

















GLIDING AND UK AIRSPACE

clearance to cross it. A convenient summary of
these two services and the ATC units to contact
is printed at the foot of the 1:500000 series CAA
charts.

Particular care should be taken to avoid
Weston on the Green (D129) which is exten-
sively used for military paratroop training. Brize
Radar (134.3MHz) will confirm activity status.

Other Hazardous Areas. Other types of
hazard inciude free fall parachute sites. The
airspace is contained in a circle radius 14 or 2nm
from the centre of the drop zone up to a maxi-
mum of FL150. It may not be apparent to a glider
pilot, observing the drop zone in flight, whether
or not there is parachuting in progress;
parachutists normally free-fatl down to 2000ft
agl and are extremely difficult to see. Beware!

High Intensity Radio Transmission Areas
contain powerful radio emissions which may
cause interference with glider radios and elec-
tronic variometers. In particular, Fylingdales is
so powertful that prolonged exposure may be in-
jurious to health.

Areas of Intense Aerial Activity. An
AlAA is airspace which is not otherwise pro-
tected by regulated airspace, but where the ac-
tivity of civil and/or military flying is exceptionally
high, or within which aircraft regularly participate
in unusual manoeuvres.

Gliders may penetrate these areas, but in view
of the hazards, a sharp lookout is essential.

Military Low Flying System. Low flying
by high performance military aircraft takes place
in most parts of the UK up to 2000ft agl, with the
greatest concentration between 250ft and 500ft.
A chart is available denoting the system (UK Air
Pilot, RAC Section).

All gliding sites are notified to MoD, which af-
fords them the status of a Military Avoidance
Zone, radius 1%nm.

The Low Level Civil Aviation Notification
Procedure (CANP) enables civilian aircraft op-
erators to give advance warning to MoD of any
activities that could conflict with low flying mili-
tary aircraft. In the case of winch launching per-
mission this is done automatically, but clubs
planning to make use of a temporary aerotow or
motor glider site, especially midweek, may wish
to take advantage of CANP.

Radar Advisory Service Area. A RASA
is airspace in which a pilot may, if he so chooses,
avail himself of the services of a radar unit. There
is no requirement to do so, and a glider pilot
should not assume that other aircraft are being
separated from him, nor even that the radar unit
is aware of the glider’s presence.

The Airmiss System. An airmiss may be
filed by a pilot who considers his flight to have
been endangered by the proximity of another
aircraft. All airmisses are investigated by the
Joint Airmiss Working Group (JAWG), whose
deliberations are confidential so as to preserve
anonymity. The purpose of a JAWG investiga-
tion is to determine what lessons can be learnt,
not to take punitive action.

Prompt airmiss reporting is vital if the other
aircraft is to be traced. If in radio contact with an
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ATC unit report to them at once, or if not possi-
ble, telephone straight after landing. Either call
the nearest ATS unit or Freephone 2230 (on
Monday for a weekend incident) to speak to AIS
(MIL) at LATCC West Drayton, who will start
trace action at once and tell the Joint Airmiss
Section (JAS). Follow up with a written report on
form CA1094 to JAS within seven days. Always
use GMT (UTC is the same) in reports.

JAS can be contacted in working hours on
0895 76-121, 122 or 125, or fax 0895 76124

Code of Conduct for Glider Flights
Through Class D Airspace.

1. Glider pilots should plan to route their flights
through Class D airspace only when it is clear
there are significant advantages from so doing,
such as better scaring weather and shorter track
distance.

2. Flights should be arranged so that the mini-
mum amount of time is spent in Class D
airspace. Pilots should avoid circling on or close
to the runway extended centre lines, since this
may interfere with aircraft carrying out instru-
ment approaches or departures.

3. Good lookeut is vital at all times, and glider
pitots should be prepared to initiate avoiding
action notwithstanding their right of way priority.
Gliders are not always visible onradar, and other
aircraft, including commercial jets, may not have
been warned of a glider's presence.

4. Pilots of gliders equipped with suitable radio
should listen on the appropriate frequency for
information on other traffic in their vicinity.

5. Competition tasks should only be set through
Class D airspace after consultation with the ap-
propriate ATC unit. Where a task leg has to be
set close to but not through Class D airspace,
the ATC unit should be informed. When possi-
ble, photographic control point(s) should be
established, to help ensure that gliders remain
outside the airspace.

