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CENTRELINE
Services

CENTRELINE SERVICES provides
the gliding fraternity with the

complete service —to getyou in
the air—and keep you in the air.

Qurcomprehensive insurance and
finance facilities are widely
renowned —immediate cover—-no
loading for competition pilots -
progressive no claims bonus —
agreed values —as is ourno
nonsense approach to aviation
accidents with prompt paymentin
the event that you come down to
earth with a bump.

Callus now and find out what we
cando foryou—you’ll find us very
approachable.

PO BOX 100
SARISBURY GREEN
SOUTHAMPTON
HAMPSHIRE SO3 6YJ
TEL: 0489 885998
FAX: 0489 885889

SPECIALISTS IN
AVIATION INSURANCE
AND FINANCE

In association with
Edgar Homikton Ltd,
Lioyd's Brokers

CENTRELINE SERVICES —- THERIGHT APPROACH



S

Magazine of the
British Gliding Association

Kimberley House, Vaughan Way
Leicester, LE1 45G
Tel Leicester 0533 531051

August-September 1990
Volume XLI No. 4

EDITOR
Gillian Bryce-Smith
281 Queen Edith's Way, Cambridge, CB1 4NH
Tel 0223 247725
Fax 0223 247725

CONSULTANT EDITOR
Rika Harwood
66 Maisemore Gardens, Emsworth, Hants, PO10 7JX
Tel 0243 374580

SUBSCRIPTIONS
Bev Russell
BGA Office

COMMITTEE
A. W. F. Edwards (Chairman)

ADVERTISING MANAGER
Helen Richie
Cheiron Press Ltd
241 Desborough Road, High Wycombe
Bucks HP11 2QW
0494 442423

PUBLISHER
British Gliding Association
(Barry Rolfe, BGA Administrator)
-

Cover: Peter Selinger photographed the Nimbus 4o
on its maiden flight in May with Klaus Holighaus, its
designer. at the controls. The launch was from
Hahnweide airfield in W. Germany. Klaus went on to
come 2nd in the European Championships’ Open
Class al Leszno, Poland in June. We have a report in
the next issue on the maiden flight and the
Championships with the leading results of the
Compstition on p220.

SAILPLANE
& GLIDING

173

YOUR LETTERS

D. S. watt, M. F. Cuming,

D. Levien (reply by B. Fairston),
R. Parkinson, R. T. R. Windfield,
C. O. Vemon, R. Cassidy,

F. Holmes, R. Grimes, R. B.
Riddle, C. J. Chapman (reply
by R. H. Johnson), A Dismayed
Student, A. R. Amiri, Emu

177

BOOK REVIEW
P. C. T. Whitmore

178

CUMULO-NIMBUS
T. A. M. Bradbury

182

NORTH WALES WAVE
J. J. McCormick

183

MERRI'S PROGRESS
Merri Head

184

LITHUANIAN NATIONALS
1989
P. Pozerskis

187

THE “MYTHTERIES” OF
STATIC STABILITY
J. C. Gibson

189

WINDY LANDINGS
The Arm-Chair Pilot

190

TAIL FEATHERS

191

TRAVELLER'S TALE
D. Wilkinson

192

S&G Classic
L. Wright

194

FLIGHT TESTING THE LS-7
AND ASW-24
M. F. Cuming

196

CIRCLES IN THE AIR
S. N. Longland

199

ISLE OF WIGHT IN A T-21
N. James

200

BGA AND GENERAL NEWS

201

GLIDING CERTIFICATES

203

BGA ACCIDENT SUMMARY
J. Shipley, D. Wright

206

CLUB NEWS

217

THE BGA AND PROTECTION
MONEY!
W. G. Scull

219

OVERSEAS NEWS

J. M. Bishop

A PROBLEM OVERCOME
M. Brown

220

WAY OFF TRACK
Penguin

Member of the

Internationale

Royal Aero Club and the
Fédération Aéronautique

S

Leicester Printers Ltd., Leicester.




GLIDER REPAIRS — SPARES - I'NSTUMENTS — PARTS — MATERIALS - SERVICE

MAJOR REPAIRS: in glass and carbon fibre reinforced plastics, steel tube, and wood. Schieicher gliders a
speciality: many jigs and spares held in stock.

TOST: Wheels, Tyres (including 400 x 4), Weak Links, Release Hooks.
DOPES AND PAINTS: Main stockists for Neogene products.
INSTRUMENTS AND RADIOS: Winter Agents — most other makes available.

MATERIALS: For all your Repair and Re-build needs: GLI Finnish Birch Ply (thicknesses from 0.8-6.0mm);
Germman steel tube for gliders (complete range).

INSTRUMENT CALIBRATION AND SERVICING

OVER-THE-COUNTER, POSTAL AND CARRIER SALES SERVICE: our Shop stocks Hundreds of items, all at
competitive prices.
Open Monday to Friday 9am to 1pm; 2pm to 5pm
Saturday 9am to 1pm; 2pm to 4pm

London Sailplanes Limited

Tring Road, Dunstable, Beds LU6 2JP. Dunstable (0582) 662068

MODERNISE YOUR TRAILER FITTINGS

Quick & Easy from AMF ENTERPRISES
Builders of Britain’s No. 1 Selling AMF DROOP SNOOT GLIDER TRAILER

Choose from our extensive range of light weight, high strength fittings
for all gliders.

® JACKING BELLY TROLLEY * FUSELAGE-MOUNTED TAILPLANE FITTING *
* NOSE CONE * WING ROOT BOXES ® ROOT & TIP TROLLEYS »
® SLINGS » TRIPOD TRESTLES * TIE-DOWN RING BOLTS & RATCHET STRAPS
AND MUCH, MUCH MORE

AND IF YOU'RE STILL TOWING-OUT ON THE END OF A ROPE .
GO SOLO!

AMF'S ‘THREE-PIECE SUITE’ IS DESIGNED FOR EASE AND COMFORT
WINGTIP DOLLY TAIL DOLLY WITH HANDLE
TOWBAR (Collapsible to fit in car boot)

AMF - Specialist in GRP Mouldings

SEND FOR FULL PRICE LIST TO:
AMF ENTERPRISES, MEMBURY AIRFIELD, LAMBOURN, BERKS. RG16 7TJ

RAPRIDED Telephone/Fax: (0488) 72224
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ALEXANDER SCHLEICHER’S ASW24

To the competitively inclined competition results make compulsive reading. So we've taken a
recent ‘comp’ as an example.

EUROPEAN CHAMPIONSHIPS 1990, LESZNO, POLAND
STANDARD CLASS. Leading results

Ist Place ASW 24
2nd Place ASW 24
3rd Place ASW 24
4th Place ASW 24

Please don't write and tell us the pilots’ names and scores are missing. We too know that
gliders don’t win competitions — pilots do. But that doesn’t mean the gliders aren't vitally
important, for even top rank competitive pilots need the best gliders if they’re to be ‘in with a
shout’. No doubt why they choose ALEXANDER SCHLEICHER’S ASW 24 for the
‘Europeans’:
Not everyone is competitively inclined of course. In fact statistically most of
us are apparently not. But even if we don't see ourselves as championship
material, we like to feel that at least we are flying the type of glider a true
champion would choose. And why not2 After all the ASW 24 is easy,
straightforward and uncomplicated to handle in the air and with its best
L/D at 44:1, equal or better than most 15 Metre Class gliders, who wants
flaps to mishandle? Rigging is (almost) a pleasure thanks to low compo-
nent weights and fully automatic control couplings; just the machine for
the pilot who wants to take maximum avantage of those illusive good
patches of British weather — or for aspiring champions!

You may not be competitive, but be decisive and make sure you're flying an ASW 24
in 1991.

For further details of the ASW 24 and the rest of SCHLEICHER'S high performance
range including:

ASH 25 (Winner of this year’s US Open Class Championships)
ASW 22B (Winner of the Open Class World Championships 1989)

Contact John Jeffries Sole UK Agent for
JJ Associates ALEXANDER SCHLEICHER
PO Box 61

Dunstable, Beds LU6 2LB ;
Tel: (0525) 222111 Fax: (0525) 382293

August/Seplember 1990
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ge advisers to the
BGA th over 30 years professional
service to gliding,
' We also provide insurance,

reinsurance and related risk services

to clients throughout the world.
For details of our competitively

priced insurance, call
Richard Akehurst on 01-377 3125.

Sedgwick Aviation Limited, Sedgwick House, The Sedgwick Centre, London E1 8DX.

Telephone: 01-377 3125 - Telex: 882131 - Facsimile: 01-377 3077
A Lloyd’s Broker acting as agent of SG Services Limited.

THE SUPER DIMONA HK 36
A REAL STRIDE FORWARD

16.2m span extendable to 17.6m
CHOICE OF ENGINES

For details

John Adams
Soaring (Oxford) Ltd

Hoo Mill, Ingestre, Stafford
(0889) 881495
FAX (0889) 882 189

Grob G103 Twin Ill Acro built to Grob
high standards for spring 1989
delivery

Excellent for basic training through to
performance training

Send for details:

JOHN ADAMS
SOARING (OXFORD) LTD

Hoo Mill, ingestre, Stafford
Tel: 0889-881495 FAX 0889 882189
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YOUR LETTERS

WHY HAVE WOMEN'S
COMPETITIONS?

Dear Editor,

This is a letter | meant to write years ago
when women's gliding competitions first
appeared and was prompted to do so on
reading in the last issue, p143, that Coventry
GC are to host the 1891 European Female
Championships. Can there really be any
women in this country who would demean
themselves by entering this “event”. (Competi-
tion is definitely the wrong word here.)

If the standard of such an event were
deemed to be of a lower standard than the
real European Championships then what
would any self-respecting woman warit to
enter it for? What worth would the winner's
trophy be anyway? If on the other hand the
standard were deemed to be higher, what
would be the point of it in the first place.
Surely to beat all-comers would give much
more satisfaction.

Presumably now that women have their own
event which in itself states that they feel un-
able to compete on equal terms, we will no
longer see them at National Championships in
future. A shame since | and most men do not
share their self-image.

How disappointing it is to see the brave and
determined efforts of reformers past wasted in
this way. Here we have the epitome of a sport
that is suitable for competition on equal terms
being specifically rejected in the continuation
of this sexist event, now being brought to the
UKL

| hope that the trophy for the “Shrinking
Violet Championships” is a small one and thus
easy to conceal.

DAVE WATT, Pyrton, Oxon
(See also p220.)

DOUBLE-DIAMOND BADGE

Dear Editor,

Now that super new gliders and the
greenhouse effect are making badge flights so
easy | feel we need a new challenge - some-
thing that will be as difficult o get as a Dia-
mond badge was in 1965.

| therefore propose the introduction of the
Double-Diamond badge; the requirements are
exactly double those of the single (or “half"l)
Diamond:~
e 600km goal
e 1000km distance
# 10000m height gain
But | don't think it's necessary to ask for a
10hr endurance trial.

Doing any of the qualifying legs outside the
UK would be acceptable but not guite
gentlemanly.

MIKE CUMING, London

TEMPORARY MEMBERSHIP

Dear Editor,

While still a student pilot | was given the
useful advice “fly at as many different sites as
possible to broaden your experience.”

Very recently | was staying near Booker so
decided to try a flight there. On arrival | was
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informed rather apologetically that the tem-
porary visitor fee was £10. Considering that
the actual flight might not cost much more

than this | decided not to fly.

Most other clubs charge less than half this
amount and one even waived it when | visited
them. Surely it is in everybody's best interest
that a visiting pilot should be able tc fly at a
site without this sort of discouragement?

| would like to know how a charge of £10
can be justified. | suggest that all clubs charge
a flat rate decided by the BGA.

DAVID LEVIEN, Cambridge University GC

Basil Fairston, Manager of Booker GC,
replies: All clubs, consciously or
unconsciously, choose their prices and level of
service they will give. Booker, with 22 gliders
and five tugs between 450 members and a
rented site near London, has chosen to be one
of the more expensive clubs. In retum, our
members spend less time waiting to fly than at
most other clubs. Having set an annual
membership fee of £225 we then have to set a
temporary member fee thal prevents people
from joining a small country club for say £50
and then flying every weekend at Booker as a
temmporary member, Our duty is to serve our
full members.

AIRFIELDS COULD BE INCREASED

Dear Editor,

In the April issue, p61, Charles Baker makes
the bland statement that there could be sub-
stantial cuts in the UK defence budget in the
future which would lead to military airfields
being closed or mothballed. May | suggest
that the first airfields to be closed or
mothballed will be in Germany and that there
may well be an increase in military airfields in
use in the UK to house the squadrons that are
pulled out of Germany.

REX PARKINSON, Hook, Hants

WATCH OUT FOR CORN CIRCLES

Dear Editor,

| would be grateful if your members in light
aircraft and gliders would keep an eye open
this summer for com circles and let me know
of any sightings with either a map reference or
a distance and bearing from a reference point
- &g a village.

You may have seen some of the publicity
that crop circles have received in the media
and press. Although most have occurred in
Wessex where Busty Taylor, a flying
photographer, has found some 300 since the
early 1980s, a ringed circle with three equi-
spaced satellites appeared between Cadby
and Stoughton in 1988 and a 16m diameter
anticlockwise-laid circle occurred 1km north of
Husbands Bosworth in August 1989,

A third was reported, though not confirmed,

some dnm west of the M1. He was said to
have passed directly over a ringed circle some
1.5min befcre overflying the M6/M1 junction
but it hasn't been found.

We don't know how the circles are formed

although investigating groups consider hoax-
ers can be ruled out except for a few fairly
obvious copycat examples. They date back to
1678 and increased from single figures in the
late 1970s to 260 odd in 1989.

Your assistance on gathering further data on
this intriguing mystery and apparent scientific
anomaly would be much appreciated and
acknowledged.

ROBIN WINGFIELD
The Spring House, Grimston, Nr Melton, Leics
LE14 3BZ

MORE ON RUDDER LOCK

Dear Editor,

In the April issue, p61, Brennig James refers
to rudder lock which, as he says, is associated
with fin stall.

Brennig and other readers might like to
know that the phenomenon is covered in air-
waorthiness flight testing. OSTIVAS states that
in a side-slip any control force reversal must
not be such as to make control difficult; JAR
22 has different wording which, however,
amounts to the same thing. The test is to apply
rudder, at the same time feeding on enough
opposite aileron to keep the fight path
straight.

| have done the test on many types, though
unfortunately on nothing very modem, and
retain documentary results on 16. | can sum-
marise them thus:

No locking Kite 1, Scud 3, Mi 23,
Rhdénbussard.

Marginal Sky, Jaskolka, K-7.

Definite T-21c¢, Capstan, K-8, K-13,

K-8, ASW-15, Dart 17, AV
386, Short Nimbus.

On gliders classed "marginal” the rudder
just locked on as full travel was reached, and
there was no buffeting. Those classed
“definite” did buffet. When locking occurred
the force required to push the rudder off was
small in all cases except for the Short Nimbus
(hardly a typical glider), and if the wings were
levelled the rudder always unlocked itself,
though sometimes only slowly. Results were
the same whether airbrakes were in or out.

My conclusion is that it is safe to make side-
siip approaches when necessary, so long as
one uses ailerons appropriately when
straightening up, and, of course, not leaving it
too late to do so.

Why does fin stall occur? The designer has
to choose the total fin and rudder area to pro-
vide enough directional stability and for spin
recovery, and the rudder must be large
enough to supplement the latter, and to fight
the former in crosswind take-offs and landings.
The larger rudder can thus induce large side-
slip angles and these are what stall the fin, or
actually the vertical tail, as a whole.

CEDRIC VERNON, Guiidford, Surrey

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

EVEN MORE ON SUNGLASSES

Dear Editor,

Following your excellent article by John
Wright on sunglasses (June 1989 issue,
p124), | went armed with my copy of S&G to
my optician, as | needed a new second pair of
glasses to comply with aifaw requirements
and thought it would be an easy matter to
have a prescription made up to Cloudmaster
specifications.

My optician thought the article was excellent
and anticipated no problems in meeting my
requirements. Three months later after going
around in circles, he discovered Zeiss, who he
had started with, now did their Umbral range
of coatings on prescription. One of these
coatings very closely matched the Cloudmas-
ter characteristics, which he recommended in
conjunction with a special higher quality glass
normally used for people needing very thick
lenses, and very soon after | had my new
specs.

| must say | am very pleased with the
results. If anyone is experiencing difficulties in
getting suitable coatings on a prescription I'll
be only too happy to pass on my oplicians’
'phone number, who now has all the details,
and the S&G article, in his specialist file.

BOB CASSIDY, 7 Cheldon Close, Whitley Bay,
Tyne & Wear, NE25 9XS

THE TRUTH ABOUT RIDGEWELL

Dear Editor,

| would like to put the record straight about
the Ridgewell gliding site in Essex (certain
persons seem to be spreading mis-
information).

The facts are:

1. | own this site, plus adjacent land.

2. | have met Bill Scull and he has seen the
site. He will support me that there is plenty
of potential for the right people.

3. Unrestricted planning exists for gliding with
light aircraft support.

4. The site is being used by several glider
pilots on a non-fee paying basis for the
time being, but no conclusive deals have
been struck.

5. Yes, | am fighting an appeal to be able to
operate light aircraft unassociated with
gliders, but this does not mean that my
intentions are "die-hard anti-glider”, - why

should they be? Most of my fixed wing op-
eration is based at Andrewsfield and an
arrangement could easily be made with a
permanent club based at Ridgewell, allow-
ing gliding priority at weekends, but revert-
ing to fixed wing if the gliders were
grounded due to weather. In the winter
months not much giiding takes place, while
the flying school continues unabated. With
a bit of goodwill, both fixed wing and
gliders could co-exist quite happily at
Ridgewell,

6. | also have a planning application in for a
clubhouse and hangar.

If anyone wishes to talk to me about gliding at
Ridgewell, | can be contacted on 037186 744.
FRANK HOLMES managing director of
Andrewsfield Flying Club, Saling Airfield,
Stebbing, Gt Dunmow, Essex

NEW SITE FOR USA CLUB

Dear Editor,

As one whose work causes me to travel
quite a lot and glide a little, | read Trevor Fox-
en's Traveller's Tale in the June 1989 issue,
p141, with great interest. But | must tell any
other travellers that the “Gliders of Calistoga”
have been forced to move because of the sale
of their site and are now at Sonoma Valley
Soaring, Sonoma Skypark, 21870 Eighth
Street East, Sonoma, CA 95476. This has the

IMAGINE

Mountain soering,
wave and thermal flying
in glorious Spain

* * *

# Join us for tailor-made holidays
* Familias or individuals welcome

* Beginners and pundits alike will enjoy breath-
taking scenery in our Grob 1098

* Instrumant flying, cross-country, field landing
instruction

+# Relax in our luxury private villa, with pool, and
experience the holiday of a lifetime

Contact
The Bartons 01 449 9346/01-953-9689
or Spain 010.34.65.795355

GLIDING IN SPAIN

advantage that while San Francisco remains
the nearest major airport Sonoma is only about
two thirds of the previous journey from San
Francisco.

The equipment all came from Calistoga and
the system operated appears very similar to
that described by Trevor. Commercial it may
be but the welcome | received was very warm
and | was able to enjoy some gliding at very
short notice.

ROGER GRIMES, Halton, nr Aylesbury, Bucks

GLIDING CLUB BOOK

Dear Editor,

| am working on a book describing all the
gliding clubs in the UK, as well as military
clubs overseas. By now most GC secretaries
are aware of my efforts, or at least the ques-
fionnaire | have sent to them. Many of you
have already answered, to which | extend my
deepest thanks, and | hope to get the book
oul soon.

To the rest of you. If you have already
received a questionnaire it really shouldn't take
more than a half hour to answer. And think of
the free advertising. Now | grovel, almost as
much as | do for a chance at Shrs in the K-8.
Please complete and retumn the questionnaire.
Thanks.

And lastly, to what are hopefully a very few.
Sorry, | didn’t get your address, and don't
know of your existence. | suppose you have
your reasons (ie new club) that the BGA didn'’t
have your address as of February this year. No
problem, drop me a card and I'll send you a
copy of the questionnaire.

ROBERT B. RIDDLE
Box No. 3724, RAF Mildenhall, Suffolk,, IP28
8NG

STROBE LIGHT KITS

Dear Editor,

After reading Mr Johnson's article (April
issue, p79) on strobe lights, with interest, | tore
off a sheet of the proverbial and did a quick
calculation.

Now what visual range is required? You
need time to spot the light, decide what to do
and then do it. Let us assume that you, as a
highly skilled pilot, are proceeding carefully al =Y
a modest 90kt under a good cloud street and

THE NEW L23 “SUPER BLANIK” FROM CZECHOSLOVAKIA

SOLE UK AGENT - PETER CLIFFORD &
15 Home Farm, Crowmarsh Gifford, Wallingford, Oxon, OX10 8EL. Tel: 0491 39316/680420 Fax 0491 39316 CAIRFT G

Co,,

A superb trainer
All metal construction
Easy ground handling
Empty weight 310kgs
Fully instrumented
Certified to JR 22 and OSTIV-X
Delivery 6 weeks
Demonstrator available
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Gnome run!

You might not make an error of judgement on your final

glide, but you could readily make one when you're
looking for insurance.

It's all too easy to choose the wrong company; trouble is, you won't
find out until it's too late!

Make sure you're with the right company ~ Mowbray Vale, the
people for glider and aircraft insurance, although we can in fact
insure just about anything. We could probably arrange a ‘House and
gnome’ policy if you like!

Contact Carol Taylor or Stephen Hill on
Thirsk (0845) 523018 - 24 hr. Ansaphone Service.

Or write to:

MOWABRAY VALE INSURANCE

8 Castlegate, Thirsk, North Yorkshire YO7 1HL.
Te|ex: 587470 Represented at Lloyds Fax: 0845 525483
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YOUR LETTERS

that there is none of the usual haze present.
Some idiot is hareing along the street at 90kt,
in the opposite direction and at the same
height, but he has remembered to switch on
the strobe light that his partner fitted. You need
at least three seconds to judge the situation
and to push or pull on the stick. With a two
second flash rate, this makes a total of five
seconds. The calculated range is 1500ft and
this is the rock bottom minimum - it won't
allow you enough time to tum away.

Comparing this range with the “bright over-
cast” range of 700ft, for the strabe lights in
clear conditions suggests that they are
hopelessly underpowered for daylight use in
gliders, by at least a factor of four. Any haze
would considerably reduce the effective range.
The “whirr-pop” sound produced on the radio
may be music to Mr Johnson's ears, but it
sounds more like objectionable radio inter-
ference to me and it is probably due to inade-
quate suppression and inadequate screening.
It could seriously limit the performance of your
radio near it's maximum range. The 1.1 amp
required would be a heavy additional drain on
your battery. The kits may have had “good
value and quality” printed on the wrapper -
but can you believe everything that you read?
C. J. CHAPMAN, Petworth, Sussex

Dick Johnson replies: | quite agree with Mr
Chapman that the strobe lights are of very
limited benefit under bright and semi-bright
conditions. However, as conditions darken
their usefulness increases rapidly.

His hypothetical case of the two 90kt
sailplanes approaching head-on is real, of
course, but not at the top of the collision
hazard list because both pilots have a full view
of each other. At least in the USA about 85%
of our aircraft mid-airs occur while one aircraft
is overtaking anather. There only one pilot
generally has an opportunity of sighting the
other, but the closure rates are considerably
lower.

NO WAY TO TREAT THE YOUNG

Dear Editor,

| became hooked on gliding in 1986 as a 16
year-old civilian member of a service club and
value my membership greatly. My flying has
improved as rapidly as a student's budget will
allow but | have had difficulty proving myself
against older, more established members of
the club.

However, | have never experienced such
hostility and jealousy as | did on the weekend
| converted to the LS-4. These feelings were
not shown by the pundits or beginners and
early solo pilots, but those who had been fly-
ing for seven or more years and had stagnated
at the 300km level.

Having been told by one member that it
would be years before | could fly the LS-4, my
CF| converted me. But distressing comments
like “Don't crash it" made me scared, nervous
and unsure of what was to follow. Not the best
emotional state to fly a new aircraft.

| did buy celebratory drinks, but would have
thought twice had | known the backstabbing
that was to follow, "He shouldn’t fly that, he's

August/September 1990

only a whipper-snapper” was one comment
overhead.

The following morming | faced a barrage (five
people) of self-appointed critics tearing every
aspect of my flight apart. This turned a relax-
ing and enjoyable weekend into a miserable
experience.

It isn't only my club who are to blame. |
have spoken to young pilots from other sites
who have experienced the same prejudice. It
does seem strange that a movement complain-
ing of the recruiting problems shows such
attitudes to the very young people it wants to
attract.

My message to anyone who feels a tinge of
jealousy to a young pilot is please don't take it
out on him or her. Make yourself better - they
aren't going to stop or stagnate just because
they are under thirty.

A DISMAYED STUDENT

ANOTHER YOUTHFUL COMPLAINT

Dear Editor,

A 5min flight from a 16800ft aerotow. And
that's not all. When we landed, the instructor
ordered me to take over the fiying list (for the
next few hours). Why? What did he have
against me? Was it because | was a 15 year-
old boy with an ambition to fly solo at the age
of 167

| had paid £13.75 for the aerctow like every-
one else had. The instructor had stolen £11.50
(1000ft) from me. The conditions couldn't have
been that bad since the adults who flew before
and after me (with the same instructor) had
flights averaging 15min.

This club (whose name | will not mention) is
not the only one where younger people are
maltreated this way. Many people wonder why
the average age of glider pilots has been ris-
ing over the years. It is not surprising. With
treatment like this, how could younger people
be attracted to this wonderful sport?

| now glide at Lasham, where they not only
treat young people very kindly and equally,
they have a cadet membership (taught by ex-
cellent, experienced instructors) and | know |
will be able to go solo on my 16th birthday.
There are doubtless hundreds of other 15
year-olds like me with the same dream but do
not have a club like Lasham.

AMIR-REZA AMIRI, London

HOW TO KEEP MEMBERS

Dear Editor,

In reply to the article in the April issue,
Twitterings, p70, about ab-initios leaving
gliding, | make a few humble suggestions.

Treat all newcomers (not just the pretty
ones) like human beings. Be patient and take
time to explain the important things. Be
friendly - it costs nothing and it works. Use
plenty of humour, but in such a way as not to
detract from anything vital. Don't form cliques
that freeze out newcomers.

We are told that if we don't get the attitude
right we're not flying the aircraft properly. The
same is true on the ground. It's no good say-
ing that sort of thing would never happen at

my club - it does. | left my local club because
it didn't make new members feel welcome and
now fly at a small but very friendly club in
Staffordshire.

If you don't like what you have just read it
could be that you have the disease if not the
symptoms. At your next flying day open your
eyes a little bit wider and take a good hard
look.
EMU

Gliding in 8 Days by Adrian Morgan.
Published by Osprey Publishing Ltd and
available from the BGA shop at £8.95 plus
50p pé&p.

In general terms | liked it.

| wish that when | started gliding | could
have read a book like this which gives a
realistic introduction as opposed to newspaper
articles which have “the instructor pressing on
the brake pedals to bring us to a smooth
landing” and the (forgive me Derek) slightly
dry text book approach of our gurus Piggoft,
Welch et al.

| was chatting to a pupil the other day who
told me that he was almost put off before his
first flight by being given New Soaring Pilot
for Christmas. Excellent to me though it is the
title gives the wrong impression as it is far too
advanced to be relevant to an absolute
beginner.

Adrian Morgan is a professional writer and
his style is easy to read. He also adds a nice
touch of glamour which is just what the
average ab-initio needs to keep them going
during the long cold hours at the launch point.

| do have some criticisms in that at a
number of places | found myself reaching for a
pencil to write exclamation marks against
sections which, if fully absorbed by a
beginner, are likely to make my job in the bagk
seal more difficult than it needs to be.

It is also unfortunate that Adrian's
experience was limited to courses at Booker
and Lasham. This could give the impression
that a smooth and professional introduction
can always be expected. We all know, of
course, that the Much Binding on the Drum
GC is a very different story and to round off
the picture | would have liked to have seen a
chapter on life at an “average club” for two
reasons; first to not build expectations too high
and secondly to initiate the reader into the
darker rituals of logkeeping, tractor driving and
ground handling. | say this on the basis that
an average eight hours at a club is likely to
have at least half of the time spent doing these
necessary but uninspiring activities.

An exhortation that “they will talk to you only
if you make the effort to talk to them” is a
small but unfortunately vital omission to any
introduction to our sport.

Carping aside, this book very successfully
bridges a significant gap and should be
recommended reading for anyone considering
or in the early stages of taking up gliding.
PETER WHITMORE
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TOM BRADBURY

Cumulo-nlmbus {Cb) clouds are exciting but
potentially the most dangerous features of the at-
mosphere. They may be associated with thun-
derstorms, tommadoes, downbursts and squall
lines. They can occurin lines along fronts, in large
clusters and also in the circulation of hurricanes.
Vertical currents may sometimes exceed speeds
of 100kt, enough to break up strong aeroplanes.
They sometimes drop a mass of damaging
hailstones whose size and fall speed may
occasionally be lethal.

If you enter one of the less ferocious ones in its
early stages it can take you up to Diamond height
in a few minutes. Before you try it spare a minute
to glance at the section on "Going into Cb" at the
end of this article.

Steps in the life of Cb

For Cb to grow to full size the air must become
unstable to a great height. However, even if the

A
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These clouds may offer the quickest way to a Diamond
height but Tom Bradbury advises caution, likening them to
““a combination of a very high voltage generator and an ice

factory”

local upper air sounding shows this instability the
first clouds rarely shoot up to become Cb straight
away. The process may lake several hours.

Early stages

The embryo Cb goes through the following
stages:

(a) When the surface is warm enough thermals
rise up and many small clouds start to grow
above the condensation level. As these clouds
grow the turbulent circulation pulls some of the
surrounding air into the clouds.

(b) Since the surrounding air is usually both
cooler and drier than the young cumulus the mix-
ing cools the thermals and initiates evaporation.
This produces holes which grow larger as the
sink increases so the first clouds seldom live long
enough to grow big.

(c) The problem of evaporative cooling is often
solved by a group of cu combining together
instead of acting individually. When a cluster of
cumulus grow together the inner members of the
group are shielded from the cooling and evapora-
tion which erodes solitary clouds. The group then
grows larger and taller until one or more cells
reach their full height.

(d) As the group expands it produces a broad
region of sink all round. This starts to squash all
the little clouds who have so far failed to form their
own protective groups. Finally all that is left is a
few big clouds spaced far enough apart not to
hinder each other.

The process is illustrated in Fig 1. (A) shows
the field of little cu, (B) shows how group protec-
tion allows a bigger cu to form, (C) shows the final
Cb stage when all the little clouds have been
suppressed.

Interaction between clouds

A study of the early stages shows that cumulus
clouds rarely develop independently: there is
usually interaction between neighbouring
clouds. This comes about by airflow spreading
out from zones of sink. The outflows meet to form
small low-level convergence lines. Fig 2 shows
streamlines of low level flow in calm weather.
Regions of sink are marked "“D". From these the
air spreads out horizontally, The arrows show
how the downdraft air then converges along
definite lines (marked by strings of blobs). This
convergence triggers off fresh thermals which
merge to form the protective clusters needed for
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Fig 3
greater growth. Fig 3 is a 3-D picture showing
how a cluster of cu may form where there is a
junction of convergence lines.

In the early stages such lines are so weak they
are seldom noticed. Later, when the cu grow into
Cb, the outflow from downdrafts becomes a
major factor in the extension of storm clouds.

Availability of Energy

Warming from the surface starts the convec-
tion but surface heating alone is seldom enough
to form a Cb, Most of the energy within a €b
comes from the release of latent heat when con-

.. .

Fig 4

densation occurs in the rising air. Fig 4 shows the
exira energy released when a thermal rises far
enough for the moisture to condense into cloud
droplets. The straight lines represent how a
cloudless thermal cools as it ascends. The
slightly curved lines to their right show how air
cools when saturated. The shaded area between
these lines represents the energy released by
condensation.

The left hand diagram shows a polar air mass
where the surface temperature is 8°C and the
dew point 0, The right hand diagram shows tropi-
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cal air where the surface temperature is 28°C
and the dew point 20°C. Both have condensation
levels about 3200ft but the tropical air releases
more energy. This is because warm air holds
more moisture than cold so the energy released
by condensation is much greater. As a result Cb
formed in tropical air can become larger and
more ferocious than those in cold polar air.

Height of cu-nim

Cumulus growth depends on the depth of
unstable air. The ultimate limit is usually the
tropopause, the surface dividing the lower at-
mosphere (troposphere) from the stratosphere.
Temperature falls with height in the troposphere
but is almost constant in the lower stratosphere.
Any Cb which reaches the stratosphere tends to
spread out in an anvil shape. The momentum of
the up current may take the cloud several thou-
sand feet higher, producing a temporary bulge in
the tropopause, but most of the anvil has a level
top which grows wider as more air is carried up
from below. The tropopause is nearly always
much lower in polar air than in tropical air; the dif-
ference can amount to 20000ft or more. Thus Cb
in polar air are apt to be smaller and less
energetic than tropical Cb. They can still generate
hail and thunderstorms and icing starts much
lower down.

