holl <t nd, Jttended Jn EAS boJrd meeting in 
Bruss Is and held a workshop in August for 
all UK, ir sports. M y work was largely done 
by rnid-October and th e UK Paper went to 
EAS as input to an EAS Pos ition Paper. 
The UK was the only country to expend this 
much effort on these criti cal developments. 

European air sports survey 
In p<t rallel with the UK work, Herry 
Schoevers organised Jn EU-wide surv ' Y of 
regu latory positions of al:l air sports- no 
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same 
me<:m task. The resu lting picture provided the 
background, th rough the preparation of an 
EAS Position Paper, for an EAS special gener
al meeting of all membe1·s in Brussels in 
November. Glid ing in most countries is 
largely state regula ted; only the UK and 
Belgium ilre completely self- regulating. 
Sw .den is the most similar to the UK, w ith 
delegation by the Swedish NCAA to the 
Swedish Gliding FederJtion. So the task of 
promoting a self-regu lating case on a 
Europe-wide b<Jsis looked di fficu lt. A lthough 
mimy countries' glid ing associations were 
beginning to see the b nefits the RGA has 
enjoyed for many yeil rs, it was hard for 
many to sec how to move from almost 
one extreme of national regu lation to self
regu lation in one step, w ithout the infra
structure, capabil ities and finances to do so. 

The EAS Position Paper 
The November EAS meeting in Brussels 
debated the issues anr) considered the 
draft EAS Position Paper prepared by Herry 
Schoevers. U K input to the Paper and debate 
was extensive. The UK delegation, led by 
Sir John All ison (Dave Allison's father) pre
sented our recommendation to stay outside 
EASA for l icensing and operations for all air 
sports. Other options considered were either 
fu ll EASA regu lation (no support), or what 
we called a "half-way house" w ith high-level 
EASA Minimum Essential Requirements (ERs) 
but w ith deta iled rulemaking leit to the 
NCAAs. W hen it came to the vote the 
"half-way house" option won, though three 
countries (including France and Sweden) 
supported the UK position. Significantly, 
NA members adopter! the self-dec laration 
basis for medica l fitness, supported by GP 
counter-signature; early indications to this 
proposal from the EASA Core Group (CC) on 
licensing are positive. The Paper sets out the 
objectives of EAS in relati on to proposed 
regu lation, proposa ls for the minimum ERs 
for flight crew I icensing, operations, and 
criteriJ for "quali fied entit ies" thJt could 
receive delegation to implement the rules, 
as well as pressing the case for maximum 
delegation by EASA to NCAAs. After this, 
a small working group, including Sir John 
Allison and Peter Eriksen, Pr sident of EGU, 
finalised the EAS Paper for submission to 
EASA. Aft-er submission, the RGA will pro
vide a link from www.gliding.co. uk to the 
full Paper on the EAS site (www.europe-air
sports.fai.org). 

Other key issues 
We have stressed the need for "granrlfather 
rights" to protect existing <Hrangements in 
each country (though it hJs to be said the 

Right: IAOPA stands for International Aircraft Owners 

and Pilots Association: WG stands for working group 
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The Royal At>ro Club acts as the coordinator of the member associations 
(other countries have different representative structures) 

EASA Airworthiness status key 

Note that exemptions may not be the same for Operations and Li<·ensing 

Impact of EASA initial airworthiness 
regulation on UK air sports 

EU is not generally known for recogn ising 
such rights) and an objective safety case to 
be made by EASA for regu lating previously 
non-regu lated activ ities. Demands have 
been made for a Regulatory lmpJct 
Assessment (RIA), in which the costs of 
implementing proposed rules would have to 
be bertered by the quanti fied benefits rela
tive to current safety levels. Accident statis
tics, of w hich several air sports including 
gliding have comprehensive records, should 
be used in such an assessment. 

Perhaps the single most important aspect 
of this development is the need for effective 
and comprehensive representation of our 
interests, combined w ith consu ltation, at 
EASA. W hilst EASA's management board is 
bound to establish an Advisory Body of 
Interested Parties (ABIP) - EAS has one seat 
on this ABIP- this forum wi ll not dea l 
directly wi th technica l rulemaking. The latter 
is being developed through many CGs, to 
which acu~ss has so far been difficul t. As 
I write, the maintenance CC has produced a 
second draft ("ECAR-M"); Howard Torode, 
a BGA Technical Committee member, 
attended thi s CG in December as the stand
in EAS representative, and concluded that 
the impact for UK gliding could be very 
seri ous as the rules are drafted as if we were 
maintaining B747s in large commerciJ I 
maintenance organisa tions. For example, 

Diagrams: Steve Longland 

the fitting or change of instruments in your 
gl ider would, under the current draft, not be 
possible without "proper authori sation by a 
quali fied person" -bureaucracy gone mad. 

Possible impact on UK gliding 
There is no doubt that, as things currently 
stand, the present self-regulatory framework 
for UK gliding wi ll change forever to one of 
EU regulation, certa inly for airworthiness. 
However, I hope that w ith negotiation 
through representation we can achieve a 
sensible and ba lanced solution, removing 
the worst aspects of a distant bureaucratic 
ru le-based approach to safety, and moving 
to o:1 relationship w ith th ~ UK CAA w hereby 
the RGA continues essentially to run things 
largely as we have always done, but in J 
formally-delegated structure from EASA 
through the CAA. The CAA very much 
supports the RAeC and the BGA in terms of 
solutions. O n behalf the RAeC I attend a 
reguiJr DFT forum eh, irecl by the UK 
Member State director on the EASA 
Management Board. 

This next year or two w ill requ ire very 
considerable dedicated effort from a few 
people in the BGA and RAeC in trying 
to steer the legislative proposals in the 
direction we want. But th ings will never 
be the same , s we have all known \. . 
since we starting glid ing. ~ 

Who are the regulatory players? 

National and European 

N,llionill Aviation Aulhurili~ 

National Governing Bodies 
of Resulall'CI Air Sports 

National Governing Bodies of 
Non-regulated Air Sports (eg BGA) 

European Air 
Sports Union 

EGU, EHPU 
elc 

European Air Sport 
Working Group 

Microlight, WG 
etc 

www.europe-air
http:www.gliding.co


ANN WELCH 

An unsurpassed 
TO COMPOSE an obituary for someone 

who devoted the whole of her long life 
to sporting aviation is;, formidable 

task. To do justice to her in th~~ few words 
allowed by 't:JZ~ce and the ed itor is <ln ;, !most 
impossible one. 

Ann Wel h ( 19 17-2002) was a remarkable 
aviJ tor, tot<J II y dt>d ic<t ted to fostering, 
promoting and ncourdging people to take 
to the air. Nothing was allow d to divert her 
from her purpose, nothing w;1s ever il llowecl 
to stand in her way. She was a very str·ong 
personality who hold very strong views. 

Her ilying li f started in 1930, when Alan 
Cobham's Flying Cir us visited Wadobridge 
in ornw;:lil w ith the three-enginecl Airspeed 
Ferry designed by N vil Shute Norway, who 
was not only a bril liant designer and glider 
pi lot but later the world-famous <Juthor. 

As we all know, once the flying bug gets 
you, it never lets go and so it proved with 
Ann: aeroplanes morning, noon and night, 
begging rides with any pi lot who would take 
her up until she wils old enough to learn to 
fly. Her first solo was completed just after 
her seventeenth birthd<Jy; her pilot's l icence 
just a n1onth I<Jter. 

Sh soon re<1lised th<1t gliding was clle<Jper 
than power flying, and in 193 7 she <Jttcnded 
an Anglo-G rman Fellowship c<Jmp being 
held al Dunstablc. The cour ·e wJs visited b)' 
Wolf Hirth and Hanna Roits h. o sooner 
was she solo than she bought a Grunau 
Baby for £50 and persuJdcd il jobbing 
carpenter to bu ild her a trai ler for £20. 
Gliding expedi tion. to vnrious >ites 
followed, wh ich included a I nding on top 
oiThe Bishop, Portmoak's loca l hil l. 

In 1938 she created the now Surrey 
Gliding Club with a £300 loan from Graham 
Douglas, whose fJmily owned Redhill 
Aerodrome and to whom she was married 
the following year. )n the clJy of her 
engagement party (to which Ann's pilrents 
had invited 150 friends) Geoffrey "Sieve" 
St phenson, flying from Dunstable, m,1cle 
the first soar·ing fligh t across the Channel. 
Totally in charJct r, half-way through the 
party, Ann Jnd 13ri. 11 Powell - lilter to be 
Church il l's Jnd Be< verbrook's pilot - made 
th •ir excus· s and il w off to retrieve "Steve" 
from France. 

So, to t<lke stock, by the time Ann was 22, 
she w<Js <1 v ry proficient acrop lan pilot, 
a gliding instructor who had started <J nd now 
manJged a growi ng gliding club with over 
100 members, ilnd a privat owner, Js well 
as being a w ife ancl a succes ful ,1 uthor, 
illustrator illld artist. 

Soon after the outbreak of war she joined 
the ATA (Air Transport Auxi liary, of which 
Phi lip Wi lls wJs il lead ing light), that 
remarkable col lection of mainly amateur 
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pilots of both sexes who ferried Clircraft 
between factories and JCtive <J irfields. As 
related ill Happy To Fly, her <Jlrtobiography, 
Anri flew n1any types, includ ing Hurricanes, 
Spitfires, Wellington., Blenheims, Ansons 
and Tiger Moths. By the time sh gave up 
flying many ye<Jrs later she had flown more 
than 1 SO different types of <Jircraft. 

With four others, including Lorne Welch 
and Waiter Morison, she restc rted the Surrey 
Club at Ken ley in 1946, moving to Redhill in 
early 1947. Lorne, whom Ann married ilS 

her second husband in 1953, h<Jd been <1 
RAF pilot, shot down and after various 
escape att ·mpts, imprisoned in Colcli tz 
CJstle. Here he offered t ochnical ad ice on 
the audJcious piL1n to build a glider < sa 
means of e5cape (see !-low the Colditz ,g lider 
finally fle1~' S&G, Aprii-May 2000, p26). 

Ann and Lornc made a formidable team. 
He, a gifted instructor who was idolised by 
his pupi ls, pioneered the concept of sending 
his pupils solo in the Slingsby T-2 I two-
seat r, on whi ch they had been taught. The 
grcybeards in the gliding world disapproved 
strongly of this outrageous con ept but, of 
course, Lorne vvas right. With Ann chairing 
th BGA Instructors Panel for the next 20 

'She joins the illustrious company 
of Lindbergh, Cobham, 

Jean Batten and Frank Whittle' 

yea rs, they work ,cl relentlessly to improve 
the teachi ng wnd quJiity of gl iding instructors. 

We owe our freedom from officijl contr·ols, 
whi h we have enjoyed for more than 
60 years, very largely to Dudley Hiscox <J nd 
I<Jter to Ph ilip \1\lills and Ann (respectively 
the chairmen and vice chJirm<Jn of the 
13CA), who battled successfully against the 
poli tic ians and ivil servan ts determined to 
subjuga te us. She resigned as vice chairman 
in 1966. 

Ann completed her Silver C in 1946, 
flying from S<Jlzgitter in Germany. her Gold 
in 1969 from L<J Ferto Alia is in France and 
in 1969, fl ying from Leszno in Poland 
covered 528km, which established a new 
British Women's distance record . 

Frorn 1948 she was the team manager of 
our in tcrnJtion<JI gliding team and won the 
admiration <Jnd respect of the other gliding 
nations, who oon rea li . ed that her wise 
counsel should he u~ed more widely for the 
good of gliding. She was very quickly eo
opted on to m<1ny diverse FAI committees 
and served for many years as the UK 
d legate to the FAI Gliding Commission. 

With on ly the slight int ··rrupti on of 
competing w ith Lorne in the 1954 World 
Championships in the new Slingsby Eagle 
two-seater her energies were devoted tota lly 

to national nd international affa irs. She 
directed some of the Nationals held at 
Lasham and in ·1965 organ ised and directed 
the second World Championsh ips to be 
held in Britain, th is time ul South Cerney in 
Gloucestershire. 

The autocratic managemeht style practis d 
so successfull y by Ph ilip Wills <Jncl his 
colleagues wa. hanged by " the young", 
who succeeded in introduc ing J ru le that no 
one could serve in any BGA position for 
more than five consecutive years. Ann 
handed over the Instructors Panel to Roger 
r\J eJves of Booker fame and tu rned her atten
tion to the futur 

The new order of "y ung Turk " in the 
BGA and Ann soon arne to the pilrting of 
the ways. Ann found herself at loggerheads 
with the BGA Council over new ci<Jsses and 
rul s being proposed for future World 

ontests. The Council duly appointed a 
new delega te to the Ft-\1. Unfortunately, 
the irresist ibl for e had met the immov<Jble 
object and neither side was prepared to give 
w<Jy. Ann was very hurt - this dchied her the 
chJnce of being elected as the President of 
the FAI - but it did not affect her work 
output on behalf of the Jir sports movement. 
The hang-gliders and mi rolight fl yers 
benefited from her remarkable untiring 
activities on thei r beh;:df and she was 
honoured by both, b ing elected President 
of their respect ive associat ions. She was also 
the l, resident of Honour of the FAI Hang 
Gliding <:llld Microlight Commissions. As a 
resu lt of a recent obituary that I had written 
ior a nation<J I broadsheet newspaper, 
I was taken to task for not stressing her 
tremendous contribution to thes ports. it is 
great ly to Ann's cred it th<Jt she was the first 
to recognise the need for a less expensive 
form of gl iding, which would attract the 
younger pilots. In 1972 she w rote n artic le 
for this magazine proposing that th BGA 
offer help and guidance to the " Low and 
Slow movement" (Up or down the low and 
slow, February-March 1972, p 19). Sadly, the 
forces of reaction d~cided otherwise; the 
newcomers were forced to go thei r own way 
and Ann took them under her wing. 

Her honours ar - legion, and some of the 
most sign ificant include the OBE, the RoyJI 
Aero - lub Gold Medal, the Lilienthal Medal 
(the highest FAI rnecla l for gliding), and the 
FAI Go ld Mednl (the highest FAI award), 
jo ining th · i llustrious company of Lindbergh, 
Cobham, Jean Bil tten and FrJnk Whittle. 
What a glorious legacy to leave. 

To have devoted rnore than 70 years to 
sporting <Jv iation is an unsurpas>ed record. 
I doubt if we INi ll ever see her like agJin. 
She did us proud. 

Wally Kahn 

Sailplane & Gliding 



record of service 

Ann photographed at home in 1999 

FROM the earl y days ol my editing S&C, 
writes Cillian Bryce-Smith, Ann Welch was 
always willing to write articles and to give 
encouragement and useful suggestions. Later 
she was equally as enthusiastic about my 
new venture and was one of the first to 
contribute to www.glidingmagazine.com. 
She wrote beautifully and professionally. 
Among her many books is the New Soaring 
Pilot, which was a collaboration with her 
husband and Fr<mk lrving and is one oi the 
gliding classics (for a list of Ann's books see 
the last issue of S&C, p41). When Ann wrote 
up th World Championships you did have 
to give her deadlines. She wrote it on the 
plane and J..lOSted it to you at the airport. 
And it was alwwys excellent. The great thing 
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(Adrian Hobbs) 

was that she kept this enthusiasm for aviation 
and could infect others. Two years ago she 
was the guest speaker at my club and 
captivated the audience with a fascinating 
lecture. Going back further, when she came 
to lunch our son, then 14, rlidn't re;:tlly think 
he wanted to be around. I persuaded him 
he'd find it interesting and <Jt four o'clock 
they were still deep in conversalion about 
illlthings aeronautical. "VVhen will Ann 
come again?" he asked. Ann was ageless. 
Then this is what happens when you have a 
deep love for something and especially 
when it 's gliding. She is going to be so 
missed, but what happy memories of her 
she has left behind. 

Gillian edited S&C from 1972-1998 

WHEN I began editing Sailplane & Gliding 
in 1999, writes He/en Evans, I wanted my 
first issue to make an impact, signJIIing the 
change of editor and providing a good read 
over the British winter break. One obvious 
story was the Millennium- to do a review of 
gliding's first full century. And there was one 
obvious author to <1sk to write it: Ann Welch. 
As she has done for ss,c so many times 
over the years, she came up with an 
immaculately-researched <llld beautifully
written article ( 100 superb yea rs o( being 
free as a bird, December 1 999-lanuilr)' 
2000, p20). it is absolutely typical of her 
vision that she ended by Jsking: "what Is 
there in 1999 for newer, younger pilots?". 
She also graciously charmed Aclri<:111 Hobbs, 
who took the photo to accompany the 
piece, and invited me to lunch to explain 
how she thought S&C should develop. lt 
was with some trepidation that I went to 
meet a role model for generations of women 
pilots. And it was with difficulty that I tore 
myself away from not only a stream of 
fascinating Jnecdotes but also a wealth of 
pragmatic suggestions (which, if you enjoy 
reading S&C, you h<JVe also benefited from). 
Since that first meeting I discovered that she 
was always in great demand - but Jlways 
approachable, <1lways knowledgeable, and 
alw,1ys generous with help and advice. I find 
it very hard to believe that she has gone. 

IN December, writes BCA Chairman Davicl 
Roberts, we said farewell to one of the 
all-time greats of our sport, and one whose 
endless energy and devotion to the cause of 
air sports started with gliding in 1937 and 
culminated in the last 20 years or more with 
hang gliding and microlight aircraft. 

I had the privilege of meeting Ann a few 
times in recent years. She didn't mess 
around when she wanted something from 
you. Straight to the point, asking me what 
I was doing about th is or that- usually to do 
with encouraging young pilots or fighting 
off bureaucracy. A strong will with clear 
determination, but a delightful person and 
someone I shJII remember with fondness 
and gratitude for all she did for gliding, 
particularly in the early, critical years after 
the Second World War Jnd long afterwards. 

lt is poignant that Ann, who fought 
successfullv in the late 1940s for the BGA's 
freedom fr~m regulation and bureaucracy, 
should leave us just when, for the first time 
in its history, gliding in the UK faces being 
reguiJted by the European Parliament. ~ 

A memorial service is being planned for 
Ann by her family, probably on March 7 at 
lasham. As soon as arrangements are made, 
the details will be on www.gliding.co.uk 
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Soar Minden is proud to ~fer 

5, 7 and J 0 Day holiday packages 
Tl ey include. • Reno·Tahoe Airport Pick-Up 

and Drop-Off • Hotel~ Courtesy Vehicle • A Two Hour 
Site & Aircraft Check • Unlimited Flying Each Day 

• A 5,000 QFE Tow Each Day • Oxygen • Parachute 
• Barograph • Badge Processing 

5 Day Package $1,114, 
7 Days $1,522, J 0 Days $2, 169 

GOOD SEPTEMBER THROUGH MARCH; ADD $75 PER DAY APRIL THROUGH AUGUST. 

E-mail: s n@ o ernet.net. Web: hHp/ /www.s 
Tel: 775 782 7627. Fax: 775 7 2 6505 

rminden.com 

WICA Kl YOUR SOA I G DllE MS COM "l Ul 

BENALLA - AUSTRALIA 

• High performance fleet 
• Up to 12,000 feet cloudbase 

• 1000km flights regularly achieved 
• Cross-Country training courses 

• Outback gliding safaris 
• Mountain flying camps 

• Daily temp-trace and weather briefing 
• Warm club atmosphere 

BENALLA- is the club DOWN UNDER where you can feel at home. We offer 
good flying, fellowship and a Club Atmosphere that ends the day with a 
"cool drink with your friends at the bar" in our fully licensed lounge and 
restaurant! You can use our Member's Computer Room for GPS 
downloads, E-mail and Internet. If you prefer we have a Member's Kitchen 
where you can prepare your own food. 

Enjoy the site that provides consistently good flying and the possibility to 
achieve that elusive SOOkm, 750km, or 1 OOOkm flight or take a scenic flight 
in the nearby 'Victorian Alps'. 

We offer Novice to Expert, Cross-Country training courses and Competition 
coaching with Duo-Discus. Whether it's Silver 'C', Gold 'C' or 1000kms that 
you are aiming for, then Benalla can do it for you. 

Beautiful Benalla, "The Rose City", is walking distance, (500 metres), from 
the airport and it provides for all your needs including Banks, Shopping, 
24hr Supermarkets, Hotels, Library, Nice-Restaurants, Wineries, Aquatic
Centre, lake etc. A selection of accommodation adjoining the airfield is 
available including Motels and Inexpensive backpacker accommodation. 
Easy travel by road or train from Melbourne or Sydney. 

Our Fleet includes: Duo Discus, LS8-18, LS7-WL, LS6·b, Discus-B. Nimbus-3T, 
Nimbus-2C, Kestrel 19, Mosquito, Hornet, 2 x SZD51 Juniors, PWS, 4 x IS28, 
and 3 Pawnee Tugs. 

Take advantage of currency exchange rates and your strong pound, 
enquire now to: 

- GLIDING CLUB OF VICTORIA 
VISA PO Box 46, BENALLA, V1c 3672, Australia 

Tel: +61 3S7 621058 • fall +61 357 625599 
Website: www.ghdlng-benal • Email· glidl119bJa ~n!..t2 11 

YOUR CLUB AWAY FROM HOME 
Sailplane & Gliding 

www.glidlng-ben<tll
http:http//www.soarminden.com
http:ernet.net
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PLATYPUS 

What your left hand's for 
THE penance of fl y ing a fl apped machine is 
that you are continuously having to ensure 
you are in th e right fl <qJ setting for th e mode 
of fli ght you <He in. My mentor, umpteen 
times NationJI Champion, reminds me 
fi eru ·l y to keep my left hancl on th e fl vp 
lever at J il tim es whil e soa rin g. On take-off 
the left hand n eed ~ to he bri efl y by th e 
release-knob, and on the d ive-brJkes whil e 
landing, but the rest of the time keep it on 
the flap lever. 

When I was a keen, young but fairly 
terrible racing cyclist, I was to ld it was l'ery 
had form to keep looking down to see what 
Bear you were in. Apart from the danger oi 
running over old ladies or under a bus, 
it was <J matter oi style: the body should 
know what your derailleurs were doing by 
instinctive (eel, transmitter/through your 
rippling musculature. /n ever clid know. 
Old ladies a ne/ huses were n,1 rrowly missed 
aga in and aga in. Lik •wise it is with flaps. 
I clearly have no natura l sense o f rhythm. 

The fli ght manuals will te ll you w hat flap 
to be in for each speed, and will also tell 
you how those speeds va ry at different Jll-up 
weights. But what if you dec ide to emulate 
the people you have seen fl y ing Racing 
Class gliders, espec iall y abroad where the 
conditions arc stron ger, th at Jlternate 
bc.tw een vertical zooms and Stuka-style 
divesl Should you , wh en hitting lift, pull up 
first, th en adjust th E~ fi ar to th e reduced 
speed, or should you put the flap into the 
new positi on at th e same tim e as you haul 
back on th e st ick? 

The root of the problem 

Here's my theory. (That should drive them 
away, Ed.) When you pull two Cs you are in 
effe l turning your ship into a new sailplane, 
one that is tw ice as heavy as it was a few 
_ econds Jgo in level fli ght. This new glider 
has a polar curve th at is shifted downwards 
by 4 'I per cent an cl to thl' right by 41 per 
cent ( 1 .41 being the square root of two). 

it's like bi:lll asting the glider- to double its 
empty weight - you are shoving that po lar 
forc ibl y across and down the chart . (I'm not 
speciall y recommending two-G pull-ups, hy 
the way; it just makes the arithmetic easier. 
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However George M ofiat says that two-C 
pull-ups art' right when entering strong lift at 
over 90kts, o therw ise you arc out of the 
other side of th e thermJI in seconds. Such 
pull-ups " keep th e wing in the low drag 
bucket," he s<Jys .) 

What's thi s got to do with flap-set tings? 
Well, the optirnum speeds for flap settings 
arc not fixed, but ri se or fall Jccording by 
the square root of th e wing loading. (Hey, 
come back here!) Thus for a typical modern 
glider in level fli ght, max UD is achieved at, 
sil y, 57kt in 1.ero tbp. But when you make a 
two-G pull -up, max U D on the new, heavy
w eight po lar curve is achieved at 80kt (41 "/., 

pus/ling over at the top 

more th an 5 7ktl - and zero flap is still the 
appropri <J te setting for that speed. Therefore 
it makes se nse, when travellin g fast il nd 
pulling up steeply, to go from the nega tive 
fi Jp setting Lo zero fiJp whil e still trJvelling 
at 80kts. This appli es in reverse w hen 
pushing over at the top like the Vo mit 
Comet, as they call those big planes th ey 
use to ilcc limati se astronauts to zero-G . 

Your new ultra-lightweight sa ilplane- for 
o few seconds- has a different po lar curve, 
tr<m sposcd to the left of the page. The 
optimal airspeed at whi ch one should shift 
from zero fl ap to negative fi Jp is therefore Ll 

lot lower than it would be in steady, level 
fli ght. So even ill SO-odd knots, as one sits 
<J imost fl oa ting in one's stra ps, it makes 
sense to push the fl aps into nega tive. I don 't 
recommend true zero-G manoeuvres for th e 
very academic reason thJt w hen a glider 
weighs nothing the polar curve va nishes off 
the left side f the pvge, and my square 

roots get to tall y lost. " it mJy be J ll very we ll 
in practice, but it 's no good in theory! '' as 
someone once sa id. In two-seaters zero-G 
J lso m<J kes the pJssenger sick, if he/she is 
not already. 

In short, one antic ipates th e state of fli ght 
in whi ch one expects to be in about fi ve sec
onds from now. it 's fairly simple. Sti ck for
w i1 rd, flap forward Jt th e same tim e. Sti ck 
back, fl ap back at the s<1me time. 

Why not just do away with flaps? 

If all this just puts you off fl aps, don' t worry. 
Thu<' are some excellent gliders that do very 
w ell without them, including the new 
Discus, Duo Discus, LS8 and ASW 28. 
I would still like to know whil t the cost 
trade-off is between flaps and extra span . 
Not having fi <lps makes a w ing far cheaper 
but also makes it cl ea ner - no cracks and 
g<J ps- and lighter, stiffer and stronger, too. 
If we cJn have 20-metre high-performance 
gliders th at mJnage well without fl aps, why 
not 25- metre glider without fl <t ps? The 
answer would probab ly be something to 
do w ith the uses of fl aps in ta king off and 
IJnding as much as in soaring fli ght. But if 
the Duo Discus can functi on fl apless, w hat 
is the upper span limit? 

Gcorgc Moffat sJys you need flaps when 
lift exceeds 4kls. Th.J t's an interesting 
number. M y ASH 25 syndica te kept a record 
for some years o f ril tes of cl imb in the UK, 
covering over 1 00 fli ghts: the U K average 
wJs exactly 2.0kts; th e aver;:tge in Austral i<J 
in the same ship w as exac tly 4.0, and the 
western USA very simii <H to Australia or 

what is the upper span limit? 
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slight ly better. I notice the leading gliders in 
the USA Racing Class Championships in 
2002 were most ly the flapped ASW 2 7s, 
whereas in Bri ta in unflappecl gliders are 
hard ly d istinguishable in achievement from 
the fl apped ones. 

Some additional observat ions from Georgc 
Moffat: " t, too, always keep a hand on the 
flap. Do you rec<JI I that the LS3 had no 
detents for cruise, you just let the thing float? 
AI least in Reichmann's sh ip, w hich was the 
only LS3 I ever flew. l'robably not a good 
idea as no one else ever did it. 

"Vigorous porpoisi ng is usual ly ,1 bJd 
thing unless condi tions re qu ite strong and 
you are very good at it. I've done side-by-
ide comparisons and usual ly the violent 

approach loses. Violent manoeuvring is 
best reserved ior co llision avoidance. 11 
(m<moeuvring, thJt is) is inherent ly drag
produ cing. Come to think of it, so arc 
coll isions, I wou ld imagine ... " 

I have often wondered w hat instrument 
the Vomi t Comet pi lots use for position ing 
these o ld Boeing 707s in exactl y the right 
parabola to simulate zero-gravi ty. In the 
te levision series The \!\!est Wing. a character 
s<Jys, "NASA spent mil lions developing a 
pen to write in zero-gTJvity. You know what 
the Russians used? A penci l." So doubtless 
NASA hils J very fancy gadget. 

My "Russicln" solution wou ld be a IL~nn i s 

b<J II on a string dangled in front oi the pilo t 
about three inches below eye level. The task 
would then be to keep the b<JII at eye I vel. 
The co-pilot's job is to make sure his boss 
doPs not become mesmerised by th is toy 
as they plummet down the second ha lf 
of the arc. An even cheaper solution is for 
the pi lot to have his seat straps very loose so 
he knows when he is floating. But thilt ideJ 
went in the can because it would be nice for 
him to be able to control the aircraft as well. 

New horizons, 
new resolutions 

Today (December 1 b) I had a Christmas card 
from <Hl o ld friend, "Hoping we' ll have a 
beller season in 2003". I hardly want to tel l 
hi m that I had a terrific season in UK 
and USA, since he obviously hJcl a poor 
year. Three 600s, Jt leJst eight 500s, and 
-sorry. I was drowned out hy yel ls of. 
"Aw, shaddup, w ill ya?" 

On reflection, if, li ke the princess who 
complained oi the discomfort oi a dried J1E'c1 

through umpteen mattresses, I Jm permitted 
a tiny gripe, i t is I sJw no new terrain 
whatPver. That wJs an omission, the remedv 
for which is entirely in my own hands. So ' 
long as I continue to gl ide I shJII try each 
season to see some new count rys ide - and 
t'ven some new seaside. I ilm sti l l naive 
enough to believe in the power of solemn ly 
writing clown New Year's Resolutions. (Like 
getting your copy in on time? Ed. J 

There is something sl ightly s -·;ll'y about 
venturing into parts never seen before, 
even in Brit<Jin. In the USA it is especia ll y 
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confidence charJcteri secl her management 
sty le. Almost every question from the awed 
p ilots el ic ited the response, "read the rules!" 
since indeed most queries were due to their 
not having studied the then merc ifu lly-th in 
ru lebook. 

Ann w<Js busy meeting fel low-pilots in 
Paris just a few dnys before she d ied. Ev ry 
clay of her BS years seems to have been 
packed with activity, most o( it in one 
branch or other of avi<1tion. An enviable l ife. 

some new seaside 

spine-chilling to open a new sect ional 
(ha lf-mill ion map) and see vJst areas sta ined 
mahogany brown except the w hi te patches 
for the dry lakes and the mounta in pedks, 
w ith no airports, no cultivated fa rm land and 
no towns for hundreds of miles. 

High and dry c~nd far <Jway. Fantastic! 

An enviable life 

Poetry please 
High-Cus ilre bu ilding 
Soon to rain gently clown on 
Madam Editor 

We've had some promising entri -'. ior the 
Haiku competi tion. Simple rule: fiv 
sy llables, seven, five, as above. At leJst one 
Christmas card has promised me some 
verses. So we'll hold over the contest til l 
Febru.:1ry 14. 

H umbly beseeching 
Tsunamis of doggerel 
From soari ng pilots 

The first time I saw Ann Welch I was on a 
pi lgri mag~' to L<1shc~m , w here she was 
running the 1959 UK Nationals, as slw d id 
for many ye<m including the \1\iorld 
ChJmpionsh ips at South Cerney in ·1 % 5. 

mdbird@ldircon.co.uk 

All these competitions struck me as the best
org<Jn isecl events of their kind anywhere. 

The Platypus /Japers: fifty years of JiOwerless 
pilotage (hardback, 1 bO p~ges. 100 Peter Fuller 
cartoons) cosb fl<J.CJS + n.so p&p. 
wwlv.hiknki\vJrp lanes.com 
tel 0208 74B E>-144, lax 0:208 741 t 757 
or from the BGA ill www.gliding.co.uk A blend of humour, brisk efiiciency and tota l 
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Learning to Glide? 
No Course availability? 
Check out Shenington 

The Friendly Gliding Club 
We are special and this is how we do it: 
• Flying 7 days a week 
• Grass/Hard runways (weather resistant!) 

• Value for money courses - guaranteed 
number of launches 

• Professional !Instructors- maximum ratio 2:1 

• Winch, Aerotow and Motorglider available 

• A friendly welcome to all visitors 

Clubhouse, Bunkhouse - Bar facilities avail
able to members and visitors 

Shenington Airfield, Oxfordshire OX15 6NY 
Tel 01295 680008 • Email: gliding.club@virgin.net 
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W
HENEVER I hear complaints about 
the frustrations involved in learning 
to fl y gliders, I wonder why most 

clubs seem to consider a motorglider only 
in terms of navigation and fi eld landing 
training. Some do seem to use motorgliders 
to give their beginners some longer handling 
flights but few seem to us them for serious 
instruction - teaching glider circuit planning 
and landings. 

There is, I think, prejudice aga inst using 
a motorglider for basic training. Th is is often 
because instructors do not consider their 
handling characteristics to be close enough 
to those of modern gliders. O ther objections 
are that the students might form the habit of 
relying on the engine to get out of trouble, 
rather than by recognising a problem and 
planning to deal with it in the same way that 
they would have to in J glider. 

Encouraging power pilots to glide 
Very few instructors doubt the va lue of 
previous power fl ying towards learning to 
glide. True, we have to teach most power 
pilots to use the rudder correctly to turn 
efficiently, to use much more bank than they 
are accustomed to and, most importantly, to 
look around and keep a good lookout at 
all times. But they usuJIIy CJn make a 
reasonable landing, are relaxed in the air 
and able to understand the instru tion far 
better than the average beginner. 

Power pilots are the first to complain 
about the frustrations involved in converting 
to gliders. Being used to getting into an 
aeroplane Jnd fl ying, they resent the time 
spent on the ground for J few very short 
fl ights. One or two flights and landings 
per c!Jy are totally inadequate if good 
progress is to be made towards solo and, 
of course, they all know th is. 

For power pilots, motorglider trJining is a 
highly desirable way of milking rapid 
progress and making sure that they get 
sufficient experience of dealing with the 
situations they w ill become involved with 
in gliders, before being sent off solo. 

Opposite: in-cockpit view from Falke. Above: the BGA Falke. G-GBGA (all photos: the White Planes picture eo.) 

A competent power pilot may learn to 
aerotow and apparently be ready for solo 
after only ·1 0-1 'i glider launches and landings, 
but in reality they are so inexperienced th y 
are at ri sk. Start them on a motorglider and 
they get much more experience both of 
landings and of the si tuations particularly 
relevant to gliding. 

Important principles for training 
There are several important principles 
involved when using a motorglider. M ost 
important is that once the engine has been 
throttled back or stopped to simulate a 
gl icier, it must be flown as if the engine is 
not available. it rn ust al so be treated as a 
glider by other gliders. For example, i f it is 
baulked by another glider, it must tu rn in 
early and land further up the field, or divert 
to an alternative landing area, just as it 
would have to do if it were a normal glider. 

Demonstrations such as using the engine to 
prevent an undershoot must never be done 
or the credibil ity of tre<J ting it as a normil l 
glider wou ld be broken. 

it is undesirable to swi tch to and from 
from motorglider to glider during the basic 
training, just as it is better for a beginner not 
to change from one type of gl ider to another. 
Ideally, students should start on the motor
glider and stay on it until they have reached 
a satisfactory st<J ndard w ith the planning 
and judgment. 

If introductory fl ights are 1mde on the 
motorglider, the first lesson of the effects of 
controls and turn ing can be done more 
effectively and more economica lly than by 
aerotow. On the e and other eJrly flights the 
engine should always be stopped once the 
full launch height has been reochecl so that 
it is si mii <.H to an aerotow launch and a 
normal gliding fl ight. 

Rudder loads on a Fatke are higher than on the average two-seater, says Derek Rotax Falke visiting The Park: side-by-side seating is an advantage tor early training 
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Ozee Flying Suits 
Tried and tested throu~hout the l K and beyond the Ozee fi~1ng suit has become an important part of the 
glider pilots winter wardrobe. Whether you are gliding at 20,000 feet or part of the ground crew an Ozec 

suit will keep vou warm and dry. 
Thermal li11ed to withstand freezing temperatures • Breathable and waterproof outer tabric 
Available in 8 sizes and made to measure service • Available in 3 styles and many colours 

Prices sttlrtfrmn £95.00 incl11sive of VAT lltld postftge 

Visit our web site @ www.ozee.co.uk 

For colour bmcbure contact 

Ozee Leisure 
RIO 497 London Road, Westcliff-on-Sea, Essex SSO 9LG. Tei/Fax: 01702 435735 

COME SOAR AUSTRALIA 
at 

WAIKERIE INTERNATIONAL SOARING CENTRE, WAIKERIE SOUTH AUSTRALIA 
Experience the thrill of world class soaring and cross country conditions. 