Use of Radio. A glider pilot possessing a
radio operator’s licence (R/T Licence) is entitled
to use all the available aeronautical frequencies
of a 760-channel radio. This permits seeking ac-
cess to the following types of airspace that may
be otherwise closed to gliders: Class D airspace
not subject to glider VMC exemptions.
Agrodrome Traffic Zones.

Upper Heyford MRA.

Some types of permanent and temporary
Restricted Airspace.

Some Danger Areas.

Radio cannct be used to request entry clear-
ance into Class A or B controlled airspace (ex-
cept by special arrangement) or into Purple
Airspace.

NOTAMS. The NOTAM system has changed
significantly over the last few years. Essential
flight planning information is obtainable from
several different sources.

UK Air Pilot AIRAC Supplements are the for-
mal method of notifying permanent changes to
airspace, but can only be obtained as part of a
subscription to the entire Air Pilot. Recently
airspace changes have also been announced
by way of Aeronautical Information Circulars
{AICs), major changes by way of a dedicated

AIC and minor changes via six monthly sum-
mary AICs. A monthly GASIL summary covers
minor changes also.

Temporary Navigation Warnings (TNWs) are
published twice weekly, giving notice of airspace
warnings such as air displays, military exercises
etc, and outline details of Royal Flights and
Temporary Restricted Airspace.

UK Air Pilot Supplements (green pages — ob-
tainable separately from whole Air Pilot) give
full details of Temporary Restricted Airspace ar-
ranged well in advance for (eg) major air dis-
plays plus the dates but not the times of Red
Arrows’ displays.

Full details of Royal Flights are to be found in
Royal Flights NOTAMs. A daily update of Royal
Flights and Temporary Restricted Airspace is
obtainable on the Freephone service (0500-
354802).

All above availabte from CAA Printing and
Publication Services (0242-235151) except
Royal Flight NOTAMS from AIS Heathrow (081-
745-3464).

Airspace Changes. The following
changes have occurred since publication of the
1992 S&G Yearbook:

Airway B4 — the base level of this airway has
been lowered to FL75 and FL55 (from FL105) in
a small section in the vicinity of Bedford.
London TMA — base levels over Sussex raised
by amounts between 500ft and 2000ft, and stub
of adjoining airway R8 raised from 3500ft base
to 4500ft.

Class D Airspace removed: Prestwick CTR,
Cross-Channel CTA, Manston Cross-Channel
CTR.

Changes to boundaries and vertical limits of
Bournemouth and Southampton CTRs.
Southampton CTA renamed Solent CTA, with
new boundaries. No change to rule permitting
penetration by gliders in VMC. Effective 24.6.93.
ATZs removed: Abingdon, Binbrook, Elvington,
Greenham Common, Kembie and Panshanger.
ATZs established: Colerne and Perranporth.
MATZs removed: Abingdon, Binbrook,
Elvington, Filton, Kemble and Brawdy.

MATZ established: Manston

Danger Areas EG D123 Imber and EG D125
Larkhill — minor reconfigurations to the bound-
aries in Salisbury Plain area.

Changes to Prohibited Areas in Northern Ireland.
BGA Letter of Agreement with Brize Norton dis-
continued.

(Information as available at 31.12.82.)

References. The information in this article is
only abrief synopsis of the airspace rules as they
affect glider pilots, and is believed to be accu-
rate at the time of writing. In case of doubt,
authoritative references should be consulted.
These are: Air Navigation Order 1989; Rules of
the Air Regulations 1991; UK Air Pilot, RAC
section. BGA Laws and Rules, Edition 13, July
1992 reflects the current legislation, but previ-
ous editions are now obsolete.

Abbreviations. CTA=Control Area; CTR=
Contro! Zone; TMA=Terminal Manoeuvring
Area; (the lower limit of a CTA or TMA is an alti-
tude or flight level above the surface, whereas a
CTR extends to ground level).
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CROSS-COUNTRY WEATHER

usually has aridge over or just west of the British
Isles. These ridges are not fixed, they build,
move on and collapse. What distinguishes a
good year is the way a new ridge soon forms in
the same longitude as its predecessor. This ten-
dency for ridges and troughs to recur at the same
longitude can only be explained in terms of the
global pattern of very long waves in the upper
flow.