Why the dew point is important

The dew point (the temperature at which dew
forms on a cooled surface) is also an indicator of
how much moisture the air is holding. If, for exam-
ple, the dew point was reported as 4°C it would
indicate S5gm of water vapour in each kg of dry air.
If the dew point was 20°C the moisture content
would be 15gm/kg or three times as much.

Fig 5 shows how a higher dew point can pro-
duce much more energy. The broad curving line
is the measured temperature, starting with a sur-
face value of 16°C. If the air was dry, with a dew
point of 0° C, the cloudbase would be about
6400ft and only a small amount of energy would
be released by condensation. The amount is
shown by double shading between the points
A_A. However, if the dew point went up to 10°C
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the cloudbase would lower to 2400ft and the
amount of energy (shown by single shading
below the line B..B) would be far greater. In the
dry case one would have well scattered big cu
but in the moist case the sky would probably fill
up with heavy Cb.

Showers, windshear and
downdrafts

Once Cb have formed new ones can shoot up
very quickly. In as litlle as twenty minutes a small
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cumuius can grow into a big Cb with an anvil top
spreading out at 30000ft and a heavy shower
reaching the ground. In the next ten minutes the
updraft may be swamped by the descending
shower and the cloud staris to expire. The devel-
opment depends on whether the wind velocity is
fairly constant with height or if there is a shear of
wind through the depth of the cloud.

With little or no wind shear the weight of pre-
cipitation tends to fall straight back through the
column of lift and soon reverses it. As lift tumms to
sink throughout the cloud the Cb falls to bits. The
anvil at the top often lasts longest while the mid-
dle and lower sections of the cloud disappear. In
small Cb the process can be so rapid that the
entire cloud vanishes in a few minutes leaving
just the bottom half of the shower apparently fall-
ing out of a clear sky. This is particularly common
when the showers fall as snow which takes a
long time to reach the ground.

Even when the shower ends the air usually
continues sinking for some time; this is a good
reason to avoid flying through the region just
behind a shower cloud. When strong sink
reaches the ground it spreads out to form a gust
front which may trigger off new Cb. Three stages
of this process are illustrated in Fig 6. (A) shows
the shower already well developed with a
downdraft outflow pushing off to the right. (B)
shows the original cloud collapsing and a new

one growing above the nose of the outflow. (C)
shows the fully formed new Cb. Although the
original cloud has died a series of new ones grow
up all round and these may combine to form a
much bigger multicelled storm. Most Cb over the
UK are of this mulficell variety.

Development and movement of a
multicell storm

Fig 7 shows a plan view of how a single cell can
grow into a multicell storm extending over a wide
arc. At the left is the original cell; the curved line
with spikes represents the outflow which acts
rather like a miniature cold front. The general
wind direction is from WSW to ENE. The original
cell, marked (1), follows this track. New cells are
triggered, often on the SE comer of the outflow.
These are marked by black blobs which grow
into cells 2, 3 and 4. Thus the storm centre can
move across the wind as old cells die out on one
side and new cells grow on the other. it is more
common for these new cells to form in the right
flank of the storm.

Cumulo-nimbus growing in a
vertical wind shear

Many of the biggest and most damaging Cb

are those which develop through a vertical wind
shear. Wind shear initially acts to filter out the
weaker clouds. Only the strong ones can push
their way up through the changing wind struc-
ture. The shear then has two main effects:
(a) It pulls out a long streamer of cirrus cloud from
the top of the cu-nim and ]
(b) Twists the updraft so that when the shower
begins it does not fall straight back into the
column of lift.

With the lift kept separate from the descending
shower the Cb can continue to grow into a real
monster called a "“supercell”.

The supercell

Until the development of pulsed Doppler radar
it was difficult to study the workings of such
clouds, but now researchers have drawn three-
dimensional cross sections which show the flow
is surprisingly complicated. Fig 8 shows one
highly simplified version drawn in 3-D. Since the
supercell is able to keep the updraft separate
from the shower downdraft it can maintain itself
for long periods. A fully grown supercell draws in
warm moist air from one side; this forms the
updraft which starts off with a shallow slope but
grows steeper with height. Finally the air is pulled
out into a longer anvil by the strong winds alofi.
Thus the supercell contains a fairly steady cir-
culation, unlike the multicell storm which
pulsates with many surges of lift.

At middle and upper levels the slowly moving

supercell deflects the faster moving air round the =
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Fig 8

updraft. The medium level air is usually relatively
dry and when it is sucked into the supercell it
starts evaporating part of the cloud mass.
Evaporation cools this section so much that a
powerful downdraft develops. The downdraft can
persist very close to the updraft without disturb-
ing it. It usually combines with the falling pre-
cipitation to produce a downrush of hail and rain.
The descent can be fierce enough to blow down
trees and damage structures on the ground. It is
then called a “downburst” or, if it only covers a
small area, a "microburst".

Fig 9 shows a plan view of a supercell. The
heavy black line outlines the updraft. This is fed
by the warm moist inflow shown entering from
the SE. The main area of precipitation at ground
level is shown stippled. Two downdrafts are
shaded in and the outward flow indicated by
curving arrows. The gust fronts are shown by
spiked lines. Notice that in the SW quadrant there
is aline of new and much smaller updrafts. These
are feeder cells which move in to join the main
updraft later.

Gust fronits

When it hits the ground the descending air
spreads out horizontally to produce a gust front
1000-2000ft deep. This sets off a wide arc of ris-
ing air at the gust head. The downburst squall
may occasionally reach speeds of 100kt and the
lift at the gust head is correspondingly strong.
Occasionally two such squall lines from separate
storms collide. One pair produced a fountain of
lift giving an average of 30kt up to 10000ft or
more. The area of Cb can extend surprisingly fast
when gust fronts collide or meet some obstruc-
tion such as a range of hills. Pilots trying to weave
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their way through gaps between Cb have been
shocked to find the rift closing up both in front
and behind.

Tornadoes

The wind shear sometimes twists the entire
cloud. At low levels there is also a twist to the
inflow; this is initially a slow spin imparted to the
converging air currents, When the updraft is
given a sudden boost, perhaps by the action of a
gust front, the convergence concentrates the
rotation so much that a cone of air starts spinning
fast enough to produce a pressure drop. Cloud

forms where the pressure falls and the beginning
of a tomado becomes visible. As the tornado
cone spins taster it extends down to the ground.
Stretching this vortex results in the broad cone
becoming long and narrow. Over the sea the
same process causes waterspouts.

Met charts on thundery days
(A) Cold air Cb

Fig 10 shows a common situation for thun-
derstorms. This is a classic example of post-
frontal thunderstorms. There is a cold north or
north-westerly flow following the passage of the
depression and its cold front. As the front moves
away the unstable air grows deep enough for
ordinary cu to grow into Cb. In winter and spring
the sea is often warm enough 1o set off Cb over
the ocean. As the sun becomes higher the heat-
ing overland makes the Cb more active and in
summer and autumn these storms are chiefly
confined to land areas.

Any minor trough in the isobars helps concen-
trate these Cb. Showers are more common
where the isobars have cyclonic curvature and a
definite trough helps the cu to combine into a line
of Cb.

(B) Warm air Cb

Text books wam pilots of Cb and thun-
derstorms developing along cold fronts but they
do not always describe the storms which can

form in the very warm air well to the east of a front.
Fig 11 shows one example of thunderstorms in
what could be described as the “warm sector”.
These are some of the stages leading up such
storms.

1. A southerly flow brings progressively warmer
air up from low latitudes. Passage over a warm
sea adds more moisture to an originally dry air
mass so that it becomes both hot and humid. The
abserver on the ground finds temperatures rising
day by day and the air often becomes hazy. Des-
pite the rise of temperature the thermals remain
blue and are severely restricted by a low
inversion,

2. At middie levels the winds veer bringing
cooler and relatively dry air from the SW over the
rather shallow layer of hot humid southerly air.
This makes the air “potentially unstable” but at
first the temperature soundings show that even
high surface temperatures cannot break the
inversion and release this potential. The inversion
is important because it prevents thermals from
tapping the energy aloft until a really huge amount
has built up.

“This can be the
final straw which
breaks the inversion.”

3. The trigger may be a small band of strong
upper winds called a “jet streak”. The jet streak is
a more active section of a long band of strong
winds at high levels. It is important because the
acceleration of air into the jet streak can produce
ascent of air from much lower down. This can be
the final straw which breaks the inversion.

4, At first the process only shows up on com-
puter charts. The ground observer may not be
alerted until litle puffs of “alto-cumulus cas-
tellanus” appear. Castellanus means turretted
cloud. These clouds often look like small
cumulus except that they form at levele of
10000-15000ft and are not caused by thermals
from the ground. Some text books also use the
term “Floccus”, likening the collection of woolly
puffs to a fiock of sheep. They look innocent too,
but such clouds are one of the most reliable signs
of thunderstorms to follow, usually within 24
hours. What they show is that the whole mass of
air is being lifted slowly upwards and so becom-
ing destabilised.

5. Events may develop rapidly after this. The
widespread ascent accompanied by very high
temperatures near the ground weakens the inver-
sion and when it does break the stored energy is
suddenly released. Cb form rapidly and grow into
real monsters.

POINTS TO WATCH FOR:

(a) Anincrease of temperature over several days
accompanied by hazy conditions and a low
inversion spailing soaring.

(b) A slow fall of pressure which often goes on for
two or three days before the storms develop.
Heat lows may appear overland an the surface
charts before storms break out.

(c) A rise in dew points reported in VOLMET
broadcasts. The hot spell often starts with dry air
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and dew points below 10°C. If you hear reports of
16°C or more the Cb risk is becoming significant.
By thetime dew points are 18 1o 20°C the atmos-
phere is set to go bang in a big way.

{d) Ifit has been a cloudless but very hazy after-
noon and the haze begins to look unusually dark
up sun, it may be because a distant Cb has cast it
shadow over the haze.

When the storm is in sight

Once Cb have formed the inflow into the storm
may be marked by little bits of scud or a complete
shelf of cloud. Fig 12 shows three stages. First
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there is the downrush accompanying a heavy
shower. If you see the rain shaft curving outwards
near the ground it may mean that a horizontal out-
flow is developing.

The next stage shows little bits of fuzzy cloud,
scud, appearing well below the main cloudbase.
There may even be sirange bits of lenticular
cloud too. If a new updraft is developing you may
see the bits of scud being sucked upwards and
growing in all directions.

The third stage is rare in the UK but has been
seen with big storms in the USA. A smooth shelf
of cloud develops where the sloping inflow of
warm moist air rises into the core of a supercell.
The cloud may form an arc and is often called an
“arc cloud". The top is similar to the leading edge
of a lee wave cloud and marks the upper boun-
dary of the inflow. It usually merges with the main
body of the Cb before the arrival of the rain or
hail shaft.

The powerful updraft often takes a mass of
moist air well above its equilibrium level where it
spreads out into an anvil. Then some of it sinks
down looking rather like smooth inverted
cumulus. These bulges are called “mammatus
cloud”. Fig 13 shows the development of mam-
matus below the anvil of a Cb. Mammatus forms
quite quickly and its shape changes rapidly. The
storm is generally past before this formation
appears. It is often an indication of widespread
sink which goes on after the main storm has
moved away.

Later stages

Warm sector storms sometimes grow into a
line several hundred kilometres long and give the
impression of a very active cold front.

And what happens to the original cold front far
to the west? Quite literally its thunder has been
stolen by the warm sector storms and it often
arrives next day with little or no rain and just a
change of fresher air and better visibility.

Going Inside Cb

Flying inside a Cb can range from very
stimulating to totally terrifying depending on
one’s good luck and skill. Going in should be a
deliberate choice, not a spur of the moment
inspiration. Big storms develop very powerful
inflows. Modern sailplanes can fly fast enough to
avoid being sucked into a Cb. Unfortunately
slower craft such as hang gliders cannot always
fly away if they come too close to a growing Cb.
This has already led to fatalities in Europe.

Here are some of the problems that may be
encountered inside.

(1) lcing. Practically all Cb extend far above the
freezing level. During a fast climb there may not
be a big build up of icing but during the exit one
can easily collect a lot of ice. This is apt to reduce
the performance of a modem GRP glider to
worse than a Dagling. Pilots have opened their
airbrakes and found it impossible to close them
again until the ice melted. Apart from ruining the
glide angle the ice may freeze controls surfaces
solid. This is interesting if it happens when you
have emerged info smooth clear air; it is highly
unpleasant if you are still in cloud.

(2) Anoxia. One is quite busy enough keeping in
the core of lift without the extra fuss of putting on
an oxygen mask at the same time. The rate of
climb can increase as you pass through 10000ft

and 15000 may appear on the altimeter less than
two minutes afterwards. If you are not already on
oxygen it is high time to be heading out for clear
air. Even in a small Cb you may still gain another
thousand or two before coming out.

(3) Turbulence. The lift can be almost as smooth
as a strong lee wave until you near the top of the
lift, or slip out of the core. Then it becomes
extremely rough. Nearly all big cu are rough near
the top but Cb, which contain powerful
downdrafts close to the lift, are far worse.

(4) Lightning. A strong metal aircraft usually
gives good protection to its occupants but one
may become distinctly unhappy in GRP. The
main centres of electrical charge seem to occur
between temperatures of —10°C and —20°C.
Even without an actual lightning flash one may fly
through a very highly charged region. Vertical
fields of 50-100kV/m have been measured in Cb.
In clean dry air at sea-level it needs about 30kV/
cm to produce a spark. In the central regions ofa
Cb an electric field only one tenth of this (3 to 4
kV/cm) is enough to start a positive corona
streamer which triggers the onset of lightning.

Before any flash of lightning occurs flying may

become painful because of frequent shocks from
metal objects in the cockpit.
(5) Hail. Flying through rain is noisy enough. Hail,
even the tiny variety, makes even more racket.
When there is hail there is liable to be lightning
too. Quite often the size of hall encountered in the
UK is small enough not to cause severe damage,
but there are photographs of airiners whose
metal nose cones have been battered in by hail.
Just occasionally a Cb will drop really big hail
which does serious damage. Hailstones with a
diameter of 7-8cm have fallen over SE England.
Larger ones have been found over Europe where
hail storms are more frequent.

If you still feel inclined to go in, pick the upwind
end of a feeder line of lesser cumulus and
remember which was the quickest way out. This
is entry by the side door. The front door is best
avoided; it is the quickest way into a combination
of a very high voltage generator and an ice
factory.

“SOARING"

The official monthly
journal of the Soaring
Soclety of America.
The only US periodical
devoted entirely to the
sport.

For subscription send
$35 US by international
money order or inter-
national cashier's cheque
payable to the Soaring
Society of America,

Inc., Box E, Hobbs,

New Mexico, 88241-1308,
USA.
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JOHN McCORMICK

WI

Bryn Gwyn Bach lies about a 1000 yards
behind the face of the Clwydian ridge and this
accounts for the fact that in some wind strengths
and directions the field encounters a fair degree
of turbulence. July 7 was just such a day.

“Look" | said to my syndicate pariner who was
pressing to get me into the Oly, “I'm not feeling
too good, I've got a headache and I'm definitely
not flying today. In any case, it's far too turbulent
to be enjoyable”. This with one eye on the 419
bouncing through the air over the trees as it came
into land. The moment the retrieve crew had the
aircraft secured the pilot jumped out and immedi-
ately started leaping and dancing around. “There
you are”, | said, “look how pleased he is to get
down in one piece. That confirms it, I'm very
definitely not flying today”.

There was an article in S&G a little while ago,
written | think by some psychoanalyst or other,
who suggested that one should rationalise one's
fears in order to overcome them. (See August
1986, p165 and October 1986, p210.) | took this
to heart, rationalised mine, and have come to
terms with the result. I'm a confirmed coward.

Meanwhile, our fellow came racing up the field
obviously yelling something at the top of his
voice. "Good lord”, | said to my partner, “The
strain has obvious got to him and sent the poor
chap completely loopy". It was just at that
moment that | heard clearly what he was calling.
“There's wave in the valley” he cried, “I've just
been to 90001t over St Asaph”. So that was how |
came to be sitting in the aircraft all ready to go,
with no conscious effort on my part and little
recollection of actually climbing into the cockpit.
“What about your headache?”, said my partner
from his position on the ground, to whence, judg-
ing by the large muddy footprint on his chest, he
had been trampled. “Gone”, | said, in the same
breath as, “Is the barograph ticking? Up slack
and all out”.

With 1300ft off the wire and straight out
through the Rhuallt gap there was not enough
height to reach St Asaph with that wind so it was
along the ridge to see if | could pick up a bit more
before heading out into the valley. The wind was
gusting 20-25kt and the ridge should have been
working but it looked as though the wave was
depressing the hill lift and | was already down to
700ft with alf bridges burned and a valley landing
inevitable if | didn’t find something soon. “Cwm is
popping off thermals,” I'd been told so that was
where | was heading. “Be careful”, he had
cautioned, “They are pretty violent”. Yes! in ret-
rospect, | think “pretty violent” was a reasonable
if somewhat understated description.

As | rounded the knoll | was hit by 6 up and im-
mediately threw the Oly into a tight turn only to be
spat straight out into 4 down. In again and out
again and again and again 8 up and umpteen
down with the poor old Oly creaking and groan-
ing in every wooden sinew as she protested at
her treatment. Funny thermals these | thought,
you get these thoughts when you are a pundit
you know (see October 1988, p242), along with
other thoughts like, “Oh God | hope Elliott's knew
how to make mainspars as well as they made fur-
niture”, and “What the hell am | doing up here
anyway?" Even | was beginning to realise that |
was probably trying to thermal the rotor as it inter-
fered with the hill lift, so eventually having gained
a little more height and frightened myself silly |
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Doesn’t it take a long time to get down? John McCormick
relives his Gold height flight on July 7, 1988

decided to head out into that valley and see
what transpired.

Ancther narrow band of lift picked me up and
dropped me again as | tracked towards St Asaph,
2 down, 3 down, 2 down. “Hells teeth” | said to
myself, “it's getting dicey for height again”, and at
that precise moment like magic it happened. |
suddenly broke out from the overcast into
another world, a world of bright sunshine and a
strange stillness. Zero sink, zero sink, 1 up and
soon passing through a thousand feet the
planned circuit for a field landing already forgot-
ten. Two up, 3 up, 4 up, and now | was hovering
practically stationary at 42kt over St Asaph with
the audio vario screaming in ecstasy and with me
sitting rigidly to attention gripping the stick far too
tightly, afraid to move in case somehow | upset
this delicate equilibrium.

“Relax, relax”, | told myself and made a cons-
cious effort to comply starting with the muscles in
my legs and moving upwards until | almost prised
my fingers off the stick.

“All that daydream
planning had gone
out of the window”’

One thing was certain, | was not moving from
this spot until | could see where it was going.
None of this searching the system to find out
where the best lift was. | know the theory and I'm
sure it's good. |'ve read and digested all the best
authors on the subject and sat and listened whilst
Vic Carr has lectured and shown and lined up his
clouds, nevertheless this was the first time I'd
been in the wave and there was no way that | was
going to risk losing what I've already got to go
putting theory into practice. All that daydream
planning had gone out of the window.

Plenty of height now and completely relaxed |
decided to call base and let them know what
was happening. “711 to North Wales base”,
“North Wales base 711 go", they responded,
“North Wales base 711 over St Asaph passing
8000ft at a constant 4 up”. The effect | was told
later was electric with pilots falling over them-
selves to get barographs signed and aircraft
dragged on to the line. The air was crystal clear
and the vista superb. To my right, the North Wales
coast, with Prestatyn, Bhyl, Liandudno and Con-
way as it curved away to meet Bangor in the dis-

tance. In front of me Snowdonia opened its
mouth to display its sharp craggy teeth, Snow-
don, Foel Fras, Camedd Llewelyn, Gilder Fawr
and Drosgyl. On my left the rounded moors of
Denbigh, Ruthin and Llandegla with lakes
Brenig, Alwen and Aled glistening and shimmer-
ing in the sunlight. An ancient land proud of its
natural beauty and the poetry of its language.

The fields below were now a patchwork
mosaic of browns and greens but curiously | got
no sensation of height as the aircraft continued to
ascend at a steady 4 up. Nine, ten, eleven thou-
sand feet. Blast, I'm going to have to break off at
12 000ft, no oxygen aboard. That was not strictly
true. I'd actually got a full bottle but hadn't got
round to piping it up to the regulator so it was
worse than useless.

The rate of climb was slowing now and finally
petered out to zero sink at an indicated 11850ft.
That was my fault of course for tempting pro-
vidence and deciding that it was going to be me
who was going to be doing the breaking off. |
swear that there was some character out there
somewhere, sitting on a cloud, muttering to him-
self, “Who the heck does he think he is, deciding
how high he is going to go?" and then petulantly
holding out his hand palm down, thus stopping
the wave from going any higher. Feriile
imaginations, these glider pilots (see December
1987, p294). Anyway | was incensed by his
action and took it as a personal challenge so off |
went looking for my missing 50ft. Up the coast,
down the Conway valley, over to the lakes and
every combination in between. | tried pulling the
speed off, putting it on, | even tried zooming it but
all to no avail. | gained a bit more here and lost it
there but no way could | make that missing 50ft.
Finally, | admitted defeat and decided to give my
partner a chance to get amongst the medals.

Airbrakes full out and | was on my way.
Meanwhile 737 had got himself established in
the wave and was on his way up. “711 to 737
what is your position?" “737 to 711, 4300ft just
north of St Asaph at 3up”. “711 to 737, | too am
just north of St Asaph on my way down, please
keep a good look out”. | sat and pondered this for
a little while and then my natural inbuilt caution
took over. Yes, | am aware that that is a
euphemism.

Anyway | didn't like the idea of him coming up
where | was going down, so decided to vacate
the area and turned downwind. | was at 7000ft
when | hit what | can only consider as rotor at the
back of the wave. Ye Gods and little fishes, what a
shaking up that lot gave me. | knew | had some
play in the tailplane holding brackets but now |
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NORTH WALES WAVE

MERRI HEAD

Bryn Gwyn Bach is still the home of
the North Wales GC but a number of
ex North Walians, myself included,
plus ex Avro club members who
recently lost their site, have joined
together and are now developing
another new gliding site, The
Glyndwr Soaring Club, at Lieweni
Parc near Denbigh (OS sheet 116,
map ref 075 691). The site is an 80
acre field with 1000 yard run and
200 yards of undershoot in the truly
magnificent countryside of the Vale
of Ciwyd.

The landowner is a glider pilot
whose dream it has been for some
years to establish a club In this
location and consequently he has
allowed us a 21 year lease.

The Clwydian ridge running for 15
miles NS lies 1: miles to the east of
us and the wave system | referred to
earlier lies right over our heads.
Early indications are that we will be
able to winch straight into It.

I firmiy believe that Lleweni Parc is
destined to become one of the
soaring sites par excellence of the
UK gliding worid.

could not only hear it but actually felt it gedunking
up and down. Being the brave little chap that | am
| immediately made some sembilance of a 180°
turn and headed back the way |'d come. I'd rather
take my chance with 737 than that little lot.

It was about now that | noticed that | wasn't
going down anymore, despite full airbrake and
50kt on the clock. “Hells teeth”, this was getting
more difficult by the minute, goodness only
knows what rate the wave was going up at in this
area. | increased speed and headed for the centre
of the valley and thankfully after a short while the
going down bit went back to normal and McCor-
mick was fully in command once more. The cloud
caver had increased since | went up and | was
coming down to large fluffy clouds packed fairly
close together and concenirating on picking
myself a gap between them. This proved to be
more difficult than it sounds, what with trying to
judge height and sink rate at the same time as
attempting to hit a moving target and keep for-
ward of that blasted ridge. I'd had quite enough of
turbulence for one day, thank you. Having said
that | suddenly realised that I'd still got to face the
landing and instinctively tightened my straps.
Out into the valley again then so that | would be
nicely positioned when | got under the cloud-
base. Airbrakes closed as | sat there nose into
wind waiting for a break to come along. When it
came, airbrakes full out as | tumed downwind to
follow the cloud and screw downwards through
the gap and QED, | was sitting right above the
White House pub perfectly positioned to go back
through the gap to the field. But | was still 2000ft
too high. Right then, over towards Prestatyn and
back again, still on full airbrakes. It was a funny
feeling throwing away height like that.

The wind had increased whilst | had been air-
bome and | swear that the windsock was not only
straight out but pointing upwards. | do not intend
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MERRI’S
PROGRESS

What a
Flap!

A lot of you may know by now that we own a third
of a Janus C (No. 710). I'm afraid that | rather
bored quite a few people with my somewhat
energetic anticipation, This purchase hasledto a
whole new sort of progress. This new leaming
curve follows two paths: the first is simply leam-
ing to fly something with 20 metres, and the
second revolves around the flap settings. It's a
steep curve, but i love it!

The Janus seems to require a whole new flying
technigue. Our local pundits wamed me that |
might find it tiring after a few hours, and they were
right: I've decided to start a weight lifting pro-
gramme. When we first took possession, and
after being sent solo in it (a day-long exercise in
its own right which embodied cable breaks and
spins - and, no, | don't ever want to spin it
accidently), | took it for about four and a half
hours. In the end, | had to land because my right
arm was aching so badly from trying to adjust to
the changing shape of the thermals. This was
lesson number one: a more judicious use of the
rudder in @ 20 metre machine would have saved
me money on “Deep Heat" to rub on my cramped
arm! It's obvious that a Janus can't be flown like

to dwell on my subsequent circuit and landing
except to say that | handled it with all of my usual
skill and aplomb. Suffice to say | was areeted by
the club secretary with the somewhat cutting
comment. “Nice height John, bloody horrible
landing”. He obviously didn't see it from my van-
tage point.

Post mortem

1. The chap on the cloud didn't take into
account instrument error and with a calib-
rated barograph | had achieved 12 250ft.

2. Neither had |, nor had | remembered that Bryn
Gwyn Bach is 600ft asl so if it was 1o be
‘oxygen at 12000ft | was actually closer to
13000ft asl. | slapped my own wrist for
that one.

3. That day we got three Gold and two Silver
heights. Great morale boosters after a difficult
two years' developing a new site. It was also
the first time that we had managed to get for-
ward into the wave system proper.

4. Dossn't it take a long time to get down? E

an Astir, but the temptation to revert to what you
know when scratching is a strong cne.

The next lesson was leamed during the task
week at Bicester. It had nothing to do with gliding
techniques, more than a little to do with survival -
dont drink with Marhamites! On a 300km
attempt at the beginning of the week (first TP
Nympsfield), | got off to a roaring start. | roared
straight into the ground at Aston Down. It had got
claggy over Cirencester, and it was here that |
learned lesson number two: when the going gets
tough, the tough stay high and tiptoe along at 55
or so knots. The Janus, lovely though it is, is nota
magic carpet! | waited on the ground till con-
ditions improved, took a launch (my first reverse-
pulley autotow), and waffled back o Bicester.
Many thanks to Aston Down for their help tc a
reluctant autotowist.

As the week progressed, so did my confidence
in flying 710. | actually started to stick the wing in
when surrounded by what seemed like millions of
Astirs ducking and diving in my thermal. | had
been quite intimidated by this at the start, but by
the end of the week had begun {o feel better.
Lesson number three is one I'm still leaming: it's
amazing what a Positive Mental Attitude will do
for one’s flying.

How do you
use the flaps?

i think that the next issue is the most controver-
slal, How do you use the flaps? It seems that once
the various speed bands for each setting are
leamed and understood, and vou get beyond this
level, every pilot has a different technique for
employing fiaps. The circumstance which seems
to excite the greatest amount of debate is when
you encounter lift, and decide to bounce it. Some
people dor't alter the flap setting until they finish
their pull-up, some people bring the flaps back as
they pull up {which works fine as long as you get
the loadings right). I'm in the process of
experimenting and would welcome any input! It
has been said that when | get around a 300, I'll
know that | mastered the flaps to an adequate
degree of subtlety. | agree with this, and after 25
hours on type can see how much more I've got to
learn. It may sound funny, but it reminds me of
when | was leaming to fly the K-18: the Janus is
quite a different glider, of course, but the learning
curve Is just as taxing and even more acute.

JOIN THE QUEUE -

More and more ' ' gach year follow the sun 1o
ﬂyﬂWmegﬂmmﬂvemg
sl

- BENALLA!

Courses for all standards of pilot; sailplane charler,
single or shared, Junior 1o Nimbus; Badge flights to
1000km; possible Mational and International records.
High performance training in Janus.
Write or phone John Williamson lor details ~ but
s00n.
We are booking now for 80/91 season.
GLIDING CLUE OF VICTORIA
Box 48, VIC. 3672, Australia
Phone 057-821058; Fax 057-625509
Special-rate travel and details of alternalive Aussie

holidays from:
TRAVELBAG, 12 ﬁh Street, ALTON, Hants.
GU34 1BN. 0420-88724
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FRANK POZERSKIS

A some readers may know, | was not bom

an Englishman but became a naturalised one
some years ago. | came to England in 1947 to a
transit camp near Market Harborough, Leicester-
shire. Strangely, | now live only three miles from
the site of that same camp.

Having spent much of the intervening time
explaining to the geographically illiterate Brits
where exactly they might expect to find Lithuania,
| now find that those same Brits are suddenly tell-
ing me where Lithuania is.

Back in the 1940s, as a boy, my main purpose
in life was to design, build and fly gliders, which |
did with a certain degree of panache, if not of
safety. Now, having flown some of the best
gliders the world has to offer, in approximately 30
Nationals and assoried European Cham-
pionships (to the general despair of the Guild of
Photo-assessors), | can, with a great deal of
pride, add the 1989 Lithuanian Open Class
Nationals to my list. It was an experience which |
shall never forget, and one for which | shall
always be grateful. What began as a sortie to a
previously forbidden land, turned out to be one of
the most memorable months of my entire life. The
hospitality was unbelievable and no expense or
effort was spared in making my trip a success.

The visit

My invitation arose from correspondence be-
iween some Lithuanian aviators and me over
several years, Out of the blue, an official com-
munication from the Lithuanian Aero Klub
arrived, inviting me to fiy as guest pilot: glider to
be provided but no further details.

I had just ten days to prepare but goaded on by
my family, |1 set about besieging the Soviet
Embassy, British Airways, Aerofiot, travel
agents, banks etc. Eventually, having cracked
the Catch 22 poser of “to get your flight you need
a visa, and to get a visa you need a flight”, | left
Heathrow at the crack of dawn aboard a BA flight,
via Norway, Sweden and Leningrad. Thence to
Viinius, aboard Aeroflot. What a strange sensa-
tion, retuming after all those eventful years away.
The last leg of the joumney was especially poig-
nant, being aboard an aeroplane full of Lithuanian
speakers.

It was 1.00am when | arrived in Vilnius,
exceedingly relieved to find that my friends had
stayed up to wait for my flight. They greeted me
warmly, with kisses and roses - a uniguely non-
British greeting to which | was due to become
accustomed. After two hours' of talking, which
taxed my rusty Lithuanian language (an English
accent, they said!) | was deposited at an airport
hotel to spend my first night “back home”. Some
sleep would have been welcome, after a journey
which began at 3.00am in Leicestershire and
ended 24 hours later in Vilnius, but | just cat-
napped until breakfast.

In the morning, | was driven the 60 miles to
Pociunai, near Kaunas, the gliding site hosting
the Nationals. The entrance is dramatically “guar-
ded" by one full-size glider and one full-size
aerobatic plane, mounted on 10ft plinths on
either side of the drive-way. On the side of the air-
field road s a row of neat little houses, and behind
were deep forests of pine trees (which gladdened
the heart of a timber man!). Another welcoming
committee awaited me; more roses, more
questions.
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Frank Pozerskis goes “home” for a new flying experience in
a country currently in the headlines and ends up as the
European agent for a glider fresh to the UK

Early production model of the LAK 15.

Introductions and formalities completed, the
priority was to get me airbomne as the competition
began the next day and | had yet to become
acquainted with my glider. A Blanik check flight
came first, towed by the ubiquitous Wilga on the
shortest rope ever. In England little yellow vans
with AA on the side have longer ropes for towing.
My instructor, Jonas Zukackas, pointed out
various landmarks including the beautiful, but
deceptively curvaceous, river Nemunas. Thisis a
major feature, being the principal river in the
country and fortunately the founder of the
Pociunai gliding site had sensibly chosen the
only straight half-mile of its entire length beside
which to start his club. A man with tremendous
foresight | thought each time | lined up for my final
glides.