Training and support at all levels availabl•e with our experienced and friendly staff. 
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Visit our Web Site: www.waikerieglidingclub.com .au or contact us on: 
email: wisc@riverland.net.au Phone: 61-885-412644 Fax: 061-885-412761 

www. routeplanners.co.uk 
Ever been lost? 

Always want to know 
where you are and how 

to get to your destination? 

HANDHELD & IN-VEHICLE NAVIGATION SYSTEMS 

Whether you are an explorer by nature 
or a motorist in the urban jungle, 

with our range of Leisure GPS Products 
(Global Positioning System) 

you'll be sure to reach your destination. 

Visi~ our web site or (l A W IMJ(I§IMMI Freephone: 0800 0 563 781 
call tor a list of products & maps , " " " _, '" .... ~, , .. , -.. ,-,, -., Freefnx: OBOQ 0 563 782 

MOTORGLIDERS 

Basic training 
The basic training usua ll y takes four to five 
hours for a beginner or two to three hours for 
a power pilot and this includes sta lling and 
incipient spins, circuit situations and l;,unch 
failures. This is training for flying gliders and 
not for flying a molorglider solo. 

The differences 
At first sight many instructors give the 
impression th at the motorglider is completely 
different to J normal two-seater glider. But 
when you analyse it there are only three 
major differences: 
• The view ahead is somewhat restricted 
on the motorgl id er Jnd is far better on the 
glider. 
• The rudder loads arc much higher but the 
amou nt of movement required is much the 
same on both types. 
• With the Falke, the spoilers are far less 
effective than the airbrakes fitted to most 
gl iders and the gliding performance is worse, 
Jlthough better performance can easily be 
simulated by leaving the engine running with 
a small amount of power. 

Compared to a normal I ight aircraft a 
motorglider has the advantage of requiring 
glider-type stick and rudder co-ordination 
plus flying at normal glider speeds and 
having spoilers or airbrakes instead of flaps. 

Problems 
The shortcomings of gliders in basic training 
only become apparent when trying to make 
large numbers of training flights for the 
circuit training stage. In most cases the 
ground handling between flights wastes time 
and manpower, making it difficult for e<.1ch 
glider to make more than five launches an 
hour. The main advantage of a motorglider 
for training is not its ability to stay up longer 
but the speed with which it can make circuit 
flights and multiple landings. 

11 is an enormous advantage to be able to 
give a student several consecutive IJndings. 
In addition, it does not obstruct the IJncling 
areas i.lS much i.lS a pure glider because of its 
abi li ty to touch and go and to move itself off 
the land ing area without delay. 

By doing most of the basic training on a 
motorglider, large numbers of launches are 
made availab le for other flying. Moreover, 
the inevitable wastage in the early stages, 
when many beginners drop out, involves 
only the work of one instructor instead of a 
group of members for the ground handl ing. 

Often the weather c lears for a short period 
and it is not practical or worthwhile to set up 
and organise glider launching. With a motor
glider, an instructor can start training flights 
even if there is only one student. 

A serious clisadvJntage of motorglicler 
training is that the students can often be 
reluctant to join in with the ground handling 
of the normal gliders at the l<lllnch point 
vvhile wa iting their turn to fly. This will be 
resented by members and instructors. We 
found il best to have two instructors, one to 
fly and the other to talk to students and 
encou rage them to help at the launchpoint. 
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Then the pr-oblem soon becomes having 
enough students to utilise the aircraft fully. 

The ideal motorglider trainer 
it would be idea l to have a training motor
glider identical in most aspects to a normal 
two-seater glider. Unfortunately, using a 
"tuck-away engine" glider for basic training 
is at present impractical because present-day 
motorgliders of this type are not suitable for 
such intensive flying and the thousands of 
landings involved. A rugged and reliable 
engine is essential to withstand the l<nge 
numbers of starts involved and this probably 
means ruling out a two-stroke engine. 
A good gliding performance is not essential 
if it is accepted that the engine can be left 
running with just enough power to simulate 
a 30:1 glide or better. (An advantage of 
doing this is that the instructor has the 
option of simulztting flying through sink by 
just reducing the power slightly.) 

Few gliding instructors would turn down 
the use of a motorglider if it had glider 
handling, glider airbrakes and the traditional 
view ahead from the glider cockpit. In my 
opinion there is a place for a special motor
glider with the engine mounted permanently 
on a fixed pylon but I am very happy to 
accept something like the Falke for this 
work. In 1962 I suggested the motorised 
Capstan which proved its potential in spite 
of having a totally unacceptably noisy two
stroke engine. 

The standard Falke has most of the 
properties that are essential for this kind of 
training and it has proved rugged enough for 
this vital role. True, the rudder is too he.1vy 
to operate when compared with normal glid
ers, but this can be remedied with a 
simple Horn balance on the rudder. This was 
done on the very last of the Slingsby Fa lkes 
and on the SF28 Tandem Falke. 
I would strongly recommend any club 
buying a new Falke motorglider to ask for 
such a modification. 

The Grob 109 and the Dimona are not 
quite as good for glider pilot training, in my 
view, because of the heavy rudder and the 
higher landing speeds. 

The adverse yaw on the Falke is similar to 
many gliders and requires good stick and 
rudder co-ordination. The spoilers, although 
far from ideal, are adequate to teach the 
principles involved of how and when to use 
airbrakes. it has proved an easy conversion 
for students trained on the Falke to learn to 
use the Schempp-Hirth type airbrakes fitted 
to most gliders. 

The side-by-side seating is an advantage 
for the early training and the need to make 
fully held off landings teaches good habits 
and makes converting to a glider very easy. 
The only difference between landing the 
Falke and a normal glider is that the glider 
needs to be held off a little closer to the 
ground. 

Booked flying possible 
A booking system is perfectly feasible for 
students leJrning to glide. A strict syllabus is 
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The Oimona's higher landing speeds make it less 

suitable than the Falke for basic training, says Derek 

essential if it is to give value for money. We 
found that students could only absorb two 
30-40 minute instructional flights a day if 
they had a breJk between them. 

Much more th<1n this was over-tiring ilnd 
proved unproductive. 

The syllabus 
I would suggest that the first two or three 
flights should be climbs to 2,000ft followed 
by a propeller-_ topped glide down. These are 
similar to a normal aerotow flights but with 
the added advantage that even on the first 

'The student learns quickly 
from making a number of 

consecutive landings' 

flight the climb can be used for teaching the 
basic habits of lookout and making turns 
using the elevator and ailerons only. 

After a few flights to get co-ordination 
established it is time to teach the landing. 
This can be done as a individual exercise. 
lt is usually possible to make five or six 
approaches and landings in J session. 

There is no doubt that teaching the fully 
held-off landing required for the taildragger 
Falke needs a skilled and experienced 
instructor and it is important to accept that 
a motorglider can be seriously damaged in a 
bad landing. 

If in doubt, it is better to skip this stage 
and simply teach the circuit planning and 
approaches clown to the initial flare or 
roundout and then apply full power and 
climb away. 

If the landing is being taught, on early 
landings the instructor should help set up 
the approach and operate the spoilers or 
airbrakes as in a glider, reducing them to 
correct bouncing or ballooning. Instructors 
need to be aware that poorly-trained power 
or glider pilots will move forward on the 

stick instinc tively if ballooning takes place. 
They must insist that every student has a 
proper grip on the stick. On the Falke, the 
lack of mass balance on the elevator will 
cause the stick to jump forward out of their 
hand if a bounce occurs. Both of these 
problems result in very expensive damage. 

The student learns quickly from making a 
number of consecutive landings and with 
the groups of flights Jt the planning stage 
can compare the differences in positioning 
and height. 

it should be a firm rule that the last land
ing is always m<Jde with the engine stopped. 
However, ex-power pilots shou ld be given 

~ many more "deJd stick" landings to over-
~ come thei r natural reluctance to rely on their 
if judgment ra ther than the e.ngine. 
~ Exercises like running out of height Jnd 
~ cable breaks are not always adequately 
~ covered in normal glider training because 
~ they involve time-consurning retrieves from 
~ mid-field_ With a motorglider they are just 

another touch and go landing. 
Students trained on the motorglider in this 

way received far more meaningful training 
with many more approaches and landings 
thJn the majority who learn on a glider. 

Other considerations 
Motorglider operating costs per hour drop 
dramatically with high utilisation and it costs 
far less than aerotowing with a normal 
towplane: 1,000 hours per year is perfectly 
feasible if there are enough students and 
instructors wanting to fly. 

Hopefully, with the new NPPL licensing 
system, many more gliding instructors 
should be able to qualify and use the 
motorglider for gliding instruction. 

t\fter nearly 10 years of doing all the basic 
tra ining on the FJikes, Lasham went back to 
normal glider training because the ordinary 
gliding instructors complained that they 
never flew with a beginner. They had the 
support of many private owners who wanted 
additional towplanes, which could only be 
justified by doing more of the training by 
aerotow. 

If it comes to the question of either buying 
another towplane or a motorglider, it must 
be remembered that on many of the larger 
gliding sites the latest 1 OOhp F-a lkes could 
be used for towing at peak times. it is an 
excellent towplane for all but the heaviest 
gliders and is both quieter and more 
economic on fuel thJn most other tugs. 

As a trainer it has at least twice the rate 
of climb of the earlier models which wi ll 
revolutionise the circuit training and make 
the flying even more economic<~ I. 

Other revolutionary types of power may 
change the outlook for the motorglider. 
Fuel cells, better electric motors and sma 11 
turbines may be developed in the next 
decade. 

In the meantime, why not offer " fast track" 
motorglidcr training for all ex-power pilots 
for a start? Once they have tasted soaring 
in a modern single sea ter, they will be \. 
hooked! ~ 
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Photographs this page, clockwise from top left. All are 

by Jochen Ewald, except where otherwise stated. 

The Hiitter 30 GfK in flight. This glider once belonged to 

Eugen Hanle. and is now owned by Fritz Horsch, who 

was involved with introducing glass-fibre to aviation as 

an engineer for lnterglas (Peter Selinger) 

The elegance of the nose-on view is more reminiscent 

of this innovative glider's composite successors than its 

wooden ancestors. lt is not fully composite, though, 

since its wings have Balsa ribs covered with glass-fibre 

Ready for launch. The cockpit is designed to fit glider 

pilots of up to 1.8m (5ft 11in) in height 

Behind this Hiitter 30 is another glider that made Eugen 

Htinle famous, the BS-1 , designed by Bjorn Stender 

The ingenious canopy hinge. made from glass-fibre on 

Balsa, has since been reinforced by carbon-fibre 

For rigging. the Huller 30's fuselage swings out of the 

trailer side and rotates 45" to the nght. 

The h1gh. glass-fibre moving tai/skid keeps the angle of 

attack tow on the ground. to avoid stalls and wingdrops 

Sailplane & Gliding 



EARLY GLASS 

H-30 in its unusual trailer and (right) rigged. Jr weighs 127kg1280/b (Jochen Ewald) 

Still flying after 40 years 
The Hutter 30 GfK, now one 
of the earliest GAP gliders still 
flying, is a forerunner of today's 
high-performance sailplanes. 
Jochen Ewald tries it out for size 

IN TH E mid-1 950s, wooden construction 
formed th basis for high-performance 
gliders, ollowin them to benefi t from 

modern laminar a rofoils. But performance 
came at a price: su h glid rs were relarively 
heavy. Then in 19.15 Eugen Hanle, who 
wanted to build Wolfgang Huller's 1948 
design, the HLitter 30, quickly realised that 
its wooden wings would be too heavy. 
Abandoning the project, he redesigned the 
H-30 with new glass-reinforced plastic 
(GRP) technology, which he had previously 
used to build blades for wind turbines. 

Together with his wife, Ursula, Hanle 
home-built his revised design, now called 
the H-30 GfK ("GRP") . lt was not yet o 
full y-composite aircraft : the wings were 
gloss-fibre over Rals<J wood ribs, ond the 
rea r w ing section and the control surf<Jces 
remained cloth-covered. 13ul it was the first 
glider to fly w ith a GRP moinspor. 

Along w ith a few fs-24 Phoenixes, the 
H-30 GfK is one of the earliest gloss gliders 
still airworthy. After being owned and flown 
by Ursula Hanle for mony years, it now 
belongs to Fri tz Hi:irsch, who regulorly 
attends ldaflieg meetings to giw student 
aeronautica l engineers the chance to fly his 
precious sailplan "· 1\Jot many owners of ra re 
vintage types offer them such an opportunity 
to leorn from the past. 

Unlike the Stuttgart Akafl ieg's fs-24 
Phoenix (the very first GRP glider to fly, 
in 1957), the H-30 GfK anticipoled fu ture 
high-performance sailplanes: its 13.6m 
(44ft 7in) spon and 8.34m2 (89ft2) w ing area 
come with a relatively high w ing-looding 
of 25kg!m2 (5 .1lb/ft2). 

Thi s elegont small glider, which first flew 
in May 1962, is a precursor of Hanle's 
GlasfiC1gel fami ly as well of the aerobatic 
H-1 01 Sal to. One branch of the f<J mily tree 
led to the Salto; onother (designed later but 
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airborne earlier) wJs the turbine-powered 
H-30 TS, which flew in 1960. This h<Jd a 
15-metre wing and on aluminium spar. 
lt led to Hanle's GIJsflugel 301 Libelle, the 
fa ther of the Glasflugel range. Sadl y, Jfter the 
TS w<Js converted to an ordi nary SJ ilplane 
when its turbine proved too noisy for normal 
operations - it wos lost in 1968 in a winch
launching accident. 

A close look at the H-30 GiK' interior 
revea ls Hanle's des ign genius: he used 
glass-fibre for everything he could and 
redeployed a lot of these solutions in 
GlasflugeJ gliders. Although some of these 
hinges, frJmes and connections look fragile, 

'A taildrag:ger tug and short 
grass are advisable, but once 

airborne, this little glider is 
well-behaved, with beautifully

harmonised controls' 

they have done the job for 40 operotional 
years and inspired generations of designers. 

ll would be wrong to say that th is H-30 is 
for everyone: it h<Js only 83 kgl183\b payload 
(i t weighed 120kgl2641b new and now 
weighs 127kg/2 80ib), a narrow cockpi t and 
a milx pilot height of ·1.8m (5ft 11 in). But 
once I'd squeezed in, the big canopy gives a 
wonderiul all-round view. In my experience, 
it compares to what you gel from an open 
primary .. . <J nd I think such an excellent 
view is a great safety feature. Control checks 

Frirz H6rsch cherishes the H-30 (Jochen Ewald) 

demonstrate how the V-tail works: with full 
rudder deflection, the slick's elevator 
movement is "frozen" central ; moving the 
elevator to the stops, on the other hand, cen
tralises rudder. ft feels rather strange, 
but avoids unwantecl control su r·face stal ling 
during full deflection manoeuvres. 

The c of g hook hJving been removed, the 
only launch option is aerotow, using the 
hook below the nose. A tailcl ragger tug and 
short grJs. Jr advisable. Even w ith a retro
fitted high le ilskid to keep the w ing's angle 
of attack low, it is very prone to dropping a 
wing, especially in a crosswind: you must 
release. it's a good ideo to keep your hand 
near the release and to keep the elevator 
neutra l to give you full rudder deflection 
until the ailerons bi te . 

Once ai rborne, though, this precious 
little glider is well -behaved w ith beaut ifully
hormonised controls. it 's one of those gl iders 
that feels like an extension of the pilot's w ill . 
lt has no trim, but I didn't miss it. Hands-off, 
it flew at 85 km/h (46kt). Sta ll buffet began at 
64km/h (34.5 kt) and shaking began at 
61 km/h (33 kl). With the stick this fa r back, 
there's hardly any rudder control ava ilable, 
so a ful l sta ll le<Jds to a w ingdrop. ft recovers 
immediately you apply spin correction. 
The crisp 45° roll role (3. 1 seconds al 
85km/h/46kts) makes thermalling fun . 

The Schempp-Hirth airbrakes deli ver 
Jcceptable drag, but don't spoil the lift much 
because they are set so far back on the 
wing. A constant-speed approach, not too 
filst, is a good idea if you want to avoid a 
long float on low wings. Medium-weight 
pilots can sideslip the H-30 effectively, but 
w ith front c of g positions, you soon lose 
authority for big rudder deflections. Don't 
make a fully-held-off l<lllding in case the 
lail skid touches too soon and results in the 
wheel hitting the ground rather hard (and 
you might Jlso want some rudder input for 
directional control). lnsleod, a two-point 
landing gives good control and J soft Jrrival. 

I thought this 40-year-olcl home-bui lt 
prototype fli es extraordinarily well. lt is an 
important milestone in the development \ . 
of today's competition sailplones. ~ 
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Next time you 
need to shop 

for maintenance, . repair or .. serVICing 
materials you can move into the 21st Century 

To compliment our existing workshop facilities we have opened a 
completely new On-Line Shop. Stocking a range of parts and materials 

from Batteries through to Zig Zag Tape. 
We are also able to supply small quantities of Repair materials, Resins, 

Glues and Ply, Gel Coat repair kits for those minor chips. 
Tyres, tubes, GPS mounts, Electrical connectors. 

In fact everything you need to keep your glider in the air 

WWW.SVSP.CO.UK 
The new way to purchase materials 

Workshop Tel or Fax 01452 7 41 463 
Home 01453 544107 Mobile 07860 542028 

Passage Road, Arlingham, Glos, GL2 7JR E-mail martin@svsp.co.uk 

r-----------------------------------------------, 
Don't miss 
out in 2003: 
subscribe! 

I would like to subscribe to 6 issues of Sailplane & Gliding 

Please extend my current Sailplane & Gliding subscription by a further 6 issues 

... starting with the issue 
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JOINT AVIATION SERVICES LTD 
Service with Security 

MEMBER 

General Insurance 
STANDARDS COUNOL 

Probably the largest Sailplane Insurance 
Agency in EurojJe 

With Sailplane clients from all over Europe, all receiving the same high 
standards of service and competitive prices 

Our Policies now include free airside coverage for your car and your syndicate members cars 

JOINT AVIATION SERVICES LTD 
0044 (0)1420 88664 General Enquiries or 

Terry Joint 0044 (0)1420 88700 (Mobile 0044 (0)7802 708670) 
Bernadette Pollard 0044 (0)1420 88706 • Facsimile 0044 (0)1420 542003 

Joint Aviation Services Ud 
No. 8 Old Aylesfield Buildings, Froyle Road, Shalden, Alton, Hants. GU34 4BY 

Or visit our website @ http:/ / www.joint.co.uk • Or email joint.aviation@virgin.net 

Winpilot - Volkslogger - Borgelt - GarMax 
• Flight Computer • Moving Map 
• Full Task Nav. • Airspace warnings 
• Thermal Mapping • View flights 
• Terrain Map • Free Nav. data updates 

11 Winpilot - Great Features, Great Backup, Great for Gliding !! 11 

WinPilot provides the next generation instrument. lt is the best, most powerful gliding 
computer software available, providing a friendly user interface with a fast, high 
resolution, touch sensitive display. lt uses Compaq iPaq palm-sized computers. 
WinPiloJ Pro Combined with an IGC Volkslogger and a Borgelt BSO, Cambridge 302 
or LXSOOO Vario creates an incredibly powerful platform on which any option found in 
today's flight computers, and many new ones can be implemented. 

Adv £260 needs GPS (NMEA) + vat 

.Atnv::t! L~ 

Tc-uch fat dt!t&ll., 

Pro £320 needs Borgelt B50 I Cambridge 302 + vat 

www.crabcom.demon.co.uk 

February - March 2003 

Borgelt 850 £599 + vat 

• smooth. responsive, quicker centering 
• extremely zero stable vario - rely on it 
• clear, unambiguous displays 
• installation is easy - no flasks 
• analogue display size - 57 or 80mm 
• Wiring harness for link to WinPilot pro 

Volkslogger £519 + vat 

• IGC Logger. clear GPS nav. Display 
• incl all cables and software 
• FAI task declarations and GOTO function 
• BGA2003 waypoints supplied 
• Integrated with WinPilot Adv. Pro 
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In the first of a series examining 
human factors that affect glider 
pilots, lan Atherton starts with 
some physiological limitations 

W
HEN an Jircraft acc iden t occurs 
an investigat ion takes place to 
discover the cil use. Hopefully, the 

information ga ined will not on ly exp lain 
what happened but rnore importantly wh\' 
particular actions were taken that led to the 
acc ident, wheth r this be in the cockp it or 
on the ground (Sa)', during maintenance). 

The Jim of the investigation is to ga in a 
rea l understanding as to why the acc ident 
occurred and to help prevent similar ones. 
Inevitably, some accidents are due to the 
human element. This WilS conventionall y 
known ilS "p ilot error". However, more 
recently, it has been recognised that this 
word ing is often imprecise and that the pilot 
may not have, in fact, made a skill error, but 
have fallen into th e trap of not recognising 
he has ventured beyond the limitations of 
th e human body ilnd therefore put himse lf 
into J situation where any other pilot would 
have found it equally difficult to respond in 
a way that wou ld h, ve saved the day. These 
"humiln factors" mily result in accidents thilt 
are more correctly termed "human error" Js 
the fault does not lie in the pilot's sk ill. 

As pilots, it is vitalthilt W ' acquire not 
on ly knowledge, but a reil I understanding of 
our physical and psychological limitations 
(as well as being aware of our own ski ll 
level) if vve are to reduce these types of 
accidents. lt is for this reason thilt leading 
individuals in this fie ld h<:lVe described 
"Human Performance LimitJtions" (HPL) as 
" the last great frontier in aviation" (ref 1 ). 

This series is not designed to cover every 
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aspect of HPL, but rilther to enhance safety 
awareness, as there arc severa l excellent 
books on this subject. Most, however, 
derive specifica ll y from the powered flight 
environment, and so it is sometimes difficult 
to see them in the context of gliding. I w ill 
attempt to illustrate the are<:Js of HPL that 
I believe are most relevant to gl iding. 

Since gliding is in the main a single-pilot 
activity, I will not be covering the compl ex 
issues associated w ith two-crew operations 
or cockpit resource management (CRM) in 
this text, as these issues deserve in-depth 
study in their own right. However, it is 
obvious that CRM in gliding would include 
issues such as instruction and mutual flying. 

These arti cles w ill describe physiological 
limitations first, and then psychological 
ones. However, there will inevitably always 
be some overlap between the two. 

Human physiology 
If we are to understand our· bodies' physi ca l 
limitil ti ons when airborne, we must first 
<:Jccept that as pilots we are operating in a 
comp lete ly i.lrt ifi cial and alien env ironment 
(the cockpit ;:md the sk)'l. Man has not 
evolved significantly in over I 00,000 ye<:Jrs, 
whil st the aerop lane has r<:Jpidly evo lved in 
only a century We therefore need to learn 
which parts of our body are most suscept ible 
to the problems cre<:Jted by operating in this 
foreign environment. These are: th e heart 
and lungs, which ensure that the brain and 
body receive the required oxygen; the ears, 
which provide balance and are sensitive to 
pressure change <:Js well a supp lying our 
sense of he<:Jring; and the eyes that provide 
us with the most important information 
when flying. The rest of this arti cle, and the 
nex t two, will consider the effects of flight 
on human physiology. 

above and opposite below: the White Planes ptc!ure eo. 

Effects of pressure changes 
Inside the ear is the eardrum. This conveys 
sound v ibrat ions, but also acts as a barrier 
between the outer and the middle ea r. The 
middle ear is connected to the nose and 
throat by a small tube (the Eustachian tube), 
which has an inherent v<:J ive that allows 
gas (a ir) to vent from the middl ea r so that 
air pressure on each side of the eardrum 
rem<:Jins equa l. 

However, due to the valve, the flow of air 
through the Eusta chi<:Jn tube is e<Jsier when 
we gain altitude <:Jncl ambient Jir pressure 
decreases, than when we descend and 
pressure increases, and vo lunt<:Jry action by 
the pilot (eg, swa llowing) is often required 
during the descent. If the Eustachian tube 
becomes blocked (eg, when we hav a head 
co ld), unequal pressure may build up on 
either side of the ear drum and start to 
stretch it inward during a descent. This can 
cause severe pain and possible damage. 
Th is is known as Otic Barotrauma. In the 
first diagram (opposite top); the picture on 
the left shows the norm<:JI situJtion on the 
ground or at <:1 constant <:Jititude; the picture 
un the right shows the effect of a blockage 
in the Eust<:Jchian tube during descent. 

Other suscept ible areas are sinuses, the 
gastro intesti nal tract and, surpr isingly, teeth 
w ith fillings or abscesses. These may h<:Jve 
smal l <:Ji r pockets <Ind at extreme altitudes 
(such as in wave) the pressure differential 
causes the trapped air to expand: extreme 
pain can occur and it is even possible for 
the filling or tooth to crack. This is taken so 
serious ly in military aviation that trainee 
aircrew have their fillings X-rayed, re-drilled, 
and refilled if bubbles are found. So when 
visiting the dentist let him know you are an 
<:Jviator. Gastrointestinal problems can also 
be ex tremely debilitating and cause the vast 
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EUSTACHIAN TUBE 

mJjori ty of CJses of in-fl ight debilitation in 
professional aircrew. 

G-loads (acceleration effects) 
We normally live in a 1 g (standard gravity) 
environment. During acceleration and decel
erat ion, such as in a ca r, on J ro ller coaster, 
or in an aircraft that changes 
direction rapidly, we are exposed to 
increased (positive) or reduced (negative) 
accelerations known as g-loads. These 
sensations can be fun for some but are very 
uncomfortable for a few pilots. Extreme 
g-loads, however, can be harmful and 
incapacitating. In "positive g" manoeuvres, 
we feel heavier and are pressed into the seat 
of the glider. In a high positive g manoeuvre, 
blood is forced away from the brain into the 
lower limbs ilnd, if sustained, may cause a 
pilot to "black out" and lose consciousness. 

Conversely, "negative g" makes us fee l 
lighter and tries to throw us out of the 
cockpit, and if sustained, low g manoeuvres 
can force too much blood into the brain and 
may caus the pilot to " red out", again 
causing unconsciousness. The term " red out'' 
is used beciluse in this Cilse tiny blood ves
sels in the yes may burst and cause the 
pilot to be looking through a thin film of 
blood before losing consciousness. 

Generally, people find positive g loads 
more comforti!ble than reduced g loads. 
Maximum tolerances are around +8g and 
-3g depending on age, fitness and training. 
Such extreme g-loads are not experienced 
during most glider manoeuvres except when 
performing more advonccd aerobatics. 
However, il is very important to be aware 
that reduced or negative g is not a reliable 
symptom of the sta ll, as this is believed to 
h;JVe been a significant factor in some fatal 
crashes in gliders in the past. As a result of 
this, the BGA introduced further exercises 
into the stalling and spinning syllabus. 

During crash impa ts pilots w ith the 
proper restraining harn sses have survived 
peak g loJds of up to +4- g in the fore and 
aft axis and +25g in the verlicill axis! 

Motion sickness 
The inner ear (diagr<~m above right) hJs 
vestibular apparatus (three semi -ci rcu lar 
canals filled w ith fluid Jnd perpendicular 
to each other) that gives us our sense of 
balance. If we spin around quickly, fly into 
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turbulence, or make continuous, steep, 
increased-g turns (such as when a glider is 
fl own in a tight thermal), or fl y in cloud, 
our sense of ba lance may be lost and the 
information the brain receives from our eyes 
and from the inner eJr may not coinc ide. 
This may cJuse us to feel dizzy and poss ibly 
sick. This is motion sickness or airsickness. 
it is quite common, particularly in new, 
inexperienced pilots or when performing 
extreme acrobatic manoeuvres. However, as 
experience is ga ined and the pilot has 
greater exposure to these sensations the 
body usua lly bu ilds up a "g tolerance" and 
the problem occurs much less frequently, if 
at all, and persists in only a very few pi lots. 
lt can, however, be disastrously disorienting 
when fl ying on instruments. (For more on 
this, see the section on vestibular illusions 
later in this series.) 

The need for oxygen 
We need supplementary oxygen equipment 
at high altitude because human lungs are 
adapted to work best at a particular air 
pressure, that is, at seil level. As a pilot ga ins 
altitude in an unpressurised aircraft, such as 
a glider, the air pressure around him decreases 
and the amount of oxygen that is absorbed 
into the body decreases. Up to about 8,000ft 
the effects for dayti me fl ying are negligible 
on the Jveragc fi t human being. However, 
any pilot fl ying above 1 O,OOOft w ithout 
supplementary oxygen wi ll start to be ome 
mildly hypox ic. If the glider were to keep 
climbing (say in wave) at 34,000ft, even 
breathing 100 per cent oxygen, the pilot 
w ill only be absorbing the same amount of 
oxygen as if he were breath ing normal air at 
mean sea level. By 40,000ft, the amount of 
oxygen absorbed w ill be same as breathing 
normal air at ·1 O,OOOft. Above this alti tude, 
special pressure breathing equipment must 
be used (such as pressure sui ts). You are also 
likely to be extremely cold! 

Hypoxia (oxygen deprivation) 
The onset of hypox ia can be insidious, and 
the victim may start to feel light-headed or 
drunk. Fi rst symptoms may be personality 
chonges; euphori a sets in, giving the vict im 
a false sense of invulnerabil ity and over
confidence. Self-cri tic ism, concentration 
and judgment deteriorate. Dec isions become 
difficu lt and the senses are dulled. Skin pales 
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Far felt, and below: G-loads in a loop. Left: effects of a 

blocked Eustachian tube. Above: the inner ear 

and fingernai ls, e.:1 rlobes and lips may take 
on J blue tinge. However, these are not 
necessari ly good indicators, as colour 
perception also deteriorates The vict im may 
become dizzy and w ill eventuall y pass out. 
If oxygen deprivation continues, he wi ll die. 

The amount of time available to recognise 
these symptoms and take action can be 
extremeJy limited and is known as " the time 
of useful consciousness" (TOUC). The chart 
below applies to someone absorbing oxygen 
at the same rate as someone breathing 
normal air at sea level, when suddenly the 
supply runs out. If mild hypoxia has already 
set in, times may be halved. 
Altitude Approx TOUC 
40,000ft 1 0-20 secs 
35,000ft 15-- 0 secs 
30,000ft 0-60 secs 
25,000ft 2-3 secs 
22,000ft 4-8 mins 
18,000ft 30 mins 

Although the chart i correct for a young 
fit adult non-smoker, it is ior illustration only. 
Note that the BGA medical advisor's advice 
is that pilots should never rely upon TOUC. 

Hyperventilation 
Hyperventilation is caused by over-breathing, 
sometimes due to panic. This may <J iso c<Juse 
dizziness and may be confused with hypox
ia. The cure is to remain calm and breathe 
normally to let the brain chemistry get back 
in balance. The correct diagnosis 
is important as hyperventilation is not fata l 
but hypoxia can be. 
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COACHING CORNER 

Bob Pettifer describes how to 
get to the right place at the 
right time for a perfect arrival 

WELL, we all know how to plan a 
circuit - don't we? Surprising as it 
may seem, large numbers of 

candidates on instructor courses and Full 
Rating conversion get it comprehensively 
wrong, which means that it's not being 
taught properly in the first place. The major 
fault appears to be an overwhelming 
reliance on the use of local cues to get the 
final turn in the right place. Take these cues 
away and the circuit goes pear-shaped. 

Whatever the field and the wind strength, 
the chief purpose of a circuit is to help you 
arrive at the right place for the final turn. 
At an airfield it has the secondary purpose 
of helping to channel traffic into known (that 
is, broadly predictable) directions. 

If you don't know where you're trying 
to go, where you finally end up and how 
you get there will be matters of chance. A 
"good" circuit has to be planned backwards 
from the point where you intend to stop on 
the landing roll. You need to allow for the 
distance of the landing roll, the roundout, 
the location of the reference point, the 
length of the approach path, and the day's 
wind direction and strength. Whether the 
circuit is left- or right-hand must take into 
account obstructions, wind direction and 
terrain (eg, downclraughts on lee slopes, etc). 
If there's a crosswind component to the 
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intended landing run, base legs flown into 
wind rather than downwind arc usuall y 
preferable, other factors allowing. The 
circuit itself also needs planning in reverse: 
a final turn, a base leg, a diagonal leg from 
the low key area, and finally a downwind 
leg to the high key area, where the circuit 
begins. In still air the average tra ining gl ider 
can travel just over a nautical mile for every 
250ft of height lost. The "downwind" leg can 
be typi cally 1.5nm long and about O.S nm 
out from the landing <Jrea. Given those fig
ures, starting the circuit in the high key area 
at about 800ft would result in the glider 
t·eaching the low key <Jrea somewhere 
between 500ft and 600ft; enough for a 
reasonable diagonal leg, base leg and 
final turn. As you read the fol lowing, refer to 
the diagram opposite. 

Before the high key area 
Start the ci rcuit well upwind of the landing 
area and to one side (high key area) so you 
have a good view of the intended landing 
area. If you've been soaring - whether you're 
landing out or landing back at your site
don't forget that the wind can change during 
the day, so make sure you start upwind. If 
you're at an airfield they might be changing 
ends, so check what's happening on the 
ground. While losing height around the high 
key area configure the aircraft for I<Jncling: 
undercarriage clown, waterballast dumped, 
sandwiches and drinks stowed and straps 
tight. If the glider has flaps you may need to 
alter the settings. Most important of all, stop 

thinking "stay up" and start thinking " land
ing!". Assess the state of the landing area. 
Identify alternate areas in case the selected 
area become occupied while you're on the 
circuit. Check for other aircraft about to join 
the circuit. This may not be always from the 
most obvious direct ion, particula rly if a glid
er has just had a moderate-height winch fa il
ure. Be aware that gliders may do an oppos
ing circui t, on the other side of the field to 
you. 

At the high key area 
Nearing the height at which to start the 
circuit, check whether your position and 
angle to the landing area are about right. 
If they arc, then the height will also be about 
right. Check for aircraft on your side of the 
circuit, and again on the far side, just in case 
someone is doing a circuit the other way 
(forewarned is forea rmed). Other aircraft at 
about your height may join the circuit below 
and behind you, and it's helpful to know 
where they are. 

As you descend, ground features and 
details become more obvious and provide a 
far better indication of your height than the 
altimeter. Altimeters stick, often badly, and 
they aren't that accurate. Below about 800ft 
AGL the eyes defini te ly have it and are a far 
better guide to your height than the alt ime
ter, so look out and assess the picture. Adjust 
the line of the downwind leg to take 
account of va riations in lift and sink, and so 
on. Aircraft configurations vary quite a lot, 
whether they have flaps or not, and 
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"downwind checks" as such are left to the 
discretion of the Jircraft owner or the club's 
local rules. 

At the low key area 
Nearer to the low key area, increase speed 
to approach speed Jnd re-trim. Locate the 
airbrake lever and continue to look out for 
other aircraft which may conflict with you, 
both inside and outside the circuit Jnd also 
on long finals. Check your position and 
angle to the landing area to confirm height, 
and then turn on to the diagonal leg. 

Diagonal leg 
Make sure that the wings are level after the 
turn. Continuing to turn gently can shorten 
the last part of the circuit and will tend to 
put you too high and too c lose. lt wi ll <:~I so 
increase your workload. The purpose of the 
diagonal leg is twofold: 
(1) to keep the field in view Jnd 
(2) to allow you to fine tune the position of 
the base leg. 
lt will also help you assess the strength of 
th e wind from the amount of drift, and tell 
you whether the base leg needs moving 
closer to the field or iurther away. 

Once again, lookout is important, espe
cially outside the circuit and for aircraft on 
the opposite circuit. 

Base leg 
Approaching the base leg. turn and again 
level the wings. Allow for drift so that you 
don't either close in on the airfield or slide 
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Though a wind arrow is shown, the illustration 
assumes that no drift correction is required on 
the diagonal or base legs 

gently (or swiftly if the wind is strong) away 
downwind. Monitor your speed and position 
and adjust the latter by banking towards or 
away from the landing area as necessary, still 
looking for conflicting aircraft and checking 
that the landing area remains cleJr. 