In good years the jet stream stays
far away

The jet stream, the band of very strong winds
found just below the stratosphere, stays far away
from us in good summers. The line of the jet usu-
ally arches far to the north of the British Isles,
carrying its lows with it. Jet streams are often
associated with major fronts. If the jet was far
away it is almost certain that most of the active
fronts were also well clear of the UK.

Effect of an upper ridge

If an upper ridge lies near or just west of us it
tends to produce lots of surface highs or ridges.
When fronts do arrive they are apt to weaken
and give little or no rain. This is because the re-
gion below and just downwind of an upper ridge
is also a region where the air is slowly subsid-
ing. This subsidence warms and dries out the
air making upper clouds disperse. The ridge also
limits the size of cumulus clouds so that few grow
big enough to produce a shower.

Monthly means charts

Many months are so changeable that all the
interesting features are smoothed out by the av-
eraging process. When a definite pattern ap-
pears one can be fairly sure that it dominated
the weather.

Fig 3. Monthly mean charts of isobars (full
lines) and 18000ft contours (pecked lines).
“A” shows July 1989 a very good month, “B”
shows August 1992, a bad month.

Fig 3A shows a very good month, July 1989.
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The mean isobars are drawn as full lines. The
500mb contours, representing the pattern at
about 18 000ft, appear as pecked lines with dou-
ble arrows for direction. The surface isobars
show a strong ridge extending across England
and Wales from an Atlantic anticyclone. The av-
erage pressure was above 1020mb, the isobars
have anticyclonic curvature and they are widely
spaced showing light winds. The 500mb ridge
with its axis over Ireland is not so prominent.

Fig 3B is an example of a bad month, August
1992. The difference is easy to see. There is a
depression centred south of Iceland. The iso-
bars over the UK have cyclonic curvature and
are also much closer together showing stronger
winds. The pecked 500mb contours are similar
to the surface isobars. Both have cyclonic cur-
vature and close spacing. During this bad month
the axis of the upper trough lay well to the west
of Ireland. This put the UK in the sector where
lows usually form or deepen.

Signs of a bad summer

Pocr summers are generally those when the
upper ridge is far away to the east, giving fine
weather over eastern Europe. The jet stream
curves round the southern side of a semi-per-
manent upper trough which sits to the west of
us. This jet stimulates frontal lows to form ahead
of the mid Atlantic upper trough and then steers
them towards the Biritish Isles.

Strong jets make deep lows

The stronger the jet stream the more rapidly
surface lows move and the more vigorous they
become. This was one of the features which
ruined the latter half of summer in 1992. Once
this south-westerly pattern sets in it is apt to be
repeated with distressing frequency. Not only
are the fronts more active but any ridge you see
coming eastwards across the Atlantic is liable to
disappear before it ever reaches us. Summer
1992 was an example of this, After the relatively
dry spell of early summer had broken, the
weather never recovered. A succession of late
summer storms continued into the autumn end-
ing up with flooding. Water companies finally
removed their hosepipe bans, but only after
some fields vanished under water.

Little success in long range
forecasts

Forecasts for several months ahead have not
shown any great success so far. Perhaps this is
fortunate because a reliable prediction of a dis-
mal summer would send even more pilots emi-
grating to sunnier countries. At present we can
still hope for better days.

PART TWO - MAKING THE BEST
OF THE BRITISH WEATHER

Although long range forecasts are not reliable
the medium range ones for a few days ahead
are often quite good. To get full benefit of the
Met facilities | try to combine both the BBC T V
presentation with “MetFAX” the dial-up fax ser-
vice. This fax service expanded considerably
during 1992 and now provides almost all one

could ask for. The aviation items now available
are listed in the appendix.

The Sunday “Weather for Farmers” at 1255
and also the midweek presentation are often
good guides for the week ahead. During the run-
up to a fine spell the MetFax charts for 48 and
72hrs ahead are a valuable early warning. On
the penultimate day | dial up the 12 GMT actual
and forecast charts. Nowadays the forecast for
24hrs ahead is very reliable as regards the
positions of fronts and isobars.