When we landed | was introduced to my very
own LAK 12, especially designated with a "P" on
the tail. This was to stand for PoZerskis and not,
as my dear wife suggested, “Provisional” as in
the Australian driving test system. | very soon felt
comfortable in the LAK 12 and was impressed. It
has the looks and performance of a close cousin
to the ASW-17 (with which | am somewhat
familiar). Comfortable and with good visibility, it
has well co-ordinated handling. The under-
carriage suspension system is hydraulic, which
makes for comfortable ground runs and the
wing-spar is carbon-fibre.

| soared locally for a few hours to acclimatise to
both the countryside and the glider. Typically,
conditions were superb with an amazing 7000ft
cloudbase. Remember, the competition began
the next day. The weather in Lithuania plays
tricks on glider pilots just as it does in the UK.

| will not detail the socialising, drinking and
general merriment that went on into the early
hours of every day. Suffice it to say that it was a

miracle that | ever flew at all. If it had not been for
the power aerobatic team doing engine run-ups

at 5.45am every day, |
overslept sometimes.

| had left home with no idea of accommodation
arrangements, but was delighted to find that | had
been allocated a little house, complete with bed-
room, living room, bathroom and kitchen (the last
three rooms | shared with a fellow pilot). No slum-
ming about in caravans here - all pilots have
either a shared house, or a log cabin, situated
deeper into the pine forest. Meals are taken in the
canteen of the Sportine Aviacije factory, where a
most splendid breakfast cost just 1 rouble (£1).
The house was cleaned each day while | was fly-
ing and like all the competitive pilots | was paid
20 roubles per week to cover out-of-pocket
expenses. Organisation at Lasham please
note . ..

might just have

The competition

The first day of the competition was marked by
a complete change in the weather. Very poor
visibility made navigation difficult even for the
locals - after a while one lake and forest looks
very similar to the next, and the next. Thank good-
ness for that straight stretch of river. Tasks varied
between 200-300km, and TPs were generally
churches or railway-related features. Railways
were nearly my downfall on one particular day,
when | consulted my map (in Russian, which | do
not read) and found that the railway clearing
snaking along beneath me was not on the map.
My first navigational problem - | tried to convince
myself that | must be somewhere else, but always
came back to the same conclusion: here | was
over a railway which did not exist. Back at base,
during the bar-talk, my problem caused greal
mirth. Apparently railways are often a temporary
feature of the Lithuanian landscape, built for two
years or so to facilitiate the digging of peat, and
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then dismantled. These are never put on to
navigational maps and so have little relevance in
gliding navigation. We live and leam.

Briefing each day followed much the same pat-
tem as that in England, aithough | struggled to
follow the Russian. Translations were quickly
forthcoming, however. It was a strange experi-
ence to fly in a competition in which all the gliders
were identical - LAK 12s every one. The winner of
one day achieved a speed of 128km/h, although
my own speeds were not spectacular. Gradually,
however, my performance improved. Other pilots
commented that “English” was doing better
towards the end. And not a photographic penaity
in sight.

Outlandings were quite a different experience
to those (few!) | have encountered elsewhere.
Fields in and around the collective farms are
large, but other areas presented problems:
seemingly verdant areas around some lakes
were occasionally little more than deep bogs.
These parts were clearly marked on my map for
me, as they are completely invisible and very
dangerous. Further evils lurked close to forests in
the form of tree stumps, which merge into the sur-
rounding undergrowth and wait to entrap unwary
glider pilots.

By and large, outlandings were fairly simple
affairs, although those who know my style will
appreciate that only | could fly in my own home
country, with a map written in a foreign alphabet,
and land out close to the single solitary house to
find an occupant who could neither read maps
nor appeared to know where she lived.

ZULU GLASSTEK LTD.

NEW workstiop 08444 4345
OFFICE 08444 3036
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The airfield entrance with the pilots’ ho
in the background.

| came to have a tremendous respect for the
pilots of the many Wilgas which hauled us regu-
larly into the skies. They flew with a style and
safety which left me truly impressed. No retrieves
required the old-fashioned car and trailer
remedy. Nine Wilgas were on call constantly and
an outlanded pilot had only to radio to the patrol-
ing airborne Wilga and assistance was immedi-
ately on its way. On one occasion | tried to wave
the Wilga away as the field was small and
awkwardly shaped, but after one fly-round the
pilot spot-landed, insisted that | hitch on and
whirled me out of a field which could only be de-
scribed as unfit to fly models from.

As with all good things, the competition came
toan end far too soon and the final ceremony was
held with a good deal of speech making and
pomp. The Nationals were held in tandem with
the Ladies' Baltic Championships, and this
explained the presence of several National flags
and the use of Russian as a common language.
The whole ceremony was a very moving affair.

The result

When the competition was over | was invited to
the Sportine Aviacije factory for a return visit. |
had already had a guided tour and found the test-
ing and development facilities the most advan-
ced | have ever seen. Employing some 450
people they are currently designing, developing
and testing a new generation of sailplanes. Dur-
ing my second visit, | was questioned closely
about all aspects of my LAK 12. As 160 identical
gliders had already rolled off the production line, |
felt that most of the wrinkles should have been
ironed out, but commented on some minor
points, including a cramped under-carriage re-
tract system and odd instrument layout. | praised
the handling and performance, but wondered
why they lost the impact of the glider with poor
cockpit finish.

The managing director, Mr Alexandre Jonusas,
then discussed the market for such a glider in the
west. All the production so far had been taken by
Eastern Europe, but official permission for export

Frank in a field full of LAK 12s.
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to the west had just been obtained and they were
asking me to become their European Agent. At
the time, the whole project seemed unlikely in the
extreme, and it was not until I reflected on the idea
in the calm atmosphere of home that the full
potential of the venture really struck me. We have
been steadily negotiating prices, transport, im-
provements and logistics ever since, until now we
have taken delivery of our first “baby” - the
demonstrator.

I visited Lithuania again this March to finalise
details and sign contracts. The gliders are to
come, fully instrumented with a competition
panel, in a fitted trailer. During the course of dis-
cussions, | made plain that after-sales service
would be, if anything, more important than the
prompt arrival of the glider. With this in mind,
Baltic Sailplanes Ltd, which is the company |
have formed to market the gliders, will maintain a
small package of essential spares and delivery of
others will be made available within days of
ordering. The spares department at the factory is
the best-stocked that anyone is ever likely to see.

Future developments are even more exciting.
For my own personal taste, the “flagship” will be
the LAK 15. This is a 25.6 metre glider, with a
four-part wing. So far, three experimental ones
have been made. Already, 1:59 has been
achieved; a thoroughbred in the making. During
my last visit | was impressed by the technology
which was strapped to every part of the glider,
giving readings of performance at every stage
of flight.

The other glider under development is the LAK
17 - a 15 metre racer, which is already proving to
be a most interesting proposition. Using a newly-
acquired wing section from the USA, results
already outstrip expectations.

Both these new gliders will be available it mid-
1991 and details should be available soon. In the
meantime, the vital statistics of the LAK 12 are as
follows: 20.5m, two-part wing, glide angle 48:1,
waterballast capacity, 42 gallons, construction,
glass-fibre/carbon fibre. Turbulators.

In closing, may | commend flying in the Lithua-
nian Nationals to anyone who ever has the
chance - lessons in the language by arrange-
ment with the author at Market Harborough!




YOUR MOST IMPORTANT INSTRUMENT

YOUR EYES

Please send me the following items:
Sets Clip-on lenses for spectacle wearers Brown [] @ £12.00
Sets fixedlens glasses Brown [] Bronze [] Orange [] @ £36.00
Sets Flight Vision Interchangeables with three sets of lenses
Brown, Bronze and Orange O @ £47.00
Total {including VAT) £
Plus postage & packaging £ 2.00
| enclose a cheque , payable to Flight Vision for: TQTAL £
Please debit my Access/Visa card No.
Name: Mr/Mrs/Ms/Miss
Address:
Post code
Also avalable with prescrphon B0sed al extra cost please send your oplician’s prescnphon and retuirements 1o
enable us 10 provide a free guidation

—FLIGH]
VISION

Without your eyesight, flying would be
impossible, so making sure you have the
right eye protection is as important as any
pre-flight check.

Flight Vision glasses are designed to give
your eyes protection from the potentially
harmful rays of the sun. The 2.2mm CR39
lenses are capable of cutting out 93% of
near and far ultra-violet radiation, exceeding
recommended U.K. and E.E.C.standards.

The design of the lens also stops form
distortion, improves image contrast and
resolution by cutting through glare and haze
without affecting the colour contrast so
important for field selection when landing
out. The glasses also give your eyes the
chance to adjust to the difference between
the light levels inside and outside the
cockpit when checking instruments or
maps.

Because we fly in different weather
conditions with different light levels, Flight
Vision glasses are available with a choice of
lens colours to prevent the excessive pupil
ditation from using too dark a lens which
can lead to damage of the retina.

Both frame and lenses are extremely
lightwerght making them very comfortable
on long flights and all glasses are fitted with
curved, sprung side-arms to prevent them
sliding down your nose into the inspection
hatch when doing the D.I!

Once you have used Flight Vision glasses
for flying you will discover that you will wear
them for driving, walking or .... whatever,
but be warned — don't lend them to a
friend — you might need to buy another
setl!

FLIGHT VISION 11 BRUNEL WAY FAREHAM HAMPSHIRE PO15 5TX

PHONE: (0489) 579999 Fax: (0489) 579937



JOHN C. GIBSON

P'rlch stability is the natural tendency of an
aircraft to remain trimmed at some angle of
attack, and to return to this after being disturbed.
The resistance to disturbance, like the force exer-
ted by a spring when held compressed, is the
static part of stability. The dynamic part de-
scribes the motion which results when it is
allowed to retumn. The importance of static
stability is that dynamic stability cannot exist
without it, and that it is the primary factor in deter-
mining the ease with which most aircraft can be
controlled in pitch.

Static stability for the non-academic is de-
scribed in popular aviation books, pilot training
manuals, and so on. Much of this is fallacious, as
can be found in the answers given to six
questions.

1. Does wing lift act at the centre of pressure
(CPy?

2. Does the movement of the CP with changing
lift affect stability?

3. Is the aft C of G limit primarily caused by
reduction in the tail arm?

4. |s a tail download necessary for stability?

5. Does the tail sefting angle (“longitudinal
dihedral”) affect stability?

6. Does a tailless aircraft need a reflexed wing
section for stability?

The power of mythology in aviation - hence the
title - is so great that in general this literature
would have you believe all the answers to be
“Yes", despite the fact that it has been known for
over 60 years that the correct answer to each
is “No".

Dynamic stability theory was well developed
by 1911, when Bryan* gave the six linear
simultaneous differential equations of motion of
aircraft. They are tedious to solve by hand and
few designers bothered before the advent of
computers. No theory existed for static stability
and many early aircraft were statically unstable.
Today's fallacies were born of attempts to under-
stand what the pioneers observed of aircraft
behaviour.

Static stability theory only became possible in
the 1920s when the forces on a wing could be
described mathematically, but the tacits never
caught up with popular fallacy. In its basic form it
can be understood using only common sense
and a knowledge of aerodynamics up to Bronze
badge standard. Chapter 9 of the American
Soaring Handbook gives a good description,
and an excellent reference for the more adven-
turous is Frank Irving’s book Stability and Con-
trol of Low Speed Aircraft (Pergamon).

Centre of Lift

The major forces measured at any point on a
wing consist of a lift and a pitching moment. In
early wind tunnel tests this point was usually the
leading edge, and the general characteristics
shown in Fig 1 were found. Here the lift is
measured from the zero lift line of each section,
rather than the chord line which is just a geomet-
rical convenience.

The lift curves are essentially straight up to the
angle of attack where flow separations begin the
stall process, and of a similar slope. This means
that the lift generated by an unstalled wing at any
*G. H. Bryan, professor of pure and applied
mathematics in the University College of North Wales
and formerly a fellow of Peterhouse, Cambridge.
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THE 'MYTHTERIES’
OF STATIC STABILITY

John Gibson says that the power of mythology in aviation is
so great many facts have never caught up with popular
fallacy, but he thinks it is time to say goodbye to the old
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Fig 2. Pitching moment at zero lift.

particular angle of attack of the zero lift line is in-
dependent of the section shape.

The moment curves are also essentially
straight, with values at zero lift which are negative

(nose down) for normal camber, zero for symme-
trical sections, and positive (nose up) for reflexed
sections. This “zero lift pitching moment" arises
from suction under the leading and above the
trailing edge, or the other way about for reflexed
sections, as shown in Fig 2. The moment curves
also have similar slopes for any section. This
means that the change in moment generated by a
change in angle of attack is independent of the
section shape.

Lift must act at a
fixed distance from the
measurement reference point

Lift which increases linearly with angle of
attack and produces a change in moment pro-
portional to a change of angle of aftack must act
at a fixed distance from the measurement
reference point. The moment change for all sec-
tions was found to be about 0.25 nose down fora
lift increase of 1.0, from which it follows that the
lift acts at 0.25 of the chord. When the develop-
ment of wing theory in the 1920s was able to
show that this centre of lift or aerodynamic centre
(AC) was a property of all such “lifting surfaces”,
the quarter chord became the standard reference
point, giving the dotted moment curves in Fig 1.

The CP is not the centre of lift. It is the point
where a force equal to the lift would have fo be
applied to generate the observed pitching
moment. For example, if the zero lift pitching
moment coefficient at the AC is —0.1 (nose
down), then for lift coefficients of 1.0, 0.1, 0.01
and 0.0, the CPis at 0.1, 1.0, 10.0 and countless
billions of wing chord lengths behind the AC. For
negative lift the CP is similarly forward of the AC.
For symmetrical sections the CP is clearly always
at the AC. For reflexed sections the CP is forward
of the AC at posilive lift and behind it at
negative lift.

Common sense says that lift which is
generated by pressures on the surface of a wing
cannot be centred so far away from it, nor pro-
duce a torque from somewhere beyond the Milky
Way when it doesn’t exist. In fact the single force
at the CP was just a convenient fiction for the
early pioneers to handle the apparently complex
behaviour of the wing forces measured in their

tests, when aircraft had such a limited angle of m)

187



THE “MYTHTERIES” OF STATIC STABILITY

attack range that the CP stayed firmly attached to
the wing. The use of the CP for stability and con-
trol purposes died out decades ago, surviving
mainly among pilots and their examiners,
aeromodellers and the like.

Balance

The fuselage and wing can be lumped together
into a single “wing plus body" unit whose lift and
zero lift pitching moment act at an AC typically
around 20% of the mean wing chord on most
gliders, slightly forward of the wing-alone AC.
The tail is treated as a separate unit, producing
lift at its own quarter chord AC. Gravity and
inertial forces act on the mass of the glider at
the C of G.

Lift
CofG
Aerodynamic centre Balance load
(a) ¥—& ;
].H@lghl‘
(b)—gy

Fig 3. Basic balance conditions.

Ignoring the effect of camber, the balance of lift
and gravity forces is shown in Fig 3. Three cases
exist with the C of G (a) ahead of the AC, (b) at the
AC and (c) aft of the AC. In (a) the tail load is
downward, in (b) it is zero and in () it is upward.
In level 1g flight, the total wing plus tail lift equals
the weight, and the forces do not change with
speed. In manoeuvres, the forces increase with
the normal acceleration, so the tail load increases
downwards, remains zero and increases upward
in cases (a), (b) and (c) respectively.

Normal camber produces a pitching moment
at the AC whose coefficient is constant and inde-

L T
'//‘ Y
/
(v/\—-—-—_:{“_'“/ e TA
"T.'E
g M
W

L Total lift at AC= W+T2-T1

W Gravily and acceleration forces af Cof G

M Zero lift pitching moment af AC
proportional to speed squared

Tt Tal load proportional to W

T2 Tail load proportional to M

Fig 4. Static balance of lift and pitching
moment.
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pendent of the angle of attack. At a fixed speed
this moment can be balanced by a constant tail
download increment. As speed increases, the
moment increases with the square of the speed
(ie with dynamic pressure) and the required tail
balance download increases similarly. These
requirements are met by a fixed adjustment,
typically about 2 or 3°, of the tail setting relative to
the zero lift angle of the wing, The incremental
elevator angle variations with speed, angle of
aftack, etc, start from this different datum but are
otherwise not altered by the presence of
camber.

The main balance forces are indicated in Fig 4.
In the majority of aircraft and probably all gliders,
the normal C of G range lies aft of the aero-
dynamic centre as in 3(c). With a cambered wing
there is usually a C of G in this range where the
tail load is zero at some angle of attack. Thisis the
most efficient condition, a large tail upload being
just as undesirable as a download.

Stability

Fig 4 shows the static condition in which the
sum of all the aerodynamic moments about the C
of G is zero. For this to be stable, any disturbance
to this condition, excluding deliberate control
inputs, must result in a moment about the C of G
tending to restore the original condition. This
arises only from the increments in wing and tail lift
resulting from the disturbance, multiplied by the
distance from their AC's to the C of G. The zero lift
moment due to camber and its balancing tail load
are constant, and have no effect during the distur-
bance or after its removal. As the CP simply
reflects the amount of camber, its movement also
has no effect.

In Fig 3 case (a), the wing and tail lift act behind
the C of G and both produce a restoring moment.
In case (b) the wing lift acting at the C of G has no
effect and only the tail provides the restoring
moment. In case (c) the wing lift acts ahead of the
C of G and produces a destabilising moment in
the direction to increase the angle of attack still
further. When the C of G is far enough behind the
AC, the wing destabilising moment equals the tail
stabilising moment, giving a zerc nett restoring
moment. Clearly the stability is neutral at this C of
G position, called the neutral point or NP. At any
C of G aft of this, the nett incremental moment
is destabilising and the aircraft is statically
unstable. .

Putting this together with the earlier discussion
on balance, the well known result is that at for-
ward C of G the stability is very high and large
elevator angles are required to trim changes in
angle of attack. Cases 3(a) and 3(b) are usually
impossible to trim to high lift using a fixed tail with
an elevator, because the increasing angle of
attack on the tail must be compensated by
enough up elevator to maintain the downward or
zero balance load required. Since the elevator is
much less effective than the tail, the control
angles needed are too exireme.

At aft C of G the stability is low and only small
elevator angles are required to trim high lift. When
the C of G is al the NP with self-balancing wing
and tail increments moments, no additional
elevator angle is required to trim any angle of
attack. With the C of G aft of the NP and the wing
overpowering the tail, the tail must be assisted in
its balancing task by adding down elevator at

increasing angles of attack. From this arises the
fact that a stable aircraft in level flight requires an
increasingly aft movement of the stick as speedis
reduced with increasing angle of attack.

A distinction must be drawn between angle of
attack changes associated with speed in level
flight (which is directly represented by wind tun-
nel tesis) and those in free flight at essentially
constant speed associated with manceuvres. In
the latter the change of lift produces a curvature
of the flight path. The airflow past the glider effec-
tively curves upwards towards the tail, which
increases still further its local angle of attack. The
tail restoring moment and the elevator control
needed to offset this are both greater than in the
static case, and the C of G for neutral manoeuvre
stability lies aft of the NP at a position known as
the manoeuvre point. This is the reason why it is
harder to stall a glider in a tight low speed tum
than in level flight.

Unless special measures are taken to balance
the forces created on the elevator by changing
angle of attack, as distinct from control defiec-
tion, the elevator if left free will try to trail with the
airflow. Since this tends to raise the elevator as
angle of attack increases, “stick free" stability as
felt by the pilot on the stick tends to be less than
“stick fixed" stability apparent from movement of
the stick. While zero stick fixed static stability is
acceptable, positive stick free stability is usually
considered to be necessary, ie push to hold an
increase in speed even if there is no change in
stick position.

Atrick used in modern gliders to increase stick
free static stability is to curve the elevator trailing
edge downwards in conjunction with a spring
trimmer. As speed increases, the elevator is
increasingly forced upwards and requires an
increased push force on the stick. An incom-
pletely mass balanced elevator increases the
stick forces and hence the manoeuvre stability,
and the static stability increases because the
elevator hangs down further into the airflow as
the speed decreases, requiring more pull on
the stick.

Farewell to Fallacy

After 80 years, it really is time to say goodbye to
the old faithfuls. The first two questions in this
article have been answered above. The others
are answered below.

3. Calculation of the aft C of G limit is not much
in error if the distance from C of G to tail is
assumed constant. In contrast, because the wing
AC is very close to the C of G, the change in the
wing contribution to stability due to quite a smail
C of G movement ranges from being stable or
near zero to so destabilising that it can overpower
the tail.

4 and 5. Any aircraft which is stable by reason
of its C of G position and is trimmed for positive lift
has a negative tail setting relative to the wing zero
lift angle, or positive “longitudinal dihedral”, in
addition to the camber balance adjustment. This
can be shown by assuming a disturbance pitch-
ing the aircraft nose down until the wing is at zero
lift. Since the aircraft is stable, the tail must pro-
vide a nose up moment to begin restoration of the
trimmed angle of attack. When released to take
up its trim condition, the angle of attack of both
wing and tail increase, and the final lift of the tail
will be up or down according to the balance dis-
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However far aft the C of G is located, stability
can be provided by making the tail large enough.
Tail size has no effect on the required balance
load, and positive stability with a tail upload is
normal and commonplace. Any combination of
tail setting on the fuselage and elevator setting on
the tail whose net sum satisfies the balance will
do. The tail stability contribution in a disturbance
depends only on the product of its lift increment
and the tail arm. Fig 5 shows that for any given
disturbance expressed as an angle of attack
increment at the tail, the lift increment is com-
pletely independent of the initial load or tail set-
tings, which have no effect on stability.

6. A tailless aircraft must rely on the wing for
stabilising moments. These occur only for C of G
positions forward of the AC. The required aft
download balance force in Fig 3(c) is provided by
raising the trailing edge of the wing. This can be
part of the basic section design or could be
raised flaps on a symmetrical or normal cam-
bered section. The wing CP is at the C of G and
will move in an apparently stable manner when
disturbed. Sometimes such sections are mis-
leadlingly called “stable”, but they are in fact sim-
ply self-trimming in this C of G condition.

Safety

Safety aspects associated with the aft C of G
limit are well enough emphasised in every
manual. These are avoidance of poor spin
behaviour and light or sensitive pitch control. Any
pilot fiying aft of this becomes a test pilot and may
receive a nasty surprise. Some gliders have a
substantial margin which can be abused. Others
do not.

Carelessness about weighing is widespread
and may be due to ignorance about static
instability. Many pilots will not even recognise i,
as Derek Piggott found with the T-21¢ prototype,
because the much larger manoeuvre stability can
maintain apparently normal manoeuvre res-
ponse while speed control is unpleasant or
unsatisfactory. Any glider with these symptoms
should be weighed immediately.

It may help pilots to treat the C of G limit with
respect by imagining two big crosses marked on
the wing centraline. One is at the neutral point,
which will be just aft of the specified aft C of G

balance and stability
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Daughter: And the windier it is, the faster one
flies?

Daddy: Yep.

Daughter: Right down to the ground?

Daddy: Yep.

Daughter: But surely it’s less windy down there,
and you said the less wind there was, the slower
one could fly.

Daddy: (puiting down his newspaper): Nc |
didn't. 1 said the windier it is, the faster one
must fly.

Daughter: Same thing.

Daddy: Well, it depends on the wind-gradient.
Daughter: What's that?

Daddy: The wind sort of slopes downwards.
Daughter: Like | said. So one can slow down as
one gets lower because there's less wind close to
the ground.

Daddy: Let's take a walk. Upwind.

Daddy: (five minutes later). As we walk, the wind
at head-height is more than at knee-height. Let's
not ask why, or give the fact a technical name;
let's just think through the consequences.
(Stoops to pick up stone, which he holds level
with his head as he walks.) This stone has a
ground speed of 3 kit and an airspeed of 10ki.
Right? (Drops stone) And just before it hit the
ground it had a ground speed of 3kt and an air-
speed of 3kt as well, because there's no wind
down there.

Daughter: Looks as though it hit the ground at
more than 3kt to me.

Daddy: You're just like your mother. When will
you women learmn to hold your extraneous
variables steady?

Daughter: | beg your pardon.

Daddy: We are talking about horizonta! winds,
and the stone dropped vertically, so ...
Daughter: (inferrupting): No it didn’t, you were
moving at 3kt when you dropped it.

Daddy: (scarcely concealing his irritation): Well,
vertically relative to me.

Daughter: Aren't you an extraneous varable
though? (They walk on in silence for some time,
and then Daddy repeals the experiment with

position, and the other is at the actual C of G. In
normai flight a big lift arrow supports the glider at
the C of G. During any disturbance the extra lift
appears as a small arrow atthe NP. The Cof G
had better be in front of the NP, in fact rather than
in the fiction sometimes found on the placard. &

another stone.)

Daddy: Let's try again. Up here, groundspeed
3kt, airspeed 10kt; down there, horizontal
groundspeed and horizontal airspeed both 3kt.
Daughter: (under her breath): Ah, horizontal.
Intraneous variable, | suppose.

Daddy: Now, this stone has a stalling speed of
5kt. (Pauses to let this remarkable fact sink in.) So
on the way down it was unstalled until it passed
my krneecap, and below that it was stalled.
Crash!

Daughter: (after quite a Jong silence): What
should it have done?

Daddy: Increased its ground speed from 3kt to
more than 5kt.

Daughter: How?

Daddy: Well, of course, it can’t. But a glider can,
by diving more steeply and turning height into
speed. And unlike a stone, a glider can stall, too,
and hurt people.

Daughter: Still seems paradoxical to me.
Daddy: Not really. If you were flying your glider at
50kt airspeed intoe a gusty wind of 30kt which
suddenly fell tc nothing momentarily, what would
your airspeed become?

Daughter: 20kt

Daddy: Quite so; you've just stalled at the back
end of a gust - what the newspapers call an “air
pocket”, A wind-gradient has the same effect,
except the fall-off in the wind is caused by the
glider descending into a layer of lower wind

speed.

Daughter: | am beginning to see, but it still
seems a little odd.

Daddy: Come now, itf's just the theory of
relativity.

Daughter: Let's turn for home and then we’'ll be
walking downwind.

(After a while Daddy picks up a stone and drops
it, as before, but without saying anything.)
Daughter: (tentatively): Wouldn't landing down-
wind solve all these problems?

Daddy: And create a whole lot of new ones!
Daughter: | think | see now. When flying down
through a wind-gradient one wants to keep a
constant airspeed. Each layer of air is movifg
more slowly over the ground than the one above
it, but the speed of the glider relative to the
ground is unchanged on passing into it, so the
airspeed falls. In order to counter this, the pilot
must lower the nose. This means that when
approaching through a wind-gradient, for any
chosen airspeed the nose has to be lower than it
would be to hold that airspeed in still air.
Daddy: What a very interesting observation
you've just made! And it's nothing to do with the
gliding angle relative to the ground ~ the phenom-
enon would hold even if the ground weren't there!
It's simply that in order tc keep a safe airspeed
the nose must be lower than is normai for that
speed.

Daughter: Or we can look at it another way.
Passing through a wind-gradient the glider has to
accelerate forwards relative to the ground, and
the only way it can do this is by diving more
steeply than its airspeed would seem to require.
Fly by speed, not by atlitude!

Daddy: My word, your A-level physics is show-
ing! Let me buy you a drink in the bar after that
long final glide. Good job the wind was behind
you, or you might have stalled on the
approach.
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Seven Deadly Sins
continued: Gluttony

I his should be a nice short one, since glider

pilots are about as interested in gluttony as they
are in lust, which is to say not a lot,

For years | used never to eat or drink while fly-
ing. On one nine hour flight in 1975 | lost eight
pounds without benefit of pee-bags. Then | leamt
that getting dehydrated was bad for you, so | star-
ted taking pure Dunstable Downs water, straight
from the chalk, in a plastic bottle, but no food.

Then | was corrupted.

It was the two-seatering that started the rot.
When you are on your own, the urge to eat or
drink is minimal. But company changes every-
thing. One of my passengers insists on taking
vacuum flasks ("What d'you want? Hot coffee or
hottea?") and a variety of freshly cut sandwiches.
At first | tried to ignore this, believing that a
serious pilot had higher things to worry about.

The aroma.

But the aroma of bacon butties’ -
before we go any further | ought to explain the
plethora® of footnotes in this piece. Our
researchers tell me that we have vast numbers
of readers from foreign parts who understand
only the purest English. Slang, jargon, argot,
figures of speech and obscure references to
Shakespeare, cricket or television situation
comedies cause confusion and doubt. Hav-
ing lots of footnotes In also puts the printers
on their metile.®

- in a confined space is hard to resist: has some-

one been wiring up a waffle* iron® to those

massive batteries behind the back seat? No won-

' Butty - Northem English dialect for a square
sandwich of very coarse proportions, with any kind of
filling. The Queen does notl eal bufties.

2 QOpposite to a dearth.

3 Not sure what one's mettle is, frankly, but if you are
put on it you are being tested.

4 An American delicacy, full of cholesterol; no resem-
blance to a butty, excepl for being square and bad for

you.
8 Can be used for making hot butties.
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der the artificial horizon® has been toppling lately;
if we spin in at least the condemned men will have
had a hearty breakfast’. Others specialise in Kit-
Kat®, Twix bars and other sticky confections. In
warm weather chocolate melts horribly and drib-
bles all over the maps, not to mention the lux-
urious upholstery. One considerate co-pilol of
mine used to wait till we were at 5000ft, then
unwrap the KitKat very carefully in the cool
draught from the ventilator; only when it was
reasonably solidified was it fit to be passed to the
Pilot-in-Charge. The co-pilot's reward for all this
trouble was to get to fly the beast for a while. After
a minute or so a loud belch® from the front seat
would signal that the senior pilot was ready to
take over once more.

Hunger is not the only reason for the compulsion
to stuff one’s face. A 17 stone Billy Bunter'®ish
character that | flew down to Comwall in a K-7 ate
bulls' eyes'' constantly, in between observing
aloomily that we always seemed to be getting
lower. Nonsense, | said, the ground is just getting
higher, as we slid over Dartmoor'? and watched

The ground gettmg hlghar

the ground drop away again. | think it was worry
that made him eat, and my fying simply
accelerated an innate tendency towards
pessimism.

Years ago (1963, when the Beatles' first came
tc power, and satire became the new craze) |
invented for the enteriainment pages of this
organ'™ a ruthless glider pilot called James Bend,
whose adventures were so popular that | was
asked to give the readers more in 1964. Sorry, |
said, but this whole 007 James Bond nonsense
will be played out by then, and satires on yester-
day's cult always fall quite flat. How wrong |
was]'ls

But | remember that our hero Bend celebrated

§ A gadget frequently in use in British gliders, owing
the frequenl absence of a real horizon. Banned in
mast other countries.

7 An anachronistic reference fo the good old days
when we used fo hang people by mistake, whereas
naw we jail them by mistake.

8 A delicious chocolate coversd wafer, not to be con-

 fused with Kit-e-Kal, a petfood for felines.

® A semi-involuntary sound originating from the
stomach, indicaling appreciation of having dined
well: mandatory etiquette amongst royaity in some
countries. The Queen, however, does not belch.

¢ A fat and famous fictional schoolboy from a public

school (ie a private school) called Greyfriars, who

was known as the Owl of the Remove. (What's a

ramove? Well, it's a - Oh, forget it.)

Not the aclual eyes of bulls (this would now be

banned because of Raging Bull disease) but a stripy,

round pellet of hard-boiled sugar; revolting to any
person of refined iastes. No, the Queen does not eat
bulls’ eyes gither, not in public anyway.

% Britain's most famous jail, not to be confused with the

Tower of London, which is where they send people

who make fun of the Queen.

A long-forgotten troupe of strolling musicians,

% A pompous word for an official journal: always gets a
faugh for some reason.

'S (First ime he's ever admitted being wrong. Is it a trap?
Ep).

w

a height record with Bollinger and a Havana while
airborne: then | asked the readers to turn to a far
distant page, in the infuriating way that American
magazine have. The page number in question did
not exist, of course, "What happened?” a thou-
sand eager subscribers clamoured to know.
Well, one of them clamoured to know, if we are
precise.The rest just assumed the printer had lost
part of the copy as usual. | had no idea what hap-

Magnum force.

pened to Mr Bend. But it now occurs ta me that at
40000ft or so a champagne cork, bottled at
400ft, would come out with magnum force and
destroy the instrument panel, and lighting up a
cigar in the presence of pure oxygen would be
even more dangerous. So the story might well
have ended with our somewhat scorched adven-
turer swinging down on his parachute, pondering
whether it wasn't better to stick to lust after
all ...

The Eighth Deadly Sin:
British journalism

The sheer cretinous ignorance of the average
British newspaper journalist’® in aviation matters
has been a matter of utter disbelief since the
Montgolfier brothers converted hot air into flight -

Disintegrated with fatigue.

an operation which our national press manages
to reverse whenever it gets the chance. The old
adage still holds, namely that if anything you per-
sonally know about is written up in the papers
you can immediately see that the report is 50%
garbage'”. Then the penny drops and you realise
that all the rest of the news stories that you don't
know about, and which you thought to be true,
must be 50% garbage too. And that's the top
people’s press, forget the rest.

'8 | eaving aside one or two aviation specialists.

7 The Editor, a hardened scribbler years before taking
the helm at S&G, vehemently disagrees. “Nearer
100% garbage” she insists.
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TRAVELLER'S TALE

Thus it a plane flies straight and level into a
mountain side in cloud, the age of the plane
becomes a great issue, though its probably as
relevant as the age of the mountain.

If a plane flies into another plane that is sup-
posed to be relevant, too. So when there is a colli-
sion the fact that one of the aircraft is 50 years old
is dragged into the story. As though it disin-
tegrated with fatigue and fell on the other plane.
The only possibly relevant issue is that biplanes
don't give the pilot an ideal all-round view, but
that is leaning over backwards to give the hack
an excuse, which probably had never occurred to
him or her, for hauling in an otherwise pointless
observation; there just happened to have a lot of
chat about the age of aeroplanes involves in pre-
vious news stories. Journalists are dreadfully
prone to irrelevant topicality: if some wreckage
lands on a dairy farm the urge to drag in Mad Cow
Disease (an ailment almost exciusively afflicting
Fleet Street hacks) will be irresistable. Of a recent
tragic mid-air collision one witness was quoted
as saying:

“They flew straight at each other ... There
weren't any acrobatics . .. One plane hit the
other at 45 degrees ..."”