The final turn 
As you reach the approach line, turn on to 
finals. Don't look down the wing. Use the 
horizon as the attitude reference to help you 
maintain a constant speed. If you do this 
correctly you will have time to straighten up 
and assess your position in relation to the 
point at which you need to apply half to 
two-thirds airbrake. You still need to look our 
for converging trJific, which you may have 
missed on the way round the ci rcuit. 

There we have it: the final turn in the right 
place. All that's left is the final approach and 
landing. However, ii ci rcui ts Jre that easy, 
why do so many pilots get them wrong? 

Where it goes wrong 
Starting the circuit too low is a common 
fault, usually caused by relying on the 
altimeter. If you do rely on the altimeter you 
can completely fail to realise that you're low. 
As a result the whole circuit tends to 
be low, including the iinal turn, and there is 
a consequent risk of undershooting on the 
approach. On the other hand, you may 
instinctively cramp the circuit and turn in 
early (which does show good judgment! ) but 
without really recognising that you have 
done so. Then, by having to apply full brake 

to land at your previously-chosen point, you 
begin to establish J bad habit. 

Poor judgment of height leads to poor 
Jpproach control technique. If that becomes 
your norm, then I<Jilding in a strange field 
with no familiar clues will be fraught, with 
either an undershoot or an overshoot being 
highly likely. 

Instructors should try to achieve the 
perfect circuit themselves, and do it the right 
way - with reference to the landing area
and teach the correct methods to their 
trainees. On some hill sites, tradition has 
led to circuit planning based on geography, 
often with the base leg positioned over the 
airfield boundary. Whilst this is a safe 
option, it should be taught on the basis oi 
landing on an area well into the field. 
Working backwards from there, the base leg 
of the circuit would then fall natural ly inside 
or on the airfield boundary. This enables 
pilots to learn proper approach control into 
a selected landing area. When hill flying, 
circu it joi ning should be taught as joining a 
normal ci rcuit at the appropriate point, eg, 
on long base, etc. On no-wind days the 
proper ci rcui t plan can be taught in full. 

Remember, a good circuit results in a 
well-braked approach into the chosen 
landing area. Use annual check flighb to 
pract ise circuits with the altimeter blanked 
off. If you are a budding instructor, start 
doing it correctly as J matter of course and 
you won't have to change your ways when 
you prepare for the course. \ _ 
Bob chairs the RCA instructors' committee-· ~ 
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NIGHT FLIGHT 

Julie Lentle travelled to Poland 
for an exciting evening. with 
- and without - an instructor ... 

EXHILARATION, high workload and a 
spanked bottom are my memories of 
my latest vis it to Poland. I heard about 

night flying in Poland during a week-long 
work visit to Warsaw two years ago. Through 
gliding channels, I had been put in contact 
with a Polish pilot, janusz Kesik. Full of 
enthusiasm about the sport, Janusz was keen 
to take me fl ying, and informed me of the 
night flying experience he was going to try 
himself. Not being a power pilot, I was not 
famil iar wi th night flying and thought it 
sounded quite exciting. Unfortunately the 
weather was not good during my stay, so 
I vowed to return one day to fly with the 
Poles. janusz and I have kept in touch since 
and due to his assistance ... 

On Thursday afternoon (September 19, 
2002), fu ll of enthusiasm, I caught my LOT 
airline flight to Warsaw and connection 
to Wroclaw where w touched down at 
midnight. I tried desperately to sleep wel l 
that night, but my nerves and excitement 
wouldn't allow it. 

The next morning, I caught the train to 
Leszno, to arrive at the airfield by midday. 
With help from a club member who spoke 
English, I checked into the airfield hotel and 
then walked across to the gliding club. The 
hangars were fu ll of gliders, mainly Bocians, 
Cobras, Pirats and different models of )antars 
packed very tight ly. The tugs were lined up 
in a row, as if awaiting a signal to take off in 
formation. During the afternoon, J ride in 
the Wilga (tug plane) for an aerotow was a 
treat and gave me a pre-flight aerial view. 
I wanted to sec the area from above and 
plan my rope-break procedures before dark. 
Leszno is lucky to have a large rounded field 
w ith plenty of landing space. I was quite 
pleased to see a ploughed field Jt the end of 
the runway, piJced perfectly for rope breaks. 
Why else would you have such a perfect 
field Jt the end of a runway? Even the 
ploughing was the right direction. I wonder 
how many pilots thJt farmer knows? 

On the fie ld and for the rest of my stay, my 
Jttempts to pronounce Polish nJmes were 
the cause of amusement for my newly made 
friends. Would you imagine the word 
"VVroclaw" could sound like "Frotswaaf" ? 

In the late afternoon, a mJss of balloons 
filled the sky from the north-west. it was a 
pretty sight, my first close-up to balloons, 
and the last dJy of a balloon competition, 
w hich ended at Leszno. This break in fly ing 
Jllowed me the chance to sit in front of the 
BociJn to get comfortable and familiar 
before my check flight. I had to obta in a 
Bocian rating before fl ying at night. 

A Polish instructor jumped in behind me 
w ith li tt le introduction, other than asking 
how many aerotows I had. I assured him that 
I had enough to be comfortable, and off we 
went. The Bocian is a lovely gl ider and could 
be compared to a K-13 in its ease to fly. The 
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Left: Ju/ie after soloing in the Bocian: above, on a 

familiarisation flight; right. with her instructor 

Adventures in the dark 
most obvious difference wJs the canopy 
frame slanting downwards from the back. I 
found the roundout interesting, as it 
appeared as if I was flying into the ground, 
although the angle of attack felt good. 

lt is standard in Poland to have three so lo 
flights to complete a rating. Immediately 
after my third solo landing, at dusk, we 
began to set up the airfield for night flying. 
This meant lighting small gas lamps (about a 
foot high) and placing them in a straight line 
about 50m (165ft) apart to mark a runwJy. A 
"T" shape is made part way down to mark 
the launchpoint. Once all was set up, I was 
introduced to my English-speaking instructor, 
Mr Ratajczak. When under a high workload, 
speaking slowly and ckwly is not quite the 
first thing on my mind. (He even understood 
and responded to nervous airborne outbursts 
in my fast South Afric<Jn accent). We had <J 
briefing on night flying <Jnd he explained the 
light markers we had just pi<Jced along the 
field. Back out to the airfield we went, this 
time dressed warmly for the cold night air. 

I jump in the front seat of the Bocian, 
somewhat nervously. Soon it's " rope tight" 
and we start rolling. Hold yourself together, 
girl, and keep cal m! lt is very interesting 
rolling Jlong the ground that you cannot 
see. You have no defined horizon to judge 
how level your wings arc- you must feel it. 
Your whole aim is to follow the three lights 
of the tug, imagining the form of a plane in 
front of you. The tug and glider have three 
lights: red on the left wingtip, white on the 
tail fin and green on the right wingtip. Join 
the dots to see the tug. I have to odmit, 
Jlthough being "on the ball" is a necess ity, 
I found the Jerotow the easier part of the 
flight. When you are being pulled around 
the sky, Jll you have to do is follow the 
lights ahead of you. 

The tug released us at bOOm (1, 970ft) over 
the small town. I con only explain the 
experience as eerie, but amazing. So quietly 
flooting Jbove the sleeping world ... 

Would I really get to fly like this alone? 
After releasing and losing the cosy comfort 

of the tug's lead, the real exh ilaration of con
trolling the glider in the cue-less, blackness 
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of night begins .. . Now it's up to you to con
trol your airspeed, height and so on. There is 
no ground visible to judge your height or 
attitude. 

The Bocian had no special instruments, 
other than a turn-and-slip (which I did not 
use) and illuminating ASI and altimeter. 
When ilying, you regularly shine a torch on 
these instruments to see them. 

Airspeed was not il problem. Once I was 
off tow, I trimmed to fly at 90-1 OOkrnlh 
(48-54kt) and relaxed (well, tried to). I have 
to admit that where altitude was concerned, 
I found the lack of ground view rather 
challenging. 

Now for the circuit. .. that is a serious 
affilir! I had to learn the standard Polish 
circuit rules without seeing the ground. 
Interesting is not quite the word. Until now, 
I had been flying a standard international 
circui t and h<Jd to be pointed to loca l 
markers (building lights) to follow the Polish 
standards. A ci rcui t starts at launchpoint at 

'lt is a strange feeling, 
rounding out slowly and 

waiting, waiting, waiting for 
the wheel to touch, hoping 

you have judged it correctly' 

350-400m (1, 150-1,31 Oft). The glider is 
flown upwind (down the runway) to the end 
of the field, then a crosswind leg (left-h<Jnd 
ci rcuits were flown) to join a downwind 
leg on a neat standard international square 
circuit. I think my biggest challenge when 
landing at night was fl ying completely by 
the altimeter instead of judging my height 
by sight. 

On the perimeter of the field, is a road 
with a petrol station. I was very grateful for 
these I ights, which helped tremendously to 
judge height above ground on the final leg. 
The ide<J is to land as close to the gas lamps 
(runway markers) as you dare, to make use 
of their light. On that evening, I was very 
gratefu l for my spot landing discipline at 
Bicester. Before this flight, I did not realise 
how much the slightest crosswind breeze 

cil n put you off target. As you cannot see. the 
ground, you touch down with airbrakes 
c losed, to control a slow descent. it is a 
strange feeling, rounding out slowly and 
waiting, waiting, waiting for the wheel to 
touch, hoping you have judged it correctly. 

I must say, I had forgotten what it is like to 
be a student under a heavy workload. I was 
very happy when I managed to complete a 
flight happily (to my perfectionist standards) 
and was fu ll of confidence to fly solo. A few 
more solos were required to obta in the night 
flying ra ting. What an achievement! I did it! 
I wanted the whole world to know, but it 
was a bit late to ca ll home. 

As we packed up just before midnight, 
I was treated to a very Polish tradition. When 
a pilot cla ims a conversion, other pilots with 
the qualification have 24 hours 
to congratulate them with a handshake and 
you are required to bend over for a smack 
on the bottom. I was quite amused, <Jnd 
actually quite enjoyed being included in the 
local traditions (no comments required!). 

Well, I had a wonderful introduction to 
flying in Poland and getting to know the 
Polish. I am very grateful to Mr Kurzawski, 
(the gliding school president), my instructor, 
the tug pi lot and those helpful, encouraging 
members at Leszno that assisted and mclde 
my flying in thei r country not just possible, 
but such a wonderful experience. The bug 
has bitten and I can't wait to return aga in 
someday to do some more flying in Poland 
(maybe, just maybe next year). 

/( you would like to ask me any questions on flying at 

Leszno, or would lik(' some contacts, dm(l me"" email 

at Llentle®hotmail.com or cont<ICt th(• Lt•szno cluh 

directly at: Mr Kurzawski, Central Gliding School o( 

Aerodub Polski, 64-100 Les?no, Szybownik6w 28, 

POLAND. Tel. +48 65 S29 24 00; fax +48 65 529-1739; 

www.css-leszno. it.pl or csleszno<Pl it.pl 

julic is~ member of Estcourt Aero Club. South Africa 

and I{AFGSA BicPstcr, UK. She has taken hPr love of 

the sport to different pans of the world. These have 

included Ch ina, Australia, N(•w Zealand, USA (Hawaii 

and Comll'cticut). Canuda, UK, Ireland, Sp< in, 

Hungary, the Italian Alps, and now Poland 
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THE HELLI LASCH CHALLENGE 

Unlike anything else 
Averages of 15kts and bush-fire 
thermals sparked by lightning: 
Brian and Gill Spreckley tell of 
the privilege of attending the 
amazing Helli Lasch Challenge 

A
S A RESULT of Nicky Oppenheimer's 
desire to contribute to the success of 
the Mafikeng World Championships 

and to help the South African Gliding Team, 
Nicky, Dick Bradlcy (Director at Mafikeng), 
and Carol Cl ifford conceived the Helli Lasch 
Cha llenge. The Oppenheimer family, known 
for their involvement in De Beers (the 
world's largest diamond mining company), 
wanted to sponsor a prize for the three 
Championships winners. The three pilots 
would be invited for a fortnight's glid ing 
holiday at the Oppenheimers' Tswalu 
Kalahari Reserve in late 2002. The South 
African Team would attend for team training 
and the world champions would explore the 
area, perhaps break records- and maybe 
give away a few secrets of their success. 

The Challenge was named after Helli 
Lasch, a member of the South African 
Gliding Team in the 1950s, and father of 
Strilli, Nicky Oppenheimer's wife. Helli was 
a lover of adventurous glicling. His I ife-long 
ambition, never realised, was to fly from 
Johannesburg to Durban. His attempts led to 
many adventures, including landing in the 
Drakensberg mountains after 40 minutes in 
cloud. In 1950 in an AIR 100 he climbed to 
23,500ft in a cu-nim to set the South African 
altitude record. He wrote a m.Jrvellous 
account of the flight, including how he 
recognised the symptoms of hypoxia and 
how he re-centered in the thermal using the 
noise of the hail on the glider. Helli was 
never a believer in what he ca lled "goldfish 
bowl" soaring - the challenge for him was 
always to "go somewhere". Sadly, he was 
killed in a DG-400 when approaching to 
land at Parys airfield in South Africa. 

Tswalu is in the north-west corner of 
South Africa on the south-eastern part of the 
Kalahari Desert that stretches north into 
Botswana and Namibia. West from the 
lodge, as far as you can see, stretch rolling 
dunes covered in scrub and thorn trees. The 
lodge nestles at the foot of the Korannaberg, 
a range of smal l hills. The animals include 
giraffe, water buifalo, springbok, impala, 
rhino, cheetah, lion, porcupine, cobra - a 
list far too long to include here. The land is 
rich in mineral wea lth. South and east of the 
airfield are diamond, manganese and iron 
ore mines - with exotic names such as Black 
Rock and Hotazel ("Hot as Hell "). Each has 
an airstrip and most are suitable for gliders. 
While most of the wi ld animals were slaugh
tered by the cattle ranchers 'I 00 yea rs ago, 
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Brian and Gill, two of the world's most successful 

competition coaches, went to the Challenge as guests 

of the Oppenheimer family and the South African Team 

they are now being rein troduced into 
reserves- and so the Kalahari has many 
private game ranches, of which Tswalu is 
the country's largest. 

Gliding conditions in South Africa depend 
on the position of the ITZ (lntertropical 
Convergence Zone). With the zone in its 
usual summer position, soaring conditions in 
the Knlahari are among the best in the world 
-an unstable dry airmass with beautiful 
muscular cu and more energy than most 
glider pilots know what to do with. As most 
of the central interior of Southern Africa is 
more than 4,000ft above sea level, the 
increased flying heights give a tremendous 
"true airspeed" advantage, an added benefi t 
for long-distance or record flights. 

The first flying day was proof of this. After 
a two-hour drive on sandy unmade roads, 
the gliders took longer than normal to clean 
and rig. Landing lights had to be removed 
from the edge of the 1 ,500-metre tar mac 
runway and the tug fuelled with a hand 
pump from drums. The first pi lots airborne 
reported cloudbases in excess of 17,000ft, 
(13,000ft above the desert) and averages of 
14-15kt. An idea l day to wander round the 
local airfields and strips gettihg acclimatised 
- 400km quickly covered, <1 rea l confidence
booster. Of course this was the teaser and 

Encountering the wildlife of the Kalahari 

the next day foiled all distance and record 
declarations with afternoon storms. 

During 10 flying dnys we experienced all 
sorts of weather. Blue days w ith thermals to 
1 O,OOOft were considered only just good 
enough to allow cross-country fl ights in 
what is an area completely devoid of fields 
and unlandable except at the mine airfields. 
Stormy days usually started wel l enough for 
good fast flights of 300-400km before 
overdevelopment mnde fl ying too risky. 
it is very exciting to try to circumnavigate 
a storm w ith only one or two landing 
possibilities SOkm on the other side. 

Flying was not the only pastime, though: 
the magnificent early-morning game dr ives 
tracking lions and cheetahs were fol lowed 
by brenkfast at a watering hole in the bush. 
These preceded morning briefings and 
discussions on team fl ying and creJted too 
much competition for the early launch 
needed for long distance flights. Evening 
game drives and trips out in the hi lls for 
"sundowners" were also opportunities to 
enjoy the magnificent desert sunsets. 

The emphasis in the flying was therefore 
on speed and co-operation between the 
South African teJm pil ots, with useful 
anecdotes from French Standard Class World 
Champion Lnurent Aboulin and German 
15-Metre Champion Werner M euser. During 
these fl ights Oscar Goudriaan, the South 
African Open Class World Champion, made 
an out-and-return 500km flight at ·171 km/h 
and BriJn broke the UK 300km triangle 
record at 165km/h, despite having used the 
brakes twice to keep with his partner. 

The Helli Lasch Cha llenge was unlike any
thing one could imagine in gliding: 
runways with lion pawprints passing the 
gate; Cordon Bleu lunches in the thatched 
Lapa on the airfield; bush fires started by 
lightning giving even more fa ntastic thermals 
than Ctnything previously experienced. On 
one flight the ASH 25 undercarriage refused 
to extend as a result of an earlier problem. 
The wonderful Tswalu stCtff, aided by Oscar 
Goudriaan, fetched heavy earth-moving 
equipment and made a new dirt runway in 
the bush in 30 minutes. 

The staff at Tswalu, normally used to those 
seek ing a desert experience, showed their 
incredible adaptability and provided us with 
the most wonderful support and assistance. 
There nre two more Helli Lasch Challenges 
planned for the next few yea rs. Next time 
we will be ready for the possibilities and 
able to do credit to the vision shown by 
Strilli and Nicky in creating this opportun ity 
to remember Helli - one oi gliding's great 
pioneers and characters. ~ 

Next issue: Gill dc-scribt'S her record flight from Tsw<Jiu 

and offers tips to help you reach your Rlidin8 Roals 
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ALPINE SOARING 

Fly safely, have fun 
Flying safely in the mountains is a choice and the choice is yours, 
says Jacques Noel. His article, outlining ten areas for the aspiring 
mountain pilot to note, begins S&G's series on Alpine soaring 

THE STATISTICS leave no room for 
doub t; mountain fl ying is a risky 
bus1ness. Between "1989 and ·1993, 

seven per cent of French gliding accidents 
happened in the mountains. However, they 
resulted in half of all f<J talities at French sites 
in that period. Such numbers inevitably ra ise 
the question of whether it is possible to fl y 
safely and carefull y in the mountains. 
The answer to th is question is a defi nite yes. 
W ith the right ment<J I altitude and the proper 
skills, fly ing in the mounta ins can be one of 
the most thrilling, beautiful and altogether 
satisfying experiences that a glider pilot has 
in his or her enti re "career". The largest risk 
is not inherent in mountain fly ing itself, but 
in the experience, skil l and ment<J I attitude 
the pilot brings along during the fl ight. 

In this art icle I w ill dea l with the technical 
and psychological aspects of mountain 
fly ing, under ten convenient headings, and 
I w ill emph.:tsise the importance of proper 
management of mental stress factors. 

1. Overall considerations 

Airmanship 
Good airmanship, especially in mounta in 
fl ying, consists of th abil ity to control and 
manage a complex process. This is no easy 
task: the process of flight is dynamic; the 

Photographed by Jacques Noel on his courses are 

John Gibson (above) and Afandi Darlington {opposite) 
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circumstances can be influenced dramatica lly 
by weather changes; many tasks need to he 
conducted simultaneously and the flight 
i tself suffers many changes and interruptions. 

This complex ity can be managed by 
simplifying the tasks of the pilot by means 
of good pre-flight preparation. Potential 
changes to the flight plan must be identified 
in advance and the alternatives that become 
ava ilable at these moments have to be 
eva luated and memorised. lt is usefu l to 
make schedules in which alternatives and 
their implications are descri bed in detai l. 

Cross-country and mountain flying 
Flying above the mountains is merely 
cross-country fl ying with a different view. 
Mount<Jin flying is fly ing in the mounta ins. 
Many "northern" visitors to the Southern 
Alps believe they are mountain pi lots 
because they've flown, in wave or thermals, 
high above the ridges. Beautifu l as these 
fl ights may be, they do not prepare you for 
what lies at - or below- ridge level. 

O ften, cross-country pilots have tlown 
over mountainous areas for many years 
w ithout ever having experienced true 
mountain ilying. Their philosophy is that 
safety can be guaranteed by ilying high 
above the ridges. Unfortunately, this is not 
enough to guarantee safety, especially when 
you don't know the challenges and problems 
that lie in wait below. You real ly have to 
learn about the mountains, for they are just 
like a wild animal, you have to stroke their 
fur in the right d irection. The challenge lies 
in knowing the righ t direction. 

Notwi thstanding thi s, m<Jny pilots start a 
flight in the mounta ins w ithout realising that 
sinking to or below ridge level is a common 
occurrence. They do not know if they are 
within gliding d istance of a lanclable field, 
nor how to go about landing there. In many 
instances they do not even know where 
these <J re or even that they exist at all. .. 
However, experience shows that even 
good pilots find themselves below ridge 
level frequentl y, even on good clays. 

So a flight in the mountains should never 
be undertaken w ithout the pilot being fully 
competent in low-level ridge ilying, fi nding 
and using lift at low <J iti tudes and possessing 
a good general understanding and level of 
mountain flying ski lls. 

Above all, if you come to the mountains 
from flatland flying you should rea lise that 
li ft tends to be cOI'lcc.ntrated and d irected by 
the mountain peaks and crest-s :Jnd that he 

valley floors themselves are usually not a 
good thermal source. 

So effective cross-country flights, re best 
made by the more circuitous indirect path of 
following mountain ridges around towards 
your objective rather than the straight or 
near-straight line between points more 
normal in fla tl and flyi ng. Even w hen cu are 
seen passing over valleys, pi lots should still 
understand that the ridges are the best areas 
for finding strong and reliable li ft. 

A major difference 
Mountain flying is different from flat-country 
flying because of the peculiarities caused by 
the topography of the ri dges. 

Above the mountai ns you have all the 
advantages of normal cross-country flying 
plus the advantages that the mountains offer, 
like ridge lift at known locations, or wave. 
When you descend to or below ridge level 
the situation changes drastica lly. The ground 
seems to come closer rapid ly, a well-defined 
horizon is no longer ava ilable, your view of 
the outs ide world shri nks, the li ft becomes 
irregular and sometimes broken and so your 
level of psychological ease and comfort 
declines- sometimes dramaticall y. On a 
meteorologica l level, phenomena become 
clearer, stronger and e<Jsier to recognise. 
But sometimes, in periods of transi tion, they 
can be much more complicated. 

Rapid developments 
In normal cross-country flying, when the 
weather deteriorates, a pilot loses altitude 
gradually, giving him time to adjust his 
techniques and allowing him to make good 
decisions. In the mountains it is possible to 
move from a comfortable si tuation to a 
difficult situation to a critical situat ion in a 
matter of moments. Even an experienced 
pi lot may, by no fault of his own, find 
himself confronted wi th a difficult situat ion. 
This can have many causes: cloud cover, 
light wind, navigational problems, and so 
on. In such cases, weaknesses in fly ing sk ills 
become obvious immediately. lt is here 
that every pilot encounters his personal 
incompetence level. Incompetence often 
leads to acc idents. Accidents therefore are 
not an act of fate; they are the result of a 
sudden confrontation berw n a pi lot and a 
si tuation that he, due to lack of planning or 
experience, is unable to cope w ith. 

Stress 
Stress and p<:mic: impossible to measure, 
difficu lt to recognise and even harder to 
counter. The level of stress is inversely 
proportional to the competence, training 
and experience - in short, the actua l level of 
skill - that the pilot poss sses. W hen a pi lot >-
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2» is in a state of panic, he is prepared to c ling 
on to anyth ing: the advice of a colleague 
hundreds or thousands of feet above him, a 
GPS read-out, or a vague green spot beneath 
him. Sometimes, pi lots forget the registration 
of thei r aircraft or the names of mountains 
around them; some even forget their own 
n<Jmes. Strong sink and turbu lence can 
render a pilot il psychological wreck in a 
matter of minutes. Delay, the sett ing sun or 
the development of a ci rrus layer cut-off can 
also do their bit in this respect. 

Some pi lots believe that a he<Jithy instinct 
for self-preservation and the possession of 
a s<J ilplane w ith an LID of 50:1 or greater, 
or a turbo engine, wi ll make up for their 
weaknesses <Js a pilot. Nothing is less true. 
Technology may, in some cases, prevent 
problems but it introduces many more
like, for example, over-confidence, a fa lse 
sense of security and unwarranted fa ith in 
two-stroke engines. it is not your glider's 
engine or LID thilt gets you out of trouble, 
but only your knowledge, experience, 
preparation and capac ity to anticipate. 

Changing horizons 
WHEN circling close to or approaching a 
ridge, writes John Hoskins, beware of the 
changing apparent horizon: it is above 
you when facing the ridge and below you 
when facing away. (You cannot see your 
true horizon to judge your airspeed). This 
change creates a tendency to raise the 
nose/lose airspeed on approaching the 
slope and lower the nose/gain speed 
when flying away. The first of these is 
more dangerous: you are likely to be going 
downwind with the slope getting closer. 
Downwind means groundspeed must be 
higher than airspeed, but this gives the 
impression of flying too fast. Equally, as 
the ground gets closer "ground rush" 
makes you feel you are accelerating. 
CHECK your airspeed to ensure you are 
not misled by these impressions. Speed 
variations from up-slope to down-slope 
can be very easily detected when circling 
some distance from a long slope. If you 
are constantly having to stretch the circle 
in the direction of the up-slope to stay in 
lift, check that you are not losing speed 
when facing up-slope, gaining it when 
facing down-slope and so moving the cir
cle away from the thermal. Couple this 
speed change approaching the ridge with 
a circle too close and you are in serious 
trouble. The wind against the slope will 
shift your circle. A 15kt wind moves the 
air mass you are flying in some 500ft 
towards the rocks in the time it takes you 
to do a Rate 6 360° turn of 840ft radius at 
48kt. In any wind above 5-10kt watch out 
and compensate for this drift. Remember 
stalling speed goes up with increased 
angle of bank and a low-g, steepening, 
panic-induced turn with an already low 
airspeed is asking for trouble. Fly wisely, 
fly safely and live to enjoy the mountains. 
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Situational awareness 
A concept becoming increasingly used in 
aviation is that of "situationa l awareness". 
This can be bro<Jdly described as the pilot's 
abi lity at any one time to simultaneously be 
aware of, and to include in his short-term 
and long-term decision-making, all the 
relevant exiernal and internal factors, such 
as the immediate and forecast weather, 
the terrain through and towards which he is 
ilying, and so on. 

A pi lot w ho can maintain good situational 
awareness will be able to make sounder and 
more rational judgements <Jnd decisions than 
one who " loses the plot" and fixates on one 
particular feature or item. A pilot's abi l ity to 
lower his (or her) immediate workload by 
persuading or forcing himself to relax wi ll 
free up his attention span to enable him to 
consider all of the factors necessary for his 
surv iva l or avoidance of an outland ing. 

In this regard, the abili ty to "park" (that is 
to maintain height in an unflustered, relaxed 
manner in some suitable source of zero sink 
or minor li ft source) wi ll give the pilot time 
to reconsider his situation and to decide 
upon the best p lan of action to continue 
w ith or to abandon the flight. Fortunately, in 
the A lps, such areas of m inor lift <Jre quite 
frequent, often well below the tops of the 
ridges. If a pi lot learns to fly "comfortably" 
close to the slopes in such conditions he is 
well on the way to becoming a successfu l 
" mountain pilot". 

2. In practice 
The mountain fl ight begins when we launch. 
The tug wi ll bring the glider close in to 
exploit possible ridge lift. Turbu lence may 
make the tow uncomfortable. 

The golden rule 
There is one golden ru le in the mountain: 
when flyi ng to a ridge, you must, as an 
absolute minimum, do all that you can to 
arrive above it: 
• it's more comfortable; 
• You have a 360° view- in other words, 
you have all other mountains, esc<Jpe routes, 
landable are<Js and airfie lds in sight; 
• You can circle in the convergence of all 
avai lable lift from both sides of the ridge and 
hence, even when soaring cond itions are 
weak, you can cl imb. Lower down the ridge 
this may not be possible. 

Practice makes perfect 
As mentioned earlier, the level of pi lot stress 
is inversely proportionate to training, 
experience, preparation and alertness. In a 
practical sense, stress is countered by: 
1. Mental arithmetic: base your calcu lations 
on an LID of 20:1 for normal two-seaters 
and 15-metre sa ilplanes and an LID of 30:1 
for Open Class gliders -irrespective of the 
claims of your aircraft's manufacturer. Use 
th is LID to ca lculate wh ich fie lds you can 
reach given your actua l position, altitude, 
w ind direction and strength. Do not rely on 
a finJ I glide computer or GPS but use your 
brain instead . 

2. Be aware of the fac t that you may be 
obliged to follow the ridge, thus making 
your fl ightpath much longer. 
3. lt is important to rea lise that in the high 
Alps the LID of your glider is usually greater 
than the slope of the va lley. This means 
that you never have to land high in the 
mountains. There is always a way out, even 
if you feel trapped. just follow the ridge or 
slope downwards <~11 the time seeking to 
rega in or retain altitude (when possib le) on 
the one hand and searching the vicinity of 
an official outlanding fie ld, on the other. For 
example: if you are struggling at 2,200m 
(?,220ft) in the mountains you can glide <Jt 
least 25-30km towards the Durance Valley, 
during which time you wou ld be unlucky 
not to pick up some lift. 
4. Building on your experience: the more 
(recent) experience you have, the lower the 
level of stress. Practise maintain ing height in 
unhurried slope soaring at or below ridge 
level as a good confidence-builder. 
5. Tra ining: carefully pr<1ctising the situations 
that occur during mountain flight gives the 
serious pilot the tools to enjoy the flight as 
well as to survive it. 
The three most useful exercises are: 
• Finding lift low on the slope, cl imbing in 
figure-of-eight turns and transit ing to full 
ci rc les only when ample space is available. 
In order to do this, it is essential to make an 
exact fix of where the lift is found, to fly at 
that exact spot in order to use the lift and to 
take an altimeter reading and to monitor 
whether you are actually gaining altitude. 
The French ca ll this "planter le piolet" 
(planting the ice axe). Note that areas of li ft 
are usually small and narrow, especiall y at 
low altitudes. 
• Getting accustomed to the changes in 
aspect and appearance of the faces of the 
mountain- especially when fly ing tow;Jrds 
a ridge to find lift (see also box, left). 
• Planning the route to the next mountain: 
ca lculating the height you need and 
deciding on your path. lt is very import<mt to 
establ ish different fallback pos itions and to 
know the possible outlanding fie lds and 
to know, off by heart, their altitude. 
NB: Remember always to set and (/y on a 
QNH altimeter setting for reasons of both 
oxygen and terrain. 

3. Ridge soaring 

Wind 
In ridge soal'ing it is essential to fo llow the 
right trajectory over, or next to, the slope. In 
order to do this we need to understand what 
the wind is doing. Grad ient wind at altitude 
is different from the va lley wind. These two 
w inds can work aga inst each other, but also 
amplify one another. The valley wind 
changes with different weather conditions 
and times of day. An important measure is 
the balance of w ind strength: 15kt is a 
reasonable minimum wind strength for most 
ridge soaring and we need to know whether 
the loca l wind is less than, equal to or 
greater than this speed . 
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Speed 
One of the principal- and potentially and 
factually lethal - hazards of mountJin 
soaring is the risk of encountering high 
vertica l gust veloc ities, both positive and, 
even more dangerously, negative, when 
flying close to the mountain face. 

Unless you are fl ying with a sufficient 
margin of airspeed to not only stop you 
stalling but also to allow you to turn away 
from the gust, you run a very real risk of 
hitting the hill and destroying your glider 
and very possibly yourself. So always fl y 
with enough airspeed to ensure that in the 
conditions in which you are flying you have a 
manoeuvrab le glider, which w ill allow you to 
turn away immediately from the mountain 
towards the valley if you hit a gust that 
causes your glider to sink or drop suddenly. 
TI1is speed w ill not be constant and you 
should vary it according to the strength of the 
turbulence and thermals. In a very smooth 
valley breeze in the evening the speed margin 
might be small but in strong thermal and/or 
rough conditions it could be of the order of 
25-30kt above stall speed. Always be alert to 
the possibility of a strong gust so that you can 
react immediately and turn towards the valley 
almost automatically. lt w ill help to ask 
yourself frequently during flight: "do I have a 
manoeuvrable glider?" -especially when 
fl ying near mountain faces. Be aware that in 
certain conditions, such as wave interference, 
turbulence may be so strong in certain valleys 
that it is impossible to control the glider safely 
at any speed. In such conditions you must fly 
to another slope. 

Intercepting or crossing ridges 
Do not maintain any unnecessary and/or 
involuntary angle of bank when flying 
towards the mountain face, level the wings 
when you are nearing the ridge and never 
intercept or cross the ridge line at an angle 
greater than 45°. This last is most important, 
since in the event of encountering strong 
downdraughts, the smJ IIer the angle of turn 
needed to "escape" the better your chances 
of survival. An approach at 90° may meJn a 
turn of up to 180° (of which 90° is still tak
ing you towards danger). If the decision is 
mJde late, you mJy not have enough room. 

The vario determines how close we need 
to fly to the ridge. The trick is to find the 
energy line, it is strongest somewhere, you 
just have to find it by trial and error. 

In slope so<tring in smooth conditions when 
you are turning away from the hill, you can 
stJrt to reduce your speed so that it is reduced 
to J safe minimum when you Jre furthest 
from the hill and is increased to the original 
vJiue JS you fly towards the hill agJin. 

Turning 
You should normally fly figures of eight by 
turning away from the slope or parallel to the 
ridge. A complete circle lower than the top of 
- or close to- the ridge should only be made 
with great care. When new to mountain 
flying, and until considerable experience has 
been gained, it is advisable not to make 
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complete circles unti l there is room between 
you and the slope at your closest point to it, 
for a circle equal to at least half the diameter 
of your intended circle. This margin should 
only be reduced w ith experience and recency. 

Vigilance 
it is perfectly possible to stall the glider and 
even to end up in a spin without an obvious 
piloting error. This can occur because of 
sudden turbulence, strong lift inducing a 
high angle of attack, or due to fluctuations in 
ai rspeed as a resu lt of a changing wind 
grad ient or w indshear. In the mountains you 
must always be prepared for such sudden 
occurrences, especia lly near the ridge. If you 
feel any indication of stalling or w ing drop, 
take urgent avoiding action by easing the 
stick forward immediately to rega in speed 
and turn away from the mountain face. This 
must become second nature, for it is better 
to be safe a thousand times than sorry once. 

Adaptability and flexibility 
Ridge soaring means constant adaptation to 
the geography and topology of the mountain 
and to air movements near the ridge. A ll 
mountains are different in th is respect and 
the same mountain is also different in di ffer
ent circumstances. 

Instructors from non-mountainous areJs 
w ill often advise you to have signi ficantly 
too much speed all the time. But that is an 
over-simplificat ion. You have to continually 
judge the circumstances and adapt your 
flight regime to the conditions of the day 
and your proximity to the slope. 

For instance, in small, weak areas of lift 
at low altitude, fl ying too fast can result in 
being unable to exploit the lift and having 
to land out, just as fly ing too slowly in 
turbulent conditions may result in a stall or 
spin. Fly prudently! 

4. Wave flying 
I will not go into the technique of finding 
the wave via rotor; but general remarks 
about safe flying in wave seem appropri,1 te: 
• Beware of turbulence, it can be often be 
extremely violent; 
• Keep an eye on the sunset time (in the 
valley the sun sets earlier than at altitude); 
• Ic ing may be a problem - descend when 
it occurs; 
• Gliders are often not manoeuvring and 
can sometimes be hard to see in wave, so 
keep a good lookout. The wave area is small, 
and despite the apparent size of the sky, 
many other gliders m<Jy be close to you; 
• Outside wave lift you may encounter 
strong sink so watch your fallb<Jck position; 
• Keep an eye on your VNE (velocity never 
exceed) and Max Rough Ai r limits and 
remember that the fl utter limit is a True 
Ai rspeed and must be reduced by 6 per cent 
for each l ,OOOm or 2 per cent per l ,OOOft 
amsl (above mean sea level). 
• A shortage of oxygen w ill lead to tunnel 
vision, a reduced abi lity to think, tiredness 
and an unwarranted sense of euphoria 
that may lead to bad decisions. When ;,... 