Indications of a good soaring day
The isobaric pattern. Good soaring weather is
most likely if the isobars have anticyclonic cur-
vature, that is they curve round a centre of high
pressure. The best conditions are usually in
ridges and near the centres of highs. The table
below shows how the frequency of good days is
associated with the isobaric pattern. The figures
give the percentage of badge days in each cate-
gory.

High or strong ridge 49.3%
Weak ridge 16.6%
No ridge but a/c curve “1.6%
Col between highs 0.3%
Straight isobars 9.2%
Slight cyclonic curvature 1.8%
Trough 0.5%
Too complicated to classify 0.5%

Importance of distance from high
centre: the High/Low index

The subsidence associated with aridge or cen-
tre of high pressure usually makes the air fairly
dry and restricts the depth of thermals under an
inversion. This may give dreary weather in winter
but during summer months it provides good soar-
ing. Most good cross-country days occur when
the area is fairly close to the centre of a high.

— RANGE Hal=23
— XL =120
[ RATIO 20/23=0-87

Fig 4. The percentage of badge days related
to the proximity of the cross-country area to
the centre of high pressure. The sketch chart
on the right shows how the High/Low ratio
was calculated.

The High/Low index shows how close the area
was tothe centre of the nearest high. Fig 4 shows
the percentage of badge days distributed in 5%
ranges and the sketch chart on the right demon-
strates how the percentage was found. In this
example the high centre was 1026mb, the low

was 1003mb. This gives a total pressure range =
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KEN STEPHENSON

GA recommended practices suggest that
supplementary oxygen should be used above
10000ft amsl. This recommendation contains a
generous degree of latitude, permissible be-
cause of the low physical wark rate in a glider
cockpit, but note that physical impairment starts
as low as 4000ft, with diminution of night vision,
and mental acuity starts to degrade at 8000ft; by
10000ft night vision has gone and impaired judg-
ment is apparent to an cbserver.

The physiological reasons for this are ex-
plained in detail by Peter Saundby following this
article, but suffice it to say that exposure to oxy-
gen deficiency leads inexorably to unconscious-
ness and finally death. An article “Breathless
Over Brecon" by Peter Martin in the October
1988 issue of S&G, p231 will remind anyone with
lingering doubts what will happen in practice,
even at moderate altitude.

The purpose

in essence, supplementary oxygen is carried
in a glider to support life, so the gas itseif and
the equipment to deliver it to the pilot must be
regarded as valuable items and treated with care
and respect.

The hazards

Setting aside the dangers of flying at altitude,
there are hazards associated with oxygen to
contend with, even before getting airborne.
Oxygen is a basic component of combustion and
although the gas itself does not burn, it will vig-
orously intensify a fire in a combustible material.
Furthermore, a material not normally regarded
as combustible — steel, for example - becomes
so at high temperatures in an oxygen-rich envi-
ronment. indeed, small metal particles, such as
swarf from a tight thread in a pipe coupling, may
ignite spontaneously when exposed to oxygen
under pressure, as may the saturated clothing
of someone working in an oxygen enriched en-
vironment.

Remember also that this apparently benign
and life-supporting gas becomes a powerful pro-
pellant when compressed, even without any ac-
companying combustion. The typical working
pressure of glider systems in the UK is 1800psi
and that of fully charged bulk storage cylinders
may well be of the order of 3000 to 4000psi. A
badly serviced or mishandled cylinder which rup-
tures during the filling process, or at any other
time, will spray metal shards at high velocity over
awide area, as well as displaying unfriendly bal-
listic tendencies should it escape from its mount-
ing.

Cylinders

Although there are a number of ways of stor-
ing and generating oxygen in flying machines, it
seems likely that gaseous oxygen compressed
into a steel cylinder at a working pressure of
1800psi will remain the UK gliding standard for
the foreseeable future. There are a wide range
of cylinders, new and second hand, on the mar-
ket and three main selection criteria seem to be
capacity, weight and bulk. In general terms, the
ideal cylinder for the single-seater glider will give
aworking capacity of between 500 and 750 litres
at 1800psi in a convenient shape to suit the nar-
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GLIDER OXYGEN
INSTALLATIONS

Ken’s comprehensive article should help anyone wanting to
get their glider primed for wave flying

Ken first sampled gliding in a Kranich at
Gittersloh in 1956 and he and his wife
fiy at both the Portsmouth Naval GC and
the RAFGSA Centre at Bicester.

row configuration of the glider centre-section,
for a weight penalty of some 9-13lbs.