Admittedly this is a hunk of reported speech,
based on what was supposedly said by a person
who had seen something that was quite horrific
and likely to scar the mind for life, and who there-
fore deserves sympathy, not textual criticism.
Nevertheless it is an interesting professional
question for our hacks whether one should report
verbatim, and without comment or correction, the
innocent mistakes of one's wilnesses, such as
the fact that planes do not do acrobatics (though
they very occasionally do aerobatics) and that
45% contradicts straight. That last one could be
important in court. The fact that this minor
travesty of reportage appeared in our best
national newspaper leaves one feeling even mare
glum.

There is worse than technical incompetence,
and that is moral blindness and lack of plain com-
monsense. The popular press, with its cringe-
making, sentimental imitation of a heart, will
unfailingly commend the selfless heroism of a
pilot who chooses not to fly his stricken craft into
a block of flats. As though the poor blighter is say-
ing in his last seconds “Well, clobbering a high
building would look rather good on my CV; it is
only my strong puritan upbringing and concem
for others that prevents me from steering straight
forit..." So he piles into a wood or a field instead,
to be buried in a heap of brainless headlines.
Everyone in newspaperland hastobe aheroora
bum; there’s no room for the halfway house,
where real people, even reporters, live. o< |
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Dave Wilkinson of Bristol & Gloucestershire
GC went to India in May and solved the mys-
tery of the Ardhra glider referred to in the
February isue, p21, when Max Bishop asked
whether anyone knew what they look like.

I he Ardhra was designed in India by the
Research and Development (Civil Aviation)
Department at the Delhi Technical Centre and
two prototypes were built. Production was han-
ded over to Hindustan Aeronautics Ltd (HAL) and
100 were built for the Indian National Cadet
Corps.

Dave’s photograph of the Ardhra.

It is a wooden 16.5 m span two-seater, weigh-
ing 328kg empty with a 508kg AUW. The stalling
speed is 33kt, VN 109kt and min sink at 1.5kt
is 39kt.

The photograph is one of the prototypes, After
the end of development testing it was given to the
Delhi GC. In India all gliders have to be registered
in the same way as powered aircraft.

India's 15 gliding clubs are open to the general

public but civilians can't fly at any of the 50
National Cadet Corps clubs. Foreigners may join
the civilian clubs and need a pilot’s licence to fly
solo. There Is no aerotowing in India with winch
launching at all the sites.

The Delhi GC operates from the grass at the
south side of the runway at the old airport at Saf-
darjung, south of the city. It has five two-seaters, a
K-13, T-218, Romini (an Indian built version of the
T-21), an Ardhra and a Bocian which is being
given to a newly formed club. The one single-
seater is an [TG 3 (intermediate Trainer Glider 3),
an Indian built version of the Grunau Baby.

The staff are all professionals from the instruc-
tors and winch driver to the maintenance person-
nel. The CFl is Capt R. K. Wason who on April 30
had logged 102906 launches in 6700hrs. No,
that is not a misprint or a leg-pull! | had the
privilege of seeing his logbook (latest volume).
Surely that must be a world record?

When | visited the club the Ardhra was awaiting
a replacement canopy but | had two flights in the
K-13 with Capt Wason. Due to traffic restrictions
at Safdarjung gliding is limited to the circuit, but
we were able to stay up long enough to pick out
prominent landmarks and enjoy seeing some
very large birds (I think they were buzzards) in

close formation on the inside of our turns.

Although operations are restricted, the staff
and members are as enthusiastic as gliding
people anywhere and flying a glider a few hup-
dred feet above the outskirts of Delhi is a memor-
able event.

If you do visit try to take with you any gliding
photographs and literature to show the young
P2s, particularly S&G which is well known to
Capt Wason. The address is Delhi Gliding Club,
Safdarjung Airport, New Delhi, 110003, India. g}

What It's All About!

Bernard Smyth said that when Tony Hutchings took his FUN (alias ASW-19) to Nympsfield to
have a new gadget fitted by Andy Smith he couldn’t resist taking this photograph.
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LAWRENCE WRIGHT

S&6G
CLASSIC

CHOSEN BY FRANK IRVING

After the success of the S&G Classic
series chosen by the Arm-Chair Pilotl, we
are delighted that Frank Irving, another of
our regular contributors over many years,
has agreed to select the next six, ending
with one of his own articles.

Lawrence Wright was a splendid character
who greatly enriched the gliding scene
before, during and after the war. He is mainly
remembered for a gliding cartoon film, an ex-
cellent book (The Wooden Sword) and a
filmed simulation of the Normandy beach-
head for the benefit of the army glider pilots
on D-day.

This account of a cross-country fiight was
published in Gliding No. 1 issue, 1950. It
neatly displays almost all the changes in glid-
ing over the last 40 years: in particular, the
modern reader will be aghast at the idea of
cloud flying over Hendon and using the
Welsh Harp as a navigational fix. Remember
also, gentle reader of 1990, that the glider
had rather less performance than a K-8, that
Total Energy had not yet been applied to
glider variometers (hence the remark about
“. .. confusing the variometer by letting the
ASI| wander”) and it was absolutely vital to
get to the next thermal at a reasonable height
(hence “Rattray’s advice”).

The innocent joy of the times, unspoiit by
airspace limitations and electronics, could
hardly be better conveyed.

°n April 10, 1949, Minimoa being at Redhill
wrapped in red tape, | had bagged the club Gull
4. The wind was light north-west, and the sky
spawning infant cumulus. As | strapped in, a later
arrival remarked that conditions looked so flat
that | might scon prefer to land, and give him the
machine for not more than half an hour. He did
not smile as he said this.

Wheatcroft offered Hawkinge or Lympne as a
goal. | chose Lympne for the ignoble reason that
more people know how far away it is. Kit
Nicholson had made the same flight to win the
Manio Cup in the 1938 competitions. My maps
were in Mini, except for one filthy sheet among
the rubbish in the car, which proved to be the
right one. | was not serious enough to study it or
draw a track on it, as | ought to have done. | was
winch launched at 1215hrs.

| made for the power-line slope, a sure source
of thermals when there is any north in the wind.
There was not much hill lift. After ten minutes on
this short beat, content to be lower than the
others for the time being, | had wriggled up to cir-
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A GOAL FLIGHT

TO LYMPNE
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cling height and thence in the first real thermal to
1400ft*. Back at the hill at 1000ft, | immediately
got another at 5ft/sec. | noticed the blue Gull cir-
cling above me.

In about ten minutes | was at 3000ft, but trying
all | could, | could not outclimb Geoff Amold in the
blue Gull. Things looked better downwind, so |
passed under him, going south-east. At 3800ft
the lift petered out, but the sky was so promising
ahead that | pressed on at once. | had lost about
1000ft when | saw Geoff turn back (he eventually
went round the west side of London and landed
near Tunbridge Wells). This left me feeling lonely
and rather rash. The red ball came well up, and |
flew at 60 towards some distant clouds, which
seemed to be going downwind faster than | was:
they were still well ahead when | spotted Radlett
aerodrome. (Not having yet opened my map, |
vaguely thought of it as Hatfield.) | entered the cir-
cuit at 1000ft in dead air, working out a depress-
ing plan for a towed retrieve.

| never omit to pray on these occasions, and
the dear Lord (assisted perhaps by the fact that |
was downwind of a warm runway) answered me
with a flicker of lift on which | expended all my
efforts. After some hard work, resisting the
temptation to try to improve my position until |
was above 1500ft again, | got back to 3000ft. |
seemed now to have even less drift: Radlett was
still alongside, and what little wind there was
seemed to have more north than west in it. If all
went well, | would soon have to work eastward to
avoid London. Cloudbase looked unusually high,
which was a fine thing. Also the day was young

*All heights above take-off

L
4 by

(1315hrs BST) and the sky paftem ahead
most promising.

A series of careful searches and modest
climbs, interspersed with short dashes across
the open for a few miles, brought mepro-
gressively nearer to cloudbase. The lift increased
with height up to 3000ft, but above it always
gradually decreased. During all this circling | had
drifted slowly south of my required track (which
was still only a vague mental one) and was some-
where near Elstree. Above London the clouds
were building up well, but over the semi-country
immediately north of London the sky was com-
paratively uninviting, and | decided to sample the
active air above the chimney pots before working
eastward. The Welsh Harp showed up well
through the haze, and | began to use the map.

Map reading when
comfortably tucked
into a circle

The straight flying needed maore attention than
the circling (to avoid blundering through an unob-
served thermal at speed, or confusing the
variometer by letting the ASI wander) so | found it
better to do the map reading when comfortably
tucked into a circle. The Gull 4, though not as
good as Mini in this respect, needs little attention
once she is going round tidily.

A big - but not aparently very thick cloud right

SAILPLANE & GLIDING



A GOAL FLIGHT TO LYMPNE

|

over Hendon airfield received me gently and
rather reluctantly at just 5000ft. None of the
clouds this day reached down to snatch one
inside: most of them just refused, by fifty feet or
s0, to be entered. Last season, all my clouds had
been nearer 3000ft, and this extra 2000ft was a
welcome luxury. | did a little Married Man's Blind
Flying straight through the undulations of cloud-
base, where there was litile to be gained by
lingering. Meanwhile | started working eastward,
always with at least one airfield in mind and in
reach. (itis a comforting thought, that from 5000ft
one has some 1200 square miles of ground to
choose from.)

Somebody has laid down that on any given day
there is a height below which one must not allow
oneself to sink. It is a good rule. | decided that
today's minimum should be 3000ft, and that if |
sank near that level | must concentrate solely on
regaining height before pressing on. To those that
have, it shall be given and for about two hours |
was able to keep to my rule.

| crossed the Lea near the reservoirs at Tot-
tenham. The lift was seldom more than 5ft/sec
but reliably distributed: clouds about half a mile
across, with a few clear miles between, which |
would cross at 55-60. The last few hundred feet
of height was not really worth waiting for: it was
better to fly slowly on one's way until the red ball
came up. The Thames was emerging from a grey
haze, and as the time was only 1415hrs, Lympne
began to seem a proposition. | determined not to
hurry, but within reason to follow Rattray's advice
- never to leave lift until you have got the last drop
out of it. Time is of course the essence of a long
flight, but 87 miles is not, alas, a long flight by
today's standards. So | dawdled in the gentle lift
between 4000 and 5500ft, not ashamed to circle
in 2ft/sec, spending a little height now and then in
a dash from cloud to cloud, with the comfortable
feeling of living within my income. | circled until |
was giddy with watching the world reeling past
the pitot head. The patches of sink were aimost
welcome, offering a few minutes’ straight flying,
but all too soon | would be dizzily revolving again.
| found it more restful to gaze down the inner
wing, and fortified myseif with my cheese roll and
my Mars Bar.

it came as a sobering thought, that within every
hour of a soaring flight, one has to gain a total of
some ten thousand feet of height.

| crossed the Thames (at nearly 6000ft) at
Gravesend, conscious that | was adding at least

an hour to each trailer journey. Beyond the Isle of
Dogs, London disappeared in the grey. The river
looked magnificent in the stormy light and
smoke. But for my declared goal, and for having
forgotten my Leica. | could have taken half an
hour off for a safe circuit of St Paul's. Resisting
such frivolity, | concentrated again on the Object
of the Exercise, until | was diverted again at
Chatham by jolly little rows of cruisers and sub-
marines in a tiny dock, all beautifully to scale.

Kent looked featureless and hazy, its nearer
forms camoufiaged by cloud shadows: it seemed
time to navigate. An obstinate fold in the map
denied me a bearing on Lympne, until | opened it
completely, when it filled the cockpit. Finding that
the little control required could be applied
through the bulge in the map which represented
the stick. | kept it there.

Lawrence in the Gull 4.

| could now comfortably locate, fill and light my
pipe, and take the green ball for granted. Some-
where. | felt, | had known this situation before -
and | recalled Wilbur Sparrow, lounging in his
Mickimoa.

The course for Lympne proved to be south-
east, but in that direction lay miles of suniit
ground without a cloud shadow. | could not see
the Maidstone-Ashford road, which pointed the
way, but along the Canterbury road (visible but
running too easterly) a good cloud street was
arranged. | drove along this road-and-street as
far as Faversham, getting the best heighi of the
day on the way at just over 6000ft. (Re-reading
Kit's account since, | noticed that he made the

—
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same detour.) Past Faversham. | was at about
5000ft, but twelve miles north of track, and it
seemed time to brave the gap. | tumed south-
south-east and at once picked up the opposite
coastline some eighteen miles away. It agreed
comfortingly in shape with the map, and a
straight glide to Lympne seemed possible. But |
like to reckon my range, in a light wind, by first
deducting 1000ft for safety margin and
approach, then allowing four miles per thousand.
By this formula, | would be cutting it fine.

It felt like a
hilltop descent on
a wet afternoon

For a mauvais quart d'heure | flew through
steady sink, relieved only by a few nearly fruitiess
circles. As the altimeter visibly unwound, the high
spirits of the previous hour evaporated. The air,
which had been fizzing mermily all day, changed
from schweppervescence to ditchwater, and in
horrid silence | slid down and down. It felt like a
hilltop descent on a wet aftemoon in November. |
had still not located Lympne, though the coast-
line gave its rough position, and | was vague as to
how far off the coast really lay. The only decent
cloud within possible reach was miles away to
the east. If | turned aside to it now, and it did not
work, | could not make Lympne. If | pressed on, |
ought to see the airfield in time to get in - | might
not. | tumed east towards the cloud.

| was down to 25001t when | arrived upwind of
it, and it looked very small and very high up. For
the second time | resorted to prayer. The green
ball promptly shot up to the top of the tube and
stayed there. | circled with all the g | could take
which is not perhaps very much and although |
broke a fingemail tapping the Cosim, nothing
would shift the green ball. | think it had indeed
stuck: the barogram shows only a climb from
2500 to 50001t in five minutes, of which even so |
would not complain. In gentler lift above | finally
found my ceiling at 5400ft, with Hawkinge
alongside and Lympne obvious, and life on the
whole worth living.

| nursed my ridiculous reserve of height whilst |
checked and counter-checked with the map: the
coastline, the canal fork, the racecourse, the
castle. Finally | banked well over and read the
word LYMPNE in beautiful capital letters just a
mile undermeath.

LAK 12

Max L/D 48:1
Fully instrumented
Superb fibreglass trailer

From Lithuania - a new sailplane for the Western market:

20.5m span - 2 piece wing - flaps - turbulators.

Fi bmglass & carbon fibre construction.

Tail dolly etc. Rigging aids
gallons water ballast
Empty weight: 820ib

Ideal for cross-country minded individuals and clubs
Price: £18,400 plus freight & VAT. Delivery: 2-4 weeks
Demonstrator avallable, contact agents:

BALTIC SAILPI.ANES Ltd.

., #6 The Woodiands, Market Harborough,

7B8W
Tel: 0858 467723; 0538 85552 (office hours); 0536 81777 (evenings)

(P.5. Watch cut for LAK 15 (25.6m) and LAK 17 (15m) available early 199 1. Really competi-
tive! Get your name on the list now!)

s
C of A: successtully evaluated
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MIKE CUMING

Since both these gliders are red-hot racing
machines it seemed only natural that the Booker
Test Group should perform the UK C of A accep-
tance testing - and in any event there are already
several of each on site.

Why flight test gliders at all?

Given that we all work to JAR-22 nowadays,
and that the manufacturers' testing of new types
is pretty thorough, it may almost seem super-
fluous to conduct specific UK certification test-
ing. However, the odd problem does slip through
the country of origin and so our UK testing is
worthwhile. This was demonstrated most re-
cently with the Mini Nimbus, and currently the
DG-600, both of which first arrived in this country
with unaccepiable defecits which surprisingly
had not been picked up in the original LBA (Ger-
man licensing authority) testing.

Both the LS-7 and the ASW-24 had been flying
over here, including in competitions, for mare
than a year before we conducted the testing. This
was due to lamentable lateness in their German
paperwork coming through - especially in the
case of Schleicher's. Eventually we got sight of
the papers and after that the testing took only a
couple of days (and half a dozen launches).

Meanwhile, the owners of these gliders already
in the country were operating on temporary per-
mits to fly, which Dick Stratton, BGA chief tech-
nical officer, patiently kept on extending while we
waited for the flight manuals, etc.

The testing

Both gliders were found to be quite acceptable
and UK Cs of A were approved without any mod-
ifications required. We did have some reser-
vations about the level of skill needed to fly them
safely (this is the primary reason the BGA
ordered a Discus to replace its ASW-19) and
there were a few minor niggles. But all the formal
requirements were met.

Both types - as one would expect at that price
- were very well made but there were some
curious shortcomings here and there. For exam-
ple, a series of essential modifications 1o the
ASW-24 undercarriage system were in the pro-
cess of being made while we did the testing,
following a spate of collapses.

They were a delight to rig - lightweight and
self-connecting - and both capable of holding
ludicrous amounts of water. The LS-7 seemed
fiddlier to get the water in (and out), either
because it was new and unknown or becauseitis
rather more complex: it has a small tail tank and
we spent quite a while working out how to getthe
C of G where we wanted it. The ASW-24 carries
its water further aft in the wing and this doesn™
affect the C of G position so a tail tank isn't
necessary..

The gliders are very small - even for Standard
Class - and there was much speculation when
they first appeared about the maximum pilot size
they could accommodate. In fact, there is no
problem with pilot size (or shape) and | have seen
some quite tall and some quite fat pilots happily
flying these types. Both cockpits are, however,
fairly tight.

The LS-7 (which has the same fuselage as the
LS-6) gives the impression of being particularly
narrow but in fact it's quite comfortable once you
are in. We test flew it on a cold day and it took me
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FLIGHT TESTING
THE LS-7 AND ASW24

Mike Cuming, a member of the Booker Test Group, gives his
impressions of two gliders with many similarities

a litlle while rummaging around in the cockpit
looking for the straps, maps etc with my coat get-
ting in the way.

The ASW-24 - which gives the initial impres-
sion of being even smaller - is | suspect rather
broader, although the very high cockpit edge
made it a pain to clamber in and out: but then
cockpit strength and crashworthiness in general
is very topical right now. | didn't find the ASW-24
undercarriage lever handy or easy to use, but no
one else seems to mind.

When on the ground, and indeed on approach
- which is pretty much the same atlitude ir these
machines — the forward view is relatively poor
and perhaps it is just as well that neither glider
could be fully held off on landing! In fact, both
types had to be “flown on” at around 40kt; any
attempt to hold off fully just hit the tailwheel first
and had the effect of slamming the glider down
on to the main wheel.

“, .. lifting the tail is
possible but runs the risk
of grounding the belly . ..”

Take-off was rather similar with the glider leap-
ing into the air from the two-point attitude; lifting
the tail is possible but runs the risk of grounding
the belly owning to the smallish ground
clearance. The ASW-24, in particular, looked
vulnerable to this owing to its rather PlK-like
cockpit pod. Much simpler just to leave the stick
in the middle and let the glider do the rest. Raoll
rate especially was very very fast and the sur-
prisingly small ailerons generate quite modest
stick forces which is pleasant.

We didnt do any significant performance
checks but a useful measure here is the very
quiet airflow noise - especially on the ASW-24 -
and the fact that you could accelerate to 100kt in
no time at all without even noficing it. Also, both
gliders took ages to come down.

Handling generally was superb and this is
what contributes most to the excellent soaring
performance of both machines. | don't believe
that either machine is significantly better than the
previous generation in achieveable climb rate but
the workload is lower - but these gliders were
designed for soaring and they are terrific at it.

Where the performance really sparkles is

cruising at high speeds - especially with water
aboard. This was particularly noticeable on a
couple of days during last year's Standard Class
Nationals when strong winds just didn’t seem to
trouble these fast ships. The LS-7 seems to carry
its water rather better than the 24 (both are pretty
much missiles when full) and it is perhaps for-
tunate that the 24 doesn't normally fly full since
the water takes forever to drain out.

The LS-7 is somewhat less stable (for the same
C of G location) than the 24 and this gives it a very
slight edge in handling: this doesnt mean the 24
is slow to respond though - far from it! Both
gliders were very willing to spin, especiaily the
rather nippier LS-7, and this tendency was of
course exaggerated with the undercarriage
down (owing to the substantial side area of the
doors and wheel forward of the C of G) to the
extent that | would caution prospective LS-7 and
ASW-24 pilots on this point.

There is ample pre-stall warning, though, and
recovery was always crisp and straightforward.
On balance, this abnormally high approach
attitude probably serves as a safety feature here
since | am sure most pilots will end up approach-
ing too fast, not too slow. In that event the
extremely powerful airbrakes will soon sort the
situation out, although - like the K-7 - they are so
powerful they almost pose a problem in
themselves. ¥

The ASW-24 brakes are slightly further out-
board | think and there is honestly no vibration
when you extend them - just a feeling like going
down in a lift.

Back to spinning, with a quick reminder that
both machines accelerate very fast - handy for
leaving thermals or for aerobatics but not so good
for low level spin recoveries. | don't want to over-
play the spinning but the price of all that superb
high speed performance has got to be paid at the
other end of the scale.

Conclusion

Both gliders are absolutely first class and 1 am
sure they will enjoy huge success. | wouldn’t care
to nominate either as better than the other since
they are very equally matched in almost all
aspects. They are quite durable and will no doubt
tast well in club fieets but they will require a touch
more supervision (or experience) than the current
generation of ASW-19/Pegasus/LS-4 types.

The UK LS-7 agent is Martyn Wells of Weils
Design Ltd and the ASW-24 agent John Jeffries
of JJ Associales, (see advertisements in this
issue).

SAILPLANE & GLIDING



Martyn Waells in his LS-7. Alister Kay flying his ASW-24. Both photos by Mike Cuming.

OLD PILOTS GO TO SLEAP

This photograph, taken at Sleap on
May 6, shows 300 years of aviation -
Ron Rutherford is at the back with,
from | to r, Vic Carr, Ric Prestwich,
Tony Adams, David Carrow, Charles
Webb and David Ince. All are still active
pilots, whilst the Chipmunk is our main
tug at Sleap and currently enjoying her
39th summer. David Ince and David
Carrow started flying for His Majesty in
1939 and 1942 respectively, Charles
Webb started gliding with the ATC in
1943, Ron Rutherford with the Army
GC in 1947, Tony Adams and Ric
Prestwich with the Cambridge Univer-
sity GC in 1947 and in 1949, whilst Vic
Carr started with the London GC in
1947. Messrs Ince and Carrow fly at
Lasham, whilst the rest are private
owners at Shropshire Soaring Group,
Sleap. Caption by Ric Prestwich.

SUMMER SAIL -
NEW BGA POSTCARD

This beautiful painting of a Janus by
Charles Thompson has been on show
in the Aviation Paintings of the Year
Exhibition at the RAeS Gallery, 4
Hamilton Place, London W1 (it ends on
July 29) and is reproduced on
greetings cards being stocked by the
BGA. They are available in sets of five,
with envelopes, for £3.30 including
p&p, or individually at 60p. The paint-
ing, called “Summer Sail”, was the
result of one of the Guild’s “Painting
and Flying” days when they visited
Lasham.
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1. The Device.

Most of the techniques for joining other

gliders in thermals are straightforward and
require little more than the exercise of imagina-
tion, forethought and good manners. Imagination
and forethought are needed for assessing the
likely results of courses of action (or inaction),
and the good manners in their simplest form
embody the virtue of that good old Christian sug-
gestion, “do unto others as you would be
done by".

The technique required can be demonstrated
by making almost any variation of The Device in
picture 1. The idea is not new; numerous toys
used to be, and probably still are, based upon it.

To make The Device you need an electric motor
(preferably geared), a switch, a few bits of
hardwood, some stiff piano wire and ordinary
flex, two balsa wood gliders (a wingspan of about
8in is best if you intend using it for “public”
demonstrations) and batteries! The glider fixed to
the rotating arm must circle slowly - something
in the order of one revolution every 20-30
seconds is about right. This may seem
excessively tortoiselike, but it will save you hav-
ing to run round the apparatus like a demented
moth round a flame as you hand “fly” the other
glider into the correct positions in the “thermal”.
The Device should also have some provision for
the other glider to be attached to a suitable arm
and be circled “in formation” with the first glider
to illustrate the various merits and demerits of
being close behind and below, above, on the

3. The modest pilot.

2. An idealised thermal.

opposite side etc. The Device will probably need
clamping on to the edge of a small table or stool
to prevent it detracting from any safety points you
might be trying to make by ostentatiously
falling over!

The most likely place for you to join other
gliders in a thermal is not in a competitive gnat
swarm out in the back of beyond, but local soar-
ing at your base. This means that a fairly large
proportion of the pilots attempting to get in or out
of thermals will be inexperienced. | suspect that
many of them will find the experience of entering
and leaving occupied thermals more anxious
than uplifting. Those who have no such namby-
pamby feelings are distinguished by the deep
anxieties they induce in everyone else! | have
seen a cluster of gliders explode out of a thermal
like a hand-grenade going off when a notoriously
incautious early solo pilot plunged boldly into
their midst.

If you were the only glider pilot in the country
then there would be no problem. But you are not
alone, of course, and to deny yourselves the com-
pany of others is probably to sentence yourself to
a lot of time on the ground.

The first and most obvious thing about ther-
mals is that they alter your flight path! In picture 2
you see an idealised thermal — completely cir-
cular and utterly predictable. Should we be so
lucky! In picture 3 you see a similarly idealised,
yet modest pilot, making one small and very
minor fumble as he searches for and finds the

4. Approaching a thermal.

Aran od oo Kl

5. Looking down on the same

STEVE LONGLAND

CIRCLES IN THE

In the last of his three articles on sa
about thermalling without conflict

I

8. Have a common centre.

thermal core before climbing rapidly to cloud-
base. (You can stop laughing now!)

Since the airflow pattern that comprises any
thermal sends everyone bobbing up and down in
a rather unpredictable manner relative to each
other, the way in which an occupied thermal is
approached is crucial. In picture 4 we see several
views of a glider, A, approaching a thermal con-
taining a circling glider, B. It is not possible to tell
from position A whether glider B is in the best lift
or not. B may appear to be going up very quickly.
On the other hand, a quick glance at the vario
could show you to be going down equally fast; ie
the other glider might not be climbing at all.

Always assuming that this is not the case,
glider B may be in poor lift at the edge of a thermal
or badly centred. At whatever height you effec-
tively begin your approach to an occupied ther-




ne gliders.

|

6. The right side.

safety Steve Longland writes

mal there is no guarantee that you will arrive,
vertically speaking, where you expect to arrive.
You may end up well above or even below the
other glider. Whatever technigues you use have
to take account of this vertical uncertainty. It's not
sodifficult in fact, since if the techniques take into
account the relative horizontal velocities of the
gliders involved, their up and down motion
becomes largely irrelevant.

It is not normal to want to collide directly with
other people, except possibly in the heat of
overwhelming passion, so part of the technique
includes minimising the risk of collision. In pic-
ture 5 we are looking down on the same gliders.
For the sake of argument we'll assume that they
are, and remain at the same height and fly at the
same speed of 50kt. In the bottom half of the pic-
ture the graph represents the relative speed be-

Drawings also by Steve
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7. Allow for unpredictability.

tween the two gliders. At point 1/ their relative
speed is +50 (+ =towards each other); at 2/ it is
+100; at 3/ +50 and at 4/ 0. All these changes
take place smoothly in the course of one com-
plete circle by glider B.

Given the fact that A and B are constantly
accelerating and decelerating in relation to each
other, it would seem sensible for A to, at the least,
go for the side of the circle where B is going away
from him (picture 6). Relative speeds will be
lowest and both gliders will be going in the same
direction. The inevitable rider is that the pilot of B
may have his eyes glued to the vario, and could
abruptly straighten up. From some positions this
could mean a collision.

To make altowance for this additional spice of
unpredictability and also to allow for the fact that
it is highly unlikely that you, as A, will arrive and
slot immediately into the right position, you
should aim to fly a course wide of the correct side,
and then gradually spiral in to take up position on
the opposite side of the circle to B (picture 7). This
does take a bit of practice but is worth the effort.
Spiralling into position means that you can have
the other glider in sight at all times, and as an
incremental and not s**t or bust approach it rates
high on the “I'd like to be an old pilot” scale.

It also pays to have a common centre to your
respective circles as you can see from the bad
examples in picture 8. You should also turn in the
same direction as the other gliders in a thermal.
This is occasionally made difficult by pilots hav-
ing different notions of where the centre is, and
even which way to circle. Luckily only two direct-
jons are involved here!

As you will have seen from all the above, joining
a circling glider by flying directly over the top of it
with inadequate vertical separation is not a good
idea. First, the lower glider will be in your blind
spot most of the time, and any sudden increase in
its rate of climb or a diminishing of yours could
bring you into contact. Secondly, if the vertical
separation is small {ie equal or less than half your
combined wing spans) it would not be too difficult
to touch in a less than friendly manner.

One final item. How not to leave a thermal.
Simply straightening out and flying away in a
controlled and restrained manner is by far the
simplest and least fraught method of escape,
though remember to look out before you
straighten up. Absolutely the worst possible way
toleave a thermal, apart from falling out of it in bits
or spinning, is to dive abruptly and steeply away.
This sometimes occurs when pilots are aware of
a glider very close behind them which they can-
not see. The nose goes down positively and
vigorously, and occasionally out come the
brakes by way of demonstrating disapproval.

The first thing that happens when the nose is
vigorously lowered is not an instant increase in

forward speed but a decrease of your speed rela-
tive to the glider behind. You come backwards in
relation to them. If they are foolishly close and
slightly below, you will almost certainly hit them.
Picture 9 shows you why. This swift nose down
and scoot away is also practised by pilots who
have read all about soaring, energy manage-
ment, low loss flying and how you need to get the
speed on before you reach the sink. Fair enough,
jolly good idea. The books do not tell you to
endanger anyone else during this manoeuvre.

You may occasionally be surprised by the
whizz bang compo boys zooming up from
beneath you at Mach 1.3 to enter your thermal. It
can be a bit alarming but there's not a lot you can
do about it except not lose control! Mostly these
manoeuvres are done well; occasionally they are
not. The intrusive pilot, so to speak, forgets that
zooming up has the same effect relative to some-
body behind and above him as leaving a thermal
in the peevy dive previously described.

And that's it. These three articles will in no way
have covered everything, but over the years S&G
has had many extremely worthwhile articles on
safety and such like. Browsing through old
copies is an excellent way of arming yourself
against the Grim Reaper . . . no point in snuffing it
earlier than intended. Safety is about you and
your relationship to the word of energy and
motion. If there are problems in this relationship |
imagine that it is not the world that will change.

Look after yourselves.

9. Possible danger when leaving thermais.
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NORMAN JAMES

Saturday, August, 23, 1986 and it looked as if
the second part of Lou's adventures was going to
take place. There was a brisk northerly wind and
the sky was looking definitely buoyant. The T-21
was prepared for its next great epic flight from
Husbands Bosworth to Sandown, Isle of Wight.
Unfortunately there were ten tons of tarmac to be
laid on the entrance road to the airfield which had
to be done first. Work went on at a feverish pace
with Lou looking anxiously at the sky and his
watch. At 11.30 the tarmacking was completed
and we were ready, but what was this? The sky
had become decidedly overcast. We abandoned
the task and hoped for better the next day - typi-
cal of gliding in England.

Sunday, August, 24, 1986 and Lou and |
arrived early at the clubhouse. There was still a
northerly wind of about 10kt and it had that feel of
being definitely cool, crisp, unstable air. Lou said
“Have you brought the survival suits Norman?"
“They're in the van", | replied, “along with the rest
of the gear”. “Well, let's get on the line" Lou said
with more than just a hint of enthusiasm in his
voice.

The T-21 was DI'd, loaded with cameras, tape
recorder and radios and towed to the launch
point. A road retrieve or aerotow had to be
arranged. The trusty van was full of fuel and Phil
Spencer and Dick Walker “volunteered” to stand
by in the event of an early land out and Jim Jesty
beat the rest of the tug pilots in volunteering to
fetch us back from Sandown in Bob Boles' Chip-
munk in the event of a successful mission.

The scene was set. The cumulus were forming
into streets although with low bases, a Bocian
was soaring and the tug pilot reported good lift.
“Let's go" said Lou. “OK,” said |, picking up the
survival suits, boots, gloves, helmet and goggles
and preparing for the launch. “11.05 Husbands
Bosworth to Sandown, IOW in a T-21" Lou was
dictating into his tape recorder, the rope went
tight and we were away! Sixty knots on aerotow
ina T-21 is not the most enjoyable experience as
those of you who have tried it will agree, so at
1000ft agl Lou pulled the bung. “We can go up
quicker without him” said Lou, and low and
behold we were going up at 10 on the green ball,
assisted of course by the odd karate chop on the
dashboard to free off the balls. At 2000ft agl we
entered cloud, climbed to 3000ft agl and set off
south. It was interesting to note that flying in
cloud in an open cockpit T-21 was quite eerie
and quiet, ie we both stopped talking.

Set off towards very
active looking clouds

We broke cloud over Husbands Bosworth air-
field and set off towards very active looking
clouds on track. At this point | should point out the
choice of the next lift was very critical since with
possibly a realistic glide angle of about 14:1 and
a survivable speed range of 30-45kt, if it doesn't
work you are soon sitting in a field. We were lucky
the clouds were close together and the lift was
strong.