After descending from height to below ridge level, the 

situation changes drastically (photos: Jacques Noel) 

Above and below: Arrive at or above ridge height to 

maximise your options ... and plan for alternatives 
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Software for Pocket PC 
• Glide Navigator 11 by Chip Gamer 
• Flight Analysis by Henryk Birecki 
• VL (Volkslogger) to IGC by Henryk Birecki 

Cables by :: Goddard :: 
• Pocket PC to any GPS or flight logger 
• PS-Sa 12V to 5V Power Converter 

Mounts for Pocket PCs and GPSs 
• Custom mounts by Enrlque Martins 
• Low cost RAM Mounts 
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History of Glide Navigator 11 

I 

Chip Garner Introduced the original Glide Navigator soaring software program 
in the early 1990's. Late In the 1990's lt moved to the Windows CE platform as 
"Palm-NAV'' and later "Pocket-NAV" under the Cambridge Aero Instruments 
logo. In mid 2002 Chip released the next generation of the product as Glide 
Navigator 11 with approval from Cambradge. He formed an alliance with 
Paul Remde of Cumulus Soaring Supplies with Paul taking on the product 
marketing and support roles. 
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Pocket-NAV Users - Upgrade Now 
For a limited time, customers who purchased 
the full version of Pocket-NAV have the optJon 
to purchase a half price ($1 DD) upgrade to 
Glide Navigator 11. This offer will expire on 
March 1, 2D03. After that date, all customers 
w1ll pay the full $200 price for the product. 

Start Gabos 

A 

TaskNAV TN2000 only £59.00 
• Tremendous Value! Top gliding software as used by several World 

Championships for flight planning and all contest GPS analyses. 

• Full colour topographic vector maps- world wide coverage. 

• Latest TN2000 v2.2.215 available on CD with all maps and 
hundreds of example contest flights- only £59 inc. p&p. 

• Top discount Upgrade from previous TNWin95 v 1.2 or DOS TN4 
-only £39 inc. p&p. 

• Quality screen shot examples and more product details available 
on the web at www.tasknav.com 

Contact: D J Robertson - 20 Durtield Lane- Stoke Poges - Bucks - SL2 4AB 
Tel: 01753-643534 E-mail: RobertsonD.J@Compuserve.com 
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-. you think your flying is fantastic, it's time to 
descend! 
• Beware of altitude sickness. Th is affects 
the brain, starting wi th headJche and nausea. 
Extreme cases can lead to brain oedema. 

5. Other general safety points 
• Right of way: in the mountains the pilot 
with the mountain at his right wingtip has 
right of way. If you meet a glider going in the 
opposite direction when the mountain face 
is on your left wingtip, turn outwards from 
the slope for cJvoiding action; 
• Watch out for power lines and ski-lifts; 
• Keep a continuous lookout for other 
aircraft: there may be 600 (yes, 600) gliders 
,1 irborne in the Southern Alps on a good day. 
• The d<mger of mid-air col lisions is higher 
early in the season. This is due to several fac
tors: pilots watching GPS and other slow ref
erence instruments; low afternoon sun, espe
cia lly when the canopy is dusty, and many 
aircraft being in the same area. 
• In this latter case you shou ld mark the 
position of other ai rcraft and assess the 
future flight paths of the most critical 
"neighbours". 
• I strongly recommend bright orange 
coloured anti-collision bands on the fuselage 
and wings in some conspicuous scheme
preferably over a part of the structure wh ich 
doesn't have a foam sandwich. A strobe light 
just behind the cockpit is also useful. 

6. Body and mind 
The pilot has an obligation towards himself 
as well as his peers to be in good shape 
mentally and physically. Avoid: 
• Tiredness: eg, as a result oi a long trip, 
change of iood and rhythm of life (especially 
on days three and four of your holidays), and 
lack of fluid because of dry air, heat or 
excessive use of alcohol; 
• Altitude sickness and lack of oxygen; 
• Hypothermia from being motionless in 
low temperatures Jt altitude; 
• LJck of sugar, fluid and SJit, which may 
occur within an hour of starting the flight; 
• Stress befor and during the flight: take 
your time when putting your glider together, 
start your flight well rested and nourished, 
prepare it well and without hurrying; and 
don't let yourself be pressured into things 
that you feel insecure about ... especia lly 
when striving for measurahle ach ievements 
like distance or altitude records. 
• Empty your bladder and intestines before 
flying, especia lly before high-altitude flights. 

7. Two-seater instruction 
To become a competent mountain pi lot, 
one check flight is not enough; nor is one 
introductory flight in a two-seater! it is essen
tial that over a series of flights the pupil gets 
to know the same mountains under 
different circumstances and at different 
altitudes, ranges and aspects. it is also 
important that he has flown under different 
atmospheric conditions and levels of light. 
Perhaps most importantly, the pilot must 
experience and appreciate the different 

February - March 2003 

Keep asking yourself if you have the speed to manoeuvre away from the ridge should you need to (Jacques Noel) 

psychological and physical phenomena and 
prove that he is master of the essential ski lls 
of mountain flying. This means always being 
able to ca lculate safe heights required to 
reach the next target, the discipline of always 
being in gliding distance " loca l" to a land
able field; the ability to find and exploit safe
ly lift at low altitudes; a good sense of orien
tation and a high degree of vigi lance. 

8. R/T procedures 
Use the right radio terminology and be 
disciplined. Get to know local customs and 
regulations, especially terms that have to be 
used for report ing downwind. Be especial ly 
carefu l to learn by heart names and altitudes 
of mountains, ridges and slopes. Mountains 
are often given different names in French 
club Rff ca lls to those shown on the map. 

9. Flight preparation 
Study in detail information on outlanding 
fie lds provided in the FFVV regional 
publication. Learn their posi tion and altitude 
by heart and programme them into your 
GPS. Visit them all on the ground in order to 
establish what they are like at the time of 
your visit. They are often in regu lar use by 
farmers and may have some embarrassing 
new feature like a fresh ditch, some long 
poles close to the field or a heap of bricks in 
the middle of the landable area to spoil your 
day. it is very useful to fill in the location 
and altitude information on your map and to 
draw 10 and 20km circ les around these 
fie lds with the minimum height needed 
to glide to the field. This simplifies flight 
planning considerably. 

Do not try to land in wind speeds of 20kt 
or more (an outlanding in these conditions 
can be very hazardous) - a safe outland ing 
cannot b guaranteed. Moreover, 20kt or 
more of w ind guarantees good ridge lift 
- so you can always get home. 

it is also a good idea to mark useful ridges 
with a bright-coloured marker; the loca ls can 
tell you which the useful ridges are. Of 
course, be aware of the weather and wind 
direction: different ridges work in different 

circumstances. Reinforce the back of your 
map w ith tape; it has a longer useful li fe 
that way. 

You are also encouraged to carry an ELT 
emergency beacon. There are different kinds 
on the market; those that work after a crash 
(rather expensive) and non-automatic types. 

Also, bring an emergency pack w ith: 
0 Matches with striking paper and some 
dry combustible material like magnesium or 
paper, stored in a plastic film container; 
0 Mirror, w ith a hole in the middle for 
aiming the flash; 
::J rope; 
0 Aluminium surviva l blanket; 
O Whistle; 
OTorch. 

Standard equipment carried must include: 
0 Good clothing, right for the conditions; 
0 Plenty to drink (dehydration can easily 
occur); 
0 wholesome, easy-to-digest food; 
0 Good sunglasses with plastic lenses; 
0 Sunhat with no brim at the front. 

it is important to be safe and comfortable 
when you are in the air: use a well-shaped 
energy-absorbing cushion and make sure 
there are no loose objects in the cockpit, 
especially heavier ones like cameras that 
may be dangerous, especia lly in turbulen e. 

Finally, check that the battery is charged, 
oxygen bottle(s) filled, and camera loaded. 
Put your map and flight plan in the cockpit 
and "book out" on the launch sheet. Carry 
out your checks, including radio check, and 
don't forget to remove the tail dolly. 

Set up your electronic instrument systems 
before take off, with your barograph/ logger 
"on". Make regular radio ca lls in flight on 
the pre-arranged frequencies, announcing 
your position, height, the flight conditions 
and your intentions. 

10. Don't rely just on reading! 
Finally, you can only become a competent 
mountain pilot with practice, experience 
and, especially, instruction . Th is brief 
introduction gives only a small idea of \ . 
what is involved. ~ 
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A little 
Alpine 
train ... 
Serres, run by world distance 
record holder Klaus Ohlmann, 
is unknown to most Brits. Jon 
Gatfield and Martin Harbour 
1reveal what you're missing 

Q
UO VADIS ("he who wanders") is 
an apt name ior Klaus Ohlmann's 
gliding operation, says ]on Catfield. 

Hi s epic lead-and-follows are famous: his 
gaudy yellow-and-purple Calif two-seater 
scraping along ridge tops, with three single
seaters following close behind, seemingly 
connected by invisible string. This "little 
train" can fly for 6-7hrs a day exploring 
ridge, thermal and wave from its base at 
Serres as far away as Mont Blanc and the 
Matterhorn. He does wander far and wide! 

In five visits to Serres I've lost just one day 
out of 40 - it seems to stay dry even when 
St Auban or Sisteron is rained in (though I'm 
sure the opposite is also true). Klaus runs a 
relaxed operation until it comes to the flying, 
when you're expected to make the most of 
what's on offer. Daily briefings start at 10.00 
and can last up to two hours, thanks to the 
amount of knowledge shared. The previous 
day's trace is projected on to a map; Klaus 
explains the weather and his thinking, 
decision-making and route planning. I don't 
think any other operation in the area is as 

open about the " trade secrets" of hot spots, 
short-cuts and long-distance routes. And it 
benefits all levels- whether you 're staying 
local or aiming for 1 ,500km in wave. The 
forecast gives predicted thermal strength, 
cloudbase and wind direction/strength 
for various operating heights. Lastly come 
suggestions of what to do on this day. 

My Alpine flying began with a Jacques 
Noel course, and I'd recommend this to any 
newcomer. We fly on metric QNH - that 
way we can use the local maps for crossing 
mountain passes, arriving above the tops, 
and it's a sensible way to fly jacques' 20 to 1 
rule (see previous article). The naive might 
think that 20 to 1 is nonsense in a modern 
sailplane- until they get low at Brianc;on, 
fall short of St Crepin airfield and "land" in 
the Durance riverbed. (Ask the Nimbus 3 
pilot who got caught by sink- and he'd 
started from 3,000m/9,843ft!) After such a 
training, it's time to explore solo. 

Most launching at Serres is to the north, 
with the Arambre mountain 300m/985ft 
behind the launchpoint. This smooth, steep 
ridge rises 600m/l ,970ft QFE; it's a reliable 
start point in any wind with north in it. 
The airfield is 71 Om/2,329 ft amsl, with lots 
of good fields ahead in the event of a rope 
break. Just 12km north is Aspres airfield 
- more security. Very often there is a marked 
increase in wind speed to the west of the 
Durance valley (where Serres lies): crossing 
back late in the day from the Sisteron valley 
towards Serres, ridges work and evening 
wave sets up as the thermals die clown. 

Today we have 20kts northerly. We'll 
release from the Rallye at 1,100m/3,610ft 
(40011111.31 Oft above site) and fly straight 
into 4-6kts of smooth hill lift. Two or three 
beats close to the trees and we're up past the 
rocky crest and climbing strongly - 8kts in 
places. Looking north up the valley we can 
see scrappy rotor clouds just this side of Pie 
de Bure- the 2,700m/8,858ft flat-topped 

Jamie Quartermaine 

mountain that dominates the valley. With 
1,600m/5,250ft we can push forward from 
the ridge, but today we don't make the easy 
jump into wave (often it's easy to settle into 
4kls just a few kilometres from the Arambre). 
A few rough but powerful rotor climbs and 
we've 2,200m/7,220ft, enough to make the 
main rotor from Pie de Bure. Arriving at 
2,000m/6,560ft the climbs are much 
rougher, but the averager shows Bkt peaks. 
The rotor cloud above us is constantly 
changing: at times it falls forward on itself, 
akin to breaking surf. From 2,800m/9, 185ft 
we push forward toward the main face of 
Pie de Bure, where a wall of cloud pours 
down off the heights. We feel very close to 
the cliff face, just a few hundred metres 
away, when abruptly it all goes quiet; we're 
into the main wave and climbing fast. 

Now there are lots of options: don oxygen 
and ride up to FL 195 (the local airspace 
ceiling) or enjoy some easy cross-country 
without the aggro of oxygen masks, between 
2,500m/8,200ft and whatever is sensible (I 
tend to stay below 3,600111111,81 Oft- honest). 
Alternatively we ca n drop back to the ridges 
and hone our "dvnamic" skills: how about 
joining the Lure ~ountain at its east end 
(1 ,400m/4,590ft) and riding ridge-height at 
max rough air speed for 1 Okm up to the 
summit (1 ,800m/5,905ft)? All this comes 
with the security of knowing there are a host 
of safe fields within 20 to 1. 

So it's not windy? We'll just have to go 
north by thermal then. At 11 .00 the first 
wisps of cumulus appear; by noon it's time 
to go. A higher tow today: we can release 
on the west end of the Cretes des Selles, on 
1vlt D' Aujour. Track directly along the top 
and turn quickly and tightly into the core: 
the thermals are small but strong. This early, 
we're better ofi using ground features to find 
them - the light-coloured gullies facing the 
sun. A mere 4kt, but we'll take it to the top, 
2,500m/8,200ft, and head north . At Pie de 
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Clockwise from left: cruising in comfort at 3,960ml13,000ft (Mont Blanc under the wingtip}; the Quo Vadis hangar; 

Klaus at briefing; in wave behind the Pie de Bure; the Calif (and blue tape); Russe/1 Cheetham heads for Brianqon 

Bure we find 8kt to 3,000m/9,840ft. Now 
we can weave north along the jagged ridge 
and cross the wide valley to the lower slopes 
of the Ecrins, a range rising to 
4,300m/14, 11Oft. Arriving on Chaillol at 
2400m/7,875ft we're loca l to Gap on 
20 to 1, and to the Montgardin field in our 
landout guide. We don't need either: we're 
quickly back at 3,000m/9,840ft and can 
make for th e Pas de la Cavalle. Gap is out of 
sight now, and the valley closes in so it's a 
little intimidating, but we can easily fl y back 
out if we stay coo l. We breeze across the 
pass at 3,000m/9,840ft enjoying the view of 
the snowfield. From here (if cloudbase is 
good enough) we can push on fast to cross 
into I tal>' to the Grand Paradis past Aosta to 
the Matterhorn. If we're not feeling so brave 
we can take the rubberneck tour of the 
Glacier Blanc, or bounce across on to the 
Par Cours and head south for the SOkm milk 
run th<Jt barely needs a turn. Getting back 
isn't a problem: we just remember Kl aus' 
briefing about the options for returning if 
we're low. Doubtless once we've packed 
away <Jnd are crack ing open the beers we' ll 
hea r the whistle of the Ca lif overhead as the 
Alpine train returns. 

Serres is a great site - I can't understand 
why more Brits don 't use it, particularly 
between March and June, when ridge and 
wave are so good. You ca n fly with Klaus in 
the Calif, join one oi his lead-and-follows, 
hire <Jn LS4 or turn up with your own 
machine. There are chalets on site (one with 
di sabled access, loos and shower), and, 
most importantl y, there's the mass of 
knowledge that Kl aus is eager to share. 
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·1 HAVE always loved mountains, writes 
Martin Harbour. I had walked over them 
and skied clown them, but only once 

soared over them. With my Assistant rating 
and 300hrs, was this the time to try again? 

I had heard so many cautionary tales 
about the Alps that the prospect was a little 
daunting, and considering how to approach 
my first such adventure a minor nightmare. 
But then I heard of Quo Vad is. Immediately, 
I emailed Klaus: was my experi ence suitable? 
His reply was prompt and encouraging: "You 
already fl y in the hill s, ridge soaring is not 
new to you ... so try it". I do fly in the hills 
and ridge soaring is not new to me, but can 
you rea lly compare the Derbyshire hills with 
the Alps? We launch from the hilltop Jncl 
most of our ridge soaring is above it. The 
only time most people fly below it is en 
route to a lanclout! But Kl aus' enthusiasm is 
infect ious and I really wanted to do it. An 
exchange of emails with Anne-Cecile, Klaus' 
disconcertingly helpful , effic ient, charming 
(and English-speaking) organiser, put me in 
touch with )on Gatfielcl, who was very 
complimentary about Serres. So I booked a 
week's course last August, an LS4 and a gite. 

How should I prepare? As much fl ying as 
possible, obviously, pmti cularly longer 
flights (we were promised 5-6hrs daily). 
Given a patchy summer in the Pennines, this 
was in itself a challenge. I also had to get 
some aerotow pract ice- but failed on this, 
too, until the week before. I was beginning 
to fee l ill prepared, but fortunately late 
inspi ration came with John Bridge's articl e 
(Confront the unknown, June-July 2002, 
p39). His enthusiasm for the area was 
contagious, though I was a bit worried about 
his references to specifi landing fields. 
I know the Alps pretty well but had never 
seen the pocket-handkerchief meadows as 
potential outlanding fields: criss-crossed by 
power cables they often slope alarmingly 
(we had once spotted a family haymak ing 
using ropes and crampons!). I hastil y 
ordered the map of "official " landing fields 
and ca refully noted the ones near Serres. 

Finally the adventure started. it's not easy 
to spot the field- on a small plateau- from 
the road that runs alongside, but the glider 
executing a steeply-banked, close-in final 
turn pinpointed its position and instantly 
made me feel at home. Just like Camphill! 

We drove in, stopping at the hanga r to 
admire the blue tape holding the wingtip 
of Klaus' Ca lif together. There were many 
trailers parked up (mostly German), some 
gliders rigged (a ll German), and very little 
activity. At reception we were greeted by 
Anne-Cecile and Kl aus - the latter sporti ng 
a rather fetching "boot" . Thi s intrepid pilot 
and world record holder had managed to 
fall downstairs and hurt his Achilles tendon. 
Was my adventure going to end before it 
had begun? But Klaus was clearly not going 
to let such a minor inconvenience stop him : 
I was to ld to fami 'liari se myself with the LS4 
- 0 3 -and return for the next briefing. 

At briefi ng I registered the fact that my 
French language skills vvere going to be far 
less useful th an the German I had long since 
forgotten. Of 15 pilots, I was th e only 
English one; there were three Dutch couples. 
The only radi o ca lls I heard other than in 
German (apart from Klaus, who used English 
for my benefit) were circuit ca lls in French . 

Serres has several ridges nearby, covering 
pretty much any wind direction. Thi s can 
cause turbulence and other interesting 
effects. The ridge immediately south of the 
field is particul arly str iking: a deep gash 
takes the river Buesch down to the town of 
Serres. I convinced myse lf that this was total
ly unmistakable and I would always be ab le 
to recognise the way home. Yet another les
son to be lea rned ... 

The first clay, the launch took us over the 
nearby airfield at Aspres to a south-facing 
ridge to wait for a passing thermal. Thi s was 
an opportunity to orient ourselves and to get 
used to close formation flying with my lead
and-follow partner, the Dutch pil ot, Marco. 
Flying immediately behind the leader at 
aerotow-style separations (in our case about 
50m/165ft) takes a little getting used to. it 's 
really challenging when you're considerabl y 
higher or lower than your colleagues. We 
fl ew for just over two hours, exploring ridge > 
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~ and thermal before some small rotors over 
Aspres let us exploit evening wave. Finally, 
having given up on joining the higher- level 
wave I landed back, washed the glider and 
spent an hour or so trying to work out how 
best to pack the hangar. This is a professional 
operation, but some chores are universa l. 

We lost the next two days to poor weather 
and on the last three, the wind was not really 
strong enough for the local ridges. We did 
have thermals but cloudbase was low and 
there were some very impressive storms. 
We flew another 15 hours, with memorable 
highlights such as: flying though a real 
downpour just below cloudbase for I 0 or so 
miles. (Marco and I concluded that Klaus has 
a morbid fascination with heavy rain: more 
than once he headed back to a shower we 
thought we'd avoided); looking down into 
the Gorge du Verdon at tiny boats making 
their way down-river to the lake- beautiful 
blues and greens; and flying around the 
clouds over the Vercors plateau then pulling 
up into a thermal only to meet a huge eagle 
about 1Oft from the canopy. Above all, I will 
remember the pure enjoyment of flying in 
such wonderful surroundings with such a 
knowledgeable and capable pilot. 

So, would I recommend it? Most definitely 
yes; I learned so much and shall return. You 
must, though, be a competent, confident and 
current pilot. Lead-and-follow is a great way 
to cover a lot of sky without having to make 
too many decisions, but it is possible to get 
caught out and have to make your own 
decisions, so navigation and awareness are 
still important. And you still have to get back 
on to the ground safely. On the final day we 
had just returned to a ridge perhaps 1 km 
from the airfield when Klaus told us to set 
off back and land immediately. Just as he 
finished speaking the lightning started on 
both sides of the glider. We got b<Kk before 
the rain, hut it was a very close ca ll. If we'd 
been separated by the storm, or it had struck 
before we got back to the airfield, we would 
have had to make the decisions and do the 
tough flying ourselves. it's not just a joyride. 
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CP WEST 
SAILPLANE SERVICE 

We onl take on work we can start immediate/ 

+ All major & minor repairs and maintenance 
+ Sailplanes, Gliders, PFA types and Insurance work 
+ Wood, Metal or Fibreglass 

+ German trained and qualified composite specialist 
+ Purpose-built environment controlled workshop 
+ CofA, annual and mandatory inspections 
+ Weight & Balance, and CofG positioning 
+ Modifications, instrument panels, refinishing 

Contact Roger Hurley 
Tel: 01432 851886 Fax: 01432 850598 

email - rogerhurley@gliderpilot.net 
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OERLINGHAUSEN 

Long-laid 
plans are 
rea1lised 
Fred Weinholtz describes the 
history of the German gliding 
site of Oerlinghausen and 
describes how it has developed 
magnificent new facilities 

THE recently-upgraded gliding facilities 
at Oerlinghauscn e<ln look back upon 
a great history, and one in wh ich the 

British played an active part. 
As early as May -1929, Robert Kronield 

- who died as British subject during a test 
flight from Lasham in 1948- flew his Wien 
to a spectacular world distance record of 
1 02.2km along our site's neighbouring 
Teutoburger Wald hills. His enthusiastic 
praise oi the strong thermals alerted the 
gliding adherents of the region and in April 
1930 the Gliding Group Bielefeld made its 
first bungy launches. Then the Nazis took 
over, nationalised gliding and designated 
Oerlinghausen a "Gliding School of the 
Reich" . The slopi ng field with hilltops for 
bungying was augmented by heathland a 
kilometre south for w inching and aerotows. 

After the war, the RAF requi>itioned the 
airfield - buildings, equipment, and even 
stafi - and the British Forces of Occupation's 
2 roup GC took over (as described in 
Wally Kahn's great book A Glider Pilo t 
Bold! . This saved the field for gliding. 

In 19YI, 15 loca l gliding clubs founded 
the Airfield Association Oerlinghausen 
(FGOe) even as German p ilots catapulted 
their sport from zero to international level. 
In 1 53, 1955, and 1957 nationals were 
held here. In ·1956 the Gl id ing School began 
as another FGOe member. Better gliders 
were more vulnerable to damage, but level
ling the rough heathland was too expensive. 
Then came Brit ish help: in four big fi Id 
exercises Royal Engineers from Paderborn 
graded the site and covered the infertile 
sand w ith topso il. The FGOe paid only for 
the beer. 

Men like "Tempo" Drewes and Heinrich 
Kr.1mer had resusci tated the gliding field. 
The second generation - jochen Karge and 
I - took over. Our development programme 
is now nearly complete, thanks to great 
support from state authori lies- particularly 
Professors Brandt and Dieh l - from the town 
oi Ocrlinghausen (which has a sa ilplane in 
its coat of arms), by Lippe County, and from 
the rli strict presidents. 

The Club Class developed here, women's 
internationals were succe>sfully tested, but 
important contests failed to come. Top pilots 
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The airfield at Oerlinghausen. taken from 115°. The new buildings are to tile east of the field, in the foreground 

considered - wrongly - that the Teutoburger 
W<J icl hills would g tin the way of final 
glides. The Gliding School, made viable by 
Hans Burzlauer and led tu great success by 
Gerhart Berwanger, won recogni tion world
wide and founded branches in the Alps and 

The impressive facilities include this fitness suite 

in Fuentemilanos (1 ,400 pilots flew 35,000 
launches and 12,000 hours pal. n1e home 
site logged 50,000 flights and 25,000 hours. 

In the 1990s glidi ng was shrinking. Our 
airfield was perfect ly equipped wi th seven 
hangars of 5,000m2 (53,820ftl) and 800m2 
(8,61 Oft2) lock-ups for trailers, plus two 
workshops, a lecture hall, <JCcommodation, 
restaura nt, and tower. Five winchtracks, the 
runway (30x600m/100x1,970ft), a peritrack 
and taxiways were asphalted, while grass 
covered what used to be sand. But the 
Gliding School's 40-yeilr-old build ing no 
longer met modern requirements. 

Financi<J I assistance from Federal and Srate 
offices and from the Northrhine-Westfali i.l 
Sports Association allowed the opening of a 
new school of modern steel-and-glass con
struction in autumn 2001 . 
Six attractive pi.!vil ions satisfy all demands 
from teaching to entertainment. A big hangar 
takes the aircraft. Experienced, devoted staff 
-not least four-times world champion lngo 
Renner - guarantee sound instruction. 

In 2002 the Flugplatzgemeinschaft 
Oerlinghausen organised the German 
Gliding Championships: with 40 Club Class 

and 23 two-seater gl iders - 19 of them Duo 
Discuses. Three double-drum w inches and 
one six-drum winch launched the 63 gliders 
in less than an hour. Challenging tasks were 
flown on seven contest days for the two
seaters and eight for the c lub class. This 
encouraged the Flugplatzgemeinschafl lo 
offer their airfield for top gliding contests 
every second or third year. The International 
Gliding Contest Oerlinghausen, <1n annual 
event well supported by neighbouring states, 
will of course continue. One highlight will 
be the Internati onal Vintage Glider Rally 
2005, for which we have bid. This event, on 
the airfield's 75th anniversary, is expected to 
attract the public and enthusiasts alike. 

The gliding school's fl ying operations at 
Oerlinghausen will re-start on March 3, with 
the main emphasis on ab initio training in 
gliding, motorgliding, microlight and power 
flying. Guests from all nations, including 
those w ith their own nircraft, are alwi.lys 
welcome. From March 3-May 11 it w i ll also 
run courses at Caiolo in the Italian Alps and, 
for the firs t time, from September 1-0ctober 
·12, mountain soari ng courses at the w inch
launch airfield of La Matte in France. These 
will be under the supervision oi lngo Renner 
and are open to pilots of all nations. 

As far back as 1929 our thermals were 
praised by Robert Kronfeld and ridge soaring 
along the Teutoburger Wald is a real treat. 
Oerlinghausen is ready to welcome 
glider pilots from all over the world. 

The school's pavilions are linked by covered walkways 
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BGA CLUB ANN UAL STATISTlCS 

ANNUAL STATIS I s 
GLIDING CLUBS AIRCRAFT t\LL r-<0. OF 1-IOURS Klv\S ME,'v\B[RSHIP 

LAU 1CHES AEROTOWS FLOWN FLOWN Full EstimJted 

"' ~ 1'\!o . ol No. oi 
N or: 
.!) .0 ~ 

c Tempora ry Female :> ::l 0 ~ u c :> Members Members Q._ >-- w... 

Andreas Gl iding Club 1 0 5 1 540 44 77 0 19 72 0 
Angus Gliding Club 3 .I 4 0 741 0 97 0 23 41 3 
Aqui l ~ Gliding Club 3 3 25 2 15'J l 1591 82 1 3300 80 l02 4 
Bilth Wilts & North Dorset Cliding Club 4 3 2H I .lB43 859 1596 20000 122 283 5 
Bidford Gliding Centre 3 3 45 2 2754 2724 0 0 113 370 11 
A l ~ck Mountains Gli di ng Club 2 1 30 I 173J 1733 2009 0 77 205 4 
Booker Gliding Club 8 8 82 5 8749 8749 8000 0 254 1796 n 
Borders Gliding Club 2 I 30 2 2035 1884 1739 2500 114 110 10 
Bowland Forest Gliding Club 2 4 .30 0 4964 0 194 1 0 148 513 10 
Bristol & Gloucester hire Gl iding Club 4 4 67 2 6329 1894 3645 104565 191 310 3 
Buckminster Gliding Club 3 2 27 1 3240 2203 1628 3653 75 22 1 5 
Burn Gliding Club - 3 21\ 1 581\5 141 4 1995 10300 13.1 531 5 
Ca irngorm Gliding Club 2 0 10 I 1092 935 11 57 2630 38 74 .) 

am bridge "liding Club 5 5 75 2 11 192 2335 5900 172057 240 2085 31 
Car lton Moor Gli ding Club 1 1 0 50 1 0 72 0 12 11 
Channel Glid ing Club 2 0 ') 0 1799 0 242 32 249 3 

onncl Glidin Club 3 0 7 0 IJ'l 0 54 620 15 41 () 

Cornish Gliding Club 2 2 7 1 1080 847 61 0 52 387 7 
Cotswold Glid ing Club 3 4 46 0 8896 16 1588 0 177 1078 22 

Crown Serv ices I 2 5 I 278 248 141 27 IS 0 
Dartmoor Gliding Society 2 2 11 0 2198 0 355 0 50 160 1 
Deeside Gliding Club 2 1 22 2 40(,2 4062 2721 34800 147 501 15 
Denbigh Gliding Centre 3 0 16 0 2873 75 11 20 3750 59 135 J 

Derby & Lanes Gliding Club 4 3 41 () 0 0 3077 5 100 216 747 19 
Devon & Somcr> I Gliding Club 4 2 50 1 7091 403 250 1 124B7 275 658 29 
Dorset Gli ding Club 2 2 11 1 1372 522 627 0 so 134 2 
Dukeri es Glid ing Cluh 2 2 11 () 2lh 5 0 362 1500 36 199 4 
Dumfries & District Gli ding Club 1 1 1 () 266 0 79 50 15 29 I 

East Sussex Gliding ' lub 4 4 15 1 3858 440 1078 0 159 601 20 
Essex & ~ ufio l k Gliding Club 4 3 35 0 5099 8 1780 25962 "11 5 2S6 9 

Essex Gliding Club 4 3 _8 1 2566 1209 1014 99 320 10 
1-tereiordshi rc Gliding Club 1 1 8 1 685 685 510 23 75 I 

High land Gliding Club 2 2 17 0 2184 -49 380 58 142 13 
illlJH ial College Gliding Club 1 2 0 0 25 25 ·' 
Kent Gliding Club 3 3 1 1 6377 1-52 1780 0 196 62 1 20 
Lakes Gliding Cl ub 2 1 13 () 606 594 .no 0 51 4S 4 

Lasham Gli ding Society 12 0 186 5 25335 10299 9~88 237500 427 2151 97 
Lincol nshire· Gliding Club 3 1 9 () 2540 0 389 2000 32 83 1 
London Gliding Club 7 4 123 4 1'Jl97 10241 7058 645H 317 2128 30 
Mendip Gli ding Cluh 3 2 9 0 1154 0 662 1100 77 372 2 
Midland Gli ding Club 4 4 1 I 8738 714 3781 () 129 577 16 
Needwood Forest Gliding Club 3 2 9 0 3261 0 743 63 145 5 
Nene Va lley Gliding Club 2 2 16 0 3493 58 934 1734 58 193 6 
Newark & Notts Gliding Club 1 4 10 0 3652 31 830 252 1 66 323 5 
Norfolk Gliding Club 1 4 50 2 44 15 2b47 2747 64500 2.1 1 187 32 
North Devon Gl id ing Club 2 0 8 (,JG 6]6 11 I RQ I 

North W<J ies Gliding Club J 3 4 0 1082 0 130 25 60 () 

Northumbri a Gliding Club 3 1 15 1 312.3 910 867 0 101 .J70 [l 

Oxford Gliding Club 4 4 20 () 42b4 0 1104 6600 97 455 13 
Oxfordshire Sportsflying Club () () 6 0 0 () 1420 1.5600 60 J2 3 

Peterborough & Spa lding Gli ding Club 3 2 31 2 2369 2369 1558 71 350 6 
Rattlesden Gliding Cl ub 3 2 23 0 3158 395 1048 4002 98 315 18 
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OCTOBER 1' 2001 TO SEPTEMIBER 30, 2002 

GLIDING CLUBS AIRCRAFT ALL NO. or HOURS KMS MEMBERSHIP 
LAUNCHES f\EROTOWS FLOWN FLOWN Full Estimated 

~ ::. No. of No. of 
N CJO 
.Cl .D ~ c Temporary Fema le 
:J :J 0 00 ·:;... 
u u "'- ~ u:: Members Members 

Sackville Gliding Club 2 2 12 1 646 444 600 Hl 20 1 
Scottish Gliding Union 4 4 52 1 1011 917 6555 277 563 
Shalbourne Soaring Society 3 3 30 0 4442 66 1240 5000 123 389 0 
Shenington Gliding Club 4 4 32 1 9189 692 1240 1500 166 81 1 18 
Shropshire Soari ng Group 0 0 11 1 264 264 378 3800 16 0 1 
South Wales Gliding Club 2 4 31 1 2566 923 1569 7400 91 170 5 
Southdown Gliding Club 3 3 58 3 4801 4349 2976 202 464 24 
Spilsby Soaring Trust 4 3 1 600 100 200 4 2 

Staffordshi re Gliding Club 3 4 21 0 4482 440 106 1 6000 102 289 7 
Stratford On Avon Gliding Club 4 3 27 0 6046 0 2098 24510 11 2 759 25 
Strathclyde Gliding Club 1 2 8 1 178 0 27 0 17 30 1 
Surrey & Hdnts Gliding Club 0 11 0 11l43 707 1732 0 147 0 3 
Surrey Hills Gliding Club 4 3 5 0 4929 0 665 0 85 487 4 
The Motor Glider Centre 0 0 0 0 400 0 190 2000 20 5 2 
The Soaring Centre 6 6 93 3 11034 6577 5590 34000 337 1096 26 
Trent Va lley Gliding lub 4 22 1 3507 667 1337 11000 65 218 5 
Ulster Gliding Club 3 1 21 2 1740 1700 519 soo 69 290 5 
Upward Bound Trust Gliding Club 2 I 3 0 1890 0 367 0 25 30 2 
Vale of i eath Gliding Club 2 1 3 I 185 169 137 17 6 1 
Vale of White Horse Gliding Club 2 1 11 1 1000 600 538 36 106 5 
Vectis Gliding Club 2 1 7 1 804 804 310 31 94 2 
Wel land Gliding Club 4 3 18 0 2442 298 59 3 7 
Wolds Gliding Club 4 3 0 2 97116 1904 4722 81813 173 11 50 15 
York Gliding Centre 5 3 28 2 6005 3198 1976 6000 202 801 13 
Yorkshire Gliding Club 3 s 51 3 4735 36 19 3765 216 804 12 

SECTION TOTALS 229 190 1934 72 29 11 25 94213 125619 996512 7991 300tl5 73S 

CLUB TYPE: SERVICE 

Anglia Gliding Club 3 3 1 0 2204 3 SOS 1540 51 
Bannerclown Gliding Club 3 3 2 0 5680 119 20S6 16964 108 347 20 
Chilterns Gliding Club 2 3 14 0 4607 17 1612 6053 97 369 
Clevelands Gliding Club 2 J 11 2 1530 916 1100 12000 52 40 4 
Cram.ve ll Gliding Club 3 3 14 1 3478 485 1417 9665 65 287 8 
Crusaders Gliding Club 3 1 1 0 2603 10 366 36 1 3 
Fen land Gliding Club 2 2 7 0 1953 () 43 56 64 0 
Four Counti es Gliding Club 4 4 7 1 3919 194 1184 0 0 0 0 
Fu lmar Gliding Club 2 I 2 1 27 1 183 139 540 16 27 4 
Heron Gliding Cl ub 2 2 6 0 1801 73 542 0 35 41 0 
Kestrel Gliding Club 2 3 5 0 880 68 298 2941 :18 82 1 
Portsmouth Naval Gliding Club 5 5 17 3 6299 1581 1600 1300 337 485 18 
RAF GSA Centre Biccster 5 6 18 3 1317.'i -lOo 5500 50000 123 249 16 
SeahJwk Gliding Club 3 3 4 1 1932 1210 419 300 46 233 3 

Wrekin Gliding Club 3 4 4 1 2093 469 54 1 3200 65 22 8 
Wyvern Gliding Club 3 4 9 0 6022 101 1346 300 60 102 3 

SECTION TOTALS 47 50 122 13 58447 10529 19168 116503 1175 1322 BB 

CIVILIAN CLUB TOTAL 229 190 1934 72 291 125 942 13 125619 9 65 12 7791 30085 735 

GRAND TOTAL 276 240 20S6 85 349572 I 04742 144787 1113015 9166 31407 (l23 
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SCOTLAND IN THE SPRING 

You should go in May 
Dave Triplett explains why 
he thinks spring ,rather than 
autumn is the time to exp'lore 
Europe's largest wilderness 

O
CTOBER 2001, Feshiebridge, and we 
are sitting in the clubhouse watching 
low fingers of cloud meandering 

along the ridge and I'm wondering if there is 
any truth in the oft-quoted: "You should 
come in tv\ay- there 's just as much chance 
of wave but the thermals are superb". 