In practice, for those wishing to maximise the
amount of gas which can be carried, the choice
tends to fall between the modern 630 litre cylin-
der working at 2000psi, and the much older MK
V built by the thousand during WW2. The latter
can be re-conditioned inexpensively to a MK V*
specification (without anti-fragmentation wire
binding) and gives 750 litres at 1800psi. Both
cylinders originate from the firm of Tl Chester-
field. The modern 630 cylinder actually has a 1ib
weight disadvantage against the earlier cylinder,
for a significantly lower capacity at a higher
working pressure.

There are a number of variations of size,
shape and capacity, some smaller, some much
larger and suitable for a two-seater installation,
some manufactured in aluminium, some made
inthe USA and some made in Germany. German
Drager cylinders are likely to work at 3000psi
and therefore suffer a capacity penalty when op-
erated at the British standard.

All cylinders for use with compressed gases
share one thing in commeon — they must be in-
spected periodically to BS 5430. It is extremely
imprudent to attempt to fill a cylinder without first
ensuring that it is “in date™ and that it has been
correctly maintained, with a safety pressure. An
empty cylinder left idle for a long period may ac-
crue internal corrosion, leaving it seriously weak-
ened.

Methods of dispensing

Gaseous oxygen stored under pressure must
be regulated in some fashion to provide the user
with the correct quantity of gas at an appropriate
rate. Technology has moved forward substan-
tially since WW1, when German aviators were
provided with a simple reducing valve to bleed
oxygen through a rubber tube to a pipe stem
clenched between the teeth, and a nose clip. Such
provision was essential because Zeppelin
operating ceilings rose to almost 27 000ft during
that period. But even if the standard of our hard-
ware has improved, the story of the Zeppelin
helmsman who inadvertently stood on his
captain’s supply tube, reducing him to uncon-
sciousness at 20 000ft, should serve to remind us
that constant monitoring of life support equipment

is stock in trade for those aspiring to longevity.

The Germans went on to develop the demand
regulator, which only provides oxygen when the
user inhales. This usefully economic technique
was then copied by both the Americans and the
British after WW2, and the ARO Corporation of
Ohio and the British Oxygen Company produced
three variants in large quantities, all eminently
suitable for glider installation — the Types A12,
A14 and A20.

The A12 is the simplest, comprising two
stages, the components of which are common
to the other variants. The first reduces cylinder
pressure to a manageable 10psi, and the sec-
ond provides the correct mix of cabin air and oxy-
gen, in response to the user’s inhalation, to
maintain the required sea level partial pressure
value. By 34000ft, the second stage compen-
sator has shut off air ditution and is providing
100% oxygen, on demand. The Types A14 and
A20 have a third stage, manual and automatic
respectively, which produces a pressure breath-
ing facility, essential for flight above about
38 000ft.

All three devices provide identical character-
istics at the altitudes at which most gliding takes
place, and may be regarded as fully inter-
changeable. They are compact and extremely
economic in terms of oxygen usage, and weigh
about 2lbs. The German Drager equivalent is
somewhat bulkier, and earlier versions have a
manually operated second stage, which means
that the device must be mounted within easy
reach of the pilot.

Again, there are a number of variations on the
demand theme, some bulkier and heavier, some
highly miniaturised, some manufactured in the
USA, some in the UK, but the Drager and ARO
devices are mast commonly found in the glider
instaliation.

The constant flow regulator remained the
British military standard until well into the jet age,
and | obtained my Gold height using an ex-RAF
MK XI which may still be seen in older installa-
tions. More recently, the market seems to have
settled on the SABRE AAV control head as the
UK gliding standard. This useful and compact
device incorporates a contents gauge and pro-
vides two rates of flow — 2 and 4 litres/min, which
must be selected manually. Two versions allow
mounting either remote from the cylinder or in
the cylinder neck, typically the 630 litre version
mentioned above.