Flying was shared as always. Lou did the right
hand thermals and | did the left and If there was
any doubt the T-21 did it itselfl! Northampton

August/September 1980

W

ISLE OF WIGHT

INAT2]

Norman James continues his account of the adventures he
shared with Lou Frank in their syndicate T-21

Over Portsmouth harbour.
Frank.

Photo: Lou

soon appeared underneath. We were going well,
the visibility was superb and the cloudbase was
going up. We were keeping to the left of track to
allow for the slight easterly component in the
wind, but it was soon apparent that this was not
necessary and we were forced to fly due west for
atime at Aylesbury to get back on track and avoid
the London TMA.

Back on track, cloudbase had gone up and
with cloud climbs to give us the required range
we were reaching 4500ft and more and making
good progress. Reading came up beneath us.
“Half way" said Lou, and reported the fact into his
machine. We progressed on to Basingstoke and
then to Lasham, where we meet up with our first
gliders on the trip and joined them in a thermal. At
4500ft and clear of cloud we set off again and
had the first sighting of the coast in the
distance.

Cloudbase was still rising and we were soon in
sight of the Isle of Wight with that formidable (well
for a T-21) stretch of water before us. We keep
close to Petersfield to avoid the Southampton
traffic and the airway and suddenly noticed we
were joined by a hang glider at 4000ft. "' bet he's
cold"” | said to Lou. He agreed but was more intent
on looking at our goal which was now clearly in
sight. Portsmouth harbour and the last reachable
cloud - we were climbing but not very quickly.

“How far to go?" asked Lou, banging hard on
the instrument panel to get more lift. “About 15
miles” | replied “3500ft doesn't give us much
margin if we hit sink" said Lou" and we don't want
to land in a field at this stage". “We should be

OK" | said confidently, but | must admit secretly
that it still looked a long way. "In that case you fly
it across” said Lou. "OK | will" said |, thinking to
myself why didn't | keep my big mouth shut.

We set off, 38kt, string in the middle, eyes on
the goal. Lou was doing a commentary into the
tape machine - “We are now crossing the
English coast, the time is 3.20pm, the lIsle of
Wight is now clearly visible and we can see Bem-
bridge airfield, the view is magnificent”.

At this stage, | felt a trembie from the T-21. It felt
like lift, | looked at the Cosim and the red ball was
descending. 1 felt the surge and instinctively
pushed the wing down into the thermal. Lou was
still dictating into the tape machine.

“Norman is flying and we are now in the middle
of the Solent and we are climbing!!” Lou's voice
rose half an octave and took on the sound of a
race-horse commentator at the end of a close
race. “We are thermalling over the middie of the
Solent and the cheeky devil's turning left; we are
going to thermal our way to the Isle of Wight. | can
see Portsmouth and the Navy bay and the Isle of
Wight looks like a map before us. The view is
magnificent”. Lou then calmed down and pro-
ceeded to take photographs.

| climbed to 3500ft and set off over the IOW
now having plenty of height to reach Sandown. In
fact we reached another thermal over the island
and joined a Blanik from the Vectis Gliding Club
which operate from Sandown and local soared
for half an hour before landing at Sandown, much
to the surprise of the local members who had dif-
ficulty in believing that we had come all the way
from Husbands Bosworth in a T-21. <]
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NATIONAL LADDERS

There have been some exceptional scores for
the time of year with several very good days.
The Spring Bank Holiday week took that
Coventry based Tutor, this time flown by Keith
Nurcombe, on an O/R from Husbands Bos-
worth to Evesham. At Aston Down, where
there were several 500kms, Jane Randle flew
well over 400km to set the pace for the
California in England trophy for the longest
flight by a female.

Open Ladder

Leading pilot Club Fits Pts

1. R. Payne Bristol & Glos 4 8431
2. T. E. Macfadyen Cotswold 4 8055
3. E. Johnston Cotswold 4 8008
4. G. Bishop Bristol & Glos 4 7268
5. Geralyn Cotswold 4 6147
Macfadyen

Weekend Ladder

Leading pilot Club Fits Pis

1. K. Nurcombe Coventry 4 10312
2. M. Guard Coventry 4 5676
3. N. G. Hackett Coventry 3 5459
4. A. Palmer Avon a 5337
5. E. Specht Coventry 4 4748

1000KM FOR BRITISH PILOT

Julian West, formerly at Lasham GC and now
living in Germany, flew a 1009km guadrilaterial
in a Nimbus 3 on Saturday, May 26 from Burg
Feuerstein, north Bavaria, with TPs at Linz,
Austria, and Bamberg and Passau in W. Ger-
many. The flight took under 11hrs.

The following day he flew an 835km tri-
angle. Eighteen other pilots achieved 1000kms
on these two days, one flying the distance
three times in that week.

PITOT/STATIC SYSTEMS

The BGA Technical Committee wish to draw
your attention to the very likely possibility that
the pitot/static systems installed in many mod-
em gliders will provide erroneous indications
when flown in wet conditions. Such
malfunctions may occur in rain, cloud and in
icing conditions.

The very small bore (standard) pitot head is
unprotected against the ingress of moisture.
Static systems are equally prone to the ingress
of moisture.

Whereas an acceptable standard of alterna-
tive (cockpit) static can be installed, with a
change over valve, the only solution to the
pitot system is one of the “pot” type installed
in the nose (where practical). Such pitot sys-
tems are fitted to the past generation of UK
built gliders and may be offered as options by
some of today’s foreign manufacturers.

Where an aircraft is certificated in accor-
dance with JAR Part 22 (Sailplanes and
Powered Sailplanes) the limitations in the
Flight Manual, (which forms part of its cerifica-
tion) shall be observed. And, whereas,
JAR22.1325 “Static Pressure Systems” states
that “positive drainage of moisture is
required”!, it may not always drain fast enough
or effectively!

Dick Stratton, BGA chief technical officer
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David Chaplin with Fluff at last summer’s
Slingsby week.

After the success of the Slingsby Week last
summer, the Yorkshire GC intend to make it an
annual event to commemorate the name and
work of Fred Slingsby who founded the glider
works at Kirkbymoorside, just a few miles
away from Sutton Bank.

The club's chairman, David Chaplin, said
that the enormous contribution made to the
gliding movement by Fred, and his wife Fluff,
and their work-force can't be exaggerated.

“The fact that after decades the same
gliders continue to give pleasure is in itself a
fitting tribute to the craftsmanship and atten-
tion to detail that went into their design and
manufacture,” David added.

The intention of the Slingsby Week, from
August 25 to September 2, is for like minded
fun-fiying pilots to get together without the
pressures of competition to enjoy a happy
gliding holiday and in doing so keep the name
of Slingsby alive.

Last year Fluff, who is 94, said her visit to
the Week was one of the happiest days of her
life and she hopes to be with them again at
Sutton Bank.

David said visitors, whether Slingsby owners
or not, are welcome to join them.

ACCIDENTS

A Condor towing a glider from Tibenham had
an engine failure on take-off at about 150ft
and the pilot, John Paris, was killed. The acci-
dent occurred on April 28 and the glider
landed safely. One aspect of the accident was
that the tug pilot gave the “wave-off” signal to
the glider. This signal should not be used in a
genuine emergency, especially at low level as
the risks involved are too great.

The accident is being investigated by the
AAIB.

There was a mid-air collision between a
Robin (G-BFWW) and a Grob (G-BKNJ) near
Moreton in the Marsh on May 3. The pilot of
the Grob, Ted Ayling, and his student were

>

killed. The aircraft were at 3300ft in a fiight
visibility of 6km or less in hazy conditions. The
Grob was in radio contact with Upper Heyford
and was returning to Enstone, the Oxfordshire
Sport Flying base. The Robin was heading for
Sywell but not receiving any service.

The aircraft were on a converging course at
an angle of 20° with the Robin on the right
slightly below the Grob. The Robin's propeller
hit the Grob’s undercarriage with the next criti-
cal contact being between the Robin's fin and
the Grob's wing which failed. The Robin pilot
was able to land his aircraft.

This accident is also being investigated by
the AAIB.

W. G. SCULL, BGA director of operations

AGM AND DINNER-DANCE 1991

A reminder that the BGA’s AGM next year will
be held on Saturday, February 23, at the
Northampton/Rugby Post House just off the
M1 motorway at Crick. BGA officials want to
make sure that every club has a chance to
attend this meeting and to discuss any points
about BGA policies, budget etc that are caus-
ing concemn. Any tormal proposals which clubs
wish to put forward for the AGM agenda
should reach the secretary by Christmas, so
that they can be widely circulated in advance
of the meeting in order to give plenty of time
for full consideration.

Pians for the annual dinner-dance and
prizegiving are under discussion with the Nor-
folk Gliding Club who have offered to act as
hosts. At this stage the date is tentatively
scheduled for the weekend of March 23/24 at
the Airport Ambassador Hotel, Norwich. There
will be further details in the next issue.

We do hope that you will give full support to
both the AGM and the dinner-dance.

Barry Rolfe, BGA administrator

BRITISH OVERSEAS NATIONALS N

Disappointing weather for the first British
Overseas Nationals at Roanne, France from
May 31-June 8 gave only four contest days,
the third devalued to 60pts.

The results were 1. John Delafield (ASH-
25€), 2440pts; 2. “Nobby” Clarke (Discus),
2372pts and 3. Warren Kay (ASH-24),
2232pts. A full report will be in the next issue.

HISTORIC SAILPLANE GROUP

More than 20 vintage gliders are owned by
members of the London GC and a hard core
of enthusiasts, wanting a focal point for this
interest, have formed the Historic Sailplane
Group.

It is not separate from the London GC or in
competition with the Vintage Glider Club. lis
aims are simple:

To ensure the history of the London GC is

recognised now and in the future, and

To ensure that pre-war design sailplanes

continue to operate there.

To see how gliding enthusiasts throughout
the country feel, there will be a weekend meet-

SAILPLANE & GLIDING
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ing at Dunstable in September when most of : :3? ;arsh, SB. v(i $ua1f<\;/rc: 'gn Avon g: f:)_VER EIA;\VDGE . 1900
i ater, 5. W. rent Valley . . lame u
the glass machines are at Aboyne 1432 Thorp, W. A. D Burn 114 8290 Lynch, Catharine Yorkshire 14.3
if you own a pre-war design glider you are 1433 Roberts, M. Southdown 17.4 8291  Birch, J. F. Yorkshire 4.4
likely to receive an invitation. If you don't, but 1434  Snook, Brenda Lasham 27.3 8292  Triplett, D. A. Shropshire 8.4
H il 1435 Wilson, F. P. Woids 8.4 8293 Hudson, R. Yorkshire 4.4
‘gﬁ;‘ e gnl.ao_cr)r_\!actﬁGegﬂDMoor:b?/ oDLondon 1436 Dolphin, M. G. Pegrsus 253 8284  Partington, C. R. Strubby a4
iding Club, Tring Road, Dunstable Downs, 1437 Brown, K. R. Bristo! & Glos 9.4 8205  Farrer, M. F. Cambridge Univ~ 20.5.88
Bedfordshire. 1438  Sowu, J. R. Booker 20.10 8296  Mennell, G. R. Clevelands 84
1439 Splrling, A. A. Wolds 8.4 8297 Edwards, S. London 154
1440 Dall, R. N. Lasham 114 8208 Myers, Alison Blackpodl & Fylde 13.4
1441 Harvey, R. F. Covenlry 16.1 8299 Carver, Elaine Derby & Lancs 18.4
B300 West, G. Strubby 8.4
GOLD DISTANCE 8301 Carlisle, R. Derby & Lancs 184
Name Club 1990 8302 Wright, M. Rattleaden 8.4
Hall, S. A Four Counties 28.8.89 8303 Dalgetty, A Bum 8.4
ALL THREE DIAMONDS Driver, M. J. Surrey Hills 28.12.89 8304 Rowsan, Alison Midland 244
No. Name Club 1990 {in South Africa) 8305 Jenkinson, T. P, Booker 254
298 Dall, R. M. tasham 11.4 Slater, S. W. Trent Valley 8.4 8306 ‘Wilzon, Withelmina Lasham 4.4
299 Harvey, A. F. Coventry 151 Wilson, F. P. Woids 8.4 8307 Slater, N. J. Phoenix 283
Sowu, J. R. Booker 3.9.89 8308 Baker, J. B. Midland 1.4
DIAMOND DISTANCE Spirling, A. A. Wolds 84 8309 Dent, R. C. Lasham 284
No. Name Club 1990 Jobar, R. 8. Lasham &85 8310 MacGregor, A. Dorset 264
1/437 Rica, J. W. Trent Valley 8.4 8311 Pemberton, D. Bicester 27.4
GOLD HEIGHT 8312 Sinnott, K. M. Bristol & Glos 2.5
DIAMOND GOAL Mame Club 1990 8313 Machin, M. Cxtord 8.4
No. Name Club 1990 Hall, 8. A Four Counties 193 8314 Davison, I A. Devon & Somerset 26.4
2/1808 Hall, 8. A Four Counties 28.8 Lynch, Catharine Yarkshire 14.3 8315 Ward, R. Devon & Somerset 254
2/1809 Driver, M. J. Surrey Hills 28.12.89 Holiand, D. A. Yorkshire 153 8316 Webster, F. Angus .5
(in South Africa) Jeffries, D. J. South Wales 4.3 8317 Sowu, J. R. Booker 3.989
2/1810 Slater, S. W. Trant Valley 8.4 Hambilin, P, R. Lasham 273 8318 Soulsby, M. Borders 74
2/1811  Wilson, F, P. Wolds 8.4 Jennings, G. Lasham 143 8319 Marston, R. Pegasus 224
2/1812  Sowu, J. R. Booker 39 Dale, M. P, Yorkshire 20.3 8320 Lomas, Kerry Booker 7.5
2/1813 Dunthorne, P. A. Bristol & Glos 4.4 Thomas, C. R. V. Surrey & Hants 223 8321 Lomas, R. A. Phoenix 6.5
2/1814  Spirling, A. A. Wolds 8.4 Ross, G. R. Lasham 223 8322 Duerden, A Pegasus 6.5
North, J, W. Esso 273 8323 Ellis, P. R. Kestrel 8.4
DIAMOND HEIGHT Webb, C. V. Shropshire 8.3 8324 Swaotfer, Lorraine Lasham 55
Mao. MName Club 1990 Mann, G. F. Deeside 22.12.89 8325 Kirkham, K. R. Kent 234
3/843  Hamblin, P. R. Lasham 273 Marsh, B. C. Stratford on Avon 9.4 8326 Joyce, T. D. South Wales 7.5
3/944 Carver, S. J. Derpy & Lancs 3.4 Partington, R. H. Strubby 114 8327 Deans, L. Lasham 8.5
3/845  Jemnings, G. Lasham 143 \Witson, B. F. Burmn 9.4 8328 Caton, J. Lasham 7.6
3/948 Thomas, C. R. V. Suirey & Hants 22.3 Clark, G. Yorkshire 143 8329 MNash, P. Lasham 274
3/947 Snape, K. R. P'boro & Spalding 11.4 Curwen, R. W. Avan 1.4 8330 Sutile, V. Clevelands 8.4
3/948 Burry, Jill Lasham 303 Thorp, W. A. D. Burmn 114 8331 Echoley, Deborah Lasham 7.5
4/949  Chestham, R. A. Buckminster 43 Evans, D. A, Blackpoo! & Fylde 26.10.89 8332 Taylor, R. C. Devon & Somerset 4.4
3/950  Mills, J. N. Shalbourne 26.10 Heanley, Kathieen Lasham 29.3 8333 Thomas, G. N. Anglia 8.5
3/851 Wood, A B. Deeside 94 Slater, N. J. Phoenix 253 8334 Stainton, M. Avon 17.5
a/952 Smith R. G. Fenland 223 Hoberts, M. Southdown 17.4 8335 Aram, M Chilterns 8.4
3/953 Parker, A. R. L Cotswold 254 Snook, Brenda Lasham 273 8336 Ralls, S. F. Avon 27.4
3/954 Dall, R. M. Lasham 114 Golling, M. Pegasus 26.3 8337 Raisay, C. B. Lasham 205
3/955 Harvey, R. F. Coventry 15.1 Dolphin, M. G. Pegasus 253 8338 Saouter, A, J. M. Phoenix 205
(in New Zealand) Reid, G. R. M. Pegasus 253 8339 Narain, H. B. Bannerdown 205
(Ten flights were from Aboyne and Iwo from Sutton Bank.) Brown, K. R. Bristol 8 Glos 9.4
Sowuy, J. R. Booker 20.10.89 UK CROSS-COUNTRY DIPLOMA
GOLD BADGE Huttlestone, R. |. Ayon 14.10.89 Part 1
No. Marne Club 1990 Parker, A. R. L. Cotswold 254 Name Club 1990
1427 Hall, 8. A Four Counties 28.8.89 Dall, R. N. Lasham 11.4 Mennell, B. R. Clevelands 8.4
1428 Driver, M. J. Surrey Hills 28.12.89 Familton, J. Borders 17.3 Wright, M. Rattlesden 75
1429 Thomas, C. R. V. Surrey & Hants 22.3 Harvey, R. F. Coventry 151 Staff, D. T. Booker $4
BGA ..o SUMMER HOLIDAYS
Phone the BGA shop now for all your holiday needs:
. .
T Shirts - Sweatshirts - Hats - Books
. 4" . e . 1" . .
Just arrived — “Gliding in 8 Days” by Adrian Morgan £9.45 (inc p&p)
A Complete novices guide to gliding
h introd friend to the j f ing?
Why not introduce a friend to the joys of soaring?
Order these items from
SALES DEPT., FREEPOST, LEICESTER LE1 7ZB
or phone for our complete sales list: Te|ep|'\one Leicester 0533 531051
August/September 1990 201



Ie most satisfying thing in the aircraft repair
business 1s the knowledge that your work
standards and quality control are really
appreciated. Well, we've built Chiltern on the
principal of consistently high quality work ata
reasonable price and backed it by a customer
protection policy with full liability cover for both
the products and our workmanship.

All this has attracted the high grade type of
work we like best, and as well as repair support
| licences for Grob products, we are also appointed
by Hoffmann, Scheibe, Valentin and Tost, all of
whom were impressed by our knowledge of
their products and quality control approach.

Recently we were awarded our AQAP 4

certificate by The Ministry of Defence, after a
thorough examination of our technical
knowledge, practical application skills, quality
and cost control systems.

Now, MOD added to our CAA, PFA and
BGA Approvals make us the only GRP glider,
motorglider and light aircraft repair organisation
in the UK with all these qualifications.

It's worth bearing these in mind when you
have a repair problem. We will recover and look
after your aircraft and the repairs will be handled
by the same staft, using the same high standards
that have earned us these significant awards. Our
commitment to private flyers remains undiminished
and our skills are at your service at any time.

The best.
And it shows.

Booker Airfield, Nr. Marlow, Bucks, SL7 3DR. 0494 445854 (works) or 0865 890517
(outside office hours). Access and Barclaycard accepted with pleasure

Licenced to repair all Grob products.
Concessionaires for spare parts for
gliders, motor gliders and light aircraft.

CAA Approval
No AMR/286.
MOD AQAP4

Approval
No. 3LHCO1
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BRIAN WEARE

| GLIDER WORKS
DUNKESWELL AIRPORT e
HONITON, DEVON -
Tel: Luppitt 881338 (9-6 pm) Edited by JOHN SHIPLEY,
Honiton 41041 (after 6 pm) BGA ACCIDENT SUMMARY - Chairman, BGA Safety Panel
Compiled by David Wright
MAJOR OR MINOR REPAIRS ON SAFETY CHAIRMAN'S COMMENT ; y g
WOOD, GLASS-FIBRE, OR METAL. Accidents reported in this issue highlight:
ALSO RESPRAYS GLIDERS AND . The general problems associated with type conversions and the necessity to be clear and systematic
LIGHT AIRCRAFT with briefings.
C of A OVERHAULS 2. The penalties for Qeviaﬁng from the BGA's cockpit check procedure. Accident No. 12 iliustrates the
value of a cockpit check.
B.GA. CAA, PFA APPROVALS 3. The-penalties for deviating from the BGA’s recommended field landing practice. Being tempted to
L ] soar(?) away from your circuit leads to accidents both in fields landings situations and at home
airfields.
4. The problems for instructors aiming to develop P2s’ judgment by demonstirating too close to
the margins.

5. The need to use safety pins with Hotellier ball and socket joints. A hole for this purpose is provided in
the locking wedge. It is really a necessity to use this locking feature! Control disconnections are
repeatedly occurring in flight. Care in rigging and positive control checks are essential.

6. The problems of flying gliders in strong winds, or having gliders on the field in strong winds, (particu-
larly in unstable conditions). Two blow overs is two too many!

Safety is perpetual good practice! Yesterday's safety made today’s flying possible! How about

tomorrow's.
GLIDER STICKPINS, Rt e e pae _ Plovcew
m"!' ‘."D No. Type BGA No. Damage Time Place 'Age— injury 1
PENDANTS T k7 3421 M 11189 Rngmer 39 N G
Cagsmg;nntzsampécwézp'g‘,sﬁg?agﬁi L Demonstrating recovery from a ballooned landing after a fast approach P1 plﬁzg the nose up and returned cnn:%l to PZ.‘I-?e failed to )I:wer the noge and

A 2o close the airbrakes quickly enough and the glider started to sink rapidly. P1 delayed taking controf oo long to prevent a heavy landing.
Chains for pendants can be supplied if necessary. et = Lt

Available in 9ct gold £34.98, and silver £18.98, 2 Blanik 2060 W/0 156.10.89 ‘Waldershare Park 24 F ?
inclusive of VAT. 1420
1 in a presentation box. This tatal accident occurred after an apparently normal winch launch. After release the winch dnver saw nothing unusual until jus! afier the cable had been
Al 'lt\allmarked and deflvacsd O_ e oy wound in. At this stage he noticed the glider in a near vertical dive, The giider impacted before a pull out was completed and the pllol was kified. Investigation
Price includes all above plus insurance and postage to showed no definite cause.
@énsure safe delivery of your gift. e —— - - - -
3 8F-27 = M 1.10.89 Bum 40 N 138
Cheques payable lo 1545
Bo“ Acco“b JEWELLE ns At the start of an aerotow the tug took up slack, then jerked the glider which over-ran the rope. Hearing a grating noise, the pilot tried (o ralease but the rope
4 Dug [ ing Spa, was wrapped around the wheel. As the tug applied full power the glider pliot groundlooped the glider to break the rops. Without a forward signaller the
Warwickahire tug pliot had to rely on his mirror.
a : — — — S AT
geﬁg;gffgd‘i?;fﬁe::;ggn’f’“y : au.rgeﬂ“!mreau?ati;”ag 4 ka8 2205 M 41089 Norh Hi 59 N 15
machine). Please leave alglegusage and we will get back In 2 30" 15kt crosswind the giider tumed in too early. Flying fast and with full brakes tha gliot made a late roundout, bounced to 10, then landed gently but
Lo with crift. This damaged the glider,
& Bogian 1 2013 M 15.10.89 Husbands Boswarth 28 N 455
1423 P2 45 N =

After letting the glider drift away from the airfield P1 headed back, commeniing to P2 that they were “at our imit, Descending into the wind gfacnem the
situtation got worse and they touched down 150fi betore the fence. P1 decided to carry on “and hop ovar the fence, rather than groundlcop”. They hit
the lence.

6 SZD Jdunior 3237 S 19.10.89 Hr Aboyne 38 N 48
1140
While wave soaring above cloud the gaps started clgaing. The pilot spiral dived with full airbrake and started to follow a higher performancs giider bad< to
the airfield. With descending cloud he decided he would not make i After a hurried clrcuit, hitting a tree on approach with a wingtip, hg landed
in a field.

7 SHK-1 1581 s 14.10.89 Sackville GC 27 M 54
1510
On hig first Might on typa (he plot allowed his approach speed to get too low and thia, combined with a lack of height to recover, led (o a heavy landing.
Pilot's concem about the Ineffecirvenm of the airbrakes led him to approach somewhat slower than required by the wind gradient.

8 ASW-20cL 3513 M 2.10.89 Dunstable 43 N 201

'BUCKMINSTER

The pilot fiew the ridge for over an hour with no prottems then started his circuit. During the final fum he selected landing fap. Aloud crack was heard, the
We open every d and Wed o lhmugh- alider yawed and he could not exit the turn normaily and a heavy sideslipping landing was made. D1 and pre-flight checks OK but safety pins were not fitted
o = to the fiaps.
oul the year, bisds — — S A
i - Al 4.10. i
One to five day courses available from May to B S b3 M RIS Seew & W s
September, tailored to meet your needs. The pilot made hie tirst take-off on type. He was bilefed to keep the olider's nose whesl on the ground during the initial stages, then to run on the
1o ow " : mainwhesl up to lift off. He held the nose down until after the lifted off, then over-controlled bafore releasing and landing heavily.
Mini Courses available at weekends until 1pm - -y i = -l g 1 A
where you will share a glider with the same in- 10 Dart 17w - W/O 31189 Talgarth 30 N 109
structor and & maxi of her nts. ) 1430
cto A- AU five of stude The pilot started his circuit, put the whee! down, then finding lift, decided to soar the mourtain 1km from the zirfield. He jus! reached this and started to soar
Aerotow and Winch launches available and the about 301t above the ground with 20° of bank in a slight bowl. Finding sink he could not avoid tha hill. He escaped injury.
Club fleet consists of a Puchacz, K13, K8 and K6. 1 K13 2169 Wio 4.11.89 Booker 3z s 800
1440 P2 26 b o]
E‘wn’m welcome - you will find us 5 miles P1 demonstrating a “low circuit” during croaswind conditions allowed the glider to get too far downwind. After increasing speed he found that he
south of Grantham and 3 miles west of the Al, could nat make it so turned to land alongside lrees. During this tum the glider entered the lze of the trees, lost apeed and height and carwhesled
into the ground.
12 Pegasus 101a 3107 N 5.11.89 Parham a5 N 145
1400
During pre-flight checks the pilat maved the alick back wherstipon there was a nolss snd the irlm lever bacame loose. Themm epring had fraciured near the
stick fitting.
13 SF-27 2752 M 14.10.89 Husbands Bosworth 25 il 125
1450
After fanding near the launch point the giider was pushed into line. The pilot undid his straps, then decided lo fly again. He checked the brakes and trim,
but not canopy lock, and launched. After soaring and flying &t speeds up to 90kt he did HASELL checks, including pushing the canopy lock, then spun -

the glider. During recovery the canopy flew off.
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PORTMOAK —=

IS THE PLACE

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

FOR RIDGE - The two hills
adjacent to our large airfield give
more soaring time.

Inclusive - Aerotow courses April
to September for all levels of
competence.

SCOTTISH GLIDING
UNION

PORTMOAK, SCOTLANDWELL
Nr. KINROSS  Tel: 059 284 543

GLIDER
INSTRUMENTS

(M. G. Hutchinson)

Repairs and overhauls
carried out

P.Z.L. Sales
and Service

Barograph Calibration centre

Write or phone:
‘Tanfield’
Shobdon

Nr. Leominster

Herefordshire HR6 9LX
Tel: 056-881-368
(answering machine)

SAILPLANE
& ENG.
SERVICES LTD.

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

WRITE OR PHONE:
KEN BLAKE
BUXTON 24365

SAILPLANE & ENG. SERVICES LTD.
HOLMFIELD RD., BUXTON, DERBYS.

BGA & GENERAL NEWS

»

Date Pilot/Craw
Ret Glider S — e e
No. b BGA No. Damage Time Place Age Injury Hrs
14 K-88 2205 S 26.11.89 Morth Hill 59 N 122

The pila, flying atier alay off, positioned the glider behind a K-13 in the circuit. In paying too much attention to the K-13 he flew a wide downwind leg. Aftera
long base lag/final approach he jus! cisared the boundary hedge, but clipped a small tree and spun to the ground.

15 K-4 2949 W/0 8.11.89 Dunstable 0 F =
1500
The high wind was varying In direction oy up to 90°. The picketed glider was about to be repositioned when It liffed over on to its back.
16 Ofympia 453 1334 W0 21289 Mr Denbigh, Chyd 82 [ 1571
1435

After a winch launch the pilol found that he could not see the ground as the canopy had misted up on the cutside. With (imited view he decided o fand ina
field over power cables. Sideslipping he collided with the high tension cables. Upon the cabiles touching, the explosion dislodged the glider from the cables
and set fire to the wing. The glider fell to the ground, the pilot uninjured. Canopy misting and poor visibiiity made the field landing a difficult
proposition.

17 ASW-19 2727 M 23.11.89 Mympsatisid 81 M 66
1430
Qn his second flight on type the pilof selected gear down prior to jaining the circuit. After starting the approach at 53kt the pilot found that the speed was
Increasing inapite of mare brake being used. He overshot the airfield to land in a valley field (gear up). Another example of control canfusion due to not
checking the control selected.

18 Blanik 3354 M 12.11.89 Eaglescott B4 N 81
1504
After an aerotow 1o 2000t the pilot appeared to have lost sight of the airfisid and then misjudged the strength of the wind. Finding he could not maks It back
10 the airfield he decided 1o Jand in a fisld. The landing was badly positioned and the wing was damaged.

19 Falke M/G G-BARZ M 14.1.90 Mr Ripon a6 N 750
1340 P2 32 N 360

During & practice field landing at 30ft on the approach (ull power was applled. A combination ot drizzle and the upslope of the field caused the aircraft ta
touch down on the solt surface. This siowed It down so the pilol aborled the lake-off. He then had to groundloop to avoid hitting the far fence.

20 K-88 2336 S 20.1.80 ‘Weston on the Green 33 N 29
1323
After taking up slack the pilot signalled “all out” then, as the glider started to move the wingtip holder let go, the cable went slack. The pilot was jerked back
from the release as lension was restored. The glider's keft wing dropped lo the ground and the glider greundlooped releasing the cable.

21 K-6 3370 M 3.3.30 Gamston 54 ] 52
1211
The pilot made a slow approach with no airbrakes and then drifted to the side of the runway In the crosswind. The glider wsa seen to balloon before touching
down agaln hifting the wingtip on a large slone in the adiacent grass. This caused the glider o groundioop damaging the wing.

22 Bocian 19561 M 11320 Growland 7] ] 341
1600 P2 49 N =
Alter changing the chosen landing runway, due to a glidar obstructing the main runway, P2 made a 270° downwind turn to approach the runway, During the
final approach P1 prompied P2 that the speed was falling and P2 responded carrectly. However the speed conlinued to fall so F1 took over. Speed was
regained but the glider undershol the runway and hit a dyke.

24 Pliatus B-4 1836 M 3.3.90 Dunstable 33 ] 550
1420
After checking that the undercarriage was down and locked the pilol made a normal touchdown during which the wheel retracted. Apart from some mud in
the wheelbox, no obvious reason for it retracting was found.

25 K-23 2996 N 1.4.90 Dunstable a8 N 20
1150
After a normal ground run the pilat slowly rotated the giider into the climb at about 50~ 100fL. Meanwhile, the winch driver thought the glider was not climbing
and had released so he cut the power. The pilot released the cable, lowared the nose and landed ahead. During the landing the glider caught the cable ovar
the starboard wing.

26 K-Bon 3504 S 24290 Sallby 40 N 62
1610
In a strong, gusty wind the pliot joined the circult while a two-seater was being wheeled down the runway. He decided ta overfly tha glider then, as this had
been maved off to one side, decided to land along the other adge of the runway. While watching the lwo-seater ha bounced, closed the brakes, ballooned
then landed heavity.

27 K-8a 2485 W/ 17.3.20 Snitterfield ar ] 2
As the all out signal was given the wingtip runner lat go Ihe wing sarly. As the glider was moving siowly the wing dropped and 50 the ground crew called

"Slopt" The glider continued 1o acoelerate and rotated vary quickly into a wing down climb before the power was cut. The pilot rounded cut from the
recovery but landed hard after balioening over the boundary fence.

28 Ventus CT 3549 M 20.1.90 Challock 56 N 472
1300
During his first fight on type the pilot tried a number of ek perning the alrbrakes. The glider pitched forward and, under negative g his head

punched a hele in the canopy. The strapa, which ha had trouble adjusting before the flight, allowed him to rise from the seat as he moved torward for the air-
brake lever,

29 Libedle 2018 - 8 10.3.90 Pocklington 39 N 148
1525
Foliowing a shorl wave flight the circuit was flown in gusty (rotor) conditions. After a turbulent, but otherwise narmal, approach the glider descended rapidly
from about 200 In spite of closing the brakes. The glider landed heavily on the mainwhesl then bounced into the air before landing normally.

30 K-23 AGAS M 1420 Upaven 28 N 14
1643
Seeing that the main landing area was blocked, the pliot decided to fand in the undershoot area, as was normal peactice. During the approach te atlowed the
speed to decay, failed to closa the brakes sulficiently and undershol his intended landing area. The glider's tall hit a 6ft mound which pitched it forward on to
the nosewheel.

N §ZD Junior 3541 S 8.4.90 Bishop Hill 42 M 11
1415
Ridge soaring in weakening conditions, the pilot had 1o abandon his beat and cross a wood towards another part of the ridge. This was not working efther so
he decided to land In a large, into wing, but downhill, fiss. Finding he could not clear rees on the boundary he lumed and landed in an adjacent field,
groundlooping to avoid the walls.