I wear a somewhat cynical sweatshirt 
whi ch proclaims on the front: " it wil l be 
better next w ek" wh i 1st on the back it tells 
us that: " last week was the grea test". 

Having li stened to very similar statements 
in Spanish, French, German, Italian and 
Australi an, I found the Scottish version just 
as unconvincing. 

Then I spoke to Nick Norman. He's the 
tugmaster (as well as full instructor, Senior 
Regional Examiner and a helicopter training 
captain) at Feshie and you wouldn't find a 
more enthusiastic aviator anywhere. I'd 

The Cairngorms are spectacular- and so, says, Oave is the welcome at Scottish clubs (Bill Longstatf) 

heard about the Rex Pilcher trophy he won 
for the first SOOkm therm<JI flight of the year 
in the UK. That was in May 2001, and in 
May 2002 he knocked off a couple of 300s 
on the same day. If anyone would tell me 
the truth about May in Scotland, it was Nick. 
With typi ca l modesty he avoids using his 
achievements to justify his enthusiasm for 
highland wea ther in May. 

In the corner, by the pot-bellied stove, 
Ray Lambert broke the rhythmic puffing at 
the environmenta l hazard h calls a pipe to 
voice his agreement. Round the table, some 
of the many volunteers who run Octoberfest 
nodded: a little reluctantly, I thought, as 
though it was someth ing best kept quiet. 
Was it the Scottish version of: "shou ld have 
been here lost week"? Then I remembered 
the CFI at Aboyne telling me something 
similar a few yea rs ago. 

The October fortnight got under way with 
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a couple of Gold heights, a few hours on 
the ridge and bowl and a coup le of short 
cross-countries in wave plus almost as many 
kilometres on foot with that mountain goat, 
Ri chard Prestwich. lt was a reploy of many 
previous years. I went, glad ly leiwing drizzle 
and low cloud to the Scots in the certa in 
knowledge that they had much worse to 
come. Two days and 650 miles south to my 
home in Dartmouth there is still weather to 
sai l and fly. 

Scotland was just another memory until 
Christmas, when a 2002 diary needed 
filling. This prompted me to exchange a 
emai ls with Nick at Feshie; I have a nagging 
feeling he may be right about May. Yes, with 
enthusiasti c support from my wife, Vanessa, 
we'l l give it a try. 

May 3, 2002. Leave home early to spend 
the weekend flying with old chums at 
Shropshire Soaring. Two cracking days with 
Iona cross-country fli ghts to south and 
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mid Wales, finishing with a fast climb in a 
convergence nea r Clee Hill giving ample 
height for a leisurely finish to a great 
weekend. Scotland can't be better than this, 
can it? 

it's a long drive but hardly exhausting for 
someone fit to fly. Feshie, the air field, is 
about 900 yards of short firm grass aligned 
03/21 parallel to and a mile away from a 
1 ,200ft ridge from which, on the right day, 
one can ridge soar north to the Ca irngorm. 

Launching is possible in all except the 
strongest south-east winds. Their tug is a 
DR400, bought by the club from Austria in 
2000. The clubhouse, part funded by lottery 
and finished by club volunteers, is a major 
enhancement. lt houses as you would expect 
the kitchen, office, pub I ic phone, bar and 
dining or recreJtional space as well as 
hangJrage for the tug and several gliders and 
workshop area. A selection of sandwiches 
and soft drinks is in the chi ller, sweets and 
beers are in the bar- and help yourself to 
hot drinks. Put your money in the honesty 
box. Trul y excellent hot mea ls most nights of 
October/Mayfest are cooked on the premises 
by volunteers Luisa and Maggie. 

So, the strip, the tug, the clubhouse and 
workshops and catering Jre set in some of 
the most fantastic and exciting terrain- the 
biggest w ildern ess in Europe. But, the rea l 
secret of Feshie is its members. Nowhere I 
have eve.r flown have I met such enthusiasts. 
They full y understand that the only reason 
we fly is to enjoy our sport. Every man and 
woman, officers of the club, members Jnd 
instructors alike ore dedicated to making 
everyone welcome, assisting in every way 
to ensure that you get the very best out of 
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yourself and your glider, sharing facilities 
and of course the soaring opportunities. 
The contrast with a great many instructor
dominated English clubs is vivid . 

The first few days were unremarkable but 
flyable, supporting modest cross-country 
flights. The weekend, however, was superb. 
Tasks were set and the intrepid set off on 
bare 300s or longer 300s. 

I chose the longer 300 ... and what a 
flight. lt wJsn't the longest or the fastest 
flight I've ever done but J cloudbase thJt 
started at 4,000ft (1 ,31 Om) above site left lit
tle space to cover this inhospitable, remote 
and majestic terrJin. Deep, rounded glacier
carved valleys, naked wind-c<:~rved crags 
ancl mile after mile of rough moorland. 
Conditions were reliable in spite of the vast 
areas of cruel sink Jnd curlover. 

As it warmed up the cloudbase improved 
and the thermals got stronger. I mean 
stronger. Centring in and maintaining 12kt 
isn't something I do every day - but almost 
every thermal was surrounded by massive 
sink. On leaving, off-the-clock sink and its 
vicious negative g has me picking my Mars 
bar out of the top of the canopy. 

One quickly gets into J routine before 
leaving: loose items, straps tight, dive for 
speed, rol l out on he<:~ding, brace yourself, 
briefly (very) consider taking up Morris 
dancing. Almost inevitJbly, spreJdout 
slowed things down J bit, giving 110 choice 
but to hone slope-soJring skills until things 
got betLer. Sharing the mountJinsides with 
Munro collectors and buzzJrds can be very 
satisfying in smal l doses but as soon Js a 

'lt takes little imagination 
to understand the implications 

of an outlanding here' 

hole appears in the cloud cover Jncl the 
sunshine hits the ground agJ in there's a 
guaranteed thermal to give comforting 
height. Oif again, until final ly a cloud climb 
north of Kenmore gave me the height to 
clear the highest ground and the Forest of 
Atholl, still between me and Fesh iebridge 
The Forest of Atholl is an uninviting but 
spectacuiJr landscape with vast areas of 
smooth snow lying in the north-facing deep 
scars on the angular peaks and ridges. 
Comfortable and snug Js I am in my plastic 
penthouse bubble, it takes little imagination 
to understand the implications of an 
outlancling here. On the 40-mi le final glide 
I fly through severa l miles of barely-visible 
ice crysta ls, fine as icing sugar, their million 
tiny impacts hisses li ke digital white sound. 

Eventually, 15 mi les awJy, the gleam oi 
Loch Inch shines out in the Feshie va lley. 
Arriving over site with height and time to 
spare I'm happy to go sightseeing so I amble 
along to the north, the new funicuiJr on the 
Ca irngorm and a close a look at the Duke of 
Cordon's Monument on the way back. 
I wish I'd declared a 500, but I, like many 
others, was sceptical of possibi lities although 
Bob Tait, the CFI at Eastcrton did a 500 that 
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A c/oudbase of 4,000ft left little space to cover this inhospitable. remove and majestic terrain (Bilf Longstaff) 

day in an Astir. 
Meanwhile, back on the ground, and at 

one time S,OOOft below me at The Falls of 
Bruar (the Harrods of the North) my wife is 
having a lovely time and has no difficulty in 
having a 500 clay of her own . Life has its 
funny litt le ups and clowns. Telling a 
col league's wife about Bruar, what's there 
and how to get there is regJrded as an act of 
open hostility. Be warned, it can seriously 
damage your wealth! 

Soaring conditions for the next few days 
were Jlmost as good- if showery- so we 
explored the Spey Valley, Aviemore to 
Laggan. Delightful! 

Scotland in May is fabulous. lt is the col 
between the winter ski-ing and summer 
tourists, accommodation is easy, good 
restaurants are plentiful and uncrowded. 
Wildlife, including ospreys, otters, deer and 
red squirrels, abounds. Non-flying days can 
be good fishing d<~ys: £8.00 wi ll buy a day's 
licence to a loch or river. \1\fild horses 
wou ldn't convince my wife about Scotland 
in October- she's tried it - but May is 
different because there is so much else to do 
when (and let's get real) the wea ther is not 
flyable. 

I wouldn't mind betting that all the 

Scottish sites arc just as welcoming as 
Feshiebridge and they must have fairly 
simi iJr weather so if you are piJnning an 
early holiday with wife and glider then you 
will have gathered that I can recommend 
Scotland in May and Feshiebridge in 
particular. If you do decide to go, talk to 
their secretary early, because they will not 
let the site get overcrowded. 

My thanks go to all at Cairngorm GC, 
especially Andy (CFI), Nick (tugmaster-plus), 
Bob (ch<~irman}, Ruth (secreta ry), Lu isa (chef 
and good sort), and Alister (instructor). 

PS: if you do d cide to try it next May, 
leaving a space for my trailer will save your 
nose from bleeding. 
PPS: Since writing this article, I went to 
Feshie last October and half a dozen 
Diamonds fell out of the sky- one was 
mine. Sadly, Chris Morris from Bidford, who 
was selling altitude for sponsorship money 
in support of a charity, left site for home at 
7 0.30 on the 5th with drizzle vnd low cloud 
By 12.30 several of us were going through 
20,000ft w ith a club record a real possibility. 
Like I said, life has its funny little ups and 
downs: nowhere more so than Scotland, \. . 
where the unexpected is the norm ~ 
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CROSS-COUNTRY COURSE 

Young and fun 
LAST year, for the first time, a course 

was held for young people interested 
in improving their cross-country skills, 

writes Sa lly Longstaf( Fourteen juniors, 
aged 16-22, went to Bicester in August for a 
BGA-subsidised, intensive seven-day course. 

On the first day, as well as site checks, 
many of us soloed in K-8 or Puchacz. So, 
on non cross-country days, we could try for 
Bronze legs and other badge claims. While 
half the pilots flew tasks; the others local 
soared and converted to the Discus. Some 
days three-quarters of us went cross-country, 
as the tasks were completed two or even 
three times by the same glider! 

So w hat did we achieve? Not only did we 
each go on at least two cross-countries, but 
six of us (Ciaire Alston, Anthony Buck, Rob 
Hines, Hannah Hay, Katie Simmonds and I) 
completed Bronze. Three more (Cia ire 
Alston, Anthony Buck, and I) did Cross
Country Endorsements. Four (Anthony Buck, 
Anna Gri ffiths, j ames Stewart, and Tim 
Webb) soloed on aerotow and eight (Ciaire 
Alston, Anthony Buck, Katie Simmons, james 
Stewart, Mark Stobo, Meurig Thomas, Karl 
Zatorski and I) converted to new types. 
Col in Childs did his first field landing- a 
harrowed field, good choice. Claire gained 

Silver height. There were also aerobatics 
flights w ith Jamie Alien, Chris Railings, 
and lan Tunstall. Simon Adlard gave lectures 
on better soaring, and there was a "Spot the 
Errors" test on his slides (how could Simon 
spell his own name wrong?) . jamie also 
supplied us w ith a multi-choice test, which 
amused us at the launchpoint (especiall y the 
instructors, whose Bronze papers were a 
long, long time ago!). The Bronze confuser 
lived up to its name, too! 

The soc ial li fe was great, and the fine 
weather provided sunbathing and stargazing 
(as well as late-night excursions across the 
ai rfield!). The curry night was a success, (we 
turned up and asked for a table for 26!) 
Marie, or St M arie, cooked us breakfast and 
provided sandwiches and snacks. Of course, 
the bar was open for over-eighteens! 

Altogether, every one had a great week; 
I would highly recommend all juniors wi th 
cross-country aspirations to apply this year. 
Not only did we get some of the best 
tra ining around, but we also ga ined many 
badge c laims and improved our own fl ying. 
lt was also the only time I have ever seen 
a Puchacz get round a 140km task ... 
when the DG-500 was in a field just before 
the last TP! 

British Gliding Association 

Pts and P2s on last August's cross-country course 

Th<tnk$ to all our instructors, includ ing both BGA 

National Coaches (Si man Adlard and Davc Bullock): 

Red Staley; Pete Stratten; J <~m ie Alien; Ray Gaunt; P<lul 

Stanley; Chris Railings <tnd Mark Critchlow. Not on ly 

did we have top coaches to guide us round tasks, and 

ensure we got bad(!), we had a wonderful set oi 

borrowed gl iders: three DG-505 O rions (two from the 

F<tu lkes Fl)•ing Foundation, one from Oxford G(); two 

Duo Discuses; the GSA's 26; a K-8 from Oxford 

University GC; and Bannerdown's Janus as well as the 

BGA's 98, DG-500, Discus and ruchacz. The BGA 

Motor Falke was avaii<Jble for field I<J nd ing checks and 

NFTs (navigation flying tests) at h<Jif price (£25 per 

hour). A big thank you to all these organisations. ~ 

There will be another Young Person;s Cross-country 

Coaching Course (August 2-8, 2003) at Bicester. If you 
would like to know more, contact the BGA office. To 

apply for a place on next year's course, please apply in 
writing to the National Coach at the BGA office 

THE 1000 CLUB MONTHLY LOTTERY 
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A great chance to win substantial cash prizes and at the 
same time enable the Phil'ip Wills Memorial Fund to 
make loans to clubs for site purchase and development. 

This monthly lottery started in July 1992 and has room 
for many more participants. Starting in February 2003 
the first prize winner drawn will take half the prize money 
each month and the next two drawn will take a quarter 
each. 

HALF of the proceeds go to the Philip Wills Memorial 
Fund to help with its work in developing BGA clubs and 
the other HALF is distributed each month in the form of 
3 CASH PRIZES. The more participants we have, the 
greater the prize money pool. 

1st PRI'ZE- 50% of the prize money pool. 
2 Runner Up Prizes of 25% each of the prize money pool. 

Chances/numbers can only be bought from the BGA at 
£1 .00 each. Those whose money has been received at 
the BGA by the end of each month will then participate 
in the draw on the first Wednesday of each following 
month. Tickets will not be issued in order to keep the 
administrative costs low but each member will purchase 

a "number" which will go into the draw. it is hoped that 
members will purchase 12 months' worth of tickets at a 
time. Winners wi ll receive their prizes direct from the 
BGA and a list of their names will be published in S&G. 

Please complete the form below and return it to the BGA 
with your payment. Please note that only BGA members 
and their families may participate and that the BGA is 
registered under the Lotteries And Amusements Act 
1976 with Leicester City Council. 

Barry Rolfe 
Promoter 

r---- --------------------------- ---------------------
To: Barry Rolfe, British Gliding Association, Kimberley House, 

Vaughan Way, Leicester LE1 4SE 

Please include me in the "1000 club" and I enclose £12.00 (payable to 
BGA) for twelve months of entries, or multiples thereof. 

Name . .. . Signed . 

Address .... ..... . . . 

Sailplane & Gliding 



BGA COURSES FOR 2003 
Basic Instructor Courses 
Full Fee: £150.00 Young Persons Fee: £75.00 

Assistant Instructor Completion 
Courses 

Soaring Courses running at 
individual clubs 

Young Persons Courses 
Young Persons Soaring Course 

course no . date Full Fee: £60.00 Young Persons Fee: £30.00 Full Fee: £125.00 Young Persons Fee: £62.50 25th-29th Aug . . . ... Bicester Airfield 
811 . 
81 2 . 
813 
814 . 

. . . 26th· 30th May . . ... Bicester Airfield c.ourse no. date venue course no. date venue Young Persons Fee: £87.50 
. 2nd-6th June . . . . Bicester Airfield CC 1 . . .. 8th-9th Nov . . BicestPr Airfield 
. 30th June- 4th July ... Bicester Airfield CC 2. . . . . . 15th-16th Nov ..... Bireter Airfield 

SC I .. . . . 28th April-2nd May . . . Undecided Young Persons Cross Country-

.. 6th-1Oth Oct . . Bicester Airfield 

Assistant Instructor Courses 
Full Fee: £300.00 Young Persons Fee: £150.00 
course no. date venue 
IC 1 . . . . . 1st-9th March . . . . . 8icester Airfield 
IC 2 . 15th-23rd March . . . 8icester Airfield 
IC 3 . . . .. 29th llrch-6th April .. 8icester Airfield 
IC 4 .. . .. . 12tll-20lh April. ...... BiC2Ster Aidre!d 
IC 5 . . ..... 26th April-4th May. . . Bicester Airfield 
IC 6 . . . . . . 10th-18th May. . 8icester Air1ltld 
IC 7 . 21 st-29th June .. . . . 8icester Airfield 
IC 8 . . .. . . 6th-14th Sept. . . 8icester Airfield 
IC 9 . . 20th-28th Sopt . . . 8icester Airfield 
IC 10 . 25th Oct-2nd Nov. . .. Bicester Airfield 

Full Instructor Preparation Course 
Full Fee: £150.00 Young Persons Fee: £75.00 
c.ourse no. date venue 
FC I ....... 9th-1 3th June. . . . BiceSter Airfield 
FC 2. . . 13th-17th Oct . . . . . . Bicester Arrfield 

SC 2 .. . . . 5th-9th May . . . ... . .. Undecided 
SC 3 .... . 19th-21rd May .. Unde<ided 
SC 4 . .... 26111·30th May .. Peterborough & Spalding 
se 5 . .. 9th-13th June .. .. . Undecided 
SC 6 ..... 16th-20th June . ......... ... Undecided 
SC 7 . . . 30th June- 4th July . . . Rufforth Airfield 
se 8 ..... 7th-11th July. . . ... Sutton Bank 

Soaring Courses running at 
CAA Motor Glider Instructor Course Bicester Airfield 
Full Fee: £150.00 Young Persons Fee: £75.00 Full Fee: £125.00 Young Persons Fee: £62.50 
course no. 

MG 1. 
MG 2. 
MG 3 . 
MG 4 . . 

date 
. 24th-28th March . . 
. 19th·23rd May . . 

7th· 11th July . 
. 15th-19th Sept ... . 

venue course no. 
.. . Bicester SC 9 .. . . 

...... . Bi<ester SC 10 .. 
. . .. Bicester SC 11 . 
. . .. Bicester Se 12 ... 

date venue 
. 14th-18th July .... . .. Bicaster Airlltld 
. 21st-25th Jul1• ....... 8rCMtel Airfield 
. 28th July·1stAug . Bi,estsr Airtreld 

. . 18th-22nd Aug.. . 81 e~ter Airll~ld 

Coaching Course 
2nd-8th Aug. . . . . 8icester Airfield 

No Course Fee - to be considered for a 
place, apply in writ ing to Dave Bullock, 

C/0 BGA Office 

To book on the above courses, contact the BGA on: Tel: 0116 2531051 • www.gliding.co.uk • E-Mail: colin@gliding.co.uk 

BRITISH GLIDING ASSOCIATION, KIMBERLEY HOUSE, VAUGHAN WAY. LEICESTER LE1 4SE 

XK l 0 "CLUB" VARIOMETtR CLEVER BOX VARIO 

£269 £299 

FlightMap Upgrade 
FlightMap has new map editions which include Great 
Britain, Spain, France and Austria. All editions are 
provided on a single CD for easy installation. The 
emphasis on ease-of-use is maintained for the existing 
facilities of: 

0 Task preparation. 

0 Flight display and analysis. 

0 Logbook maintenance. 

New copies are priced from £49 and existing user 
upgrades are from £18.50. For details, visit: 

www.flightmap.co.uk 

Illustration shows the new map for Spain. Data is supplied by 
Bartholomew Digital Data. 

CLEVER BOX VARIO SYSTEM 
* See our website www.cairaviation.co.uk for details of this 

new exciting variometer system from the same stable as 
the ubiquitous XKlO Vario System 

from'· ~ ~1r ~ 
Aviation Ltd. 

"You can bank on us" I . ' . 
+ New Instruments: PZL Expanded Scale ASI's. l .5 Tums 0·1 40kts £129, 1.75 Turns 0-200kls £1 39, PZL Zero Reset Varios, Flask and Ring, 80mm (Glider) £199, Extended Scale (Molar Glider) 
£199, 57 mm (Glider) £219, PZL EZS5 Mini T/S £299, Lunik Mini T/S £259, American Mini T/S £269, Sensitive Altimeters £1 49-£153, PZL Altimeter £109, Mini Acceleromeler £159, CM24 Bullet 

Pedestal Compass £49, LC3 Panel Compass £47, Vertical Card Compass £139 + Surplus Tested Instruments: Horizons wilh new Solid State Inverter, ferranti Mk6 £369, Mk 14 (Coloured Display) 
£409, Mk31 (Coloured Display and Integral Slip Ball) £590, 80mm Glider rate T/ S £114, Smilhs Mk20 80mm Allimeter 6 O'clock Knob, £11 4, Mini Accelerometers £99 + Radios: Dekom 960 Panel 
Mount £249, Hand Held £216.90, ICOM AJE £27 6, Glider Baiiery Charger £19.90 + BGA Approved "Ottfur" Releases: Original New "Oiffurs" £199, latest 'Oiffur" alternative release far modern 
gliders - Aerolow CW400 series £1 79, C of G CW300 series £219. Exchange OM series £1 19, CW series £99, Spring Kiis available oil series. New "Oiffur Gold" launch Safely Weak link Carrier £9.50. 

CAIR Aviation Ltd, Sleephill House, Felcot Road, Furnace Wood, Felbridge, West Sussex RH19 2PX Tel: 01342 712684 Fax: 01342 717082 
e-mail: colin@cairaviation.co.uk www.cairaviation.co.uk 
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to fly without the appropriate insurance cover -
which is exactly what we provide, including a 
complete back-up and advice service at all times. 

h•ll ~viation 1nsurance I services ltd 

Phone, fax or write to: Stephen Hill 

Phone: 01765 690777 Fax: 01765 690544 

MEMBER a 
General ll'l5Ulai1Ce 

-COIJOOL 

Unit 1A, Sycamore Business Park, Copt Hewick, Ripon, North Yorkshire, HG4 5DF. 

Sailplane & Gliding 



BLOEMFONTEIN 

Richard Starey reflects upon 
his recent gliding holiday in 
South Africa ... and the reason for 
taking some unusual supplies 

70 • ar 
O

UT OF the taxi tumble suitcases, 
a three-wheeled buggy, ,1 couple 
of parents and a bright-eyed baby. 

Harvey, nine months almost to the day, turns 
his head from side to ide, shouting at weary 
travellers and talking gibberish to airport 
staff. lt will be his third gl iding expedition, 
not counting one from the womb. 

We're sitting in the BA lounge, a luxury 
from previous business mileage regrettabl y 
soon to lapse. Relaxing back in the leather 
chair, sipping w ine and nibbling at various 
cheeses, I gu<:ml the fort until T<llly<J returns 
from a walkabout, Harvey chortling beneath 
a fern in paradise. We have brought all his 
food with us: 70 jars of spaghetti bologncse, 
which is packed in my silver camera case in 
the hold, marked "fragile" . 

Allowed to pre-board, we chat to a young 
South African couple at the plane entrance; 
their two-year-old pokes a finger in Harvcy's 
eye. His first conflict. He plays the strategic 
c<Jrd, cries and takes the last fully-reclining 
basinet on the plane. 

We have driven from Johannesburg down 

Clockwise from top left: Harvey's turn to fly; 6kts over 

Bloemfontein; between storms: shade under hangars 

February - March 2003 

of 
to Bloemfontein and Di k Bracl ley's new 
gl iding operation under a deliciously invi ting 
sky. The views in all d irections are of flat 
farmlands with occasional mounds like gi<Jnt 
molehills. We leave Harvey to sleep whi le 
we rig 98, our L54 for the holiday. He 
normally demands attention at the most 
critical moments of rigging, with both our 
hands full , so we take it in turns to fettle 
and tape after the wings are on. 

If we arc lucky, Harvey remains asleep in 
the car and we can slip in to briefing. More 
testing days involve one of us wa lking up 
and down w ith him, p<1ying attention to the 
briefing and trying to keep his enthusiasm to 
below the health and safety decibel limit. 
Maps, glidi ng hats and anything he can spill 
on the t<1ble fascinate him. 

Feeding is strictly regulated by the boss. 
Th is normal ly occurs when there's a beer 
waiting for you at the bar or as you are 
about to tow on line. Two jars have to be 
eaten in ful l. You are allowed to use any 
trickery to keep the mouth open and 
swallowing going, but singing normally 

ag bol 
engenders the lip-parting smi le required. 

E<1ch day we arrive w ith a mil itary-style 
plan. We try both to fly, even if one of us is 
to have the lion's share of the clay, the other 
often taking some spectacu lar therma ls late 
into the afternoon . Harvey is passed 
between us like a hot potato during briefing 
and we plan a task. By the time we are out 
at the launchpoint, he has been feel, had a 
sleep, played and been changed. A number 
of times. Tanya runs with my wingtip and 
I launch into the dustys, the bright red 
thermal sandstorms. I run between sa ltp<Jns 
and farms, lakes and dams. And diamond 
mines. Nine-knot thermals battle with 9kt 
sink. Tanya curls up in the car and reads 
her book. Four hours later the radio calls 
and we do a swap. 

Gliding with Harvey is like being on 
exercise, but despite the extra prepuration, 
high ly rewarding. W ith a combined 40hrs 
fl ying, we have had a terrific South African 
adventure, thanks, in entirety, to Dick and 
his crew and the friends we flew with. \. . 
rstarey~'ncl'comuk. o.uk ~ 
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t 
2,463 km !!!! 
in 14h 20m = 172kph 

Independent self-launch 

Power climb 800fVmin, 

Range over 650 miles, 

or Glide@ 50:1. 

Comfort+Sociability only 
possible side-by-side. 

1-man wing-fold for 
easy ground handling 

150 S10's now delivered 

15 to UK 

For information on new and 
used S 1 O's and how you can 
make spectacular use of your 
valuable time, please contact: 

Mike Jefferyes, 
Tanglewood, 

Fingrith Hall Road, 
Black more, Essex CM4 ORU 
Tei/Autofax: 01277 823066 

MikeJefferyes@ 
STEMME.co.uk 

See also 
www.STEMME.co.uk 

r avionics Ltd 
ATR 600 Transceiver 
Certified to JTSO Standard: No LBA.0.10.911106 JTSO 

• 57mm diameter, 178mm long 
• 1 00 frequency memory with names 
• pilot adjustable squelch 
• voice activated intercom 
• accepts most mics 
• 150 mA standby • 700g weight 

Matching TRT 600 Mode A and S 
transponder available mid-2003 

• Power output to antenna 5w (which is maximum 
permitted) 

The LX 160S is the latest model (Program 
version 3.01) of this affordable high 
performance electronic variometer with final 
glide calculation. Suitable for gliding clubs 
because it is very simple to use while cross 
country pilots will enjoy its extra functions 
when connected to a separate GPS or a 
Colibri. When connected to a Win Pilot it is 
highly capable. 
(Earlier models of LX 160 can be upgraded.) 

UK Price guide £799 incl. VAT 

THE NEW LX 160S electronic variometer 

UK Price guide £699 incl. VAT 

Contact: John Delafield 07850 950349 01865 374125 
E-mail: john@fsd.uk.net or your regular supplier 

!The ideal present for any occasion! 
The Platypus Papers: d:::, , 
Fifty Years of Powerless Pilotage · 

"All soaring pilots should have this book 
on their shelves" - George Moffat 

"Like Schweppes, it fizzes the whole way 
through" - Derek Piggott 

"Don't read it in public unless you are 
willing to make a spectacle of yourself 

laughing out loud" - Dave Allison 
"The funniest book ever written" - Platypus l HOW TO BUY: see Tailfeathers, page 17 

• 
LARGE 
RANGE 

OF SHAPES 
AND SIZES 
AVAILABLE 

• 
EX-STOCK 

• 
Bob Reece 

REMATIC 
School House 

Norton 
Nr Worcester WR5 2PT 

Tei/Fax Worcester 
(01905) 821334 

Mobile Tel: 
0771 4801196 

Sailplane & Gliding 
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Tasman 
Instruments 

V1000 Vario 

• No flask- simple to install 2.25" • Digital audio LCD display with average 
• Digital differentiation for precise response • Variable response speed 

• Inbuilt speaker • Low power consumption • Voltmeter display 
• Repeat display for two seat installation available 

Special introductory price £315.00 inc. VAT from 

SOUTHDOWN AERO SERVICES LTD 
0044 (0) 1256 381359 • 0044 (0) 1256 381816 

E-Mail: info@southdownaero.com • www.tasmaninstruments.com.au 

V Pop-Top Glider Pilots Parachute 
• State of the art in emergency parachutes 
• The Pop-Top. External seated pilotchute providing the fastest possible deployment. 

;HOMAs • Fully encased risers resulting in a snag free parachute container system. 
~ • Steerable parachutes in a range of sizes to suit all sizes of pilots. 
~ • Soft, slim line design for the ultimate in comfort 

• British built, quality assured to BS 5750 
• Reliability, comfort and efficiency when it matters 

THOMAS Sports Equipment Limited 
Lofty's Loft • Pinfold Lane • Bridlington • East Yorkshire • Y016 6XS • Tel: 01262 678299 
www.thomas-sports.com • Fax: 01262 602063 

fly the Vale of York 

• Brilliant site • Tarmac & grass runways • No airspace restrictions • 2 Pawnee tugs • 2 winches 
• 3 x 2 seat training gliders • 3 x single seat • 2 motor gliders for faster glider training • Approved site for 
glider pilot NPPLSLMG • Plenty of caravan and trailer spaces • Full time staff 7 day operation 
• 5 day courses £330 • fixed price to solo £895 (winch & aerotow) 

Rufforth Airfield, York Tel: 01904 738694 www-users.york.ac.ukl-mdc11ygc.htm! 

February - March 2003 

York Gliding 
Centre 

53 

http:www.thomas-sports.com
www.tasmaninstruments.com.au
mailto:info@southdownaero.com


Club focus 

IN 1987 a group of enthusiasts, who set 
about building a winch and flying a syndicate 
T-21, rigged dai ly, brought the Dukeries GC to 
life at Gamston. This routine continued for 
five years, until in 1992 we built our hangar. 

Today Dukeries GC is a small club of about 
40 active members; at least a quarter of those 
have youth on their side, and we have three 
lady pilots. We have our own hangar, a work
shop and a clubroom without bar facilities 
(but the local pubs are good). We concentrate 
on our core activity of gliding and members 
get lots of flying time. 

We promote gliding very actively and have 
probably the best value fixed-price-to-solo 

so~r 

course in the country. (If anyone can beat 
£299 please let us know.) The club has the 
use of a very well-surfaced runway 14-32 and 
we use the grass strip to the west of the 
runway. Predominantly a winch operation, we 
have aerotow permission and occasionally 
have a visiting tug. Pilots who land out at 
Gamston are of course welcome to call in 
their own club's tug for their retrieve. 

The site is superb for thermal generation; 
our annual competition to see who can fly the 
first half-hour of the year seldom goes far 
into February. In winter we share the same 
wave system as Camphill (a wave bar or two 
downwind) and, now that we have aerotow 
available, we intend to exploit this with some 
winter wave weekends. Our fleet is excellent 
for such a small club (see At A Glance). 

We are easy to find, being next to the A1 
just south of Retford. A few miles to the east 
of the airfield is a cluster of power stations 
on the river Trent (yes, more thermal 
sources). Our local 50km milk runs are north 
to Burn and south to Saltby. If you have VOR, 
the Gamston beacon is in the corner of the 
airfield. This does give rise to a fair volume of 
general aviation traffic transiting the beacon, 
so a good lookout is essential. Mike Terry 

Above: Kale Rodham IS congratulated on going solo at 
Gamston by CFI Dave Urpeth. Oukeries GC (left) can 
be located by 1/s position just south of Retford and next 
to the A 1 (to the left of the photograph, below left). 

Aerial photographs by Jon Knight 

At a glance 

Full membersh ip cost: £100 

Launch type and cost: wmch, £4 

Club fleet: K-7, K-8. Sport Vega. Janus 8 

Private gliders: 10 

Instructors: 6, plus 2 Bls 

Types of lift: Thermal. wave from aerotow 

Operates: Weekends and Bank Holidays 

Contact: 
01909 731436 (chairman, John Swannack) 

adele@swannack60. freeserve. co. uk 
01777 704047 (secretary, John Talbot) 

NB: We operate within Gamston Airfield's ATZ. 
Gliders are not permitted to cross the extended 
runway cent reline of the licensed runway 03-21 
below 1500ft. Non-radio gliders please observe 

glider circuit patterns before joining, taking care to 
avoid the power runway if landing on 32. The club 

monitors Gamston radio on 130.475 
53 16.888 N 000 56.834 W 

oll 
/)stable 

• Aerobatic Courses 
• Field Landing & Navigation Courses in a powerful Rotax Falke 

• Winter Ridge Soaring • Winch & Aerotow 
• Full Time Professional Instructor • Well Drained Site 

• Excellent On-Site Catering Facilities 

PHO 
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u 
news 

Bath, Wilts & North Dorset (The Park) 
O UR annual buffet dinr1Pr and pri zegiving was held in 
November and as usual .tdmirably C<ltercd for in-house 

by Sue Cutler and )an m ith (our v<'rsatile ecr~tary). 

The Keevil cup wa~ awdfded to M ike Thorne. who, in 
amassing more points than anyone else, flew his fi rst 

500krn in July and completed two mon? SOOkms in the 
n xt iortnight. The Gord n Me.1ling trophy ior the 

greatest ontribution to the c lub was awarded to Dave 

Park , who spen t many hours on the fi Id helping w ith 
cours s , nd Friday t'Vt'ning fl ying. Through the w inter 
we are fl ying on the 'OOd d<Jys and running lectures; 

rebuilding th~ Bocian trailer to accommodate the 
l'uch:tcz; rep<1 iring the winch tracks, and so on. Our 

ma intenJnce team is working on a s cond Astir. 
joy lynch 

Black Mountains (Talgarth) 
THANKS to Kei th Richards' splendid refurbishment of 
Kilo One Three, we now have a matching p.1ir oi blue 

K-1 3~. Congratulations to Mike odd on going solo. 

Rem mb r o ur .JvcrcJgt' flight times ore over an hour, 
S(J there is no re(lson tn bQCome uncurrent over tht;! 
winl ~r. The iinill touches .:.1re being OJpplied to our new 

clubhou.e- the hot water ~upply and showers M t! a 
w I omf' addi tton - many thJnks to the team led by 

John Horley. G iven !he growth oi the l,1st two year , wt> 
wi ll have iu ll -tim ~taff throughout thP summer, tart ing 

in May. Expeditions and courses wi ll b very w elcome. 
John Clark 

Please send entries to helen@sandg.dircon.co.uk or 
Helen Evans. 7 Ollney Road, Minchinhampton, Stroud 
GL6 98X to arrive by February 11 for the next issue 
(April15 and June 10 for the following two) 

For de 

Mike Thorne of Bath, Wilts and North Dorset GC 
receives the Keevil Club Trophy from Bob Hitchin 

Booker (Wycombe Air Park) 
DESPITE the m isemhlc W(' aiher w e have anoth r two 

i irst solos to report. those (>f Rolt Kern and Andy 

Cobb~tt. bringing the recent to!,tl to at least 2 The 
>)'Stem of instructor alloc,1tionipupil booking is being 

further improved for the new season, whilst b tter value 

(lower pric . more fl ying) is o ficr(•d on tlw intensive 
ourses, together wt th a fo llow-on course after solo. 