32 K-13 2285 W/O 14.4.90 Whatfield 0 N e

1800
Three people ware pushing the glider into wind, towards the hangar, when a strong gust hit it. The nose lifted into the air and the glider rotated, flew over the
man helding the tall and fell on to its back.

33 Carman JP15 36AR 2593 M 18.4.90 Southam a8 M 718
1600

Aler Rying for just over Shrs the canopy lited al the front and came off, striking the pilot on the haad befara hitling the tailplane. Reducing speed and assess-
ing the situation the pilot deduced that he had full control, so despite bloed pouring from a head wound made a good fisld landing.
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f=————
Date Pilot/Crew
Ref Giider _— Mol e ol s
No. Type BGA No. Damage Time Place Age injury Firs
34 Puchaz - ™ 4490 Connel 27 N W
1915

Afteraborting a stow launch at about 400ft the pliat decided to turn and land dewnwind, rather than do a shor circult as he thought he was too low. The wind
was stronger than he realised and he ran off the runway into the boundary tence

22.4.90 Aboyne 30 N 300
1553 P2 8] M (o]

After a trial lasson P1 followed another two-seater inta the circuit but failed to check the windsock. During his circuit the wind had changed and despite an

axtended base |eg and S turn followed by full airbrake the glider did not touch down until at the far end of the renway. P1 had to groundloop the glider to

avaid dropping dowrn an earth bank.

35 Bocian 1843 8

36 Cobra 1§ - s 29.4.80 Pockiington 47 N 130
1615
After selecting a fieid from 1500ft, the pilol attempted 1o thermal away. He failed but had drifted away from his chasen field so, at 8OO, picked anather which

was uphilt but dewnwind. He overshot thal field and landed on rough ground and had to groundloop the glider (o avoid a fence, This broke the rear
fuselage.

37 Bocian 1& 1850 M

18.3.90 Daliachy 29 N 1040
= P2 43 N o]
After a lurblent approach the glider enterad curdover from trees and buildings. P2 handied this well but the glider landad tall first then bounced. Qut of the

curlover a side gust caused the glider to land with drift which broke the tail skid. P1 then had to groundioap the glider to avoid the fence.

38 Ventus cr 3549 M 11.4.90
1300
ARer failing {o check that the airbrakes were closed the gllot took off with them open. Although briefed on this possibility the tug pilot thought there was
something amiss with the tug so did not signal “airbrakes opan” with the rudder. At about 1500R the glider pilot put his whesi up, heard the “brakes out with

u/c up" warning and realised his error.

Challock 56 N 472

39 ASW-20 7588 8 31.3.80
1130
After several briefings the pilot made his second fiight in a glass ship. He flew a normal circull but then forgot to set landing lap. He then opened the brakes

and lowered the nose, as he had done In wooden gliders. The speed built up rapidly and he landed heavily, substantially damaging the glider.

Camphiil 53 N 500

F=Fatal; S=Serious; W/O=Write Off, M=Minor, N=Nit

NOW IN OUR 29TH YEAR

PEEDWELL
AILPLANES

THE REPAIR SPECIALISTS

STORCOMM

TWO-WAY RADIO
TR7603 Air Set

Each set fitted with all four gliding channels
130.4, 130.125, 130.1 and 129.9.

‘Volmet’ 128.8 optional on channel 4,
* Full power transmitter with excellent
speach quality.

* Highly sensitive and selective receiver
works both distant and close range.

* Extremely rugged and reliable.

* Full back-up service and spares available.
* CAA and NATS approved.

All radios supplied absolutely complete with
sasy fit connectors and all fittings.

Datails information, prices and full Technical
Specifications FREE from

GEORGE STOREY Tel 09327 84422
H.T. Communications, P.0. Box 4
SUNBURY ON THAMES, Middlesex, TW16 TTA

WE REPAIR: GLASS - STEEL - ALLOY - WOOD
TUG AIRCRAFT REPAIRS AND RE-COVERS
VINTAGE AIRCRAFT REBUILDS
FULLY QUALIFIED STAFF

LLOYD'S APPROVED
RAPID SERVICE

SHEPLEY LANE, HAWK GREEN, MARPLE,
STOCKPORT, CHESHIRE SK6 7JW
Tel: 061-427 2488

SOARING EQUIPMENT LIMITED

Exchange Propellers for Motor Gliders
Fixed price overhauls and repairs
Delivery and fitting included

Quiet Propellers for Towing
Leading-edge Protection Tape

HOFFMANN 193 RUSSELL ROAD

BIRMINGHAM B13 8RR
PROPELLERS Tel: 021-449-1121 Fax: 021-449-9855

WINCHING WIRE

Available in stranded cable 4mm,
4 6mm and 5mm diameter

High tensile galvanised steel

Special coated wire for use on
runway

Tost release rings and weak links

and splicing ferrules available
Also cable parachutes and shock
absorber ropes

BEST PRICES for gliding clubs -
supplied by glider pilot

DAVID GARRARD
Bridge Works, Gt Barford, Bedford
Tel: 0234 870401

\
LA -

Mok Same 2 edlad
- :’,5% '...J'-\.”\H

Neogene
Paints |, r«

e 25 (337
Your specialist paint
manufacturer T '."!'it

C664 High Tautening Dope To
C/E DTD 753

€665 Aluminium Surfacer To
C/E DTD 753

C666 Scheme “Z'' Type
Enamels For Unsupported
Fabrics

C667 Scheme “Z"” Type
Thinners

C668 Low Tautening Dope To
C/EDTD 751

C965 Fabric Adhesive
C966 Fabric Adhesive Thinner

C762 Transparent N/C Non b
Tautening Dope

The above have been selected
from our range of Aircraft
Finishes.

Colour Matching Service

Large or small quantities
supplied

Consult our Technical Advisory
Service:

Printa Inks and Paints Limited,
Neogene Works, 65 Alfred Road,
London W2 5HQ.
Telsphone 071 289 2271

Industrial Paint & Powder Ltd.,
45 Lanark Road, Edinburgh EH14 1TL
Telephone 031 443 8793

August/September 1990

205



CLUB NEWS

Copy and photographs for the October-
November issue of S&G should be sent
to the Editor, 281 Queen Edith's Way,
Cambridge CB1 4NH, tel 0223 247725,
to arrive not later than August 7 and for
the December-January issue to arrive
not later than October 9. The fax number
is also 0223 247725.

GILLIAN BRYCE-SMITH
June 6

AQUILA (Hinton in the Hedges Airfield)

Our open day on the second May Bank Holiday
was a great success with three tugs and three
two-seaters in full flight. We anticipate some of
the visitors becoming full members.

A mini expedition to the Long Mynd by some
vintage members (!) was much enjoyed.

We need to encourage more use of the Astir if
its future is to be assured - any budding Astir
pilots out there?

JA.

BANNERDOWN (RAF Hullavington)
Qur three spring courses were successful with
Neal Ritchie soloing after the Army apprentices'
week. Harry Narain completed his Silver badge
and Paul Remfrey gained his duration and Silver
height. Liam McErean took off from Bicester,
overshot Frome and landed near Honiton.
Congratulations to Colin Masters and Peter
Woodman on becoming full Cats. After three
Inter-Club League meetings we are just ahead.
D.C.F.

BATH & WILTS (Keevil Airfield)

The Inter-Club League meetings have been a
great success with Phil Gascoigne and Bob
Bromwich coming 1st in their Classes. The final
result hinges on our meeting at Keevil.

Cross-countries are becoming popular with
Stuart North and Malcolm Smith leading the way.
Congratulations to John Freckleton on going
solo.

The runways are being excavated in readiness
for new surfaces but we are still able to operate.
Thanks to Dave Strange, Graham Calloway and
Tony McBride our new winch is very
successful.

B.H.

Obituary - Tom Stead

Itis with regret we announce the premature death
of Tom Stead on April 17 at the airfield from a
heart attack. Tom was a quiet man and made
many friends within the club. Although he had
only been a member for one year he was deter-
mined to succeed at flying. His willingness to
help and never complain was recognised by
us all.

Tom, who took an early retirement three years
ago, was also a keen gardener and family man.
He leaves a wife, Jean, and son and daughter.
Bob Hitchin
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Dunkeries GC chairman, Tim Bowiles, third
from left, with the cup winners (from | to r)
Dennis Barratt, Bob Cartledge and Brian
Fowkes. Photo: Barrie Codling.

BICESTER (RAFGSA)

The highlight of what has been a brilliant start to
the season has to be Graham Davey's 750
attempt of which he completed 738km. Had he
not needed a relight to photograph the task board
he's certain to have got round.

“Noddy” Williams’ barograph went on strike
during his 500km so he flew it again two days
later with three barographs as insurance.

Well done also to Vic Dawson, Bobby Spiller,
Bob Sharman and Max Kirshner (500kms); Pete
Moorehead, Ron Pepper and Derrin Francis
(300kms), Derrin on his first attempt; Bob
Northover, Toby Harris and Alison Randle (Silver
badges): Robin Barnes (Bronze badge and 5hrs)
and, most important of all, Steve Hymers on
resoloing.

M.H.

BRISTOL & GLOUCESTERSHIRE (Nympsfield)
Membership is growing steadily and courses
and competitions have been greatly enhanced by
our new clubhouse with its bar dedicated to Sir
Peter Scott, our vice-president for many years.
We have had many long cross-countries with
the season’s first task week producing 15000km
and wave on numerous days giving a view of the
countryside from a couple of miles high.
JSW.

BURN (Bum Airfield)

New aircraft on site, including a M200 and a
Phoebus, expleited the good soaring in May, A
6700ft cloudbase by midday was most unlike
this country.

Derek Wilson, Colin Bracewell and Dave
Peters have their AEl ratings. Mowing has
become popular now that we have a “ride on”
grass cutter.

JAS.

CAMBRIDGE UNIVERSITY (Duxford)

Sandy Torrance refurbished one of the club K-8s
in a splendid multiple blue colour scheme. New
arrivals in the private fieet include a Nimbus 3poT,

LS-7 (in which Phil Jeffrey has already flown two
500kms), Discus, two Pegasus and a Kestrel.

We won the first round of the Inter-Club
League but after the Tibenham meeting are
2nd overall.

Our thanks to Steve Longland, CFl, for the very
informative impromptu cross-country/aerobatics
course in May.

Congratulations to Steve Foster and Mike
Smith (full Cats); Terry Slipper (Gold distance);
Bryan Hooson (UK Cross-country diploma);
Brian Davies and Alistair Murray (Silver distance);
Ariane Dexcloux (re-soloing) and Alex de Cres-
pigny, David Kirkham, Douglas Lincoln, Alan
Head, Patrick Peglar, Stephen Meadows and Tim
Momin (going solo).

After more than 30 years as secretary, Sigfrid
Neumann has handed over to Chris Sullivan.
J.LB.

CLEVELANDS (RAF Dishforth)

In arecord two months for achievements we con-
gratulate Jackie Clegg (going solo); Cedric Selby
(Bronze legs and Silver height); Derek Smith
(Bronze badge and Silver height and distance);
Jim McLean (Shrs); Steve Harper (Shrs and dis-
tance to compiete his Silver badge); Bob Little
(50km to complete his Silver badge); Neil
Claughton and Graham Pitchfork (300kms to
complete Gold badges) and there have been
numerous unclaimed distances from 100 to
300km,

Poor Robin Sinton arrived from an easy 50km
from Burm with masses of height to find he had
been towed to the wrong place/height and so fell
foul of the 1% rule.

Brian Mennell has started instructing and Jil
Povall has her full Cat.

We welcome back tug CX looking very smart,
also our new tea bus on which the dragon rota is
producing new and excellent menus. The club is
going from strength to strength! Tug VF and the
old bus have good new homes.

JP.

CORNISH (Perranporth)

An exceptional 6000ft cloudbase for this area on
April 8 gave five Silver heights. The previous day
four gliders flew in from Lasham and one from
Odiham.

SAILPLANE & GLIDING



Richard Hall and Dave Weeks took this
photograph from Oxford GC’s K-13 of Cirrus
579, flown by Glenn Bailes, and Speed Astir
424, piloted by Tom Lamb, during a club
expedition to Talgarth.

John James has taken delivery of a Carman
and Pete Arthur and Phil Hawkey a Libelle. The
club K-6€ has been sold to a syndicate within the
club, though was unfortunately damaged on its
first outing. Our K-13 fuselage has been refur-
bished by John Shaw and helpers in time for
the courses.

Congratulations to Den Harris on going solo
and to Pete Bone who flew Silver distance in
Australia.

G.AH.

COTSWOLD (Aston Down)

We are operating seven days a week until Sep-
tember and have added a K-13 to the club fleet.
New solo pilots are John Keen, Chris Ashworth,
Paul Whatley, Oliver Ward and Russell Clarke
who went solo on his 16th birthday and now has
both Bronze legs and Silver height. Con-
gratulations to Steve Cooke and Dave Reynolds
on completing their Silver badges and to Trevor
Wilson and Tony Parker on Diamond heights
at Aboyne.

GM.

COVENTRY (Husbands Bosworth)

Atthe AGM in April Barney Toulson took over as
CFl and Martin Dawes and Jeanette Burgoyne
joined the committee.

After a successful expedition to France by
three members in May, when Carl Buzzard
gained Silver height, another has been planned
for the European Soaring Club Championships
at Le Blanc.

The task week at the end of May was very com-
petitive with 34 000km flown in five days. As well

Make sure of getting your
copy of S&G by taking out a

subscription. Details on p212.
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as various badge claims this included a remark-
able 726km flown in five flights by Keith Nur-
combe in his Tutor - a continuation of the Norman
James’ Tutor successes last year. We welcomed
pilots from Portmoak, Galewood and Lyveden
and visiting tug pilots, Graham and Chris. The
winners were: Class A, Malc Guard (Libelle);
Class B, Liz and Dave Farmilo (K-6¢cR); Two-
seater Class, Alan Foxton/Jonathan Walker and
team (Bocian) and Blunt Nails Class, Keith Nur-
combe (Tutor).

D.L.S.

CRANWELL (RAFGSA)
The turbo Ventus has proved very popular and
already flown over 80hrs. Unfortunately one of

Tony Knight’s photograph of the south-west
corner of Glyndrw GC'’s site.

our Astirs was written off in a late field landing
while away from the site.

Congratulations to Mike Frost on resoloing
and gaining both Bronze legs and a Silver height.
Also to Richard Browne on his Gold distance/
Diamond goal from Bicester and Meryl Moxham
on her UK Cross-Country diploma.

John Lawson is now an instructor and we have
gained two new tug pilots.

B.S.

CRUSADERS (Cyprus)

We welcome Simon Wilkinson, now treasurer
and engineering member, and his wife Patricia,
our new secretary. Brian Ainely has taken over
the bar.

The arrival of our “new” 31 year-old K-8 was
brilliantly celebrated on June 5 by Bob Tipper (73
years-old) gaining our first duration for four years
as well as Silver height. -
LP. 4
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in the background photographed during the
Vintage Glider Raily at the York Giiding
Centre.

DARTMOOR (Brentor)

We are already 400 launches ahead of last year's
total thanks mainly to our all year round lease.
The strong easterlies have created wave over the
western edge of Dartmoor giving much tonger
flights.

Joe Ackerman popped down on the wave from
North Hill while John Bolt returned the visit, being
our first member to do so this season.

F.JM.

DEESIDE (Aboyne Airfield)

Our enjoyable mid May task week had 300km
multi TP tasks for the pundits. With low cloud on
the Wednesday, Pete Coward caught 13lb of
brown trout for the evening barbecue. We also
welcomed SGU members who visited us as part
of their May task week.

Membership is increasing with six newcomers
in the last two months. John Dransfield is our new
CFl and congratulations to Kevin Kingsland and
Steve Kentish (AE! ratings) and Kevin Adams
{(instructors’ rating).

The Profeits Hotel are now doing our catering
with many culinary delights.

G.D.

DERBYSHIRE & LANCASHIRE (Camphiil)
Congratulations on going solo to J. Thorpe, K.
Davies, G. McConglagh, M. Tiermey, N. Dixon,
C. Westbrook, A. Dunn, A. Milner and P.
QO’Connor.

Peter Roberts organised an enjoyable task and
women’s week. Unfortunately the weather didn't
match his enthusiasm and the field hasn’t looked
the same since Mary Meagher removed her
washing from the trees!

The cross-country season came on Spring
Bank Holiday weekend with several notable
flights culminating in Clive Wilby being the first to
finish a 500km back at Camphill.

We are hosts to the Vintage GC for their annual
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dinner and autumn flying weekend in September.
Visitors are always welcome.
GW.

DEVON & SOMERSET (North Hill)
Attendance on Wednesdays increased through
the winter and the summer sees extra courses,
block bookings and competition weeks. Four
days a week in winter and seven for most of the
summer fully justifies our hefly capital outiay on
land and new equipment in the past five years.
Congratulations to Rex Taylor on his 5hrs and
to Sarah Baldwin on going solo.
Annual pot winners were Malcolm Chant, Tim
Towers, Tim Gardner, Dave Reilly (two), Don

Below, from { to r, Graham Thomas, Paul
Crabb, Martin Dawes and Dave Farmilo of
Coventry GC (better known by everyone,
including visitors, as the Bash Street Kids) in
search of badge height claims on an outing to
Dishforth.

»

Jones, Dave Puttock and Ron Jones. The Pro-
gress shield went to Rod Ward white Chris Bant-
ing was declared the “Wily Old Bird”.

G.P.

DUNKERIES (Gamston Airfield)

Steve Richardson and Tom Newton have gone
solo; Bob Cartledge has both Bronze legs and
Alan Marshall a Bronze badge and Shrs. Alan
directed us in building the hangar and at the AGM
Tim Bowles, chairman, thanked the helpers. Terry
Grimbleby is maintaining our trailers.

Qur open days and flying evenings are well
supported and an important source of revenue.
Glen and Dennis Barratt are now instructors and
Tony Smurthwaite and Brian Fowkes have
bought the ciub Swallow. Our eldest member,
John Walker, still does the work of two and sets a
shining example to younger members.

N.W.

EAST SUSSEX (Ringmer)

Another successful expedition to Talgarth
yielded both Silver heights and durations for
Kevin Kirkham, Steve Smithers and Kevin Mock-
ford on three consecutive days. Congratulations
also to Roger Warren (AEl); Gareth Reason, Rob

Bob Tipper of Crusaders after gaining his
5hrs and Silver height. 5
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Broad, Trentham De Leliva and Alan Castle
{Bronze badge) and Bernard Berger and David
Wells (going solo).

We welcome back Colin Jacques and Mike
Pierpoint as instructors (although Mike has fallen
off his bicycle and is temporarily u/s with a
broken shoulder blade).

LM.

GLYNDRW (Denbigh)

With our successful planning application and a
21-year lease agreed with our landowner mem-
ber, our inaurugral flight as Glyndrw GC was by
Rod Witter and Tony Knight (K-7) on Easter
Saturday, During the holiday we had 152
launches with an average flight time of
11.5min.

As we had hoped, the Avro GC have joined us
with their gliders and equipment.

Within 5hrs of the announcement of a ridge run
trophy consisting of a 38 mile flight around two
TPs, it was claimed by Robert Vaughan (Oly 419)
only to lose it 10min later to Rodney Witter
{Kestrel).

Our membership is growing rapidly and after
just three weeks we are concermned about limiting
recruitment until we have a second winch to give
us four cables. We have a large number of coun-
try members taking advantage of our generous
first year package, the improved NW road sys-
tems making us easy to reach.

TK.

GRAMPIAN (Laurencekirk)

We are now a soaring site with our CFl getting
4000ft with a member and there has been a solo
by a former glider pilot. Also two visiting pilots
landed in the same day.

We have had so many inquiries about the club
we are holding another public meeting later in the
year.

R.S.

LAKES (Walney Airfield)

We have added a K-6 to the club fleet and
replaced our mobile radio shack/snack bar with
a spendid single decker bus - thanks to the
negotiating skills of Peter Craven and the ferrying
skills of Chris Dobson, who was loudly abused
by would-be passengers at bus stops en route
for not stopping.

Dave North's distance flight completed his
Silver badge and he is now an instructor. Keith
Butterfield (Astir) collected a framed picture from
Blackpool & Fylde GC, after a warm welcome,
which they may retrieve in like manner. About the
same lime Pete Redshaw (Nimbus 3) circled the
Chipping field and flew back to Walney.

Our AEI pilots are busy on Sundays, our usual
flying day, and courses are in strong demand.
Visitors are always welcome.

G.J.

LONDON (Dunstable)

The excellent May weather produced a good
crop of Silvers, Golds and Diamonds including
six 500kms in one day.

John Spencer and Warren Kay flew in Roanne
and Robin May went to Minden for the Pre-
Worlds.

We have invested in a new drainage system for

August/September 1990

when the British weather returns to normal. There
are plans to buy another single-seater and we
want to extend the hangar and improve
facilities.

The BGA instructors’ course and soaring
course at Dunstable gave members a sample of
the Janus and Discus and we are now preparing
for the Junior Nationals.

Another ASH-25 has arrived with another due
next year and a Nimbus 3 this winter.

B.EVA.

MENDIP (Halesland Airfield)

The year so far has been very successful with
several badge flights and cross-countries. Con-
gratulations to Barry Hooper {going solo); Bob
England and Bob Cook (Shrs) and Andy Sweset
and Tim Hogarth (Silver badges).

The refurbishment of the clubhouse is pro-
gressing more quickly under Lou Anderson and
the new Bocian should arrive in July - the K-7 is
going in part exchange.

Qur AGM was quite productive. We have
several summer courses and a visit from
Dartmoor GC.

T.ADH.

MIDLAND (Long Mynd)

The Vintage GC only had two westerly days out of
the eight they were here. John Stuart has taken a
flock to Sisteron for mountain flying courses. Our
brand new K-21 is already working hard.

Recent solos include John Hall, Ann Edwards
and Bill Duckett with Bronze legs for Terry Oakes,
Rob Murray and Alan Mayhew — Alan campleting
his Bronze badge. Martin McCurdie and Paul
Stanley have Silver distance; John Baker, Alison
Rowson, Bryan Smith and Jan Outhwaite Silver
height and Paul Walker his Shrs.

Bob Rice and Neil Francis flew their first
300km triangles on May 27 and despite the poar
start to the year by June 1 we had almost caught
up with 1989 statistics.

R.D.

NENE VALLEY {RAF Upwood)

We had some great flying in May with Jon
Huggins going solo and Eric Yeardley, Jim
Rignall and Julian Poole gaining Silver heights on
the same day. Congratulations to them all.

The two K-7s are back after 300hrs' work - see
last issue - and the annual expedition to
Bassingbourn is in August.

RE.

NEWCASTLE & TEESSIDE (Carlton in
Cleveland)

Although the early season gales damaged the
hangar roof and scattered debris from asbestos
roofing sheets all over the floor, the aircraft
were unscathed.

Cs of A on the club fleet, K-13, K-8 and Motor
Falke, were again completed by the working
party in comfort thanks to Bill Abbott giving us
space in his factory unit.

Our site on top of the North Yorkshire moors, at
1200ft amsl, has suffered badly from erosion, so
we have bought a dumper truck and filled in
many of the erosion ditches and improved the
runway surfaces.

We are a small club and visitors are welcome.

»

We fly at weekends, pubiic holidays and on Wed-
nesdays evening from May to September.
R.J.D.

NORFOLK (Tibenham Airfield)

On April 7 our 70 year-old president, Alf War-
minger, flew his Ventus from Seething, Norfolk, to
Eaglescott, Devon in 4hrs 10min to claim the UK
400km record to add to his 200 and 300km
records.

Our spring task week was terrific fun with Eric
Arthur and Roy Woodhouse setting Enterprise
type tasks, In variable weather we flew 3932km,
Norman Clowes (Pirat) winning with Alf War-
minger (Ventus) 2nd and Peter Ryland (PIK 20)
3rd.

Congratulations to Terry Jeffery, Ron Melhuish,
Billy Middleton and Steve Roderick (going solo,
and to Billy and Steve on both Bronze legs);
Malcolm Springall (Silver badge); John Kinley
and Jeremy Clark (Silver height); Norman Clowes
and Terry Cooper (300kms) and to Jeremy Moore
and Ray Hart on their assistant Cat ratings.

Qur deepest sympathy is extended to all family
and friends of John Paris who was killed in a
tragic tug accident on April 28.

R.J.H.

OXFORD (Weston on the Green)
The ground equipment team led by Gerry
O'Sullivan and Chris Reynolds have done a
spendid job refurbishing and modifying our
winch. The incorporated hydraulic motor enables
more rapid acceleration giving higher launches.

John Giddins (DG-202-17¢) fiew his first
500km in May with his barograph accidentally
turned off. The following day he did another and
the day after that Phil Hawkins (ASW-19g) flew
his first 500km - the first from our site in a Stan-
dard Class glider.

John Gordon (K-6g) completed a 300km and
Norman Machin (Pirat) flew Silver distance.
FB.

PORTSMOUTH NAVAL (Lee-on-Solent)s
An unusual amount of soaring weather has
encouraged cross-countries. We plan to replace
the Skylark 4 with a SZD Junior and have an
expedition to Saumur in France.
Congratulations to Chris and Ken Adams,
Michael Moore and Tony World (AE! ratings);
Chris Jolly and Martin Heneghan (assistant
instructors) and Brian Cornes, John Hales and
Nigel Clark on becoming full Cats,
H.C.

SCOTTISH GLIDING UNION (Portmoak)

Val Peddie and George Elliot joined the Board at
the AGM, replacing Joe Giacopazzi and John
Galloway, to whom many thanks for their
service.

We have had some excellent local wave and
thermal soaring and a few of our pundits have
made regular tours of Scotland with refative ease.
A small expedition is going to La Roche-sur-Yon
in June.

A group enjoyed an informal cross-country
course organised by David Bruce, but ended up
forsaking Portmoak sea breeze for some superb
thermals at Aboyne where we were made most
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—— SCOTTISH HIGHLANDS

We opernte from Connel A/F porth of Oban. (sec
Pooleys) launching gliders from 1400m runways into
breathtaking mountain soaring conditions,

The Centre iy dedicuted to making gliding in this superb
area trouble free for the experienced visiting pilot or pre-
sola student. Expent instruction at all levels.

| or 5§ day courses April to October. Visiting gliders and
mgs welcome. Take advan of the superb soaring con-
ditions and course prices early in the year,
ONE DAY COURSE £55
FIVE DAY COURSE FROM £230
ACCOMMODATION P.O.A.

For information and free brochures, contact

ARGYLL & WEST HIGHLAND GLIDING CENTRE

Tel: Connel Connel Airfield

(063171) 243 North Connet
By Oban
Argeyll
‘»Lu:l,md

BLACK
MOUNTAINS

GLIDING
CLUB

(TALGARTH)

COME AND TRY OUR VERY
SPECIAL MOUNTAIN RIDGE
FLYING AND WAVE SOARING

We fly 7 days a week, all year round.
Weekend and mid-week courses avail-
able for beginners or experienced pilots.
Because of our good ridge soaring,
instructional flights average 45+ minutes.

For details contact
Derrick Eckley on 0874 711254
or the
Airfield on 0874 711463

BOOKER

All types of course from absolute beginners to
experts » All aerotow launching for longer
flights. » We are open every day all year includ-
ing summer evenings until sunset » Only 35
mins from London (M40 junction 4)

Write or phone for our colour brochure:

BOOKER GLIDING CLUB
Wycombe Air Park, Marlow
Bucks SL7 3DR Tel: 0494 29263

with the

CORNISH GLIDiNG CLUB
Perranporth Cornwall

Courses from May to September
Under BGA instructors. Beginners welcome.
Trevellas Airfield is only one mile from

Perranporth’'s golden sands. one of
Cornwall's favourite family holiday centres

RUTH. B. PHILLIPS

BOSWENS, WHEAL KITTY, ST. AGNES
(0872) 552430

Gliding in the Black Mountains?
THE TOWER HOTEL

Family run hotel - rooms with en suite, showers
or basic facilities available
Bar, Restaurant and Residents Lounge
Situated one mile from Black Mountains
Gliding Club

Tel 0874 711253

IN RIDGE, THERMAL AND WAVE SOARING.

Soar the Cotswolds and into the
Welsh mountains. Come for a day or a
week. Clubhouse or caravan/camping
accommodation, Holiday courses.
AEI courses by arrangement. Easy
access M4/M5.

Details from: The Manager, Bristol
& Gloucester Gliding Club,
Nympsfield, Nr. Stonehouse, Glos.
GL10 3TX.

B 0453 860342/860060

ENSTONE EAGLES
GLIDING CLUB

Now open for gliding seven days a week
throughout the year. New members
welcome.

Launch by aerotow or motor tow and soar
over the beautiful Cotswolds.

Mid week holiday courses from March to

October for beginners or solo pilots
tailored to suit your requirements.

Details from;

TOM MILLER
ENSTONE EAGLES GLIDING CI.I..B LTD
Enstone Alrfield, Church E dshire
Tel: 0608 675204
(0608) 877461 or 677535 (daytime)

Holiday Gliding Courses
for Beginners

Stay in lovely 16th Century farmhouse
or our new Clubhouse
Ring Ron or John on
DOVER (0304) 824888

CHANNEL GLIDING CLUB
Waldershare Park, Dover,
Kent CT15 5NH

The club is open to everycne.

We winch and aerotow from Duxford
throughout the year, mastly at weekends.
We run 3 day ‘ Int!oductx)n to Gliding
Courses” in April and May, and full 5 day
courses for Ab-Initios and Solo pilots from
the end of May to the end of August.

For general information write to
The Secretary, Chris Sullivan
10 Kentings, Camberton
Cambridge CB3 7DT

For Course details write to

The Course Secretary

6 Camside, Chesterton, Cambridge
Tel. (0223) 676589

(0869) 50767 (evenings)
e et
~N N N
hobdan

Aerotow
from a big flat

site — Blanik,
TAIFUN and K-8.

HEREFORDSHIRE
GLIDING CLUB

Shobdon Airfield Nr.Leominster HR& 9NR
Telephone weekends O056B81-8908
or evenings 0905-21740

MARCHINGTON GLIDING
CLuB

Situated in the Midlands. Offers Holiday
courses from April to September.

Good local soaring and
Cross-country.
Private owners welcome.
Please Contact:
Course Secretary
Marchington Gliding Club

Marchington Airfield, Morton Lane
Marchington, Nr Uttoxeter ST14 S8LP

Telephone: 0785-51570
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welcome. Congratulations to Derek Higson,
Hugh Clark and John Ferguson on going solo.
M.J.R.

SOUTHDOWN (Parham Airfield)
Our May task week was a greal success thanks
to the organiser, Mark Darby.

A winch course early on Sunday momings is
popular and enjoyable amongst ab-initios and
those who like winching!

Congratulations to Richard Hawkins and Mar-
tin Roberts (500km flights and to Martin on com-
pleting his Gold badge); Graham Noble (Silver
badge); Bill Sisson (Bronze badge) and Brian
Wakeley and Daryl O'Flanaghan (going solo).

All will be welcome at our 60th anniversary
celebrations at Parham during the week starting
on September 10.

CR.

SURREY & HANTS (Lasham Airfield)

At the AGM in May our chairman Ray Partridge
retired after ten years and we thank him for his
hard work and devotion. Our thanks also to long-
standing committee members, Martin Kent and
Derek Collingwood, who have also retired.

The new team is Mike Jarrett (chairman), Peter
Hamblyn (secretary), Tim Lipscombe (treasurer),
Peter Webber (technical officer), John Eliner
(insurance) and Jeff Smithers (safety officer).

May was exceptional with several 300kms for
Gold distance and Diamond goal. Special con-
gratulations to Peter Reading and Peter Webber
on their Diamond distances.

19 1S

THRUXTON (Thruxton Airfield)
A very good May has given us a number of
Bronze legs and badges. Congratulations to
Mike Thome (Bronze badge) and Gordon Birkett
(Bronze badge and 5hrs).

We recently hosted “Take a Break” magazine
and are hoping for some good publicity.

We have weekend vacancies for categorised
instructors.
JBL

GLIDING
CLUB

L N

o Residential courses held weekly
e 5 day and 2 day
® Good field
e Beginners

welcome s

_CCN

e Advanced
courses for
Bronze & Silver
badges. Cross
Country Flights
during 1989

® AEl courses
held on
demand

COVENTRY GLIDING CLUB
Husbands Bosworth Airfield, Lutterworth
Leics, LE17 6JJ
Tel: (0858) 880521 - (0858) 880429

August/September 1990

WOLDS (Pocklington Airfield)
QOur now famous Two-seater Comp is from
August 19-25.

We are running seven days a week and thanks
to the hard and competent work of our manager,
Les Cooper, Terry Manuel and others our res-
taurant has been extended and the new kitchen
is running at full efficiency. The club fleet is in ex-
cellent fetlle thanks to Simon Parker and helpers.
Badge flights and first solos are too numeyous
to mention.

Visitors are always welcome. We have a good
bunkhouse, summer courses and club expedi-
tions are welcome,

N.R.A.

WREKIN (RAF Casford)

We have had a |ot of successful cross-countries
lately and hard work by Al Marshall, Rob Ruscoe
and Dave Judd put us in 2nd place in the Inter-
League. All three have since flown 300kms for
Diamond goatls.

Graham Bell, Pete Evans and Simon Pascoe
have Part 1 of the UK Gross-Country diploma and
Simon passed our first AEl course. Brian Wilkin-
son has flown 50km; Bob Henderson has Silver
height and Shrs and Martin Naylor has gone solo.
Thirteen years after her only solo flight, Jay
Boyden resoloed and then got a Bronze legin the
K-8.

R.J.

WYVERN (RAF Upavon)

Congratulations to John Bywater, Steve Todd
and Nick Crawshaw on going solo and to Allison
Bamett on becoming an Army helicopter pilot.
Good luck to Dawn Bradley on her RAF training
and to Bob Brett on his helicopter training with
the Army Air Corps.

KAM.

YORK GLIDING CENTRE (Rufforth Airfield)

We have had excellent soaring in 10kt thermals
to 7000ft with several flights of over 4hrs and a
260km triangle. Alan Kilbride, Andy Dougall and
Stefan Ruff gained Silver heights and in one day

LASHAM

Does your home club operate only at weekends?

At Lasham we operate all week, every week which
means we could provide a useful supplement 1o your
training. Whether you are not yet solo and would
benefit from a week's consclidated inatruction, or a
budding cross-country pilot needing soaring or field-
landing training, we have the expertise and facilities
o help.

Apart from our large two-seater fleet and excellent

aerotow and winch launch faciiities, we have a

comprahensive briefing room lor lectures or
instructional videotapes if bad weather prevents
ying.

Or-site accommodation for club expeditions is

always avallable by arrangement.

Absolute beginners are of course always welcome -

we have a large chaoice of courses and types of
membership to sult your needs.

Lasham Gliding Society

Nr. Alton, Hants

»

we did 48hrs flying and covered 1000km.

Our Bronze badge courses (four days of inten-
sive flying and theory sessions) have been suc-
cessful and ab-initio courses are almost fully
booked, despite there being twice as many as
last year. The SLMG PPL training is progressing
well, four gaining their licences recently.

We hosted the Vintage Glider Rally on the
outstanding weekend of May 5-7 with 13
gliders.

Qur additional 100 acres makes launching
possible in any wind direction, increasing flying
time considerably.

AW,

YORKSHIRE (Sutton Bank)

The good soaring weather brought Silver distan-
ces for R. Hudson, John Birch, Jamie Quater-
main, Mark Dale, Andy Jowett and Martin
Newberry, Martin also gaining a Silver height.

Congratulations also to Paul Leadley, Mike
Metcalf, John Brown and David Ashby on
going solo.

Stratford on Avon enjoyed a week with us in
May, claiming two Silver heights and two Shrs.

The May task week started with several flights
over 300km. Congratulations on winning to Mike
Brook and to Mark Dale who flew 302km in his
Oly 483.

At the AGM Collin Almack (clubhouse director)
and Evan Spink (flying director) retired from the
Board. We thank them for their hard work.

C.L. |

Norfolk Gliding Clut

Holiday courses from June to September -
beginners to Silver C. Book now!

Motor Glider Courses throughout the year -
Bronze or Silver C to PPL (SLMG).

Visiting Alrcraft welcome - ideal cross-country
site - cheap aerotows and tempaorary memper-
ship.

Friendly club - accommodation on site -
licensed bar.

Write to: The Course Secretary, Mrs G. Edwards,

Gt Stones, Hare Street, Buntingford, Herts SG9 0AD.
Tel: 0763 B8460.

SOUTH WALES

GLIDING CLUB

USK, GWENT

COURSES FROM MAY TO SEPTEMBER
UNDER BGA INSTRUCTORS

AEROTOW OR WINCH LAUNCHES
BEGINNERS WELCOME

TASK WEEK, ALL LEVELS OF PILOTS,
July 22-29

WAVE, MOUNTAIN AND THERMAL SOARING

LIZ PHILLIPS (COURSE SECRETARY)
9 TRELAWNY CLOSE, USK, GWENT NP5 1SP

(02913) 3477 or (0291) 690536 (Club)
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KENT GLIDING CLUB

Challock,
Ashford,
Kent
TN25 4DR

Courses available for beginners
and early solo pilots, April to
October. Inclusive of instruction,
meals and accommodation in
fully licensed clubhouse.

For FREE brochure, write or

phone:
N

Challock 307 or 274
(Std 023 374)

LONDON GLIDING CLUB

7 days a week, year round
operation
Thermal. Hill and Wave

soaring 02&S
Modern all glass Day
solo and courses
ﬁsculcr o AEI

oo ratings

@ Soaring courses
Full catering, licenced

bar and accommodation

Details from:
LONDON GLIDING CLUB
Tring Road, Dunstable, Beds LUG 2JP

0582 663419
THE LONDON GLIDING CLuUB

THE 2USH 15 0N FO8 THE
WOLD5 GLiviNG GLUE

7 SEATEE comp!!

* Any 2 seater glider can be entered.
% Limited accommodation available.
* English breakfast served, if required.

Entry fee £60. All Aerotows are charged at club rates.

Apply to Les Cooper:
The ‘WOLDS GLIDING CLUB’

The Airfield, M
Pocklington, m
East Yorkshire

Tel: 0759 303579

COMPETITIO

MIDLAND GLIDING CLUB
THE LONG MYND

ADVANCED
TRAINING COURSES

Courses from mid March to
Bronze standard or Cross Country.

Ab initio courses also always
available.

AEl by arrangement.

Detail from:

ROY DALLING
Midland Gliding Club
Long Mynd, Church Stretton
Shropshire SY6 6TA
Tel: Linley (058861) 206

SPECIALISED
TRAINING RANGES
FROM AB-INITIO
THROUGH BRONZE C
10 ADVANCED WAVE
SOARING

SEVEN DAY FACILITIES
VISITORS WELCOME

5 DAY COURSE FROM £170

RUFFORTH AIRFIELD
YORK teL (0904) 83694

GLIDING
CENTRE

Sailplane & Gliding

The magazine can be obtained from most Gliding Clubs in Gt.
Britain, alternatively send £12.40 postage included for an
annual subscription to the British Gliding Association, Kim-

berley House, Vaughan Way, Leicester.

Red leather-cloth hinders specially designed 1o take copies of the magazine and
gold-blocked with the title on the spine are only available from the BGA.

Price £5.50 including post and packing.

OVERSEAS AGENTS
CANADA

SOUTH AFRICA

USA and all other Countries
Payable in either Sterling £12.40 or US $20.00 (or $30.00 by Air Mail) but Inter-
national Money Orders preferred, direct to the British Gliding Association.

T. R. Beasley, Soaring Supplies, PO Box 169, L’Orignal, Ontario, KOB 1KQ.

Peter Eich, PO Box 82707, Southdale 2135, Johannesburg, Transvaal.

The YORKSHIRE GLIDING CLUB

QOur superb glass fibre fleet caters for absolute beginners or pundits. You can be assured of the best opportunities for

With over fifty years of successful soaring at one of Europe's foremost panoramic sites, the YORKSHIRE GLIDING
CLUB welcomes visitors from all over the World.

Why not join us at the Yorkshire Gliding Club - There is no other club quite like it!
Full residential and catering facilities all year round.

The Yorkshire Gliding Club (pty) Ltd, Sutton Bank, Thirsk, N. Yorkshire

gliding in this most beautiful county.

(0845) 597237
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SOUTHDOWN AERO SERVICES LTD

SPECIALIST GLIDER REPAIRERS SINCE 1954

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

Main agents for ‘Aerolene’ light heat
shrink fabric

LASHAM AIRFIELD, ALTON, HANTS GU34 5SR
Telephone HERRIARD (0256 83) 359

GLIDERS, SAILPLANES,
AND POWERED AIRCRAFT

CACILITIES AT LLOYD'S

/Make Insurance problems
just plane sailing

CONSULT THE AVIATION INSURANCE SPECIALISTS
FOR A COMPETITIVE QUOTATION CONTACT: JOHN MARTIN

7L

-

Member of B.LLB.A

":‘;_.\?'-H,,___

LOWNDESLAMBERT

AVIATION LIMITED
Lowndes Lambert House, 53 Eastcheap

Tel (01) 283-2000 Telex 8814631

London, EC3P 3HL j

~

# GLIDE ON

Aulomatlc Electronic FINAL GLIDE Computer

based on the powerful CASIO FX 730-P.
Stores full Wet and Dry Polars. Allows * WHAT IF ‘calculations.
Calculates Minimum Height required,

Optimum Height for minimum time,

Speed and Course to Fly,

Fully corrects for Wind and Variation

Resalves Wind into crosswind and headwind,
Screen updates In REAL TIME at 15 second intervals, showing
Time Remaining on Glide, Distance to go, Height of Glide path at
present, set of Polars used, Course and Speed to Fly.

LANCE IT

Where does your GLIDER balance?

Is it on the AFT C of G Limit?

BALANCE IT enables you to instantly calculate the balance point and
wing loading in any configuration. Then calculates the adjustments
needed o the ballast to put the C of G where you want it..

Microsoft FLIGHT SIMULATOR V 4.0

Now with Glider, Ridge and Thermal Soaring. Experiment with
designing your own Glider! Random Weather and Dynamic
Scenery. Superb comprehensive documentation £47

Prices INCLUDE VAT and P&P

GLIDEON with FX 730-P £150 B WOAR
BALANCE T with FX 730-P 120 | MA@ | SUFFOLK IP7 SRT
\ Pohcoresident  with 16Kb FX 730-P £185 | P some TEL & FAX 0473 822868 ©
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“STILL AT 1988
PRICES UNTIL CHRISTMAS 1989" Fluorescent Orange Windcones made
‘Aquarius’ (Dual Weight) Calculators £12.00 in Nylon or Ministry of Defence
- 8 el
Wind Component Resolvers ........... £6.50 Hypalon®,
‘Gemini’ Calculators Flagstaffs suitable for Windcones sup-
(Resolver on Reverse Side) ......... £12.00 plied and fitted.
Flight ingAulers . ................ £4. . . ,
Pgmcf;nm:ﬁeﬁugsmulamrs A % Landing Marker Sets in bright orange.
'Dolr l:uhf‘: TR e :032 All types of Flags and Banners.
oipnIn’ w Nversions fram .........
: PIGGOTT BROTHERS & CO. LIMITED
SAE for Product Details to: Stanford Rivers, Onger, Essex CM5 9PJ
FARNBORCS):JC';;RK HOADGUM st L Tel: 0277 363262 Telex 995457 (Figgot)

~

GLIDE AT GAWLER

SOUTH AUSTRALIA

e modern glass fleet available for hire

e 7 day operation

e cxcellent conditions (seven 1000km
flights done from Gawler)

@ near capital city, wineries, tourist
facilities

® good season lasts from October to

At last . . .
affordable aviation

Why not?
Learn to
Paraglide

. Open 6 days a week March
f=0m for tuition and sales

Write for brochure to:

ADELAIDE SOARING CLUB
Box 94, Gawler, South Australia 5118

Welsh Borders Paragliding Centre
L Telephone: 054421 375 or 341

C oF A OVERHAULS

TO ALL TYPES OF SAILPLANES
-
FULL TIME SENIOR INSPECTOR

JOHN SMOKER

9 ANSON WAY
BICESTER, OXON
Tel: Bicester 0869 245422

RESTORATIONS

and repairs to wooden gliders
of all ages a speciality

SKIDS

Laminated ash skids
for most of the
popular gliders supplied
from stock.
Others made to order

FABRIC

Ceconite Fabric any
Quantity supplied

i 3 o~ N\ \ua
Aircraft e ¥
| Silencers /

LOW NOISE SILENCERS fitted to [
standard exhaust systems:

* dramatic noise reduction
* simple installation

!\; light weight \

\ \ \

SKYCRAFT SERVICES LIMITED Noon

Albany House, Litington, Cambridgeshire X

Tel. 0763 852150 Fax. 0763 852593 \ eg e OMOLE
) \\ apon
\ \ e S~ I

,ﬁ/’:

r ’/;i/ =
otswold Gliders

(Prog. T, Cax}

HIGH QUALITY SPECIALIST WORK IN

Glassfibre, carbon, kevlar, wood and metal inc. alloy
All types of repair undertaken - Motor glider engine approval

Kestrel/Libelle aileron drive rebuilds, also rudder drive NDT testing
Full machining facilities for oversize wing pins, axles, control rods etc.
Phone or write

f

Tony Cox (Senior Inspector) LLOYDS APPROVED
18 Stanton Harcourt Road CAA APPROVED COMPANY
Witney, Oxon OX8 6LD 0993 774892 anytime Al/9182/69

LIFTIN

Blues

An impressive celebration
of soaring flight,shot during
the British Standard Class
National Championships

at Nympsfield, Englannl in 1988, With its
l)reatl'ltalzing aerial photugraplly and
sharp insigllts into the penple and
attitudes that circulate within the sport,
this 52 minute film will appea] to the
pundif and novice alike.

£27.00 inc p & P-
Available in VHS and Betamax.

Please make cheques payal)le to:-
Aardman Animations Ltd.,

14 Wetherel] Placc, Clifton, Bristol.

BS8 1AR Tel:
(0272) T44802.

= EN
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FOR SPECIALIST REPAIRS AND MAINTENANCE

| ROGER TARGETT , _ adish
Offering outstanding workmanship, efficiency and

@lplane Services service in:

* All glass, carbon and kevlar repairs
* Wood and Metal repairs
# All modifications

Bristol & Gloucestershire Gliding Club M A .
Nympsfield, Nr. Stonehouse * Motor Glider engine approval
Gloucestershire GL10 3TX * C of A Renewals

* G I Maint
Tel: Office (0453) 860861 ,e"f"ra_ a'"f"?a;.“e " e
Home (0453) 860447 (0453) 545316 (including re-finishing and wax polishing)

@) EBB80: THE GLIDER PILOT PARACHUTE OF THE NINETIES

HL

IRVIN

Competitive price includes travelling bag
Designed and built for long-duration comfort
Clean, contour-styled pack and harness giving snag-free cockpit entry-egress
New, state-of-the-art, fast opening canopy with optional steering
e Chosen by the RAF for ATC cadet glider training

For details contact:

Sales Department, IRVIN GREAT BRITAIN LIMITED
Letchworth, Herts SG6 1EU %
Tel: (0462) 482000 Telex: 82198 (IRVLET G)

Tel (0962) 840084 3> YOUR BEST COMPLETE
ONTE ST CATALOGUE (24 HRS) @ @ (ALL 760 CHAN 5WPEP)
@ @ ICOM BASED:
ALSO THE BEST OF: ~— A2: £269
ALTIMETERS, VARIOS, ASI'S " (10 MEM)
COMPASSES, DECCA NAV | Q A20: £299
ILEC ADC'S & VARIOS (16 MEM &
MOTOR GLIDER I/COM RADIO Pl ¢ noise-cancelling 11 VOR NAv)
THERMAL CLOTHING ETC. ... . F BUTTON BOOM MICROPHONE

OXYGEN EQUIPMENT

The Sabre-Air Apparatus & Valve A.LR. 24 series oxygen equipment for %Iidcrs.
comprising a control head and 680 litre oxygen cylinder, is now available for self
instailation. With all the in-flight oxygen controls situated in the onelpasltmn: this
control head has been developed from the Company's highly successful Domiciliary
oxygen unit to Drug Tariff Specification 018, ) s

The 680 litre cylinder is of British manufacture in aluminium (o BS 5045
specification and is supplied valved and charged to 2000 p.s.i |

The company also supplies oxygen equipment based on 230- and 680-litre
cylinders, and face masks cam[plcle with valves and economiser bags.

In the unlikely event of servicing being required. the company operates a 24-hour
turn-round postal system.

NOW AVAILABLE - SLIMLINE 630 CYLINDERS I

SABRE-AAV LTD
Unit 1, Blackwater Way, Aldershot, Hants. GU12 4DL
Tel: Aldershot (0252) 334581 Fax: 0252-21993
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CANOPIES PROJECH

* Protect and appreciate your soaring investment
NOW TAKING BOOKINGS FOR REFINISHING & RECOVERING DURING COMING WINTER SEASON.

Early deposit secures fixed price & position in workshop.
L A RG E R A N G E Remember accurate reprofiling restores appearance, performance and value.
Waxing, numbers, letters and personalised colour schemes.

O F S H A P E S Our scope includes skin punctures, belly landings, trailer damage and tow out gear. C of A's can be arranged.

PROTECH FLY in or DRIVE via M40 to:
A N D S | Z E S —_— s - Sallplane Studio, Booker Airfield, Near Marlow, Bucks.
s | aseseuss Tolaphone 0494 438581 or 0753 887829

FOR GLIDERS

AND LIGHT
arcrarr | |HOFEMANN

PROPELLERS

* 4-blade propellers for towing: |
~kdmmﬁmnmﬁemﬂwm01 SKYCRAFT SERVICES Ltd
* excellent engine cooling o
G OO D O PTI CS +* improved climb/descent Albany Pciguse _thllngt%
Tel. 0763 852150
* Fax.0763 852593

FROM MAKER
* SCHEIBE “FALKE” SF25C 2000

; . Superb Touring and Training
BOB REECE, Rematic = ' Excellent Take-off Performance
School House =

" Improved Handling
Norton

'~ Classic Construction
e Every School in Germany uses one

SOARING EQUIPMENT LIMITED
193 RUSSELL ROAD
BIRMINGHAM B13 8RR
Tel: 021-449-1121 Fax: 021-449-9855

Tel Worcester
(0905) 821334

COME MOTOR-GLIDING AT ENSTONE

/ﬂmﬁg\\ TO CONVERT YOUR BRONZE/SILVER TO SLMGPPL*

K o DO FIELD LANDINGS/NAVEX EXERCISES FOR YOUR
L e '

BRONZE
WE AR AB-INITIO TRAINING (NO LAUNCH QUEUES)

Ring Oxfordshire Sportflying Club on 0608-677208
for more information 7 days a week operation

*Self launching motar glider private pilot’s licence

OXFORDSHIRE SPORTFLYING CLUB, ENSTONE AERODROME, CHURCH ENSTONE, OXFORDSHIRE OX7 4NP Tel: 0608 677208
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I he resources of the BGA are finite, both in
terms of the professionals and the volunteers,
and often the demands stretch these resources
to the limit. Occasionally one hears criticism of
the BGA's service, or lack of it! As one of the
employees | guess | have to take it. It is the volun-
teers | feel sorry for and | must leap to their and
the Association’s defence.

The “volunteers" never cease to amaze me. If
their efforts were costed on the basis of a pro-
fessional service then we simply could not afford
them; commitment beyond any reasonable call of
duty and considerable intellect are the two main
aftributes. Often they deal with issues that the
staff simply cannot find the time for, a process of
“delegating upwards”. In the areas of my involve-
ment, Airspace, Development, Instructing,
Government Liaison, Political and Safety we have
been particularly well served. Without the work
by the chairmen and other members of these
committees the professionals simply could not

All‘right | can hear you saying “justify these
claims”; OK, I'll try.

Airspace

The cynical view would suggest that the air-
space batlle is a rearguard action - we simply
slow the rate at which the restrictions get worse. It
is suggested that the BGA should go on the
attack to get airspace reduced. Clubs may feel
duly aggrieved when the new airspace imposes
mare restriction but, without exception, they will
have been consulted.

Without a good understanding of the aviation
regulations and the heirarchical structure it is not
appropriate to go into detail. But, and it's a big
but, the CAA (of which NATS is a part) is a
QUANGO and, in effect, there is no appeal
against their actions; unless, that is, you count the
Board of the CAA, but whether they will hear an
appeal is decided by the chairman of the CAA. If
you can gel to the minister he will probably say |
have been advised by my experis that ..."”
incidentally, did you know that the CAA cannot
be taken to the Ombudsman? They are not a list-
ed organisation.

Some of the issues dealt with never come to
the notice of clubs or pilots. Last year, for exam-
ple, a proposal for the protection of instrument
approaches would have meant yet another re-
striction in the Flight Information Region if it had
been approved. On occasion we have had a suc-

Anglia Sailplanes

C of A Inspections and
repairs to all sailplanes
and motor gliders.

Phone or write to:

Stu Hoy (BGA Senior Inspector)
Crown Cottage, Lower Street
Gissing, Diss, Norfolk IP22 3UJ

Tel: Tivetshall (037977) 4114
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PROTECTION MONEY'

“Life is like a sewer, you get out of it what you put into it.”

Tom Lehrer

In 1976 (June issue, p124) Barry Rolfe, then the BGA
secretary, wrote a piece called “Value for money or all for
8212p” That was the per capita fee club members paid to
the BGA. Now the figure is £8.95 and this article by Bill
Scull, BGA director of operations, is to give you some idea
of what you get for your money.

cess or two. Getting the proposed airway in
Scotland moved clear of Portmoak is one exam-
ple, but even this was a case of “losing less”. In
resource terms it took the best part of 18 months
full-time work, much of it lobbying. Just get the
view of our Parliamentary spokesman, Bill
Walker, MP, who has been dedicated to our/your
cause for the last ten years. We brief him regularly
on critical issues; in tum he briefs other MPs and
gets us access to ministers if we need it.

Incidentally, the BGA, through its successive
Airspace Committee chairmen has a very good
credibility with NATS and gets a reasonable
degree of sympathy for our case. Such a position
is hard won and harder to maintain. It is largely
attributable to the reasonable behaviour of glider
pilots observing the rules in the past and,
hopefully, in the future.

Development

There are really only two things that matter for
gliding, airspace in which to fly and sites to fly
from. Airfields in general are under threat to
developers and gliding sites are no exception.

Clubs currently looking for new sites include
Avro, Essex, Marchington and Staffordshire;
Cambridge University GC and Essex and Suffolk
GC will lose their existing sites before long and
are involved in planning applications, with BGA
support. Once a possible site has been found
(only the club can do this) then the next phase
starts. The first consideration is dealing with the
local opposition before making a planning appli-
cation. This really has to be right at the first
atternpt and desirably be a permission for winch-
ing and aerotowing. Submission to the planners
also have to be right. You might be cross-
examined by a QC at a subsequent Secretary of
State appeal or inquiry. A winch launch applica-
tion is easy, an aerotow-only permission may well
be refused. Making the case to planners plus
various mestings can take considerable time.

Other clubs have been threatened. The Wolds
GC at Pocklington were faced with an industrial
development up to the edge of their (club-owned)
runways. The battle with planners was fraught

because they seemed minded to grant an
approval. Once again, with considerable BGA
involvement, a deal was struck which gained the
club an extra 37 acres (for £30000!) in exchange
for agreeing development to within 100ft of the
runways. The club management team were
terrific but the BGA involvemeni was crucial
according to club officials.

Such issues are dealt with to the best of our
ability and, often, at the very limit of professional
resources. Sometimes the issue has to be dealt
with by the volunteers. Humfrey Chamblerlain's
assistance with the relocation of the Welland GC
to Lyveden was, in my view, an outstanding
example of professional advice from our volun-
teer resource,

Government Liaison

Most of the work under this heading is involved
with the CAA. Gliding in the UK is relatively free
from government and CAA interference - the
word is used advisedly. But the freedom is some-
times hard won. The CAA do nat have experts in
the sporting disciplines and quite a lot of time is
spent explaining our requirements and convinc-
ing them that we are running our show satisfac-
torily. The CAA have had a General Aviation
Department for three years now. Set up in the
wake of a bad year for general aviation accidents
(1987 with 27 fatalities compared with an
average of 15 for the previous six years) they
have since maintained a close watching brief on
accidents and standards.

More ominously the European Community
proposals have caused concem. What would
your reaction be if we were required to have licen-
ces to fiy gliders? Current CAA charges for issu-
ing a PPL are £124, to add a flying instructor's
rating £58, for the medical £30, authorisation to
examine for the licence £125, authorisation to
examine instructors £185, and so it goes on.

A proposed EC directive on the “harmonisa-
tion” of pilots’ licences sought to establish an
interchangeability for professional pilots so that
they could be employed on their national licence

in any EC country. However, as drafted, the direc- =
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tive included private licences and, moreover,
would have required licences where none had
previously been issued. Like to fly gliders in the
UK! The existing standardisation requirements,
ICAO Annex 1 on licensing would no longer be
optional but obligatory.

Fortunately the volunteers include people such
as Chris Simpson a retired solicitor, ex-chairman
of the BGA and now chairman of the RAeC. How
convenient that his brother is an MEP and can get
us access to the Transport Policy Directorate in
Brussels, Also that by pressing our case together
with other sporting disciplines we have been able
to get the directive revised after a visit to Brussels
and meetings with the CAA and DTp.

Instructing

There is a basic principle regarding standards
and that is they should be subject to a continual
process of improvement. Not everyone might

David
Goodison

INSTRUMENTS

CALIBRATED, SERVICED
AND REPAIRED

PZL WINTER AND SMITHS

CALIBRATIONS RETURNED
WITHIN THE WEEK
4 BROADACRES AVENUE

CARLTON, Nr. GOOLE
NORTH HUMBERSIDE DN14 9NE

Tel. GOOLE (0405) 860856

agree with this but in a developing sport only
maintaining standards constitutes a decline.
Having started with the BGA as National Coach
in 1969 and having seen the system develop over
many years | have a vested interest. We have had
significant contributions to coaching from Brian
Spreckley, John Williamson and Ken Stewart.
Now Chris Rollings is in the hot seat; very much
s0 since he is the only coach.

Continues within the
limits of resources

The coaching programme now relies on volun-
teer help to a great extent to provide instructor
training, this under the supervision of the national
coach. This change from courses run solely by
coaches was a conscious policy decision to pro-
vide a coaching infrastructure. The soaring
course programme continues within the limits of
resources. Chris manages the allocation pro-
gramme for the BGA's aircraft (Super Falke,
Janus C and Discus) better than ever before. But,
the complaints abound.” We never see the coach
at our club!” Of course not. He is in the business
of using the limited resources to best advantage,
not “teaching the population of China to fly". You
may never see him or the BGA's gliders. Why?
Because if you ration the aircraft on a per capita
basis you have a 1/10000th share in each of
them! Moreover, there have been dismal failures
in supervision of the BGA aircraft in clubs’ use
(“What does this lever do?" as the pilot retracts
the undercarriage on the ground) or in failing to
take control in fime, which gives a slightly jaun-
diced view. It's difficult to arrange a programme
with unserviceable aircraft.

Political

Bill Walker MP has already been mentioned in
the context of airspace. As a one-time Air Cadet
instructor with 20000 launches in his logbook he
stands high in the list of gliding supporters. There
have been debates in the House of Commons,

-
i

written questions, meetings and lunches with
ministers and other MPs. In ten years Bill has only
once been late for a meeting, his plane from Hong
Kong was delayed; otherwise he is there on time
or early. Ask John Holland who has done much to
establish and maintain this contact.

Safety

Accidents will happen and they often attract
disproportionate attention. The logic of prevent-
ing all accidents is the occasional and irrational
approach of regulators. Regulations are not the
solution. The BGA has a remarkable freedom to
investigate gliding accidents but not tugs or
motor gliders. The AAIB believe we are compe-
tent to investigate most fatal accidents although
they will usually investigate structural failures and
help us if we ask.

Occasionally, when there are accidents that
warrant comment the AAIB will make recommen-
dations to the CAA. Sometimes the outcome is of
real benefit, for example the Guide to Tug
Operating Procedures.

In the case of a fatal accident which the AAIB
leave to us we sometimes have a resource prob-
lem. The club at which the accident has occurred
maybe has people with the ability to deal with it.
But the trauma of the accident warrants BGA
help, if we can get there. Certainly it is the intent to
give the necessary support. We have leamt this
from experience.

In Summary

The BGA has limited resources, so you can
only expect so much from them. There is an
increasing trend towards what | term the
“national health syndrome", atendency to expect
things to be done for you. But what do you putin?
For the last year | have been giving a talk along
the lines of this article to BGA instructors’
courses, as well as talking about airspace and
safety. The altemative title for the airspace talk is
“What the bloody hell is the BGA doing about it?”
The answer is “All that they can!”

PUBLICATIONS

SOARING PILOT MAGAZINE - “a breath of fresh air". Bi-
monthly - published by Tom Knauft and Doris Grove. $28
annually. SOARING PILOT MAGAZINE, 1913 Fairwood Lane,
State College, Pa 16803, USA.

FREE FLIGHT, the bi-monthly journal of the Soaring Association
of Canada. A lively record of the Canadian soaring scene, and
redevant international news and articles. SUS28pa. Suite 306,

1355 Bank St, Otlawa, ON, Canada K1H 8K7.

AUSTRALIAN GLIDING, monthly publications of the Gliding
Federation of Australia, Editor Allan Ash. A complete coverage of
Australian Scaring and exclusive features of international interest.
Subscription. Surface mail $A38.50, airmail $A60.00pa (12
issues), payable Mastercard, Visacard or infernational money
order. Box 1650, GPO, Adelaide, South Australia 5501,

NEW ZEALAND: “Gliding Kiwi" official Gliding Magazine of N2

Gliding Asscciation. Printed October and alternate months, Write
NZ Gliding KIWI, Private Bag, Tauranga, New Zealand. £15.00
Sleriing for year’s subscription (inclusive of postage).

SLOPE SOARING with radio control model seaplane is a fas-
cinating pastime and a typical phase of asromodelling. Read
about this and other asromodeliing subjects in Asromaodeller and
Radio Control Models and Electronics, the world's leading
magazines published monthiy. Model & Allied Publications Ltd,
13-35 Bridge Street, Hemel Hempstead, Herts.

No sealing
Light weight 225 gms

Calculator sized 150x80X30mm
At last a barograph small and light enough to fit into your pocket

EW Barograph: A superb newly developed fully electronic barograph

With the launch in early 89 in the UK, of our new digital barograph, EW Avionics have been surprised by the response to this exciting new product.
Already units are being used by pilots at national competition level as well as regional level. Many badge claims have already been made with many
pilots commenting that they probably wouldn’t have carried a barograph except for the convenience and user friendliness of the EW

Barograph.

Auto height scale selection to 12km
Full camera and motor detection
Computer analysis available

EW AVIONICS

45 Wyresdale Crescent, Middx UB6 8TH. Tel: 081-998 1510

1-255hrs recording time
Multiple traces
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MATTHEW BROWN

In 1989 | felt | had to try something completely

different and | enjoyed 20 minutes in a storm
cloud to find out if gliding and | were compatible,
giving myself a crick in the neck irying to hear/lip-
read the instructor behind me.

Thus forewamed a rainy September morning
greeted me at North Weald for a five day course
run by the Essex GC for six people.

Since in most two-seater gliders the seats are
intandem | knew | wouldn’t be able to lip-read the
instructor, | also was aware of the high level of
background noise that exists in flight from my
introduction. Hence the inevitable communica-
tion problem reared its head, so | brought with me
aloop system, of which | had high hopes. Thisis a
mike attached to a volume control, in tum con-
nected to my over the ear hearing aid. Its advan-
tages are increased volume and clarity of the
person speaking, through the cutting out of back-
ground noise. The problem of many deaf people
who rely on hearing aids is not one of hearing
sounds, but to differentiate the wanted sound
from all other noises, which have equal priority
processed through the hearing aid.

| gently informed the instructor that | was deaf,
and that problems of communications were
going to be solved by the use of my high tech
loop system. But after much experimenting | still
had the background noise problem and clearly |
had to find an altemative means of communi-
cation.

The remedy was found that evening during a
meal and proudly presented to the instructor the
next moming for inspection. The solution? A
Chinese chopstick. | worked out a code for flight
instructions which comesponded with the
various parts of my body that could be reached
and prodded, with an intensity directly related to
the urgency of command. At the same time |

A PROBLEM
OVERCOME

Or what to do if one can’t hear the instructor screaming.
Matthew Brown, who is deaf, found an unusual solution

Matthew, a 28 year-old
buliding surveyor, aims
to join a local gliding
club and go on other
Ccourses.

would bore him stiff with a running commentary
to show him that | didn't have a clue as to what |
was supposed to be doing. Then we would hold a
post mortem safely back on the ground followed
by a pep talk about how the next flight was to be
tackled (in theory).

By the end of the week | was able to cope with
the launch, do reasonable tums, approach plan-
ning and most of the landing unaided. The course
was very enjoyable, and credit for making this so
must go to the instructor, Alan Vincent, for his
patience and instruction, and to my fellow pupils.
| hope to maintain progress toward the aim of
going solo, and beyond.

| have tried to illusirate that deafness is not a
disability in itself, but just another challenge to the
deaf person, the instructor and others. It is impor-
tant to make sure that essential facts are grasped
by the pupil on the ground, since many deaf
people are too polite to mention that they haven't
heard properly - usually by getting them to repeat
and clarify what has been stated, and to aid the
leaming process with drawings and demon-
strations if necessary. Practical tests in the air will
ensure whether all the ideas have been made
clear.

Apart from cases where aural communications
are possible in gliders like the K-13, with the aid
of loop systems, etc, the only other means of
communication is via lip-reading by the deaf per-
son in a side-by-side glider. However, it will be
found inadvisable to offer advice during parts of
the flight, in particular during the approach and
landing. This is because the deaf person will
instinctively tum round to lip-read - not to be
encouraged on the final approach or landing.

Of course there is the third method - a
chaopstick! B

OVERSEAS NEWS

Please send news and exchange copies of
Journals to the Editor, 281 Queen Edith’s
Way, Cambridge CB1 4NH, England

Translated by Max Bishop from Segelfiygsport
and Der Adler.

1993 WORLD CHAMPIONSHIPS

Preparations are already well advanced for the
1993 World Championships at Borlange in
Sweden. Enough sponsors have been found to
provide financial security for the organisers, and
serious discussions have already taken place on
the possibility of making a professional video fea-
ture on the Championships.