New chairman Bruce ooper is <~l r dy making h is 

mark with several hanges .wd improvements. On0 of 
th e is the return oi Dave Watt, taking over organising 

the tugging from Guy Sutherland. Welcome ba ·k to 
Dave and thanks to Guy. Substantial groundwork is 
already underway to improve the airfie ld surface. as 
w ell as the <JCress tracks, larg ·ly iunded by the ai rii ('kl 
f11,1 n,1gcment. Our new K-21 ha::.- Jrriv(;!c/ from 
Schlt>ichcrs, and we w ill have live tugs, inc luding 
two Pawnee.s. Plans <1re w ell under w .1y for our t\.VO 

spring expedit ions, to laca and Shobdon; <ls well ,JS 

our two-class regionals and the 15-Metrc Nationals. 
Roger Neal 

Borders (Milfield) 
WORK hils ' tarted on the private hangar project, but got 
oif to <1 slow st"Jrt due Lo terrible weather. We have 

acquired a l'irat as part of the grant application, which 
pilots under the age of 25 wil l be ahlo to fl y fr . oi 

ch~rg<', although tlw y w ill ti ll have to p.1y ior tow . We 
hope it w ill help to n ourage rnor young pE'l>plc to fly 
w ith us. George Hall has rom1 leted his Basic Instructo r 
coursl'. Geore:e Brown, our .ecretary, hi1s decided to 

give up instructing a iter 27 y ws, but st ill int0nds to 
k<~ep on tu!\ging. 1\ big tl1.1nks for dll his hard work. 
Bob Cassidy 

MARCH 

th wonderful expenence of Southern Spatn, go o 

www.soaringclub.com 
or telephone +34 667 554 102 

February - March 2003 

Jack Clark and Pat Rowel! cutting the twin celebratory 
cakes for Cleve/ands GC's 50th anniversary 

Bowland Forest (Chipping) 
WELL, here wt' arc in December and the weather and 

the l ield have both held out for u to keep on ily ing! 

11 m.1kes up ior the poor stort to the ye.1r. Six of our 
in tructors are attending a course, giv n by Bob Petli fer, 
on becoming Full rated. Work on the r iurbishment oi 

thP g nts toile , nd the centr,JI he..lling system i w 11 
under wily. Our Christmas party was well attended, 
and very mu(:h nj y cl b) il ll. on ratuiJtions to tlw 
iollowing, wh w er aw arded trophies ill thr recent 

AGM: A League (experienced pilots!, Gcoff Bailey; 

B Leagut• ( <1 rl y solo), l lenry tott; Honbcn Triangle, 
Brian l omas; ro !rCountr}' Trophy, Geoff Bailey; 
Pro •rcss 1n Early Solo. t\my Barsby; Enthusiasm. 

)adge Singh; ~nd, iin<1lly, Services to tlw Club, 
Frank G ill . 
Eileen Littler 

Bristol & Gloucestershire (Nympsfield) 
W E h.w hJd J spate oi new members rcc"Cntly. The 
mdin chang~5 ~~ th A JM w ere" new secret. ry 
(Bob W il l iamson) and increased . ubs in line wi th 
infl .11 ion. The club history group has uncovered a 
mass of materia l ready to put it on the website dt 

www.bgg .co.uk "V· ntu.JIIy. Bangers arc a big problem 
for the club as they arc digging up the ai rfield. D FRf\ 

is being approa h~::d for ctm1pcns.1tion as th<•y do not 

al low the obvious elution ! Control methods are being 
consider 'd too. The dinner-donee i> on March I at the 
G<.•orgc, Froc ter Instructor Dilnny Gnldsworthy is 

leading d l1 1115p('Ctors' course for nine members and 

they are I arn ing by r n vating ,. K-8. We ar hosting 
th ' Junior atinnals, s get your entrieo in! 

Bernard Smyth 

.J00-51 

>Group Membership Rates 

:J Only lOOk m from Alicante 
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Club news 
~ Burn (Burn) 

WE MC sti ll watching d>wlopnwnts in Europe, which 
will inllucnce our iuturc location. i'\oth ing new yet. A 
forum to discuss our future was h Id in November .;~nd 
" tedm vol unte~·red to seck out alternative sites. In tlw 
meanwhile our launch rate remained hea lthy until the 
rains came in November. We have reduced the cost oi 
aerotows in duh gliders to our members and this is 

keeping the tug busy. Two mor~· 1 f>·Yeur-olds going solo 
Jre Ad;1m Wulker and Raymond M Learnon; both ure 
dc; ing very \WII. Our visitor progr<Jmmc at weekends is 
iully book d until the end oi August next year. Ju~t 
<;hnws what reople ar. look in!:\ ior these days. 
John Stirk 

Cairngorm (Feshlebridge) 
HERE we MP back in C oi A sedSOn again: our sincere 
th.1nks go out to N ick Norm.1n and Ray Lambert, our 
two overworked in;pectors. Some members (inc luding 
me) dl'<' planning tr ips to th ·land oi the kangaroo !I'll 
tell you wh,ll it was like). Don't iorgct to include our 
"Mayirst" in your new yeo1r diJry (many .!OOkms up for 
11mb ). Check out deldl ls on www.gliding.org or phone 
the club on 0 1540 o51317. 
Uuis Fiorentini 

Cambridge (Gransden Lodge) 
IT ha> l<lincd rcxently . .-\ lot. o ther<• h"n't be~·n much 
flyn1 • ,,t Gransd n. But that ha m ant an opportunity 
to Lnckle some of those uninspiring job · around the 
ILJu Denwll hing J <.l i>U!>Ctl cardvan or two can be a 

•redt way lo relieve the tension brought on b not b lng 
able to ily. B ' hind tht• cenes, the power>-that-bc are 
prepJring new icl~as for next SCdSon tu enhance the 
~tandard oi training we o fer. \V ~ t~ re lryirP out d new 
S)•S tc.m oi annual checks consi>ting of a day of refr sher 
trdin~ng adaptdble to the individu,d pilot's needs. This 
should benciit pupils and mstructors alike. We are also 
encour;~ging Instruc-tors tu fly mutually to keep in 
pr.1ctice with those less irequt•ntly-t<lllght exNcises. 
lt"s not the same JS the rea l thing, but it's,, lot better 
th.1n lw ing nskc·d to teach snmething you've lorgottl'n 
how to do )'oursdi. Once we find our o~ i rfield under thP 
mud we can put it <111 into prJ tice. 
Gavin Deane 

Clevelands (Dishforth) 
THE wave '""son got off to a good start with Gold 
height cbim> ior two visit ing Nottingham University 
rilots irom Syerston. Since then, the weather seems to 
hav • b <;"n uninspiring dank fug ,md wetnes , mnstly 
clearing on Sunday afternoon>. On the weekend of 
December 7-0, AI Fox managed to l.1st one and a half 
days oi mispr,1blc condition; w ithout losing the wi ll to 
live, i'lnd \.Vas- rt!w.lrd ~cl with an unexpt!cted clet1r,1n (', 
and a climb to 11 ,500ft. Ever optimistic, at the time 
of w ri ting w e ~vverc.;.• looking forward to our lrfldi tional 

two-week winter wave camr. The hif\hlight oi 
Novemhl.'r had to bf' CGC's "Oth unniversary pMty, held 
in true splendid GSA style at a loc,1 l hostelry. Eighty-two 
members past <llld pre;ent attended. Two of our longest
established, Pat Rowell and Jack Clark, 
cut the twin Lelebratory cakes (5ee previou_ pdgei, 
and the party carri"d on into the night. Thanks to Andi 
Causer for orgJnising (1n excellent evening. 
Polly Whitehead 

Cotswold (Aston Down) 
THE club made 1wo excursions to Portmoak thb 
autumn. The first was blessed w ith good weatht"r and 
iun in the Scott ish waw. On the st"cond, we were 
becalmed and there was on I)' a litt le ilying, but a good 
deal oi line " "ling. One oi our p ilo ts had a close shave 
when h • span his ;yndicate K-6 into th <1 hi llside but 
was miraculously unharmed. Novcmb 'r the 5th came a 
little eJrl)• JS we disposed oi the wreckage. Another 
pilot, Pilul Gray, completed his Cross-Country 
Endorsement. \to.le now h.we ,, splendid syndicated Duo 
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"Let's get out of here before the traffic warden spots 
us!" is photographer Phi/ Morrison's suggestion to cap
tion Devon & Somerset members in Exeter 

Discus on site· th.11 featured in the gliding gallery ui the 
ldst S&C. Work continue to improv the exterior oi our 
clubhouse and we Qre busy reorgan1s!11g our Cdf<l un 
p.uking area with mor ·de tric: ity supplies. The weather 
pr v ntPd mu h ilying in overnber but we look 
forwurd to the dinncr-danc in Fehruary. 
Frank Birlison 

Cranwell (Cranwell) 
BY and IMge. a damp and foggy end to the year. 
However, we have flown on every conceivable 
oc asion and managed a round oi instructor and pilot 
periodic he k fl ight . Poor conditions for flying h<Jve 
a is ensured that glider, hangar <1nd MT maintcnan • 
have received much attention while The Managemen t 
has used the time to review our whole operation with a 
view to lm•aking out of the current epidemic of SAD 
!Seasonal t\viatiun Disorder) in fine iettlc. Members 
have been training in th(' use oi a computerised logging 
system in antic ipation <) i going live in the New Year. The 
club held its Christmas dinner on D •c mber 7. 
Paul Skiera 

Dartmoor Gliding Society (Brentor) 
WEATHER h~ restricted flying since the last report with 
on ly one or two clo~ys of SOMing. Aft Y all the work done 
on it recently our moorland site has held up surprising! 
well, but our sky ha~ not. Most of us hav(• managed to 
slily current and there have been some check. ior our 
Bronz, ·group but life has be n nearly di l ci rcuits and 
bumps. t\ dedi cat d grour has hee.n reiurbishing the 
clubhouse, outside and in. l'romot iun oi the club has 
continued by giving out leJflets and iniormation ~nd 
sel ling vouchers in the local indoor market. 
Phil Brett 

Deeside (Aboyne) 
THE ,lnnuJI dinner was held on November .30 and was 
th<" usual riotou.s event with missiles oi various kinds 
being flight-testt·d. Jack Stephen wa lked dway with a 
number of trorhies but Lyn Ferguson-Dalling won the 
Lord Astor of Hever Trophy (()r best height gain . The CFI 
awarded three trophies: adv,1nced to Steve Thompson, 
intermediate to Andrew Erldie and the beginner's to 
Q Lewis. We look forward to 2003 and welcoming peo
rle to Deeside ior a new gliding season. 13ookings ior 
the wave season and the 6th UK Mountain Soil ring 
Championship tSeptember 7-13> are under way. 
Sue Heard 

Denbigh (Denbigh) 
ON September 2, Rod W itter thought he saw a weather 
opportunity ior a UK rrcmd attemrt (400km in th<" 
20-metre class) so set oii in his 1 8-metre Ventus. having 
deciMcd Enstone-Shobdon. He compiL'ted the task at 
99km/h - app;Hently a new record. Sadly, a icw days 
later he discovered that Mike )ordy had achieved 

1 OS km/h. Wel l done to Mike, and to Rod for whdt we 
think is the fi rst 400km out ni North \<Vales. The recent 
\·vet wcJlher ha not stopped operations. The resurfaced 
retrieve track and improvements ill the liJunchpoints 
hilve resulted in greater eit'iciency and more ilying- no 
more mud! Easterly and westerly wind> brought wave 
over the site and good cl imbs. Well done Lo Ouve 
Catherwood on his ii rst Bronze leg. 
Brian Alien 

Devon & Somerset (North Hill) 
AT the 1\G,\<1, held in the re~cntly-decorated club room, 
the major mover oi this reiurhishm •nt, tan Ancler~on , 

was rew~rdt•d by the membership by being elelletl 
chairman; gl ider pilots are~ merciless lot! Retiring 
cho~irman Chris 11cide hnd his pleas ior rnercy 
dism1ssed in o similar mHnn r, after rash pr<'·election 
rnet orolo •ical prornlse> h~d come to naught. !\, a findl 
insult, a ter all his e forts on behalf oi the d ub ov r the 
l a~ I iew years, h(' was awarded the Will O ld Bird 
Ttophyl Other award winnl!I'S inliuded Simon M in on 
(Club Ladder), John Pur ey (he1ght ga111 and b 'St lli •ht 
in wooden glider), Ran Johns (longest two- eater fl ight, 
w ith .rah~m Lobb, and best compc•tition re!.ult, w ith 
Mal col m Chant), and .!arc Alston !best improver). John 
~ugb e is congratulatc.d on completing his Diamond 
Hadge with u SOOkm flight from Fuentemi lanos in "pain 
and Puul ..1rpente.r on his Assistant Instructor rutmg. Th 
club is in good hap largely clue to the hard work of 
several members .1nd agcrly awaits the new eason, 
with the promise of a new K-21 in the late spnng. 
Phil Morrison 

Dukeries (Gamston) 
OCTO BER saw our annual trip to Portmoak. W 
enjoyed the hospitality but not the poor weather. Our 
club attracted the sort of attention we do not want w ith 
d visit to our trail t>r park by thieve> who coil ted spare 
wheels and so on, having broken into ;everal trai lers. 
Thi s unfortunatc.ly was on ly a curtain raiser forth main 
event when our hang.1r and clubroom were broken Into 
w ith items stolen ranging irom weldin~ kit to a tow-out 
vehicle• from thC' hangar and the electrical goods i rom 
the c:lubr om. I· e hdv now signiiiCJJ ntly improved 
security with more changes to be made. On th ood 
side Kat Rodham achi8vcd solo st«tus. Kale is th~ fi rst 
oi our £300-to-solo fixed-pri c students to go solo. 
Slw is only the ccond lady pilot \\ho has trained tu 
solo at the c lub, we look rnrward to many more. 
Mike Terry 

Essex (North Weald/Ridgewell) 
CONGKATULATIONS and well done to Bob Ca sels, 
our membership secretary, on his Bl rating. Hugh 
Maddams, on giving a trinl lesson to a lady terri fied of 
heights. who was b0ing sponsorec1 by a cancer charity, 
was disconcertc•d to see her cross herself during "up 
sla<.:k" (he thought only the CFI did that on his annual 
check!). She thoroughly enjoyed a rJre thermit October 
ilight to J,500ft at our Ridgewell site. Her iriend also 
flew and Hugh, generous to a fault, donated her launch 
fee to charity. Martin Jewel I had a very successful trip to 
Aboyne <1chieving 9,500ft oii J J.OOOft aerotow on his 
i irst solo fl ight in tlw Deeside club's Junior, and a 
couple of days later 12,800it wi th Peter Gill in J 

Duo Discus. \1\lhat a start to the w inter! Clubhouse 
activities inc luded a very enjoyable qui evening, 
organised by DCFI Dave Hertzb 'rg; a iurthl'r extremely 
good talk on meteorology bv our own Georgc Booth; 
and a highly informative and amusing talk by Peter 
Burling about his other set of w ings as a beekc'Cpcr and 
the things they get up to (the bees, that is). A big tiMnk 
you to Dian,, King and )on Hall, who came all the way 
from Chester to give us a very worthwhile presentation 
on the work ings of the 13GA concerning its help and 
aims, especially in regard to enhancing communi a
tions between clubs and pilots. The evening ended in a 
good interaclive and fruit ful d i~cussion with DianJ and 
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Ion about our onc(•rns. ur thank> go to all involved 

in 111c1king tht'5f' evenings ~urh SU< u:.·~o;. 

Peter Perry 

Fenland (RAF Marham) 
IT'S been a long time ; ime ther was ,lily ne' s from 
Fenl<1nd so there:, ,, lot to f1t in, Last ycur saw the 

untimoly deaths o f AI R~fl:1n and Alan May. Both 

extrcmdy experien ed ann both .tr reatly mlsse I I c 
ouituanes, p60l. 1\ chievements-w ise, Peter ~tafiord
AIIan flt•w ~ 500km ano GOOkms on sub equent 
w, •kentb. I' te H,Jrris, M.Ht in Bav rstock and D.1ve 

Wren all t:ompleted Uronze. ' ' contil1f\Cnt of the lub·s 
fin 1 wPnt to Portmoak, wlwre Hdvt•r and lly 
Chubhock both ~·xploit d the ridf\e to compl te their 
f1ve hours. O ily, who h.ul previously gained hi~ SiiVl'r 

heigh joins tho Rf\ F in fehrunry and w • wish him l'<o!IJ 

(• posting w MJrham would b.., nice, lly l Or do you 
want to •et away from 1orlo lk?l Don Johnswn , who 

g.t ined verybod ' r spect at Porlmt)dk w ith hi kecn
n s lrl gE•t cvl!rybody ur Jnd redd ' 111 the s orch 1or 
th.ll elu ivc wav-, completed hi l lld Jnd .1lso ,, 
D iamond goal. llm Edmund b .tme ,, Basic Instructor 

;md continues to g v sterl i ng suppo rt 10 the c lub. 
Aclrian Bramw ell has gone solo, r\ t I ·t y<w' s lnter-

' er i e . Fl D el L •v, P~td \ Lean ,Jf,cJ !'et •r St~iford

AIIan all iinished in the top ten . On day two ol that 

m mp, Del beat th > other two ·pew merchants w ith 

flaps .1nd big wing in his Disc:u>, ably a si t !<I by l1 i> 
r •w, me. I also l1n1shecl ilver 1 1th .1 SOkm irom 

Bicester to Lasham in a K-18, and celebrated that w ith ,, 

one-man <>xp I to Tuscon, Ari zona. Clouctba; c o f about 
'I,OOOft was " the lowest for a w hile'' said a lo al man. 
Graham French 

Four Counties (Syerston) 
NOVE.'v\BER'S ;\C'v\ W<J~ wel l , ttended, with trophies 

dl·varcled .JS fo llows: lnstruL·tor O f Th Year, 'lige 
Rmdman; Pilots Trophy, Peter Davcy; 1-1 ughes Trophy, 

Mike H ow.trd; -haron Morg.w Trophy, arlos-lngmm 
Luck; CFI's Trophy. Hryan lJ I mer; M erriman Trophy, 

Leigh t-lood; Un1versity Trophy, Andy Ldngton; Shirley 
Trophy, Tom Newham; orgE' ee Trophy, John \<Vilton; 

dncl Baldwin Trophy, Davfd Bromley. Ancly tv\ason wa5 
gr;:mtcd life membership in recognllion ol hi' hard work 

as deputy Lhairman, Fl, fdll guy and now oup dragt>n. 
The club has had a gt)ocl year with m;:my notable 

achievem n <, including Tom ewham's thr •-in-one 
fli ght for his Si lver BJdge. w~ can .tlso look forward to 

finding a n·placrm nt for our lost LS8, and so we start 
the New Yc.1r on a positive note undc:r the leadership o f 
Paul r\rmstrong, w ho h,~; takL•n over a Fl. 

Sue Armstrong 

Fulmar (Easterton) 
WE have bcPn washed out up here i r nearly six weeks 
nm I However, Rick and I did m;magP DiJmond h••ight 

-limb - almost overhead the site on a supNb day in 
August. We have the loan of a Janus from Hannerdown 
fu r thl! winter, w hich provides us with a higher 

performance aircuft for cross-country training. W hope 

lOgo flyi ng agd in soon, if it ever stops raining. 
If on I)' we could decamp to Oz for the winter! 
Mark Brown 

Highland (Easterton) 
CHRISTM1\S i1 torn in' as I wri te, and we ~I Highlilnd 

ar ·· no t hoping for a w hite one: "'"' Me not even singi n!j 
for two lront l!'eth. W e dH' just hoping to do some 

flying - w e h.1v' had an unbelit>vilhlf' run of bad 
weJther lOur weekends in J row- no flying dut\ to rain. 

The strip looks good, thanks '" Tony Butler, w ho wi l l 
o ften be found digging it up to put another bi t of 

d rai nage in. So if you " '"nt a good-looking grass strip 
like ours recruit <1 Cl' i red l.trmer! Congr.llulations go to 
l'et~r Good! •11 w, who when we were flying got hts 
two-hour il1 •ht in. 

Roy Scolhern 

February - March 2003 

Reiner Dohmen and Simon Duerden ready for 
Kondor's first launch, in K-73 JLE (Jochen Ewald) 

Imperial College (Lasham) 
IN recent WPf•ks, wC'nthc.r hl1s bt•cn so Uat.lth,1t mJny oi 
us h<lV<: forgotten wh,tt <> liding is ... Perhaps it\ payback 
timP fur that great c:tobt:r! I lowcvt·r, it hasn't stopped 

Ewan Croshie and Jami D >nton cnnv~Crting m to th · 

D iScus .1nd mo getting my BronzP and ross-Country 
Endorsement. By the time yuu read this. our fie t should 

b ready for th dpproarh ing so.1ring Sl!a.lon. M any 

thanks to Afandi Darlington and Rob Wil lidms for thei r 
help with the annu.1J C of 1\ work. In ,1ddition, the 

ASW 24 has been full y l'egd lcd and both >ingle seaters 
have final ly received the 1.-Nr\V~ we orclcrccl l.1st year. 
Also, many thank_ to Andy Holmes and all those w ho 

JwlpPd orgilnise our Christm.1s tour to the Long Myncl. 
Alan Bamford 

Kent (Challock) 
WE have ju t !Jkcn delivery of our i i rst K-2 1 and look 
forward to flying it onct> thl' instrumPnlation is fin i hed. 

Congratu lations to Chris Luton on goin ing his AssistJnt 
Instructor ra ting .1nd to Na!.tl ie lldrmcr, one of our 

junior nwmbers, w ho recently went solo. Natalie then 
iollowccl this succe ·s by pa'5ing tlw Bron1c theory 

exam tlw next w"ekend, along wi th all the other 
mcrnl1l-'fS on the coursf•. ThC;• w e,1ther in thP PrlSt has 
been inclement to say the I ··<~ St , but this has been 
compen><Hed for by ucccssful soci,li !unctions. Further 
evl'nts, soci.;1l and educationa l, are planned . 

Caroline Whitbread 

Kestrel (RAF Odiham) 
CONGRi\TU L1\TIONS to Rory BJte, w ho hJs solocd. 

October"''" a good month hut poor weathl•r and a 
wa terl ogged airfield meant we on I\' had two w ··ekcnd 
fly ing days in 1\JovE>mber. We rompletecl <~nd-of-season 

maintenance on the Bcssonneau tt>nl hangar, which wi ll 
ee it through thP w inter month>. Th.1nks to f\maury 

d'Otreppe ior al l h is work ov ·r the past two yeJrs 
kPeping the glider · s rviceable dS airuaft member. He 

hands over to Bcrnd Verneulen, who has m,J.de a start 
on the w inter C of A programme. Sylvi.1 Sco\1 w i ll again 

run the post-Christmas party extrav.1ganza. 
Simon Boyden 

Kondor GC (Bruggen) 
PHOEN IX, the iormer Rr\FGS1\ club at BrUggen, has 
risen agJin .1s Kondor GC. offering a new home to all 

British forces glider pilots in Germany. 1\fter Phoenix 
GC went in autumn 2001, when the RAr ret ired from 

13ruggen-Eimpt, its last German bJse, remaining mem
bers ioined the civ i l German BrUggen Aeroclub . In 
2002 this club, which had added Phoenix to its name, 
opera!ed mainly at Norvcnich German Air ForcE< Ba.se 

in1any thanks to the lleini Dittmar GC for giving us our 
t mporary homl'l. t\fter de.t linf\ w ith lots oi hure<>ucracy, 
a new .'\rmy Gliding i\sso iation club lwgan operating 

Jt BrUggen on November 30, 2002, wi th Reint·r 

Doh men ,md tlw nl'W Kondur GC CF1, Simon D uerclen. 

b unching in the K-1 J )LE r ntly bought (rom 
RAFGSA Bicc·ster. The club also has access to J K-7, 
K-8 Jnd B-5 as w 11 as J two-rlrum w inch ;md ground 

equipment and Jntic iJl <tles h,wing a motorglider ;111d ,111 

f\G1\ K-2 1 soon . 1\ big t h~nk you to all who made this 

new c lub possibl ~. includin • Rt'iner, Simon and Thomas 
Srhmitlt. l"ew British Serv ic~ nwmber~ are join ing .Jnd 

if you would J i k<~ to b one of them email simon.c/u >r

rit'n @Jamsl. com '" s imnnr/~11onetelnet.n l 
Jochen Ewald 

Lasham Gliding Society (Lasham) 
AL·\ N PurnPII stilrted gliding in I 'l56. l-Ie hclS flown 

10,000 hours in gliders, .wd 1 ~0 cross-countries nf 
mort' th.1n "OOkm. He must h,we bePn born w ith w ing>. 
Congrcllul~lion s, !\Jan. Following the purch.1se of !he 

Jirfield, p lans are being m,Kie to improve !he ~it '. 

Surplus buildings within thl· pt•ritrack on the ~ou h side 
of t h~ i i<•lrl wil l be rc•movc~d. The Pntire ar >a of the 

.w nt!ld will bt> m.1de ti t for fly ing all \'(W round. Th i. 
w ill involw lmprnvenPnls to th 'drainage. The surfdco 

of the medium and short runw,lyS will be improved to 
m<~ke !hem lull w.,tble for fl y ing. I.Junchpoint .1reas 
w ill be improwd on thDe runway · lew il<lng.lfs wi ll 

b huilt at the north-west end of the f1eld and !he 

caruvan site extended, if tlwrc i' suffir::i L•ni cl •rn;111rl . 
An ext iting develupnP nt of the clubhouS€ i proposed. 
A second storey will be built on columns above the 

x isUng bui ld ing. 

Tony Segal 

London (Dunstable) 
W E hank Keith Downl1am ior 30 Yl'.lfS a a d oKiicated 

retary dnd welconP Mark Peters as the new boy. 
Annt.a l dinner <1w~rd.s went to Bnb Brimlield (best flight 

in ,1 c lub gl ideri; John I ffries !hest flight in a two
seaterj; P~ t r i ck G r~-er ibest a!J in itio); 1\nriy M.1)' !most 

prom i>ing young pilot); Simon Cattle (best ilver); Ed 
johnston (mo t merito riuu> i l ight from lub); Laurie 

Woorlage (gl ider construction); Jnd Guy orbeVAndy 
<'v\ay (hest out and return). Congratu lotions to Robin 

1\<\.1y, winnt'r olthe Open Nationals. Winter social 
even ings have started w i th ·nw Full C.1t Challenge qui z 

and fish and chip suppL'r w hich proved popular with 
tht> bar doing good business. Fly ing and hill soaring is 

continuing dai ly Jftcr the r-.·ovemiK•r ra ins- provided 
the weather is kind. Spring trips to Cerclanya, 'pain, are 
lil li ng ,md Shobdon is over subscribed. Thanks Talgarth, 

for providing some good thNmic days clurin~ our 

<tutumn trip, w hm Olll' glider rt•.tched the west coJsl 
and h.1ck. Memories dn not facia - Ted Hul l recent ly 

met up with a former member o f (,B years ago, 80-yeur
o ld Rol f Pasold, now Jivi ng in Swit7PrJ ,, nd, to tl'il h is 

t.1les. \ •\le pn sour condo lences to thf' lamily o f Ann 
\•Vclch, who died In December ;md who was il promi

nent member during the 1930s iscc• pagc• 12). 

Geoff Moore 

Mendip (Halesland) 
CONGRATU l f\TI0 1 S to Daryl Mdnsbriclge. our new 

t\ssistant Instructor. The birds are flocking to our trail , r 
pMk: the two Kestrels and the Swallow h, ve now been 
joined by an F.agle. Following the th 11 oi our tractors 

lW acquired <1 Litnd Rover, w hich had spent it· li it:' in a 
qu.trry and was described .)~ "blown up". Our lost 

caus pccia li;t> got it up and running and we now 
havt• .1 scrviccJblr cabl(• retrieve whicl • Part icu l.1r 

mc.ntion must go t<1 Joe Acreman, who put in many 
hours of work cJ . p itc not being tu l ly recovered 

from hi seriou~ act.:id0nt. There is eJger antic ip<1tion 
of th arriv~l of the new motorgliclcr, C -KWAK. lt has 

already been flown to th is country and is goi n~ through 
the registr,uion lormill it ies. C-1\\<VAK wi ll h,w a 

du k motif on the fin (obviously) ,lnd it> aerotow 
c<tpilb i lity has the members alrPady forming an ordt'fly 

queue. We hope to have it at Halesl.1nd eMiy in the 
Ne\\; Year. 

Keith Simmons ,_ 
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Ideal Gilding Club 
PC-Manager Integrated anagement System 

Directory - Membership - Flyins Accounts - Accounting - Correspondence - Flight Costs 
Flight Log (Gliders, Motorgliders and Tugs) - Aircraft Maintenance - Course Manasement 

eMall • Point or Sale - Stock Control • Flight Currency • Flight 8ook1nss - Remote Enquiries 
Medical and Documents Currency - VAT - Launch Point - Network Capability • Fully Customisable 

Duty Rota • Comprehensive set or Enquiries, Reports and Statistics 

Adopted by one of the largest gliding clubs In Europe 

Entirely modular. Implement only what you need. Upgrade when necessary. 

Contact us on (0161 ) 486 11 n / 482 8348 or v is 1 www.IDEALmicrosptems.com 

Club news 
Midland (The Long Mynd) 
h Novemb<'r, 1 OOmph winds hit tlw Mynd. Even the 
badger> oared. The w int 'r routine is well estab lished 
with big internal improvements <1nd t1 tarmacing 
programme ior the main dpron. Two of our K-21 s ~rE' 
fo lio\- ing their brother to Poland for ompl te reiurbi. h
ment, ready to prove themselves in our single-type com
p tit ion n xt summPr. W 're quilt' exci ted about thi s. 
IS e our ad for details). The ad1ievements o( our young 
compl'titiun pilots have caused slirrings amongst the 60-
yedr-o ith. Co l in Knox (winchmaslerl has iramc,d his 
winter iu ~ 1 al lowance anrl Chr is "1igger'' Harri s 
(ex-CFI) has got marril'd Jgain, mutter ing that it's the 
onl y way to go. The tributes to Alison Rowson have 
be n movtng and poignant. AI her funera l, brothl'r-in 
law Phi! Kinf\ quoted irum one oi her pi !!ces written or 
th club newsletter about wh,,t the o'vtynd m nt to h r. 
11 is surely appropoate to quote th t here: "The Mynd 
me ns solitude, w hen perhaps the ·loud i5 down on th ' 
hill , or it 's covered in snow and th rear v r1• re, peo
ple about, justlh skybrks, tlw lapwmgs, th swallows 
and the curlews which I learnt tu recognise when I was 
very young. Or fi ne evenings, wl n ,limosl everyone 
else has gone home, or early in lh morning with the 
sound irom th valley - or sil enc - just the smell of the 
Mynd, whi h is unmistakab le" . 
Roland Bailey 

Needwood Forest (Cross Hayes) 
THE poor I· cat her in November and December mean t 
there was littlt• opportunity ior ilying, but our winter 
activity programme kept us all busy. Dave Sal mon a nd 
Keith MJnsc.ll vi sited us ilS part oi the BGA club vi 11 
programm anrl free-fall parachuti st Dave M rris gave 
an animated ta lk on parachutes. \• e have a full ,1nd 
va ried programmc oi events including talks, visits and 
Bronze lectures Jnd wl' hope Pete and Adriana' · 
popular suppl·rs wi ll be a re •ular socia l ev<;nt. Visit 
www.GoGiiding.co.uk for cJet,,i ls of w hJt's happen in~. 
Va l Roberls 

Nene Valley (Upwood) 
FLY \ 1C continu-·s despi te the rui n and tunding water, 

ow i. the time of year for ma inten<1nce ,in cl the site 
will bf' closed at weekends during January. Garry 
Meech, site manager, h.os a programme prepared that 
will result in ibe site being smartened up and the 
compound being extended to accommod,ll , our 
ever-grow ing number of pri va te trai l •rs. Over 50 per 
cent of active members now own at lt~ast a share in a 
glider. Pi'tl' Seymour and llarry Meech h;1ve ju5t sl<Jrted 
basic instructor 11a ining. Th0 new cornmiltet• hJ$ just 

Oxfordshire Sportflying Club 
The Premier 

Motor-gliding School 
* lntens1ve Courses, or by the hour for 

Naltonal PPL SLMG & TMG PPL 

* Bronze C Cross Country Endorsement 
and field landing checks 

* Convert your Bronze/Silver badge to an 
NPPLSLMG 

* Ab initao tramang 

* Trial lessons 

* Lessons from £58 

For details call on 01608 677208 
Open seven days a week 

www.enstoneaerodrome.co.uk 
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t<tkc-n o ffice, ,111d 200J h •t kons. During 2002 we had a 
number o f v isitors from JS f.1r away as Scotland. Wt• 
hope to see mon · next yc•.tr. 

Stephen Flowitt-Hill 

Norfolk (Tibenham) 
TH E vouth flying st•ssions held t the t'tH I o f l.lSI yeur 

w ere very wel l suppo rted w ith 65 young peop le rrom 
uniformed .1nd spo rts clubs pJrticip.lling. adet Adam 

Chapm;111 h~s become the first of his group to graduate 
to gl .. tss si nglc--sc-.ller~ with c1 fl ight in the Astir . G iven 
the incredsing pfforts till' dub is making to ,JIIract and 
involve m,1ny rnorv young p<-•opiP, w t• hew) df(irmt-d our 

con1mitment 10 the Noriolk Child Prott•ction 
ommillee's po licy concern in~) "Safer Activ i ties io r 

Fveryunc" in volunt<try sport .1nd youth work . M any 

c-ongratu lations to Mdlt Cook, w ho has been selected for 

the Hritish Tt'Jill in the ILib CIJ,;s of lht• 2003 junior 
W orld Championships .1nd lt1 l<ost: Goodwin dnd Ann 

l'iarper, who have sn loecl . W e arc running a wide range 

ui coursP~ this year, rtmging from ah initio and post·solo 
training to cross-country ,tnd acrobatics. Tht• 1.1ke ur 
looks promising but outside Co!nquir ies Me w elcome. The 

futurt' of tht• club was wry high on the agenciJ at the 
w o> ll -il ttencled O pen Forum at the end of 'ovember. 

M embers w cere updated on the committel•'s current and 
longer-term th inking. and, mtl>l importantly, given the 
oppo rtunity to have J say on a w ide range of is:;ues. 

ThPsc included the developmont o f hangMage, d ub

hous0 fJ ·i li ti .m d use o f tho Ji rfield Plans Jrc .tlready 
in hanu to cel >brate 100 yedr$ o f heavier-than-Jtr fl ight 

on W edn day Decem ber 17, w ith fl y ing on tht• day to 
mark the oc dSion and p •c idl even IS throughout the 

year. O ur tugmastcr o l in H aymes is standing down 
w ith our thanks (or h is h~rd work. H e w il l be succeeded 
by )im Law n, whom we w ish wel l in his new rol11. 