HOLIGHAUS IN CHILE

In a truly awe-inspiring article in Der Adler, Klaus
Holighaus tells of a recent gliding holiday in
Chile, most of which seems to have been spent
above 12000ft in the High Andes. Nearly all his
flights exceeded 9Shrs in duration, and he sys-
lematically explored the best cross-country
routes in the Andes to the north and south of San-
tiago. Much of his time was spent over totally
uninhabited and inaccessible territory.

On the last day, he completed a 1030km O/R,
entirely in blue thermals. That was one of the
shorter flights - only just over 7hrs! His mean
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altitude en route was over 15000ft, but he did
have one low point of 13000ft. Thermal activity
continued for at least 1%:hrs after he had landed.
Only three or four thermalling tums were needed
during the entire retum leg. A bit like Britain in
May in fact.

VENTUS WINGLETS

Peter Masak of Canada has developed a spec-
tacularly successful set of winglets for the Ven-
tus. In Dick Johnson's tests, they produced a
best glide angle of 48:1 - similar to that achieved
with wing extensions. The Ventus with winglets
outperformed the Nimbus 2 across the entire
speed range. Dick was so impressed, he ordered
a pair for himselfl Discussions are taking place
with Schempp-Hirth about possible series pro-
duction in Canada.

WARREN HILLS (ZIMBABWE)

After 26 years operating out of Warren Hills, the
lease expired and was not renewed by the
govemnment. A new site has been found at Con-
cession, about a 45 minute drive north from
Harare. The smaller of two hangars has already
been transferred and erected, while the larger
one is to be used to make individual T shaped
hangars for private gliders.

The strip is about 900m long, and there are
plans to extend at by a further 200-300m. The far-
mers in the area have been very helpful, a local
country club having been made available until the
gliding club can erect it's own facilities.

The area is rural, well away from dense popu-
lation which was proving to be a considerable
problem at Warren Hills. It is 1000ft lower than
the previous site, but has hills in the vicinity rising
some 500ft higher. On April 29 (date letter was
received from Mike McGeorge) no flights had
taken place, but were likely to happen within a
week.

M. P. Garrod

PETER RIEDEL

The renowned Wasserkuppe veteran, now resi-
dentin America, has offered a prize of DM1000 to
the first vintage glider pilot to emulate his record-
breaking Berlin to Hamburg flight of July 1, 1935.
This is one of many exciting opportunities thrown
open by the cataclysmic political changesin Eas-
termn Europe,

DISCUS

The Czech firn Orlican has been granted a
licence by Schempp-Hirth to produce the Discus.
Although production will continue in Germany,
the Czech version will cost DM3000 less.

WOLFGANG HUTTER

Wolfgang Hatter, whose career as a designer
stretched from the H17 in 1934 to the Libelle,
which he co-designed with Eugen Hénle, died on
April 3 having celebrated his 80th birthday last
October - the same year as the Libelle's 25th
anniversary. B
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PENGUIN

Make way for the
ladies

H aving had the misfortune of a single-sex

education (though devoid of any sex education
whatsoever) and never having been grabbed by
golf, rugby or the local Masonic lodge, | have
held for years that there is no male gathering of
any sort which is not immeasurably and instantly
improved by Ihe addition of women.

I rejoice in having followed an occupation in
which women have, generally, suffered rather
less discrimination and made greater inroads
than almost any other. The presence of so many
very competent and talented female colleagues
has been a constant deilight.

| am, in short, the least sexist man | know. (l am
also, ladies, the sexiest man | know but modesty
forbids me spelling it out in any larger type
than this.)

So loud cheers rang out at Penguin Place for
the outstanding success in the Whitbread round-
the-world yacht race of Maiden, skipper Tracy
Edwards and her 11 other matelottes - which, in
terms of press and public impact, probably did
more for women on the sporting front at large
than any single achievement had done before.

It was, too, a richly deserved jackstaff up the
hawsepipe for the 300-odd British companies
which, with that purblindedness for which British
rmanagement is justly famed, had to a man
declined to sponsor the all-women crew - leaving
them feeling, as one paper commented, like the
dim impresario who first turned the fledgling
Beatles down.

Strange that Maiden's eventual sponsorship
should come from Alia, Royal Jordanian Airlines,
out of the Islamic Middle East, so often perceived
in British boardrooms as a region of veils, purdah
and virtual female slavery.

Gliding, of course, had shown Maiden and
yacht racing the way with an all-comers National
Champion in Anne Bums almost 30 years earlier
and several other distinguished lady competitors
since then.

| was too late with the suggestion to The Times
earlier this year that it should feature Sally Wells
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and Pam Hawkins in a sports pages senes then
running called Winning Women. The Times itself
has not been notably wedded to female eman-
cipation, equality of opportunity or the destruc-
tion of sexist stereotypes. But it is slowly inching
along the way and its sports editor said that,
although the Winning Women series was closed,
he would welcome a stand-alone feature on
women's achievements in our enviably non-
sexist (I must be joking) sport.

All sirength to Diana King, her drive and
guidelines to get more women into soaring - and,
specifically, into cross-country cockpits and out
from behind the counterin the launch point butty-
bus.

“Hey, luv, before | seal your barograph, how
about knocking up some sandwiches and a pot
of tea?”

Put a twanger in your
tank

The sound of a light aircraft puttering across a
summer sky, or climbing out of a field, is
peculiarly evocative of pre-war Britain. Maybe itis
the antiguity of the engine technology employed
but even though my memories of the 1930s are
very scant - being scarcely formed before | was
an infant evacuée - a Spamcan or Chipmunk
passing overhead calls up a rosy vision of
endlessly sunny home-counties England, Joan
Hunter Dunn bounding about the tennis club,
spoke-wheeled open tourers parked outside and
wholesome Chelsea buns for tea.

Soitis inconceivabie to me that latter-day Hun-
ter Dunns, and their blazered males, should
object unanimously and so vociferously to any
suggestion that a lightplane strip or gliding site
should open up nearby. No planning application
produces a fiercer and more automatic NIMBY
reaction from local residents except, perhaps, the
hint that a nuclear power station or a council rub-
bish tip is on the way.

(Many such protesters are, of course, perfectly
happy that they or their offspring should murder
sleep nightly with Golf GTls, doctored Kawasakis
or merely drunken yobbishness).

| put part of the blame for this sad situation on
the fact that the pleasant word “aerodrome’” has
been allowed to become passé, Any airstrip is
either a commercial-sounding “airport” or an
aggressively threatening “airfield” now, suggest-
ing nothing more neighbourly than laden 747s
wallowing aloft or bamb-toting Tornadoes with
reheat banging on and off.

The upshot of the hostility which even light
aviation now engenders - the high-pitch micro-
lighters have something to answer for - and the
development pressure on open land, is that the
UK now has fewer active aerodromes than it had
mare than 50 years ago. This is despite the enor-
mous growth in all aviation activities, greater
affluence and the construction of over 700 air-
fields during the Second World War.

How we overcome this situation only the Lord -
and certainly not Penguin - knows. People rate
highest in a list of about 80 aural hates the sound
of endlessly yapping dogs and the late-night
slamming of car doors. Research shows that it is
not simply the decibel level that determines the
irritation factor but constant repetition and the
feeling that the noise is one over which the

-

irritated listener has absolutely no control.

Repetitious aerctows might easily fall into this
category even though the noise of a tug is not
particularly loud or objectionable - unless it is a
Rallye Minerva with supersonic prop lips. But if
we're hoping to bring more gliding sites into use
without the kind of restrictions which, say, limit
Talgarth’s operating hours, we cught to be taking
anew look for the 1990s at hilitop safari sites and
the reliable old bungy rope.

You'd have to be neurotic indeed to object
strongly to an occasional and very muted twang!
And no one has yet proved conclusively that 280
strands of knicker elastic bound together and
simultaneously letting go blows holes in the
ozone layer or otherwise adds to the
greenhouse effect. B

| IESEGTION

TO PLACE AN ADVERTISEMENT IN THE CLASSIFED SEC-
TION, please send your remittance together with your word-
ing to CHEIRON PRESS LIMITED, 241 Desborough Road,
High Wycombe, Bucks (Tel 0494 442423), before the 4th of
the month of publication. Rates 60p per word with a mini-
mum of £12.00. Black & white photograph accepted £5.00
axtra. Box No. £2.50 extra. Prices include VAT,

FOR SALE

ALMOST COMPLETE RUN S&G 1846-1986. Bendix J8
Horizon (overhauled). Winter Barograph. Little used. Offers
(0202) 776405,

BERGFALKE docile 28:1 two-seater. Closed trailer with steel
frame and new plywood, also parts to convert to 4-wheeler, New
C of A £3000. Tel 0225 767528.

KESTHEL 19. Complete outfit including full paned, oxygen,
parachute, sound wooden trailer, one man rigging and towing
aids. £13000. Tel Frank Davies 0B675 79645.

LS-3A/17. Superb outfit. Director, averager, A/H, 720 radio, full
rigging and towing aids. Excellent metal trailer, £19 750, Tel 045
383 2061.

NIMBUS 3 very good condition. 25.5m span, 720 radio, compre-
hensive panel, glass-fibre trailer, one man tow out, oxygen, water-
pallast trolley, parachute etc. Tel 0223 833237 (home) 0223
892444 (work).

NIMBUS 2c with full panel, Cambridge Mk 2 director, Bohli, 2
radios, parachute, baro, oxygen plus 2 large botties, 2 batteges
plus charger, easy rig, dollies, wooden trailer, minor C of A prob-
lem £15000. Pickles, Lasham Gliding Soc. Alton, Hants GU34
588.

K-8 in good condition, new canopy, always professionally main-
tained, basic instruments £4500. Tel (0831) 251885
(answering machine).

K-7 in good condition, fully instrumented, C of A to May 1991,
complete with open trailer, Offers in the region of £6250. Phone
Tom Miller (0608) 678204 or contact Enstone Eagles Gliding
Club Ltd.

M1005 completely refurbished. Performance 32:1. Electric vario,
C of A until May 91. Excellent timber/glass trailer. Tel 0763
89460 (evenings).

WINTER BAROGRAPH. £290. Tel 0225 314705 (eves).

PiK-20D Very good condition. Full panel including A/H, LX1000
speed director, radic, oxygen. Factory glass-fibre trailer £14800.
Tel 0703 600459.

ASTIR CS7T excellent condition. Full panel, radio, Burton,
oxygen, parachute, barograph, good wooden trailer, tow out gear
£12000. Tel 0229 837494 (day) 0229 823457 (eves).

STD CIRRUS, new C of A, basic instruments + E vario’, radio and
parachute. Airbrake mod. Aluminium trailer. All in vgc £12950.
0453 872740.

SF-27 in near perfect condition, open trailer, basic Instrumeants
£6700ano. Tel 0804 703171.

ANOTHER TRAILER steel frame, aluminium cladding 26’ long.
45" vertical sides 63" high fin box. Offers around £1000. Tel
0635 298495

SKYLARK 28 full insiruments, C of A with enclosed aluminium
traller £35000n0. Tel 0636 700151 (eves) 0636 7Q7151
(weekends).

SAILPLANE & GLIDING



YORKSHIRE GLIDING CLUB (PTY) LTD.

We are purchasing a new K-21 as parl of our aircraft
renewal policy. One of our existing K-21 two-seater
trainers is therefore available for sale. Two sets of
instruments are fitted. No trailer is included in the sale but

the glider can be delivered within the UK.

Offers to the Flying Director, Adrian Hatton on:
Club (0845 597237) Home (0636 708683)
Work (0636 704948)

SKYLARK 4 in first class condition. parachute, audio, radio, C of
A 10 Spring 1991. Virtually new aluminium trailer. Genuine two
man rigging aids. £6500. NEW ELECTRONIC barograph, printer,
carrycase £450. Tel Jeremy Heal 0603 762103 (work) or 0379
88311 (home).

DISCUS B
SUPER GLIDER

UNMARKED, UNDER 100 hrs

AVAILABLE IMMEDIATELY, C of
A to Sept 1990

TOP MAKER'S SPEC:

- Water Ballast

- Fin Tank

- Adjustable Seat Back With
Headrest

- ILEC Total Energy in Fin

- 5-point Goldring Harness
with Quick Spring Release

- Tail Wheel

- Oxygen Cylinder Mount

- Parachute

AMF ALUMINIUM TRAILER
WITH ALL FITTINGS INCL.
AUTO TOW

INSTRUMENTS AND RADIO
TO YOUR CHOICE

Please be in touch (with day
and evening phone numbers)
via Box No.: 005

SKYLARK 2a good condition, T/S electric audio vario & PZL.
Radio, Cook compass, barograph, parachite, wood trailer
£4500. Based at Bumn. Tel John (0226) 246479.
SCHOFIELD TRAILER buitt 18 months ago to high standard, suit
up to 18m. £26000n0. Tel 0625 874373 (eves).

PUCHACZ GLASS two-seater. Good condition, low hours,
always been hangared. £14 00+ VAT. Contact H Middleton 0858
880521 (day) 0858 575763 (eves).

ASW-17 48:1 performance for standard class price. Refinished
in acrylic. With metal trailer, full panel, tow out aids. £18000.
Contact Phill Phillips at Lasham 025683 270.

TWIN ASTIR, fixed undercarriage, excellent condition. Complete
with instruments, radio and traiier. Tel John Norman, 01049 2837
895689 (W. Germany) office hours.

K7 good condition, new canopy, long C of A. Tel J Graham 091
3855515 for details.

SLINGSBY KITE Il 1951, Oly 2 performance, very good con-
dition, recent C of A, instruments, enclosed trailer, offers. Tel Peter
O'Doriald 0223 63532 (eves).

NORD 2000 FRENCH OLY 2 original canopy, Woaden trailer,
basic instruments. SLINGSBY T8 TUTOR, open ftrailer, basic
instruments. Tel 0522 791098.

ASTIR CS-77 1979. Full panel and flight director plus 760 chan-
nel radio, oxygen, barograph - 650hrs. Aluminiumtrailer £12 500.
Tel 03398 86719.

ASA CALLAIR 250 HP The ideal tug. Compietely overhauled.
MNew engine fitted. Sald with 3 year C of A plus radio. Tel 0522
792591.

OLY 28, recent recover, basic panel, sound enclosad wood trailer,
ideal glider for low hours solo pilots. Mo reascnable offer refused.
Tel 081 462 2836 (eves).

PAINTING “Gliding Scene” by Louise Bryant 29" X 20" £55. Tel
Paignton 559596.

15-29D in good condition, low hours with very good closed trailer.
Oxygen, parachute and barograph. Very good performance and
handling for money at £70000vno. Tel Jeremy 0692 670081
(daytime) 0493 740618 (eves).

KESTHEL 19m half share. Based at Rufforth (York), all
accassories, aluminium trailer, all in excellent order. £6100. Tel
0937 62696 (eves).

TRAILER - wooden, sound, roadworthy. Ex Std Cirrus home.
Now surplus to requirements £600 or offer. Tel Mitchell 0276
71643.

K-BE 1/4th share, based Nympstield. Good condition, C of A May
1991, basic instruments, electric vario, barograph, parachute,
metal trailer. £1800ono. Tel 0272 326535.

LIGHTWEIGHT COVERS made up for your glider. Dust covers
or waterproof. Also canopy covers. Details from Ann Woolf. Tel
0256 58540.

OPEN UNIVERSAL TRAILER - wilt carry anything from K-8 to
Motor Falke and cnly takes a few minutes to adjust. An invaluable
club trailer £925. Tel Brian McFadden 0482 445451/849552.
ASW-20L 1980. Quite immaculate. Low hours. Compiete outfit.
Komet trailer. Parachute. Tow out gear. £24 000. Te! Carr Withall
0442 862577, Jack Woodford 0296 748308,

NIMBUS 2c (all carbon). Under 200hrs. With Komet trailer, as
new condition. Offers over £22 500. Tel 0442 842445.
OLYMPIA 418. 19m super high performance vintage sailplane.
Complete outfil. For further details tel 023 02 4943.

KESTREL 19. Superb condition. Whole outfit, with C of A, trailer,
instruments etc. £13500, or 1/3rd share £4500, Duxford. Tet
Sigfrid Neumann 0223 032068.

WANTED
T21 in good condition. Complete outiit preferred. Price and par-
ticulars to 0429 236819.
SELF LAUNCHING MOTOR GLIDER wanted for next season,
PIK 20, PIK 30, DG-400 elc. Tel (0420) 64195 (anylime).
DAMAGED Motor Falke or simitar motor glider for rebuitd or res-
toration. Anything considered. Tet (0323} 898319 (eves).
DAMAGED GLASS-FIBRE glider by private buyer. Top price
paid - would consider complete outfit. Will travel in Europe to
view. Tel 081 998 1510.
K-BCR, SKYLARK 3/4 or similar with closed trailer. Poor super-
ficial condition acceptable but air frame must be sound. Tel
0343 §47701
SKYLARK 4 with good trailer. Tel 0642 479833 or 0723
369994 (eves).
ENCLOSED TRAILER suitabie for K-6CR urgently required. Tel
0202 740890 (Poole, Dorset).
BOHLI COMPASS and TME radio. Tel 049 528 380.
LX1000 or similar type electric vario. Tet 069 96 473.
BAROGRAPH, audio vario, radio. Tel 0759 303161.

SITUATIONS VACANT

STAFF INSTRUCTOR

The Scottish Gliding Union is seeking to appoint a full
CAT., preferably with MGIR with potential to be, or to
becorme GFI. Opportunity for career development for
the right person.
Please apply with CV and references to:
Secretary, Scottish Gliding Union, Portmoak Airfield,
Scotlandwell, By Kinross KY13 7JJ

YORKSHIRE GLIDING CLUB (PTY) LTD
Sutton Bank, Thirsk, North Yorkshire

Henryk Doktor will be retiring as CFI of the York-
shire Gliding Club on 31st December 1990, after
more than 30 years service. A vacancy will there-
fore exist for a person 10 take over his duties. The
initial appointiment will be for a period of 12
months, with a permanent position available sub-
ject to satisfactory completion of that period

We are secking a highly responsible person who
wishes to make a career with us at Sutton Bank.

Applicanis should possess as a minimum require-
ment; a Fully Categorised BGA Instructors Rating,
a Fully Categorised BGA Motor Glider Instructors
Rating, and have the necessary experience and
enthusiasm to take charge of the flying activities of
a busy Gliding Club. It is preferable that can-
didates should also have a full Group A PPL with
acro-towing experience.

Salary will be negotiable and commensurate with
qualifications and experience

Please apply in confidence to The Chairman ar the
above address. enclosing a full CV.

We can supply glasses or clip-ons.

SUNTIGER SUNGLASSES

¢ IMPROVE VISIBILITY IN HAZE ® MAKE OTHER AIRCRAFT EASIER TO SEE
e IMPROVE CLOUD CONTRAST e ELIMINATE HARMFUL UV @

“Suntiger . . . sunglasses are the greatest contribution to air safety for many
years ... these ... sunglasses should be made mandatory for all pilots”

(Comments by Dick Johnsan reported in PILOT, Feb. 1989)

Used by many of the world’s leading glider pilots - Ingo Renner and
Hans Werner Grosse are two of our customers.

For further details write to or telephone:

SUNTIGER (EUROPE) LTD., 9 Knoll Road, Fleet, Hants GU13 8PR. Tel: (0252) 615365 or
5 Hampton Close, London SW20 ORY. Tel: 01-947 4870

August/September 1990
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Fax: 8. Africa {27) 1341-81925: AH +27-1341-4058

winner of goid &
silver medal
WAC 1989

WORLD AIR GAMES

PENNINGTONS
CHARTERED ACCOUNTANTS

For accountancy and taxation services

Harvard House, Harmondsworth, Middlesex UB7 OAW.
Telephone John Gorringe,
Day D81 758 1967, Evening 081 948 3799

GLIDER REPAIRS

Young 26 year old German, English speaking
seeks job repairing gliders, motorgliders and
other small aircraft from August to end October.

Please ring after 7.00pm 0438 B33483 or gdaytime
071 253 5871 (ask for Silke) ~

FRANCE 1991

ARE YOU GOING TO BE THERE
WITHOUT A CELSTAR GA-1
AEROBATIC GLIDER?

YOU OWE IT TO YOURSELF!
ORDER YOUR CELSTAR TODAY!
THE WORLD'S NO. 1 AEROBATIC

GLIDER

CELAIR MANUFACTURING

& EXPORT (Pty) LTD
Tel: S, Africa (27) 1341-5338 (Jacqui Hirst)

Pater Celliers: Tix: 720020

(e on
Wﬂ AP:\'N
ﬂ" ft ﬂfﬂw VISIT THE
OF el Y.

Fhe Ao, POCKLINGTON

Situated on the edge of the picturesque
Yorkshire Waolds within easy reach of the
historic City of YORK. the Moors and the
scenic Yorkshire coast.

® EXCELLENT LAUNCH FACILITIES (winch fserotow),
® ON-SITE ACCOMMODATION AVAILABLE.

® COMFORTABLE CLUBHOUSE, BAR &

® FLY YOUR GLIDER OR OURS.

Late Results.

Leading results of the European Championships,
Leszno, Poland from May 27-June 9:- Open Class: 1. E.
Laur, W. Germany (Nimbus 31) 6427; 2. K. Holighaus, W.
Germany (Nimbus 40) 8272; 3. G. Lherm, France (ASW-
22ps) 6266; 7. J. D. Bally, GB (Nimbus 3) 5594; 11. R.
Jones (Nimbus 3) 5214pls; 15 Metre Class: 1.
G.Chenevoy, France (LS-68) 5623; 2. G. Gerbaud,
France (LS-68) 5383; 3. A. Silvanovitch, USSR (L5-6)
5175; 21. E. R. Lysakowski, GB (Ventus) 4289; 26. P. G.
Sheard, GB (Ventus) 3957pts; Standard Class: 1. J.
Trzeciak, Poland (ASW-24) 5451; 2. F. Kepka, Poland
(ASW-24) 5407; 3. H. Leucker, W. Germany (ASW-24)
5229, 10.D. S. Watt, GB (ASW-24) 4989, 22. L. S. Hood,

BRIEFING ROOM, GB (LS-7) 4379pts.

Write or give us a ring - 0768 303579

” VARCOM SAILPLANE COMPUTERS )

IMPROVE YOUR CROSS-COUNTRY PERFORMANCE
THROUGH BETTER VARIOMETRY, BETTER INFORMATION

NORM

LET USSEND YOU DETAILS OF: * SYSTEM OPERATION * BAROGRAPH * PRICE AND DELIVERY
CONNEVANS LTD., REIGATE, SURREY RH2 9YR TEL: 0737 247571 FAX: 0737 223475 /

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

s ® B £ASY AND INTUITIVE TO USE
BAROGRAPH AND STATISTICS PRINT—OUT

The “LS” Agent in UK — Sales ® Spares ® Repairs

MARTYN WELLS

(Wells Design Ltd.)

Brailes, Banbury, Oxon.
Home Tel. 060 884 217
Workshop Tel. 060 885 790

FULL REPAIR AND MAINTENANCE
FACILITIES FOR ALL GLIDERS

IN OUR PURPOSE BUILT
WORKSHOP

@

LS 7 STANDARD CLASS
(WINNER OF ‘89 STD CLASS NATIONALS)

LS 6 15M CLASS

(WINNER OF ‘85, ‘86, '87, '88 15M NATIONALS)

LS 6
LS 4

TIPPED TO 17.5M
15M/0OPEN CLASS

STANDARD CLASS
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SUPPLIERS OF NEW CURRENT ISSUE USAF/USN AVIATOR CLOTHING
USAF/USN TYPE CWU flight jackets # USAF TYPE MA-1 flight jackets # USAF TYPE L-2B * WWIH pattern USAAF TYPE A-2 leather flight jackets « WWII RAF IRVIN pattern leather tlying
hg'ltwalghlm—ghl Jackels % USAF TYPE A-2 lealher flight jackets # USN TYPE G-1 Naval Aviato ets # Flight suits: biack, Ran Engi 4
fight jackets # USAF/USN TYPE CWU flight jackets complete with Squadron/Airbase m&gnn; ala\ﬁ:xa glusssmtsu o e o Fuinaening - HEM AP oo
Send your order (o
“lLITARY WAHEHOUSE GENUINE CURRENT ISSUE HGU-4/P. MIL-3-25948
US AIRFORCE/US NAVAL AVIATION SUNGLASSES
Dept SG, Unit D12, The Romford Seedbed Centre H by RANDOLPH ENGINEERING INC
GU-4/P. US Military issue Classic Aviator sunglasses, mil. spec. 25948, a specification
Rom VB-“E)F Way. ﬂDI'I'IfOfd, Essex RM7 0AZ that encampasses abaut 20 pages of the mast fgid mnu!aclurmg specifications known.
For our current brochure telephone: Whilst !ardsme?glnn m;t la?:msurma'r requ the p - i nm:-su lolef
& : ances and quality contr andards ile) assure Eact dolph
0708 75‘4495/0830 636578 or send A-4 size SAE. giasses buyer the highest quality avﬁleyﬁdegardless of price, FEATURES INCLUDE:
Visit our showroom at the above address lﬂrn_paci (;ge}alam ((:‘;REY ;ﬂ rr\axlmtzjgn uv a;;ro&ecu[;T nph:malmk: crown gnlaost? lenses, ideal far
ying, driving and gen use. 23 caral gold plated frames with monoblock hinges and
Edgg%%%ggé‘gssufgg E‘E}E){GVES‘F'H%ESO%%YOO comfort fit straight bayonet temgple bars, complete in military case of issue . ... £44.99
Methods of payment: Cheques, postal arders, maney orders, made g
MILITARY WAREHOUSE, cash ragistered or recorded mail only, VISA, Aocess TELEPHONE ORDERS: please quote credit card number, expiry date of card, name and address of card holder.
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® CAMBRIDGE

Start your students out right with the CAMBRIDGE Audio
“Head-down” flying does not help lookout.
Teach your students to look out and soar by
audio vario — the CAV-II

ATTENTION GLIDING CLUBS!

B The CAV-II
combines Variometer,
Audio, and Averager
functions in one casily
installed 344"
instrument.

B The CAV-II runs
more than 50 hours on a
standard 6.0 Amp Hour
12 Volt sailplane battery.
B The CAV-II can
operate a rear cockpit
meter.

B Cambridge Aero
Instruments have been
designing and building
quality sailplane
instruments for 15 years
- We'll be around if you
ever need service.

CAV-II

Audio Variometer

Ore of a range of soaring instruments
designed and manufactured by:

CAMBRIDGE AERO INSTRUMENTS

FOR MORE INFORMATION CONTACT

RD AVIATION LTD

UNIT 25
WARREN-5UGARBUSH AIRPORT BANKSIDE B (0865-841441
RR BOX 109A WARREN, VERMONT 05674 KIDLINGTON FAX (1865-842495
PHONE: (802) 496-7755 FAX: (802) 496-6235 OXFORD OX5 1JE
ALL CAMBRIDGE PRODUCTS CARRY A FULL 2-YEAR WARRANTY. ENGLAND

sorciLt by IFILETE LINES

The Borgell Flight Enbancement system is built 1o the biphest quality amf -
tiges the B-21 ax the basic builiing Mok unit The BN25 units are mar e '"
-

cant greatly enbeance fTying skills by giving real fime informsation to the Pilop g

it ot rosaeleehle freseniativon which am be iterproted quackly and fut o wse —_— AP

immediately in flight Glider polirs can be changed éasily thoudd the ; g -

Characleristics change or the eguipmient be trangforved to another aircraf) . il

The Neity information presented on the B-21 is Real Time' air mass X »

indication and not approimated or historical The units are vasily installed B-25 Final Glide/Nav Computer - £415.00

andd do ol itolve complex wirmg or plumbing Packge prices avatlahie Very Easy to Use — Programmable before flight -

on et 3 alterable in flight — 9 Turning Point capability — Large
i clear light dependent 1CD Displays — Bug  Polar

systorn. T Borgelt equifmiont i suilable for all fevels of Gisder Pifor and

EPROM polar customising chip casily installed — DUAL
Polar Chip (available for removable tip gliders) — 80mm
Standard Instrument Face

v,

upuvarily compattble and can be added at any siage to make wp a fuil
Compensation — Head/Tail Wind Compensation ~

B-20 Audio Unit - £55.00

For use with B-21 when not installed with B-24 — 2
Tone Audio with 'Up only Signal' option — Small
lightweight sclf-contained remotable unit

B-24 Averager/Speed Command/Netto/Audio —
£339.75

Full Time Digital Averager - Full Time Speed Command - 4
Tone Audio signal = (2 Cruise/2 Climb) ~ User settable Quict

B-21 Vario - £225.50

Pressure Transducer Technology (No Flask) — Electro-
nically Gust Fltered — 2 Speed Response — Altitude
Compensated — No Radio Frequency Interference —
Building Block Unit For B-24/25 — 58mm Standard

Bund on Audio = Gives Real Time Netto Display 1w B-21 in
Cruise Setting -~ Quick change customising Polar module -
Three Settings lor Different Glider Weights - Light Depen-
dent Clear LCD Display - Auto Zero Electronic Drift
Cancelling - No Screwdriver Adjusiments = Cruise/Climb
Switch (may be linked with Flap lever) - $0mm Sutndard

HANDHELD TRANSCEIVERS

Narco HTB70 inel. VOR i,
1ICOM ICA-2 L - £
ICOM [1CA20"inel. VOR...c..oome i e £349.00
KING KX99 incl. VOR .o F163.00

B 8 )]
£299.00

E - Most handheld spares and accessories stocked. Also - Flving
Instrument Face (Available in 80mm to order )

B-21(R) Repeater Vario Unit - £127.95
Two Sealer Additional Unit (mirroring Master B-21)

Instrument Fuce
B-24(R) Repeater Unit - £184.95
Twao Seater Additional Unit (mirroring master B-24)

Clothing; Nato Style jumpers. shirts. gloves. juckets av plus maps,
flight cases and other equipment. Al prices exclude VAT,
Postage & Packaging

Call us for a competitive quote on all your aviation needs, All prices exclude VAT p&p and ins. Write to:

P.0. BOX 488, BRISTOL BS99 1HS or call 0272 - 710043. Fax: 0272 - 721923

224 SAILPLANE & GLIDING



/)

| CLOUDMASTER sunglasses

in widespread
use

* New - Quality frames (black or gold)

* UV reduction

* Improved cloud contrast
% Virtually no colour distortion

* Relaxing

AVIATION LIMITED »

Our top of the range model

is £27.99 inc. VAT (UK post, add £2)

(E24.34 without VAT)

* Prescription
models now
available, including
Bi-focal. EPOA

SERVICE AND CHOICE with a wide range IN STOCK

Free Case

@/I/ﬂ/ﬁﬁf

Cushions

Energy
Z%W/Wf Absorbent

o (o onb I SNt £16.96 inc. VAT
* 1°%X16"X18" ................ £19.95 inc. VAT
ok 27T BURLG" . e ot B £24.09 inc. VAT
* 2" body hugging comfort pad £22.14 inc. VAT

can be cut easily and can be joined
with impact adhesive. Cushion

covers available.
%%A//?/ZW/‘Z

Barographs PARACHUTES - Ga Parachutes Ltd CASIO
EW......... £329+ VAT Do not take chances buy Quality from GQ Watche
(£378.35) - e
Winter Shadow * Quick opening
Mini ........ £334+VAT * Low Descent Rate .
(£384.10) * Steerable Silhouette
Standard £360+VAT * Comfortable .
(E414.00) * Inflatable Lumbar pad "
Replogle ... £319+VAT * Carrying bag { =
(£366.85) * Delivery normally from \ :::yvsztOATW t hevanoow
Aerograf ... £564+VAT stock - GQ supplies its % i imeter Watche
ked - add | nalogue_ or Digital
a0 | ggaguar e e
QurprceforAoearat | (€713) g ready fo uso. £43+VAT | Vo Time Waches
and mounting bracket Add carriage £6.90 inc. VAT (E739.45) £34.95 inc. VAT
DISCOUNT HANDHELD OXYGEN - 1he wave season is only
TRANSCEIVERS weeks away - equip your
glider NOW!
Icom
ICAZ 720 Channel AIR 24 Regulator AIR 24/2
£299+VAT £119.73+VAT Dual Regulator
ICA20 760 channel plus VOR (€137.69) £178.05+VAT
£350+VAT (204.76)
NARCO ,
HT 870 720 channel plus VOR
£320+ VAT ) A14A
AOR = Diluter Demand A8A
TR 720 720 channel Add 3 System {not illustrated)
£349+ VAT £3.45 for £246.00+ VAT £165+VAT
(TR 720 can be panel mounted) UK post/insurance (£282.90) (£189.75)
PRICES LISTED DO NOT INCLUDE DELIVERY - RING FOR QUOTATION PLEASE E & OE
Cheerful, Friendly Service Free 1990 Catalogue From
® 0865 841441 (24hr) mail order R.D. AVIATION LTD, (]
tJ Fax: 0865 842495 (24 hr) Unit 25, Bankside, Kidlington, e

Open to callers: 0930-1830 Mon-Fri
1030-1230 Sats, or by appointment

Oxon OXS5 1JE
(Just outside the airport)




SOUTHERN
SAILPLANES

Membury A/F, Lambourn Berks.