Alan Harber 

Northumbria (Currock Hill) 
WE h11ve hJd only hmited fl ying o f late on account oi 

the w eathN, a w aterlogged field ;]ne!, ,tlas, the In , o f 

the tug on N ovember < Th Puw nee was on thC' r l lot' 
f irst conv t>IOn il tght to lyp • The air rait was land cl on 
the aerotow ·trip in no-w inu cond itions and iailed to 

stop on a failed go-round, until i t "''" arrest •d .tnd 
overturned by the western bouncJJry lcnce. The pilot 
wa unhurt. Repair or w r ite oii? This has not yet bcc.n 
d c ided . Fr.mk M cLoughlin has so lo cl on w inch and 

acrotow fter doing it i i rst at I Ius Bus. Furthermore, he 

:111d h is team h~vc renewed the hJngar ring main, 
a <llll j>lem nl (5ic) to Dennis W.1tson's excellen t 

c lectnc.1l work in the new to ilets/shower~ vorkshop 
arc~ . A very sun ful W ing Night was held on 

ovcmber 30. Wings and trophies were presented hy 
Trai Anfield, lli3C local TV's weather presenter. W ings, 
aw JrriPcl ior going solo, w ent to: Frank M cl oughl in, 

inevitably; Cr<~ig Storey, wh<> wa only 16; Bi ll Turnhull; 
j im Smith; ,1nd Tcd an cl N icky RrJnd i - the first hu band 
and w it'P 1!'<1111 to solo on tlw sam d.ty dt urrock. Tht: 

VV,wc Trophy w ent to Brian Milburn, w ho gained 
,OOOi t over Derw cnt RPservoir in his ASW 15b. O n the 

Clull l Jdder: LeJgue O ne \•vinncr wa~ Koy Mit hisOn1 

for h i, two I OOkm lri .tn!Jies in his /\SW I :ib. l<unner-up 
w~s Ail sa .ooper for her llotspur Trophy regain. In 

Le<~gu c; 2 - Don W<'lsh won, m.1inlv for his Si lver 
d istance 10 tVliliil'ld !also .1 1-lotspur rcgainl in h is 
;\ SW 151> t it's .> 11 ti ll· >amc glider - it looks lik<· .1 

syncli ·atli' lx>Md swC'ep .) Runner-up w as Alan i\dJm s 
(StJ nd.1rd Cirrus) illr his 7,JOOil wave c limb and his five 

hours in t.hc.rmal. Lcilgue J WitS w on by R.on Davi" ~t ntl 

H arry R.t llh ey in the " M ,tgni iicent (K) Seven" for a w,w c 

fligh t, a septu.1genarian Cook's tour ,1rouncl 1he North 

Pennines. The John i\ll.m Shield w,t> giv<'n to Cr.1ig 
Stnr _y - he h,Ls jJrogrcs w<·ll and h is all -round <~iiorts 

fo r the club Me much .1pprK iatccl. The c lub w ebsil t' is 

bc.ing handed over to Tcd llrandi by J\ 1<Jrtin r ei l is, w ho 
is now fly ing fo r Briti'h European from llelf,L>t. 
ll eonard Dent 

February - March 2003 

Neil Kelly, centre, after sending Glenn Seal/ and Ali 
Noel solo at Shenington GC in October 2002 

Scottish (Portmoak) 
PLANS fo r summer course, .Jfe wel l under way. As wel l 
as the no rmal five-clay courses, we .:tre off r ing hJif-dJy 
courses as ~n alternatiw tu 131 nights. We are giving ' ri 

ou~ r onsidera1ion to .1 n ·w h.tngar - nm r the trai ler 
park i n our south iield . The design wi l l allow club nd 
syndiGJte aircra ft to be removed w ithout the osu I 

ha, sJe o f sh ift ing other gl i cl~lrs fi rst. The following pi lots 
received SGC awards at our annual vent in D ecember: 

Thorburn Two-SedtCr Trophy, John and David W illiams; 
1 OOkm Triangle and Lomond Trorhy, D~ve Thompson; 

Parker D istance Trophy, Do herty HandiC<l jJpecl 
D i lance Trophy ,tncl Sutherland 0/R Trorhy, D .w -' 

Clempson; M cCiay Championship Trophy, Boylc 
i\ lt itudt• Trophy, Peter Copelwncl Memorial Trophy and 

I lot Wings Trophy, Kevin Hook; !'lick VVale> Trophy, 
Andrcw Bdtes; Serv ice Sa lver, Joc Fisher; Andy Pensw ick 

M emorial Cup, 'hris Robin On; junior LJuder Trophy, 
Guy Hall ; Jnd amm Powell M emoriJI Shield, l.tn 

Trotter. Finally, I ,1m planni ng 10 w ri te a book on the h is

tory of the SG or our 70th annivN dry in 2004. If you 

Cdn help, p lease l ~l me know (see also letter, pBJ. 
lan Easson 

Shenington (Shenington) 
CONGI<ATU LATION S to Robin )ackson, w ho has just 
gone so lo, and to Ti m Donovan, w ho has comp leted h is 
Si lver Aadge w ith a Silver distance. W ith the onset of 

shorter days and (even more) inclement weather, the 

gl iders <Jre ldking turns to go o ff l ine for maintenance. 
and we ore soci~ l i s ing more! We h~d a splendid Boniire 

Party, and are having a Christmas party at th cl ubhouse 
in addi tion la l h annuJI <..I inner , nd clanC<;< in F>bruary. 

W e wil l ont inue to i ly w <·ckday as and w hen the 
,. eather al lows, but nn a more ad hoc basi · o if you 

ish to visit midweek thom please cJII ahead to check 

w hat's go ing on. li you want to kccr in touch or JOin in 
any or our event , v isit www.slwningt(m-g!iding co.uk 
(note new URL). 

Tess Whit ing 

South London (Kenley) 
HEKE w e .tre IJJck in the thro -s o f an English w inter 

- where did the yc.tr gu' Th ings are progressing stead ily 
with our plans for the fut u - ar rlications arc under 

wt~y regarding il sporti ng grant tor development o f the 
d ub. We are also invest igating the poss ib i li ty of 

obt<tin ing a hursilfy from loc<JI <tutho rilies. lt all takes 
time, but we' ll get there. Thanks go to Peter Holton tor 
hi, dions in ntegotl;ttlng w ith tlw M oD, and to our ,vw 

Richard Ott.away. Thanks also 10 memb0r tuan Trafford 
for his hard work maintaining the club's website - the 
interne! has made an enormous difference to our 

advert ising <.:overage. If ynu haven't v isi ted it, check it 
nut ! Belated congratulations to our two latPst Bls, Marc 

Corrance and lan Keyser: well clonl'! If you happen to 
he passing, remember to c.1l l i n and say hel lo! 
A lan Seear 

Southdown (Parham) 
WE have hcen d -·void oi inc.iucn I at >ly. Th is could 

be the result of improvemen > in ground control and 

gen m l i ly ing disc ip l ine, or simply o f the iact thJl the 
airt'i(•ld i> s;Hur.ltPcl. Apart from a couple nf hours of 
w.1ve sqari no, bf'tw e<.'n r;tinstonn::,, the cquirment h.1s 
rem~ ined saie .111ll sound in the hangar. Th is has 

prompted J number o f our pi lots to seek sJnctuJry 

Jbroad, in pl.l< s dS d iverse .tS France, Sp~ in, f'ortug<J I 
ancl the nt ipod s. O ur m re conservative member- do 

not hold wi th abro~d . TI1ey think th.JJ foreigner~ only 

- p ak English when our hacks ar tu rned. We have 
installed a numher ofT lldngors on tlw airfield in order 
to make space in the main h<1n tar ior air rai t mo1int<~ 

nanc:e. A new h 1se is shortly to b signed and th is w il l 
enable us to makE! some immed iat , Improvements and 

to develop p lans for the long-term future of th c lub. 
There is no shortage of Mlvicc as to what is needed. Th is 
ranges from high-performa nce gl idE"rs ior our young r 

members toT-hangars for more elcl<:rly r riva e owners 

wi th ai l in!( backs. -veryone's in iavour of progress. it's 
just change they don't like. 
Peter I H olloway 

Staffordshire (Seighford) 
CONGRATULATIOt 5 go to l>a u l Cooper <1nd Dcrek 

1-leaton for ·on1pleling their Assistant In. tructor ratings. 
Welcome to new mpmiJer. fl rian Saxon anu Steve Smith 

(Congratu lations dlso .tit r r~Mo loi ng). Thanks to a spel l 
o f kind w eather, we manage<l to pass our target launch 
numb r ior 2002 at the st rt' o i December. l11anks to 

Colin Ratcl i ffe anrl all those invo lved in the msta llation 

of the AvGJs lank. TI1e Frid.ty fl ying ,md eJrly morn ing 
cou rsc<s (th.1nks to I,Jn Davlcs) <J r<' proving popul r. Tit<:. 
field conl inu~::, to d r<J in well fo r this time of ye~r - ~v n 
ailer a few clays ' heavy rain. The K-t! is looking nice 

Jftf'r ~nm ' TLC. itnd the gr unci equipment nntmucs In 
be in good shape - thanks to all con erned fo r thc tr 
h.trd wo rk. TI1anks to AIJn Seli, a number o f m mb -•rs 
enjoyed an illustrated talk to mJrk the centenJry of the 

Wrlght fl rothcr's gl id ing exrerimcnts (based on the 
article in the Dec mbcr 2002-january 2001 S&C, pJ6l . 

M embers are urrently looking for>vdfd to th lub's 
40th ann iversary and annuJI awards d inner, on February 

7. The after-d inner speaker wi ll be S&Gs own Gliding 
Guru, Mike Bi rd. If you fancy com ing to hear h is word 
of w isdom, tick<>ts can be bought from www.srariord
shircglicling.co. uk 
Paul (Barney) Crum p 

Surrey & Hampshire (Lasham) 
TO the many, many tributes you w ill .ce t nn Welch, 

S&l I would like to add our appreci,Jtion 01 her immense 
l ifelong contribut ion to gl iding and to our club: she lva> 
on of our founder member and one of th· >mdll group 
Wl ' were honoured to have J > l ife members (see p 12). 
2002 ended as a le s-than-woncb fu l y<car in houf', but 
a good one in badges, h ievements dnd enthu iasm; 

on almost every clay that was at al l soarable, J l l the glid · 
ers wen' out. Th is has put us in a good po<ition ior 

2003, w ith our f ei ther held steedy or on I)' subj - t to 
a very smal l rise. Pl11nning i well under way for the 
Lasham/S&H )a a uxpedition - we w il l be taking one o f 

the D is uses there for three w ks. O h. <Jnd d id we 
munlion our on-order nc~w fiJg h ip Vent us 2? N ot due 
unti l 2005, but some members Me already making 

p i 11>! Keep lra k o f S&r l ne1 s n n our new w ebsi te, 
crmtccl by l'etu t\ 1asson; •vww.surreyandhant.s.org.uk 
Graham Prophet :::> 
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Club news 
> The Soaring Centre 

(Husbands Bosworth) 
O NGRAT LATIONS to Nicki Grant, w ho wen t solo at 

the a e of 63. " 131ood Brill ," to quote the pilot himself! 

\Ne also wclrom<: Pau l lloward 10 the club committee. 
The cl uh l~ddcr reve.1ls that our pilots flew over 
19,000km during 200 2, including two fli ght; mr)re than 

750km and .32 more than J OOkm. W el l don!! to D.wc 
flooth, Bri,ln Mar>h and •'vlikP Jordy, who fini shed first, 

second and third resp n ively i the Husba nds Bosworth 

open ladder fnr 2002. Well done dlso 10 the weekend 
ladder winn ers: lirian Mar>h ('\ stl, Ro ll Ti ctcma (2nd I 

.tnrl Dave Boot h (:lrd). Th e cl ub trip to Aboynt' in 
October 1NJ5 once ;-~guin successful. R.o lf Tietcma 

c li mb~:d over 15,000ft in his Lihc lle 20 1. Santa v isi ted 

us once again in hi s sleigh (we ll , a Chipmunk! for the 
children's hri tm~s party. The hardstanding .l ithe 

end of tlw airfield has been c•xtended and the 

su rrounding access M <1a harden ·d too, so tiMI our 

win ter upcmtion is now n1uch improved . Thanks to 
Don Grifiiths, w ho h.\S made. .1 numi>Pr of sJfety 

improvem •nts to our wi nch .1nd serviced all the 
tractors. The So.1ring (en lrt' 2003 alcndilr, celebrating 

our 50th dnniversary, is now a ailable. TI1ere w il l be 
a club exp d ition to The Long M ynd in Fcbru,u y and 

March 2003. 
Siobhan Hindley 

Ulster (Bellarena) 
A MEMORABLE and enjoyab ll' night to celebrate )ames 

M Lead's 90th bi rthday and mark hi5 60 years' 
as ocia tion w ith our c lub Wit! special, not least as )am 
(, lrcddy an honorary member) is st i ll an a t ive pilot. rh€' 

AGM in ovember saw the re-elect1011 of L,l\vrent0 

M cKelvie "'cha irman and the on ly cnmmillee change 
was Brian lrwin standi ng down JS puhlic relations 
officer. A hard aLl to fullow, with the rol e now falling to 

ynurs tru ly. The :mnml rrvort con firmed thol the club 's 
i inttn< s remain strong du(' tn th<' s t ,~ r li ng work hy Ron 

Lapslcy, treasurer, and membership numbers arc on the 
increilse. Tlw w mrnittee h.J' pub lished it s fra nw of 

refcrl•nce for the operat ion of the cl uh, set up 
procedures fo r th e rn;1king oncl h.1nrl ling oi comp lain ts 

and cstohl isht>rl ,1 structure for th e oversight o f the 
\·Vl'l f,Jrt' o( ,~hildnm in the club enviro 11 m C'nt. Murag 
M cCiurg has been appoi nted Children 's O ffi cer by th e 
,vtanagemPnt ·omrn i ttee t.md wil l aLso 'if' lve on I hP 
Complaints Commille' w ith )im v c~ll ac<1 . Knowing 

\·vhcn to take a lc.wnch on ..1 mar 1 111d l \\'Inter dav meant 

jimmy VVcston and J\ ,\Or;Jg iVk lurg contacted \'\'dve to 

1 L,OOOft in tlw K-1 3. Congraiubtions to Frank Storr>, 
who hJs gone solo for the thi rrl timf! - the l\-VO previous 
being in I Y.J4 and l lJY4. 

Seamus Ooran 

Vale of White Horse (Sand hill Farm) 
OUR AGM was held at tlw end oi November, and 

we are now looking iorwarcl to 2003. CIM e Knock 
conti nues to ch,1i r the comm ittee, w ith man oi the 

existing membc•rs remainini( in po) t. and b ing jom ' d 
by Mike l.earh as publi c rplo tions officer and Hu~h 

Young. Ed Foggin stood down as CFI at the end of 2002, 
w hen J took on thl) role, hut Ed is re.mc1ining on the 

Cr) mmittef'. The club would like to th ,1nk Ed for ,111 oi 
his work ,Jild enrouragl'mPnt as CFI, which has heen 

much apprec iated. 
Graham Turner 

Welland (Lyveden) 
THE: annua l din nor dtUlC(• '-md pri zt"giving s ~1w some 

nifty ioutwork and priLes prc>e·ntr•d hoth fo r i lying 

(1chie\1ements <.md in reco gnition ol work done to 

fac ili1.11e il yi ng. vVPrn er l.eu tf ld keep> rt•minding us 
you nger folks nf th e cup-winni ng pot<:ntia l rt!.lli scd by 
elder sta tesmen such as himsel f ond l<i charcl Short . 
Expediti on> le> Su llon [l , nk Sdw some wave flying ~md 

r\boyn(~ was prr' IIY much groun rl t:rl until .hr i> Curtis 
climbed to Diamond height on th e way homC' frum th(! 
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ottdge. W hat does the BGA do ior us? Diana King from 
the BGA Executive Committ<:e v isited a c lub meeting 

th~ t decided to purchd e our first gla ss ileet glider, to 
give us dn insight into HGA ac tiv ity on our bPhalf ~ nd to 
hPar our cnncl?rnS. Pldns for w inter milintcnt..mcc and 
lectures have been drawn up with an enthusiasm one 
hopes wi ll he cumpl remen ted by tlw WPillher. 

Strzeb 

Wolds (Pocklington) 
THE Chri>trn<Js night ou t w,11 superb. t\ lan M cWhirter 

ond l:1n M cCai g were milde to recoun t th ei r dodgy field 
land ing exp loi ts up <lt Sut ton Bank. Tlw "Whdl the HL•ck 
was th.1t l" trophy (a lump of Glrcfu ll y-mountccl granite 

dug from the fie ld Nick 1\ntcliffe had the misiorlunP to 
land on ) was won by Eclcl ie Room - for aerobiltics. I li s 

impressive displdy, wi thout glider, invu lwd a ch,l ndPIIe 

owr a dog and a broken foot. Trophi es wen t to Simon 
13arkL•r [most nwritor ious fli ght ). ,md Chri . Price dnd 

Angus Sheldon !Chairman's Cup). Mike Fox won the 

dub LaddPr; MiLk and Cra ig rdgram e.~rned th e flarhJra 
Wa lkor Trophy for c•xcciiL'ncc; ,111d Best Progress went 
join! I)< to Graham \.Va lker and P.au l Sh,1w. 

Ged McCann 

Wyvern (Upavon) 
IT I .<g inst the ba kclropof one of our most pmdu~t ivc 

ymrs that w e say farewell to our chairman. w ho handed 
ov r the reins tu David O ckleton at the A ,M, ChristJl1a5 

party and pri zegiv in on December 7. John Welsh. a 
lnngstanding memb r .1nd vice-pre idPnt oi the A, 

wa s awarded l ife rne.mbcrship of the lu.b in recognition 
of his work. Ot h · r dwards included: the M erit Cup 

(w ea test contnbution) to G rry Stur •e s; the fla rr f'crks 
Trophy ( Ende~v url lo Merv Kelly; the Tempus f ugit Cup 

(Fastest I OOkm triangle) to Roy Gaunt; the Aqu illa Cup 
(most progress from ab initio) to M,1tt lleas ley; the 

Chai rman 's Challenge trophy (furthest cross-coun\ry l to 
Mark Wilson ; CFI'o; Trophy (i lying achiPwment) jo in tly 
to j ug it Marwahll und Steve Lcwis ,1 nd a new av ... 'Jrd this 

yedr, thf' Opps 1 Trophy (for th e biggest dt' tected club 
bluopc r~ l goes to John i\pp lciord (ior reasons I ncl'd not 
go in to hc:•re !) . Launch rates .. He dnvvn - but work is 

go ing Into ground equipment and C oi As in rw diness 
lor th e f1 (.lx t 5e,hon - \"''hic ~ h w e hope wil l b~ ... e vF· n !) :.ttpr 

than 2002. www.IV)'verng liding org. uk!index.shtml 
Brian Penfold 

York Gliding Centre (Rufforth) 
THr club was delighted to see fou r pilots on th e fixed

rrice- to-solo scheme go solo within a tw(J-week period: 
Mark 13 reen tagcd 17). Geo i 13 rady, l'ctc Arthurs, and 

Kc ith Bally, the la11er three all on a singl<, day. Tlw ACM 
was in December and the officers for 200· w ill be 

Richa rd Smi th. chairman, Paul Hepworth , treasurer, ,md 

Howard McDermott-Row, secrl'tary; th e> other 
th ree committee members df(' ),l )' Smith, Les I ley 

and Tony Lee. 

Mi~e Cohler 

Yorkshire (Sutton Bank) 
\<YORK continu ·- on the pncparation of the land at tlw 

"Sharp ncl" dl1d we expe t the ground to be ready ior 
level l ing and preparation for dra in ing nex t spring. Our 

numerou v isitors enjoyed our hil l sodring during 
October, together wit h sumP minor wJve sua ring w ith 

heights up to dboul 1 O.OOOft. Li1 ~ nd Derek, our 

c'-ltcr ing duo, n•introd uu~d the S.Jturd .. 1y evening 
dining-in n ights, w hich ,15 olways proved very popular. 

Unfortun.1tc ly Li z .m cl Derck h"vc dec ided \u reti re at 
th e end oi th ~ Yl'rlr to a well-earned rest. \J\1 w ish them 
cvwy happiness in th eir re tirement ;md look o rwilrd to 
SPci ng th e·m whenever thPy visit. O ur new offi ce 

m"nc~ge r, I'Clm, has arrived to take up llt'ry l's duties; our 
apo log ies to people who h<1d diffi culti es in contJc ting 
th e dub during \h e i''.1 rly pilrt of NovcmiJer, w hen the 

members were in ch ~trge. 

Bryan Boyes 

Obituaries 
Colin Beaumont - London 
IT w as a great shock to v J)' ne to leilrn tha t olin 
BPaumnnt had passed il\\'<l\' un xp wel ly during the 

night in his sl eep. He wns w el l know n for many d ub 
a tivit ics: among other , help ing to rtJ/1 the rl ubhnu 
so ;, I funct ions and the b r, ;15 w <'ll as 11 •ing tria l 

I ns. He was invo lved in the mc.dia nd public 

broadt;;~ s trng, having worked fo r m;my ye~ rs at the BBC 
and in r enl year makin fil ms for n i covcry Channel. 

\Ye exp ress our condolenc · to his f ianc ' , on, 

daughter ond f,Jmily. 
Geoff Moore 

Alan May 
- Fenland, Vale of the White Horse 
IT is wi th sadness tha t we record A lan 's dc.1th in 
Seplemher, after J few n1 nths' i ll ne s. 1\ l, n (1930-2002) 

w <J.S an ac ti " membN o f Fen I, nrl ,c, haserl at 

RAF Marham in Norfolk, sine(' moving to th is area 
in 1994. He flew both dub gliders .1nd his own 

Olympid 213, which he h<1d rt'furbi sh ·rl him If and 
which lw al su flew at the Vintage Week held at 

Tibenham in Jun • th is yc~ r. 

1\l an (di>ovt') st rtcd hi C.Jr er dS Jn ~ppr nt ice at 
De ll ,w illa11 d in the 1940s anrl hP could re -ount m.1 ny 

interes\ing \JI of hi s lime th ere. Then after working as 

a draughtsman h ' Stdrted his own C'.n ginLcring bus iness 
in \he 1960s. 

AI an wa; on re,, memb r of the V~lr of thl' White 

l lorse rlub :11 Shr iv nham HP. joined w hal ,., us th · n th e 

Swindon GC whil ·· il was ~till ,lt outh Mar Ion ai rfi eld. 
HE' wa as enthusiasti c as an db inilio ;u; he was in all 

that he did. He oon bec •. 1me ch.1irmnn of \he cluh Jnd 

steered them th rouJlh th diifi cu lt time w hen they lo't 
South Marston and eventual I, re-L'Siabli shed at ·a ndhill 
F,1nn. He was always th ere to help in many way; hoth 

on and rJff the airfield. The lub was delighted when he 
nMrricd Co llc•0n and they w r 'idd ly mi ; s d whPn thPy 
ITH1v •( I tlway. 

He wi ll be greatly n11Ssed dt Fcn land, both on 

thl' ,li rfiel cl c~ nd dbO in the wurk. hop, where hew 

responsib le for mai ntaining club ai rcraft and in his role 
ilS a 13 GA insp ~cto r. Our ympathies go to his w ife 
Col le n and son Adria n and f.1mil y. 
John Ooubleday and Graham French 

Alasdair Scott Rattan - Fenland, Highland 
ON June 25, 2002, AI (11157-2002) was killed in a 

moto rcycle ac ident in 1ort o lk. I le had been glid ing 

since hc ' a d t~nJger I Highland G , wh re hE> \\'<1S 
a life memb ·•r, .1ncl w lih s v ral R FGSr\ cl ubs. 

For \he past 20 yea rs o r more. AI l1ad been a member 

of Fenl ,md ,C " ' RAF arhdm, h.wing he ld tilt' post o f 
CFI for many years. On his reti r roe.nt from the R.'\ lc 
AI took n jnh at the power station at Su tton Brir.l!'.e, 

wher~ he obtJined promoti on to Shift Engineer in fou r 
yeJrs. He was ,J full·ratccl instructor, glidt•r in~pt~c-to r 

and motorglidcr pi iiJ I. His contribution to th e RAFGSA 
tH1d Fenlilnd C w~1 s t'normous and hi ':-! enl hus id::a m fur 

gliding WllS <~vcr prl:'sen t. In all thL• yea rs I knew him 

Sailplane & Gliding 
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I nt?ver knew A I tc; rd use to help anyone who asked 

and he was J lw.1ys ther<' to oifur arlvic' w hen it 

was n[>(!d :1!. 
AI !pictured above! owned several gliders including,, 

G ia and latel , tha ASW 17, a gl irk!r he had wanted to 

own ever sine<' he flew one ye, rs ago, and he spent 
many hours ilying at clubs in Norfolk and , cot land. In 

addition to his lovP for g liding, A I had an interr,sl in 

mntorcy les and spent m.my happy days at Superbik 

races in the UK. 
it is o ften said that no one is indis1wnsable but A I 

came pretty lose tn being the t•xccption that p roves the 

rule as far ,,s F n land is concerned. Our ympdthy goes 

out to his son Darren, ciJughter M elanie and the twins 

Scoll and Mallhew. W all miss him very much. 

Don johnstone 

Alison Rowson - Midland 
ALl SON Rowson ( I '!55-2002), who died unexpectedly 

and prematurely last October, was a member at the 

M ynrl all her li fE', her iather I~ ob in Bull having joined 

before she was born . She helped on the fl y ing fi Id from 
the age o f nine and had her (irst fl ight in a T-21, at 13. 
She jo ined the M id land club at 16, going solo w ithin 

th year. 

She a lway did mo re than her share of work beh inrl 

the >e<~nes as ' e ll ~son the flying i i •Id, including 

winch driving, routine administrat ion, organising the 

annua l dinn •r, nJI1ning the st~rt and iini h l ine at 

Task W ks and crewi ng. A iew years ago the c luh 

r w~rdcd this hy pri'-Senting her with the prestigious 

MaxJm trophy for service to the club. 

Alison lpictur<'rl above right) spent so much time 

helping others to ily it would IX! easy to forget h r own 
flying achievements . She rdus •d to lt•t frequent poor 

hea lth discourage her and she flew ross-r.ountry when 

she could. She achieved G o ld height in 1994 and 

short ly before she died he enjoyed the longest uos;-

ountry she'd ewr done, completing 170km in h l'J first 

Gold d istance attempt. She had her last ilight at the 

M ynd just two days before hpr dpath. 

She was immcns •ly proud o i the ilying achie cments 

oi her two chi lrlrPn and w<ls so p leas cl w hen ar.:Jh 
completed her Si lver I.Ht summer ,md new in tlw Jun ior 

Nationals, dnd when tvlike wf> t >olo short ly after. 

Ali son met her husband! ff th rough gliding and 

together they ran a succ >ful agricultural construction 
business. Away from gl id ing, she loved her garden .1nd 

enjoyed taking a full part in th ·social life oi their home 

v ilbge in rural Shropshire. ''he was always active, 

alway doing something. always there fnr people w hen 

they needt'J her. Sh ' i~ greatlv m iss d by the club as 
well ;)S by all her famil y. \ . 

Oiana King and Sarah Plait ~ 

Bri,tish Glidi.ng Association Badges 
Pilot 

750km DIPLOMA 
36 Ed Johnston 

37 Derren Franc1s 

38 Ken Hartley 

DIAMOND BADGE 
63 t Phi lip Barley 

632 Michael Clarke 

633 Martyn Davies 

Club (place of flight 

or type of glider) 

London(ASW 28) 

Bicester (Ventus 2c) 

Bicester (Nimbus 3) 

Chilterns 

Lasham (Aboyne) 

Strallord (Aboyne) 

Date 

13107!02 

31 /05/02 

3t /05/02 

13107102 

05/ t0/02 

29/09/02 

634 Diana King 

635 David Triplet! 

636 Chris Curt is 

Horo ordshlre (AbOyne) 29/09102 

Devon & Sornei'SBt (FS>hoo) 05/10/02 

Welland (Aboyne) 19/10/02 

637 Mark Minary Bicester (Aboyne) 26/09102 

Diamond distance 
1-901 Philip Barley Chilterns 13/07102 

1-902 Peter Belcher 

1-903 Malcolm Winter 

Cambridge 01 /09/02 

Yorkshire (FuenwmRMos) 29/07/02 

1-904 Sylvia Baleman Four Counties (Lasham) 15/07/02 

Diamond goal 
2·2879 Alaslalr Mackenzie Burn 

2-2880 Rob Andrewartha BGGC 

13107102 

13107102 

2-2881 

2-2882 

2-2883 

Andrew Langton 

Keith Dykes 

Robert Witty 

Four Counties (Bice,er) 31105/02 

New ark 1 3107102 

Welds 13107/02 

2-2884 Ray Mitchison Northumbria (Syerston) 01 /09102 

2-2885 Brian Taylor Dartmoor 

2-2886 Michael Crews Borders 
2-2887 Russel Francts BGGC 

Diamond height 
3-1582 Robert Petrie SGC (Feshiebridge) 

3-1583 Michael Ctarke Lasham (Aboyne) 

3-1584 

3-1585 

3-1586 

3-1587 

3-1588 

Hugh Stevenson Cairngonn 

Alan Stagg Booker (Aboyne) 

Jonalhan Thorpe Derby " Lanes (Aboyne) 
Colin Hussell Bidford (Portmoak) 

Martyn Davies Strallord (Aboyne) 

3-1 589 Mark Brown Fulmar 

3-1590 Diana King Her~fordstnto (Aboyno) 

February - March 2003 

01/09/02 

12107102 

13107102 

05/10/02 

05110/02 
05110102 

29/09102 

3! /08/02 

05/10102 

29109/02 

t7i08102 

29/09/02 

3-1591 

3-1592 

3-1593 

3-1594 

David Triplell Devon & Some<Set (Fes11ie) 05/10102 

Chtis Curt is Well and (Aboyne) 19/10/02 

Randall Williams East Sussex (Aboyne) 28/10/02 

Mark Minary Bicester (Aboyne) 

GOLD BADGE 
2250 
225 t 

2252 

2253 

2254 

2255 

2256 

2257 

2258 

2259 

2260 

2261 

2262 

David Smith Deeside 
Dave Bullock Bicester 

David Prosolek Newark & Nails 

Brian Taylor Dartmoor 

Michael Crews Borders 

Martyn Davies Stratford (Aboyne) 

Mark Brown Fulmar 

Chris Curtis Welland (Aboyne) 

Anlhony Btancl1md Anglia (Aboyne) 

Tllrt<>ch*n Mn~-,a~a Wyvern (Aboyne) 

Jamie Sage Wyvern (Aboyne) 

I an Cra1gie Four CountieS (Dish onh) 

Oavid Bromley cur Col.mhes: (Oishtonh) 

Newark 

Burn 

BGGC 

26/09/02 

3110Bt02 

17{08/0t 

28/07/02 

01 /09102 

12/07/02 

29/09102 

t7/08/02 

19110/02 

23/10/02 
24{10/02 

24/10102 

26/10/02 

26/10/02 

13107/02 

13107!02 

t3/07/02 

Gold distance 
Keilh Dykes 

Alastair Mackenzie 

Rob Andrewartha 

Andrew Langton 

David Smith 

Four Counties (Biceste') 31 /05/02 

Deeside 31/08102 

Dave Bullock 

Robert Willy 

Peter Keulgens 

Ray Milchison 

Brian Taylor 
Michael Crews 

Gold height 
David Smith 
Alan Farr 

Richard Dance 

David Prosolek 

George Monslow 

Jonathan Thorpe 

Martyn Davies 

Mark Brown 

Chris Curtis 

Bicester 

Welds 

Lash am 

17/08/01 
13/07/02 

14/07/02 

Northumbria (Syerston) 01/09/02 

Dartmoor 

Borders 

Deeside 

Cairngorm 

Derby & U.ncs (Aboyne) 

Newark & Nails 

Stratford (Aboyne) 

Derby & Lanes (Aboyne) 

Stratford (Aboyne) 

Fulmar 

Welland (Aboyne) 

01 /09/02 
12/07102 

31/08/02 

05/10/02 

31 /08/02 

28/07102 

29/09/02 
31/08102 

29/09/02 

17/08/02 

19/10/02 

Anthony Blanchard 

Tarlochan Marwaha 

Jamie Sage 

tan Craigie 

David Bromley 

SILVER BADGE 

Anglia (Aboyne) 

Wyvern (Aboyne) 

Wyvern (Aboyne) 

Four Counties (Dishlor:h) 

Four CO<m~ !Dr&lllot1h\ 

11134 Davtd Pickering·P•ck Bidford 

111 35 Peter Heywood Welland 

David Lee 

Hannah Hay 

Ken Beaten 

Kai Wheeler 

Jason Hammet 

David Hopgood 
Kelly Gowers 

David Bwye 

Peter Thomas 

Laurence Wolf 

Claire Alston 

David Wailer 

Errol Reilly 

Jorg Herrman 

Dennis Barr 
Timothy Webb 

Timothy Lane 

Philip Hopkins 

Mark Thompson 

Welds 

Lasham 

Bannerdown 

Lasham 

We! land 

Portsmouth Naval 
Bicester 

Lash am 

London 

Lash am 

Devon & Somerset 

Bannerdown 

Backer 

ESC 

London 

Bicester 

Southdown 

Bicester 

BGGC 

11136 

1t137 

11138 

11139 

11140 

111 41 

11142 

11143 

11144 

11 145 

11146 

11t47 

11148 

11149 
111 50 

11151 

11152 

111 53 

t1154 

11155 

11 t56 

Ronald Simpson East Sussex 

Chris Redrup Lasham 

UK CROSS-COUNTRY DIPLOMA 
Pis 1 & 2 Martin Hayden 

Pis 1 & 2 Neil Beallie 

Pt 1 Paul Daly 

London 

Chilterns 

Nene Valley 
PI 1 John Aayner Southdown 

Pts 1 & 2 Jonathan Thorpe Derby & Lanes 

PI 1 Richard Seiry Cotswold 

Pts 1 & 2 Jason Hammell Welland 

Pts 1 & 2 Michael Millar East Sussex 

AEROBATIC BADGES 
'Randall Williams Standard Known 

23/10/02 

24/10102 

24110/02 

26/10/02 

26/10/02 

01/0902 

02108/02 

01/0902 

16/0902 

01 i0902 

15/0902 

01/0902 

25109102 

14/08i02 

11/09/02 

21 /09/02 

03!06101 

16108!02 

28/08/02 

04109102 

19/05102 

05109/02 

06/ t 0102 

26109102 

31 /08/02 
24/08/02 

31108/02 

241D9/02 

01 /09102 

Ot/09/02 

02108102 

01/09/02 

15/08/02 

01/09/02 

01/09/02 

24/09/02 

30/11102 
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Personal Electronic Logbooks 
Latest & Best now only £15 

Turnpike Technics, 73 Old Turnpike.. Fareham. Hants. UK P016 7HF 

Tel/fax 01329 221992 • Credit cards Welcome 
Email: sales@turnpike-technics.co.uk 
Web: www.turnpike-technics.co.uk 

The Motor Glider Club 
ujj er. 

SLMG Courses 
RT Courses • PPL courses 

Rates /Jua/ Hire 
Motor Glider 
C150/2 
Cherokee from 

£55ph £45ph 
rronl £70ph 
£78ph 

HINTON IN THE HEDGES AIFIELD 
Tel: 01295 812775 
fn Assuchtliull with 

PILiiT 
FLIGHT 
TRA~GI 

Tel. 01865 370814 

Accident/incident summaries 
by Dave Wright 

AIRCRAFT DATE PILOT($) 
Rei Type BGANo Damage Time Place Age Injury P1 Hours 

'101 Astir CS 3990 Substantral 26-Jun-02 Aslon Down 15 Minor 1062 
1315 

The pilot selected !he undercarriage down and flew a normal circuit until unlocking the airbrakes on final approach. At th is stage 
the u/c warning sounded and he noticed the Ulc lever had moved out of the locking detent. Thrs happened several times and 
distracted him such that he misjudged the approach and undershot the runway. 

102 Pilatus 84 Minor 04-Jul-02 
1315 

Aston Down 68 None 71 

This was the pilot's first fl ight on type and he received a pre·llight briefing before taking a winch launch. During the launch the 
canopy came open and he could not close it. He pulled off and landed the glider safely straight ahead. This glider has a very 
posilive lock so it was thought it was not properly closed before take-off. 

103 ASW 19 Minor 14-Jul-02 
1500 

Camphill 44 None 274 

Alter local soaring for some lime the pilot decided ne was getting tired so returned to land. He started his circuit rather high and 
lost no height before his final turn. Using lull airbrake he failed to notice he was too high until it was too late to change his plan. 
Landing long, he had lo groundloop the glider to avoid the edge of the airfie'id. 

104 Pllatus 84 2322 Minor 13-Jul-02 Hinton 30 None 55 
t 658 in the Hedges 

While in an inter-club competition the pilot ballooned his landing on a narrow grass strip. During the balloon the glider drifted to 
the left and the wing caught in the long grass alongside the runway. This caused a rapid ground-loop though 180 degreas. 
Fortunately the tail was oil the ground and only minor damage resulted_ 

105 Mistral C 4725 Minor 17-Jul-02 Ratllesden 63 None 32 
1243 

The pilot launched from 06, the main runway. Whilst in the circuit this runway was obstructed by an aerotow prepanng to launch. 
He elected to land on runway 33 which was into wind, but the abbreviated circuit meant he was much too high and last. He 
failed to use lull airbrakes, touched down at the far end and groundlooped. 

106 K-6E Substantial -Jul -02 Incident Apt - None-
This ground handling accident occurred Whilst towing the glider tail first. The driver was advised that the wrngtip was about to hit 
the control caravan. He reversed the car but the tow-bar jack-knifed and the car hit the glider's elevator. breaking a rib. 

107 ASW 158 3928 Substantial 28-Jul-02 
1420 

Camphill 49 None 125 

The pilot returned to the hi! Hop sile as lilt tailed and chose to make "one more trip up tile ridge". Finding himself too low to 
make a sale circuit he decided to land in a pre-selected field in the valley. The field was small and upsloping and he misjudged 
the flare, failed to round out before the ground arrived and broke the undercarriage. 

108 LS8 4600 Substantial 03-Aug-02 
1400 

Coslord 35 None 723 

The glider was being aerotowed oil a runway when. alter lifting oH at about 45kts. il genlly setlled back onto the runway. The 
undercarriage collapsed and the glider's fuselage received considerable abrasion damage. The undercarriage lever was found to 
be in the mid position, suggesting the overlock mechanism had failed. 

109 ASH 25 3909 Substantial 25-Jun-02 Portmoak 49 None 558 
1617 65 None 0.6 

Alter wave soaring, the glider was flown back and joined the circuit with airbrakes already extended. The experienced P1 had 
less experience on flapped gliders. and concentrated on the flaps, overlooking the open airbrakes. Undershooting. he reduced 
flap to try to reach the field. but the glider sank into a fence and was substantially damaged. 

11 0 Marianne 4858 Minor 26-Jul-02 Sutton Bank - None 415 
1615 

On final approach to land, P1 was making a line adjustment to the airbrakes when the plastic handle came oH the lever. The 
lever sell-rotated and became jammed in the trim slot. With less than quarter brake and no wheel brake the pilot turned to 
extend the ground run but. turning out of the wind. a wing dropped, causing a groundloop. 

111 LS4 Minor 29-Jun-02 8olsover 40 None 900 
During a competition flight the pilot had to make a field landing. The set·a-side field chosen appeared suitable until, during the 
ground run. the glider ran over hidden 12in-deep tractor ruts running 35 degrees to the direction of travel. The left wing dropped 
causing a groundloop which damaged the glider. 

112 PA 25 G-BEII Minor 13-Jui•02 Burn None 
Pawnee Tug 1630 

As the tug was leaving the ground the pilot felt a shudder and it veered to the left. He attnbuted this to the glider gening out of 
posilion so the aerctow was continued. He returned to the airfield and landed normally but while taxiing to a halt the left wing 
dropped as a bungee trunnion failed. As it was towed back the tug was further damaged. 

113 K-13 3642 Minor 20-Aug-02 Lashail1 None 
During a daily inspection check cracking damage to the airbrake box was found. Thrs, and possibly additional damage that may 
be found alter detailed inspection. w s thought to have been caused by an unreported heavy landing. See also similar report 
(No.114) to another K-13 at this club. 

114 K-13 3366 Minor 20-Aug-02 Lasham None 
During a daily inspection check cracking damage to the airbrake box was found. This, and possibly additional damage that may 
be found after detailed inspection. was thought to have been caused by an unreported heavy landing. See also similar report 
(No.113) to another K-13 at this club. 

115 K-21 4308 Substantial 28-Jul-02 Rothes 50 None 292 
1234 65 None 0 

This trial lesson flight took place in changing weathar conditions. Alter 15 minutes P1 saw approaching low cloud so decided to 
return but changed his mind alter l~nding strong lift (up the bad weather front). A warning call was missed due to a defective 
radio. Finally, he landed downwind rn a field, occupied by two other gliders, and overshot. 

116 LS6C 4088 Minor 10-Jul-02 Husbands None 
Bosworth 

A simulated power failure was pre-arranged with the winch driver. During the launch P2 allowed the glider to drift well to the 
right. over caravans. P1 prompted to correct but before this was achieved the power was cut. The glider landed safely but the 
winch cable fell over trees, caravans and a glider which was pulled into the owner's car. 

Sailplane & Gliding 
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I Accident/incident summaries (cant) 
PILOT(S) AIRCRAFT 

Rei Type BGA No Damage 
DATE 
Time Place Age Injury Pl Hours 

117 Discus 3994 Substantial 27-Jul-02 Husbands 23 Minor 60 
Bosworth 

This was the pilot's tirst winch launch on type. After a normal take-off he started the rotation into the climb then checked forward 
as he did not feel the glider was accelerating . The tension went out of the cable and it released. He appears to have delayed the 
recovery and deployed the airbrakes too early. causing a very heavy landing. 

118 Janus C 2875 Substantial 22-Aug-02 N Yorkshire 41 None 334 
1536 43 None 227 

Two experienced pilots were llying the two-seater in a competition when the conditions deteriorated. They positioned for a field 
and Pt took control. Approaching the field he opened the brakes then, seeing they were undershooting closed them. P2 had 
pulled the tail chute. thinking they were landing in a closer field. and the glider hll the hedge. 

119 DG-100 2826 Minor 01-Sep-02 
1445 

Long Mynd 53 None 826 

During an aerotow take-off run the glider hit a rut in the rough ground and bounced heavily. When the undercarriage was raised 
the lever was stiff and again felt unusual when it was lowered. Affer a normal landing the undercarriage collapsed. The pilot 
considered the overlock mechanism may have weakened. 

120 ASW 28B 4789 Substantial 18-Aug-02 Lasham 51 None 2000 
1800 

During a final glide the pilot. probably through tiredness at the end of a long flight and after several days of competition flying, 
uncharacteristically pushed on despite being tow and llying across rising ground. He misjudged his pull up over trees on the 
airlield boundary and brushed the tops which bought the glider down through a small tree. 

121 Open Cirrus 4197 Minor 08-Aug-02 
1537 

Burn 59 None 400 

After a wave flight the pilot was distracted in the circuit and forgot to lower the undercarriage. Landing caused minor damage to 
the fuselage gelcoat and undercarriage doors. 

122 K-13 3 163 Minor 26-Aug-02 Lasham 66 None 48 
The pilot flew a long final approach and underestimated the headwind. 1t appears they had not selected a reference point for the 
approach and misjudged the use of airbrake which was "gradually reduced". The glider hit a hedge short of the runway and 
groundlooped as it landed. 

123 LAK 12 4388 Minor 25-Aug-02 Glynde, 54 None 181 
1400 E. Sussex 

The pilot was caught in heavy rain and had to make a field landing. With poor performance and VISibi lity in the rain. he chose 
a setaside field, which he suspected would not be ideal but was the only option. During the ground run he saw a deep rutted 
track and tried to lilt off and over it. hitting the far side which broke the undercarriage. 

124 Dimona H36 G-L YDA Minor 03-Aug-02 Bidford None 73 
Motorglider 1215 None 351 

The visiting motorglider pilot was using a higher than normal approach speed because of local thunder showers and possible 
gusts. The landing was made in zero wind and an early flare resulted In a long float, after which the aircraft stalled on to the 
runway from 2-4ft. No damage was seen. but after nine further flights. the undercarriage was found to be over-stressed. 

125 Nimbus 2C 2505 Substantial 16-Aug-02 
1435 

Sutton Bank 58 Serious 560 

The pilot returned !ram a cross-country flight and set up his circuit in the light wind conditions. On final approach he was not 
losing height. despite full landing flap and airbrake and so changed flap setting before making S-lurns. The glider was seen to 
drop a wing and spin 1nto trees. lt is possible that he had not locked the flap lever. 

126 K-8B 3305 Write off 15-Sep-02 
1842 

Currock Hill 55 Minor 

The pilot was tow and fast on the approach and undershot, clipping a small tree on the airtield boundary. This stewed the glider 
into gorse bushes and the impact broke the right wing all and severely damaged the fuselage. 

127 Dart 17 1313 Minor 01-Sep-02 Llandogo, 37 None 56 
1700 Gwent 

The pilot made a very late field selection and tried to land in a very small lield. This had wires on the approach, was "inhabited" 
by a herd of heifers and had a dry stone wall at the tar end. A very heavy landing collapsed the undercarriage, which luckily 
stopped the glider before it hit the stone wall. 

128 K-13 1481 Write off 17-Jul-02 North Hill 70 Serious 2638 
1135 31 Serious 4 

Pt briefed P2 before the check flight , especially the winch launch failure case. The launch was too slow and was abandoned at 
about 200tt, about a third of the way down the airfield. Instead of landing ahead the glider was seen to turn right before dropping 
a wing and pitChing down sharply. 11 crashed in a wooded area, seriously injuring both crew. 

129 Puchacz 3949 Minor tt -Sep-02 Cam ph ill 56 None 
40 None 

1769 
0 

While Pt was demonstrating a sideslip on final approach the canopy llew open and the crew were unable to shut it. PI turned 
and flew a gentle sideslip in the other direction and this helped them close the canopy.P1 then concentrated on landing the 
glider safely. The canopy was most likely not properly locked before take-off. 

130 Not known Substantial 21-Sep-02 Brentor 69 None 749 
1~ ~M 0 

At about 300ft on the winch launch the instructor pulled a simulated cable break. P2 coped well but Pt realised that they were 
likely to run out of space ahead. To create more space he turned left. avoiding unlandable ground. Now flying downwind. he had 
to make a positive. heavy landing on rough ground, which damaged the glider. 

131 Falke G-BPZU Minor 14-Sep-02 Parham 49 None 189 
Motorglider 1430 

While taxiing for fuel the motorglider's wing hit an airfield sign, damaging the wingtip. The damage was examined by an 
inspector, who made a temporary repair to the leading-edge D-box and cleared it tor flight. However, alter the next flight the 
trailing edge failed at mid-span. Only a lull structural inspection could have lound the hidden damage. 

132 LS7 3640 Minor 03-Sep-02 
1530 

Nr Balmoral 49 None 589 

While on competition flight the pilot had to land out. Avoiding the nearby Royal estate he chose another acceptable lield. 
Despite a lull-airbrake approach and S-turning he landed funher into the field than intended. He ran through a wire fence, which 
smashed the canopy. He attributed his tendency to overshoot to a previous undershoot incident. 

February - March 2003 

Barograph and IGC Logger 
BGA Approved Calibration 

IGC Loggers require calibration every 
2 years, and all other barographs 

every year. Full calibration, quick turn
round and return by Special Delivery 

£15.00 + £6 return carriage 
Dynamic Boom Mics - New 
New Nicad for ICOM A2 & A20 
12 volt 7 AIH Sealed Batteries 

£37.00 
£52.00 
£16.00 

Garmin memory batteries replaced £7.50 

UK Service Centre for the 
repair and upgrade of all 
Cambridge Instruments 

Dickie Feakes 
Bicester Aviation Services 

01869 245948 or 07710 221131 
dickie@fsd.uk.net 

Shenington Gliding Club offers Individual Tuition 
with Bruno Brown. Specialising in: 

CONFIDENCE BUILDING COURSES 
INSTRUCTOR WORK UP TRAINING 

GROUND STUDIES IN ALL GLIDING ASPECTS 

All courses will be tailored to your own requirements 
but wi ll include: 

./ STALL APPRECIATION AND SPIN AWARENESS 

./ LAUNCH FAILURE RECOVERY TRAINING 

./ UNDERSTANDING THE DANGERS OF LOW FLYING 

"SAFETY THROUGH KNOWLEDGE" IS GOOD 

SAFETY THROUGH UNDER· 
STANDING IS BETTER 

Talk to Bruno on 

01295 258700 
e-mail: brunobrown@tesco.net 

GLIDER 
INSTRUMENTS 

(M. & P. Hutchinson) 

PZL, Winter and Smiths Instruments 
repaired and overhauled. 

Contact us with your requirements. 

Write or phone: 

'Tanfield ' 
Shobdon 

Nr. Leominster 
Herefordshire HR6 9LX 

Tel: 01 568 708 368 

63 

mailto:brunobrown@tesco.net
mailto:dickie@fsd.uk.net
http:canopy.P1


Accident/incident summaries (cant) 
PILOT(S) AIRCRAFT 

Rei Type BGA No Damage 
DATE 
Time Place Age Injury P1 Hours 

133 Twin Astir 2323 Minor 07-Apr-02 
1400 

Sleap 58 None 8 

The ptlot believed he had secured I he rear cockpit before lining up on lhe runway but. after several delays, when he launched 
the rear canopy opened and shattered. The tug pilot was able to position the glider downwind of the runway and the glider made 
a safe landing. 

134 K-8 2295 Substantial 01 -Sep-02 Dation 53 Minor 261 
1430 Cumbria 

The pilot became low (650ft) and had to make a field landing. The lield chosen had power lines across the undershoot lield 
and so he kept high to avoid these. As a result the glider landed too far tnto the field and overran Into the boundary fence. The 
glider was substantially damaged and the pilot received minor back injuries. 

135 OG-505 & ASW 19 Minor -Sep-02 Incident Apt - None 
This ground-handling incident occurred while the large-span glider was being taken to the launchpoint by the pilot, assisted 
by a club member in the tow vehicle, and two visitors. The glider was towed between gliders parked at the tarmac edge. 
Someone called "Stop" but this was not in time to prevent the wingtet damaging another glider's elevator. 

136 K-13 2739 Minor 19-Sep-02 Nympslield 64 None 
The early solo pilot closed and locked the canopy but then had to re-open it as the launch was delayed. He shut the canopy but 
did not notice that the locking bolts had not slid Into their holes. The canopy opened early in the launch and the pilot made a 
safe landing. The latch was known to be misaligned and needed a "slight jiggle" to lock it. 

137 Grab Astir None -Sep-02 Incident Rpt 36 None 1000 
The experienced ptlot initiated a deliberate spin at 170011 AGL then was alarmed to find full recovery action did not work. The 
drill was repeated and after "a while", with full opposite rudder and full forward stick, it recovered. A full inspection was carried 
out. followed by a test llighl. A control jam may have restricted forward stick movement. 

138 Pegasus 3368 Substantial 14-Sep-02 
1740 

Bidford 39 None 55 

The pilot was briefed prior to his ffrst flight on type. He had a PlO on the early tow, having been warned of the "sensitivity of the 
controls" but settled in for a good llight and circuit. Returning to the airfield he saw another glider had landed and while avoiding 
this he allowed the glider to stall in from about 4h with open airbrakes. 

139 Astir CS None -Aug-02 Incident Rpt 39 None 758 
The lug pilot was driving his car to pick up a glider that had landed the other side of the winch launch strip. Initially he drove 
along the side of the airlield but, believing there were no cables out, suddenly turned across the strip. A glider had started to 
launch and the pilot quickly released and just managed to "hop over" the car. 

140 Std Libelle 1936 Substantial 31 -Aug-02 
1325 

Naseby 22 Serious 126 

During the start of a competition flight in poor conditions a gaggle ol gliders were seen to be struggling to remain airborne near 
the airfield. This ptlot tried to return but was too low and, hitting strong sink, had to make a hurried field landing. 

141 K-8 Minor 25-Aug-02 Usk 22 None 19 
On his fourth winch launch on type the pilot was alarmed at the angle of rolalton and speed so pulled off at about 200ft. 
Alter hesitating he lowered the nose and made to land ahead. The airbrakes were seen to open and close even when the glider 
was on the ground and consequently 11 ran on into the boundary hedge. 

142 Falke G-BVKK Minor 29-Sep-02 Saltby 69 None 472 
Motorglider 1500 70 None 

P 1 was on approach when the crosswind increased and the motorglider encountered curlover from trees to the side of the 
runway. PI decided to conttnue the approach but was unable to round out and prevent a heavy landing which pitched \. . 
the aircrah nose down. breaking the propeller. In retrospect it would have been safer to go around. ~ 

Open Cirrus 17.7m. Built 1969. In excellent all round condi
tion with good paint finish. ColA to Jan 2004. Full oxygen 
system. Standard instruments plus C4 flight director, radio 
and boom mike. Lots of improvements in recent years includ
ing new harnesses. Sound aluminium trailer Gust profession
ally serviced). Excellent fittings and one man two out gear. 
Camp. no. 619. Bargain at £9,500ono. Contact:Aian Jenkins, 
tel 01295 758497. Email: alan.jenkins@tiscdali.co.uk. 

DENBIGH GLIDING CLUB 
TARMAC STRIP 

Open 350 days, visitors welcome, stay 
current, fly ridge and wave. 

Tel: 01745 813774 
Email: office@denbighglidingclub.co.uk 
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Cotswold Gliders 

http ://www.cotswoldgliders.co.uk 

HIGH QUALITY SPECIALIST WORK IN 
Carbon, kevlar and glassfibre, wood and metal. Alloy airframe repairs a speciality. 

All types of repair work undertaken, from minor trailer rash to large insurance claim. 
Kestrei/Libelle rudder and aileron drive rebuilds, also NOT testing of rudder drive. 

Motor glider engine approval. Machining facilities for wing pins, axles, etc. Tig welding. 
If you require any of the above services, please contact us on any of the following 

Tel: Workshop 01993 779380 Fax 01993 779380 
Email : office@cotswoldgliders.co.uk PFA Rating 

Mobile No. 07944 885117 
or The Old Dairy, High Cogges Farm, High Cogges, Witney, Oxon. OX29 SUN 

Classifieds 
Please send the text of your advert, and your 
payment, to Debbie Carr at the BGA office (not 
to the editor) . 

Please remember that. if you are emailing text, 
your advert may not appear unless we have 
received payment by the deadline 

The deadline for c lassifieds to be included in 
the Aprii-May issue of S&G is March 3 after 
which any adverts received wi ll be published in 
the following issue. 

Text : SOp/word, minimum twenty words (£16). 
B lack and white photographs: £6 extra 
Box number: £3 extra. All prices include VAT. 

FOR SALE 

ASH2SE, Immaculate new gel (2001 ). Wing lets, fu lly instru
mented (including Horizon and S-Nav with moving map) and 
equipped. Double axle trailer, lull covers, two man rig. 
Engine 16 hrs. Oxygen, chutes. Proven 1 OOOk capability. 
Superb outfit. Tel: 01440 785662 or lynch.gw@virgin.nel 

NIMBUS 2c - Complete outfit in excellent condition. Glider 
recently relinished. Aluminium trailer. Contact Paul on 01772 
697599 or Darren on 01257 249334. 

STD. CIRRUS. Good condition, GRP trailer, lull panel. oxygen, 
tow-out gear. £8500 ono. Portmoak. Tel: 0 t 3 t -226-3438. 

OZEE cyclone llying suit. Completely new and unused. 
Medium. Fit up to 6H. £75 buyer collects. Tel: 0151 632 2313 

CHEWAON 2-32C. Engine/Airframe low hours. Includes 
radio, headsets, Winter vario, lactory trailer/hangar. Quiet, 
spacious, very economical. New Permit. £14 000 Tel: 01773 
824863 Email: michaelsheehant@aol.com 

NIMBUS 3DT t993 . 114 share based Nympslield. Meall T. 
Hangar, trailer, parachutes, L-Nav, GPS, Locator. Becker 
720. Horizon, T&S. Paul Harper Utile Ot452 812349 

SHK; 38/1: Current ColA, vgc generally. Complete with trail
er, standard instruments plus Borgelt vario/averager and 
Winter barograph. £4995 ono. Tel: 01983 852095, after 1800 
hrs. 

DG101 , 1320 hours. 890 launches, vgc. well known (MS) 
and often admired. Aluminium steel framed trailer. Excellent 
panel with fully integrated LNav. gps and llight logger, radio, 
serviceable laplop, parachute, oxygen, rigging and towout 
aids. Available Immediately. Ring John, 01803 550525 or 
jlbugbee@aol.com 

DISCUS CS, 1993, winglets , vgc. Full panel, 
LX4000 GPS/Director, Schumann, Cobra-type trailer, 
tow-out gear. Neil (01592) 840359, 0781 243 9515, 
donirving@btinternet.com 

VEGA 17m GRP trailer, oxygen, one-person rig, low-out gear, 
£10950 ono Tel: 01330-860828 Email: bickh@bp.com 

VENTUS 2ct New May 2002 15/18m new instruments and 
Cobra trailer. No premium just at cost. 01905 381 146 

K7 For Sale. 3500 hours, basic panels including XK10 elec
tric vario and TM6 radio. Always hangared. Good canopies. 
Cheap, robust two seater. Complete 
with open trailer. £3000 ono. Contact John Houlihan 
houlihans@eircom.net or +353 45 864864. View Dublin GC 

DG300 excellent condition, wing and blown turbulalors. auto
matic control hookup, 190 litre wing ballast, fin ballast, U D 
4211 , safety cockpit. full panel inc L Nav. ATR720 radio, GPS, 
winglets. tinted canopy, tow out gear, Schofield trailer, what 
more could you want for £22 995 Tel: 01823 324157, 
Donjones@donaldj.f9.co.uk 

PROFESSIONAL INSTRUCTOR 
BOOKER GLIDING CLUB 

require a seasonal instructor holding 
an assistant or full rating, to start 

1st March, 2003. 

Tugging experience, although not 
essential, could be an advantage. 

Write or email G Dale, CFI 
Booker Gliding Club, Wycombe Air Park, 

Marlow, Bucks SL7 3DP 
or 

otfice@bookergc.nildram.co.uk 

Sailplane & Gliding 
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COVERS FOR SAILPLANES 
Why be afraid of dust, rain, snow or ice? 
Protect your airplane with effective covers 
from Sweden. All covers are made of white 
waterproof web and UV protection. Double 
tread. Under side with condensation net. Easy 
to wash. I will send product and materials 
information if you wish. 

For more information contact 
lars-Erik Blom 

lax 46504-14927 e.mail conlurn@telia .com 
<mailto:conlurn@telia .com> 
Confurn Design AB SWEDEN 

Internet www.conlurn.se <http://Www.eonfurn.se/ 

VENTUS BT. 1402 H. 451 L. t4E. Full panel, complete out
fit. Cobra trailer fibreglass, new parachute. original condition 
unmarked. New ColA. Tel Ot787 278945 

COBRA Low Line Trailer. Anti snake coupling, fittings for 
Ventus 2. Tel: 01494 881050 

Ka6E. Aluminium trailer. New panel. XKtO Vario/Averager. 
Refurbished fuselage and cockpit. Full rigging and tow-out 
kil. Otters. Tel: 020 8560 6 t 77 

ASW15 Excellent condition, low hours, basic instruments 
plus !light director. AMF trailer and tow out gear. £9,000 
Sharon Kerby 01242 633129 (daytime) 0121 453 7708 
(eves) 

TRAILER. Weatherprool, roadworthy, long wooden trailer tor 
Kestrel or smaller. Good. dry, sound, storage. £350.00 to 
clear. Tel: 02380 616152 

LSB-15 (1994) 1145 hours, 316 launches. VGC. Complete 
outlit including Cobra trailer, L-Nav, GPS, Logger etc. View 
Lasham Tel : 0 1962 733435 rthirkell@hotmail.com 

DG300 ELAN. Top ot range. Excellent performance, vgc, 
oxygen . barograph. Komet trailer. £21 500 Tel: Ot905 
381261 

STANDARD LIBELLE -2560 hours, 14351aunches with serv· 
iceable wooden trailer. new parachute. EW logger. radio, elec· 
tric vario and towout gear. £6800 including new ColA. Tel: Jim 
01483 810595 or Sue 01252 850637 (daytime). 

ASW20 New ColA. Complete outlit including aluminium trail
er, GPS, Borgelt vario. tow out gear. Based Dunstable. 
£16900. Tel: 0208 3635006. 

KB For Sate. 2370 hours. basic panel including LX 1 DO elec
tric vario and FSG 15 radio. Always hangared. Good condi
tion. Good early solo club glider. Complete with open trailer. 
£2500 ono. Contact John Houlihan houlihans@eircom.net or 
+353 45 864864. View Dublin GC 

K6CR the best available. Full panel & radio. rigging and tow
out gear, good parachute, wired tor Pilot 3 & EW logger, good 
Schotield trailer. £3250. Phi! Jones 01923 220033 

VENTUS 2C 15/18m. New. Full panel. parachute, trailer, 
tow-out gear. Yours for £22 000. Apply Surrey and Hants 
G.C .. Lasham. 

ASW 20L - Masak tips, lull panel Including moving map, tow 
out gear. twin axle Jibreglass trailer. parachute. oxygen. View 
Nympstield. £18.5k. Tel Tony Gillett 01285 656713 or email 
tony.gillett@tesco.net 

DISCUS 2d. Competition panel Cobra trailer. etc. Two thirds 
available for Weekends/Bank Holidays + Share Nationals. 
Based Beaker. Lash am or Dunstable. or buy the lot £42 000. 
petersheard@aol.com or 01525 222887 

Des igned to easily produce High and CONTROLLABLE 
launches every time With non-profeulonal drivers. 

Please contact us tor a 
Video or Demonstration 

SKY CATERING 
specialised catering for gliding clubs 

EXPERIENCED 
COMPETITION 

CATERING 
Gill Pennant 07801 227663 

e-mail gillpennantfrog@hotmail.com 

ASW 15B. Good condition, Jlight director. radio. new para
chute, tow out gear. Currently based at Bidford. £8.500 ono. 
Tel 01926 747330. Email j.archer3@ntlworld.com 

ASW24wl 1992,Cobra trailer. 536 hours. 235 launches, 
excellent condition. Full panel plus towout gear. Beautiful 
glider. very reluctant sale. £26,500. Contact mervbull@hot
mail.com 

NIMBUS 3 For Sale. Numerous extras including aura of 
immortal glory. £35 000 Tet: D.B. James 01492 585130 

ASH25E. Winglets, two man rigging, water bags, oxygen, 
GPS. two lrving parachutes, Cobra trailer, hangar (could be 
moved) Tel: 01954 202095 br.george@ntlworld.com 

FUEL TANK FOR SALE 6000 Litres. double bund. expoxy 
lined. Avgas approved. Brand new, never used. Ideal for 
multi aircralt ops. £6950. Contact: John Houlihan. 
houlihans@eircom.net or +353 45 864864 (Evenings). 

DISCUS B probably the best available . FULL competition 
panel includes L Nav, electric & mechanical varies, bohli 
compass, Artitical horizon. G meter, Radio. Garmin, E W 
barograph/logger. Oxygen. Full Jaxida covers. good 
Scholield Trailer. Only 174 hours on 107 1aunches. New July 
1995 and stored in ideal de-humidilied conditions thus is 
superb throughout. Complete outfit lor £30,500. Ken Aowley 
01482 633488. E-mail kzrowley@yahoo.co.uk 

Stemme 810 
Quarter share in well equipped Stemme S10 kept rigged 

In a private hangar at Lasham. 

With an UD ol 50:1, soar to power in less than 5 sec
onds. a 90Kt cruise and sociable side by side seating this 

type of motorglider offers unique opportunities to 
explore new areas and extend your soaring season. 

Share price £20,000 
Contact iim.lyell@billink.co.uk <mailto:jim.lyell@billlnk.co.ulo 

Tel 07768 693295 

--·--TOWBARS TO TRUST 
e EC Type Approved bars use all cor manufacturers Fitting points 
e Fitting does not o fft..-cl the vehicle warranty 
e Lifetime guarantee under the Witter Shield of Sofety 

See Yellow Pages fo r your nearest .specialist fitter o r stockist. 
WmER TOWBARS, CHESTER CHS 2NY 

Tel: 0124.4 284500 • Web. 'HW'W.witter·towbors.co.uk 

' it's like going up on Rails" 

ANOTHER WINCH JUST DELIVERED TO fOUR COUNTIES 

Tel. : 44(0) 1939-235845 Fax: 44(0) 1939·234059 www.skylaunchuk.com 

February - March 2003 

All types, BGA, PFA, CAA, FAA and BMAA, 
C's of A, New Build & Insurance Claims. 
Wellltnte: www.xxx1100.abelgratis.co.uk 

emall miknk65@ukonline.co.uk 

Tel: 01297 680551 
Mobile: 07810 517916 

Branscombe Airfield. Branscombe, Devon EX12 3Bl 

SITUATIONS VACANT 
CHIEF FLYING INSTRUCTOR is needed this Spring by the 
We! land Gliding Club, would you like to join us? Our airfield, 
Near Oundle. Northants. serves 50 members lor 125 days a 
year. Please speak to the Chairman on 01 780 450288. 

INSTRUCTOR WANTED to assist operations Aprii/May until 
end October. 112 Cat. miniumum qualification. Please send 
details and experience to Ray Ferguson Dalling, Deeside 
GC., Aboyne Airfield , Dinnet. Aberdeenshire AB34 5LB: or 
deeside@glidingclub.co.uk 

WANTED Weekday Full Rated Instructor for 2003. June -
August. may be longer to run weekday gliding operations 
and courses. Friendly well organised winch launching club 
with well maintained fleet. Flexibility with regard to employ
ment periods a possibility. Apply with brief resume to: The 
CFI, 29 Aiversleigh Road, Leamington Spa. Warwickshire, 
CV32 6BG. 

Lake Keepit Soaring Club 
Our location on the border of the inland plains and 
the Great Dividing Range produces some of Austral ia's 
best year round gliding. Our friendly club atmosphere 
and State Park setting wi ll make your visit memorable. 

Jim Stanley Phone +61 267697514 Fax +61 267697640 
E-mail keepitsoaring@bigpond.com 

www.users.bigpond.com/ keepltsoaring 

Xlmango touring motor-glider. 1996. 2 seat side-by-side. 
N F only 310 hrs TTSN. 80 HP Rotax-91 2. 270 hrs. Well 
equipped with radio, transponder. GPS. varies. artificial 
horizon, etc. etc. 30:1 UD. Excellent condition. Always 
hangared. ColA till May 2005. Instruction for SLMG rating 
available on type. £55,000 no VAT. Tei/Fax : 01625 548 761. 
E-mail: gilesni@aol.com 

Derbys & Lanes GC 
(Camphill) 

require 

TWO INSTRUCTORS 
(1 full cat and 1 8.1. min imum) 

and 

ONE WINCH DRIVER 
for 

SUMMER 2003 
Enquiries to: 

D&LGC, Camphill, Great Hucklow, 
Near Buxton, Derbyshire SK17 SRQ 

Emai/: dlgc@gliding.u-net.com 
Tel: 01298 871270 
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SF 25C Rotax-Falke 
1HE IDEAL MOTORGUDER 
FOR TRAINING, SOARING, 
CRUISING AND AEROTOW 

SCHEIBE-FLUGZEUGBAU 
GMBH 

I )-H~221 l>ctdl:llr. Augu., t -l'l';dtz-Srr. 2;5 

Td: OU'I'! HU I-720H;\ or -7LUH1 • bx: -7.:\(>98~ 

UK Contact: Peter Serge Fink 
Tel: 01293 885147 • Fax: 01293 873214 

THE SCOTTISH GLIDING CENTRE 
p~ 

Increase your airtime 
The best of Ridge Soaring from 

Southerly through to North Easterly 

Scratch the Ridge with confidence 
Large Airfield aJ the base of the hill 

Scotland's Premier Training Site 
Training Courses for 2003 

May to September 
Clubhouse accommodation, caravan and camping space 

Calllrene on 01592 840543 
The ScoHish Gliding Centre 

Portmoak Airfield, Scatlandwell KY 13 9JJ 
Web hHp://www.scoHishglidingcentre.co.uk 

email: oHice@portmoak.force9.eo.uk 

Deeside Gliding Club •. 
What ever your level of ability 
we have something to offer you . 

Spring & Summer Schedule • ·· 
Open 7 days a week o No-wait launching 
Under utilised glider fleet o Dedicated training 
Experienced and friendly instructors 
Enhanced x-country opportunities 
(new out-landing database) 

Gliding as it should be 
Diary Dates 
Gliding Courses 
Vintage Glider Rally 
Task Week 
UK Mountain Soaring 

Anytime, just ask 
14th- 22nd June 
14th- 22nd June 

Championships 7th·- 13th September 
Information/enquiries: Ray Ferguson-Dalling 
Tellfax: 013398 85339 
E-mail: office@deesi.Q~g lidingclub.co.uk 
Website: ~esideglidingclub.co.uk 

Wave bookings 
(Sepi/Oct): 
Tel: 
E-mail: 
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Mary-Rose 
01569 730687 
maryrose.smjth@vjrg· .n 

THE SCOTTISH GLIDING CENTRE 
p~ 

WANTED - INSTRUCTORS 
The Scottish Gliding Centre has two vacancies for 
Professionollnstruclors. 

• A full rated instructor to run the airfield an a 
rolling twelve month contract. The successful 
candidate will also be required la assist with basic 
glider maintenance during quiet periods. The 
provisional start date wi ll be May 2003. 

• A full o r assistant rated instructor to run holiday 
courses from May till September. 

Apply with CV to The Scottish Gliding Centre. 

THE SCOTIISH GLIDING CENTRE 
Portmoak Airfield, Scotlandwell 

Kinross, KY13 9JJ 
Phone 01592 840543 o Fax 01592 840452 
Web hHp://www.scaHishglidingcentre.co.uk 

email: office@scoHishglidingcentre.co.uk 

HELP! IF YOU HAVE any issues of The Sailplane and 
Glider !ram 1930-1935 that you are happy to donate to 
the BGA for the editor's archive (or to sell to me for my 
own set). do please let me know. We also need: The 
Sailplane and Glider, Jan, Mar, Apr and Oct 1936; Feb 
& Dec 1944; Gliding, 1955. val 6 no 1. 
Many thanks to all who have already helped 

He/en Evans. Editor. S&G 
01453 889580 

helen@sandg.dircon.co.uk 

DG 500/ 
22 ELAN 
The BGA offers for sale '97' to the 
best offer around £30,000. New 
in Jan. 1 993 and fully equipped 
inc. trailer. Approx. 3,800 hrs. 
View at Bicester. 

Contact Barry Rolfe at the BGA 
office: 0116 2531051 

GLIDER/AIRCRAFT 
INSURANCE? 

Contact: 
Tony Fidler 

Glider pilot for 35+ years 
40+ years insurance 

experience 
Telephone/tax/write to: 

ANTHONY FIDLER & CO 
INSURANCE CONSULTANTS 
27 High Street, Long Sutton 
Spalding, Lines PE12 908 

Tel: 01406 362462 
Fax: 01406 362124 
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Protect your glider from the elements with Jaxida All Weather covers. 
Individually tailored in quality waterproof material with permeable 
vents on the underside. Jaxida covers offer waterproof and 
condensation free protection. Held in place by 
robust plastic toggles and bungy cord, Jaxida 
covers take minimal time to mount onto your 
glider. Jaxida covers give 100% UV 
protection. Available as wing covers, tail 
plane cover, fuselage cover and canopy cover 
which can be purchased as a complete set, 
or separately, either as All Weather covers or 
Hangar dust covers. 

For more information contact Michael Tel: 01865 841441 
or michael@afeonline.com 

2002-2003 ~===d' 
FREE catalogue 
80 full colour pages, hundreds of new products, special 
offers etc. Order your copy free via our website 

All prices include VAT at 17.5% 

LX160 Variometer 
The L.X160 is a state of the art electronic audio variometer with 
flight director and single leg navigation capability. lt is mounted in 
two 57mm circular cutouts; one houses the LCD unit while the 
other holds the control switches. The variometer, which is transducer 
operated (no flask), can be TE compensated by either a TE tube 
or electronically from a normal pitoVstatic source. A full function 
audio is incorporated. The vario is switched into flight director or 
speed command mode by either a manual switch, which can be 
coupled to the flaps (if fitted), ur auto switching at a user-selected 
airspeed. The navigation facility is driven by a standard NMEA 
input from an external GPS and provides full final glide information; 
the L.X160 also calculates the wind component. The LC display 
has two variometer needles; the outer needle acting as a variometer 
while the inner needle is a flight director command. A digital 
averager is displayed in the upper sector of the LCD; while the 
lower sector can display either distance to the next TP, altitude 
or altitude required to reach the next TP or goal. 

£675.00 

Collbri 
IGC approved GPS/Logger. Includes an 
integral12 channel GPS. LCD navigation 
display, 1 00 Hrs logger time at 1 0 second 
intervals. 11 is fully programmable to set 
and edit tasks. with an electronic task 
declaration, and post flight anal·ysis 
function . Fully IGC approved engine 
sensor for use with Turbos and 
Motorgliders. The Colibri has an NMEA 
output, and acts as a GPS engine to drive 
both the L.X160 and Winpilol. 

LX160 + COLIBRI SYSTEM £1225.00 
For more information, contact Michael Tel: 01865 841441 
or michael@afeonline.com 
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