The Walker Kidde Company has manufac-
tured a wide range of life support equipment for
both the military and civil markets, including con-
stant flow control heads similar to the AAV; the
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R.B. STRATTON

If it's going to be

AUSTRALIA
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Day, week, montr hue rates. High performance t-am g
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Orn-site budget accomrrodation Easy walk to four no-
1ls, Preasart country fow™ al actvites Mountar«, < ver
scenery one hour by car. Melaouine two houre 'rain car.

it's got to be

BENALLA

Write or phone John Williamson for detais.

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

For discount trave' and delails of alternative Aussie
Holidays quote ‘Benaiia Ghding to.
TRAVELBAG, 12 High Street, ALTON,
Hants GU34 8BN. Tel: 0420 88724

Porimoak”

2 . il
Scottsh Gliding UniomsLimited
L

hal i

* All year round soaring in
thermal wave & ridge

* Launching by winch and
aerotow

* Holiday Courses available
from April

For Details Contact ;

The Secretary )

Scottish Gliding Union ¥y, J
Portmoak Airfield

Scotlandwell KY13 7))

059 284 543

CONDITION MONITORED
MAINTENANCE

In a recession it is even more important to look at ways of
cutting costs and Dick Stratton, the BGA chief technical
officer, advises taking such good care of your aircraft the
annual inspection is seldom a major expense

ver the years there have been significant
changes in the world of machinery maintenance
driven by the commercial pressures to reduce
out-of-service time, to increase utilisation and to
minimise expenditure resulting from catas-
trophic failure.
Aeroplanes are, after all, pieces of machinery
and are well suited to condition monitoring pro-
cesses.
The fixed-time overhaul of aero engines was
a typical case where the reliability of a well
proven product could be degraded by unneces-
sary dismantling for overhaul when there were
no obvious signs this was needed. The UK may
now be unique in that CAA Airworthiness Notice
No.35 allows “on condition” overhaul of engines
in private category aeroplanes — a concession
which took me seven years to negotiate.
Aeroplane structures, whether of wood, metal
or GRP can likewise be monitored for their con-
tinuing condition.

Wood structures may suffer rapid degradation
if they are allowed to remain in damp conditions,
metal airframes may corrode and for GRP...(?7)
Fabric can have a life in excess of 25 years, but

Last scason we traincd more solo
pilots than any other club, and over
two thirds came back for more training
with us. Send for a brochure to find out

why.

For this ycar we have two airfields —
Edgehill and Hinton — both near Banbury
m super soaring country. We guarantee

35 launches per week.

LEARN TO GLIDE IN A WEEK . . .

THE GLIDING CENTRE
Hinton in the Hedges Airfield, Brackley, Northants NIN13 3NS « (0295) 812544
Edgehill Airfield, Shenington, Banbury, Oxon OX15 6NY » (0295) 688151

... AND WHY NOT?

ab-initio to solo —in one week or two
solo to bronze, 10 launches a day!
Bronze to Silver

Silver-plus, 100km etc.

assistant instructor/AFEl

instructor completion/refresher/full cat.
early scason warm-~up — discount price
motor glider PPL

ficld landing training

%% bk b b % % b %

unlimited flying for fixed prices
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mare often excessive layers of paint will develop
cracks, and water will penetrate them and con-
centrate on the fabric below. Fabric can remain
airworthy but lose its elegance. More often than
not a well used club two-seater will need a major
refurbish every five years or so.

The quality of paint and its suitability for appli-
cation to flexible structures is important.
Thereafter the aircraft should be looked after
rather like a new motor car.

GRP structures have been investigated in
depth in Australia where environmental pollu-
tion (acid rain) has been identified as a primary
cause of cosmetic degradation. The new car
maintenance philosophy should apply with a bar-
rier application of wax at least twice a year.

Wear and tear in the mechanicai bits and
pieces must be related to the rates of utitisation,
periodic cleaning and lubrication and the watch-
ful eye of a good daily inspection.

Some clubs have adopted the good practice

of subjecting their heavily used two-seaters to a
mare than once a year inspection.
Airworthiness audits. The BGA's airworthi-
ness system requires an annual inspection of
the condition of gliders and the CAA require
maintenance at 50hr intervals with an annual in-
spection in accordance with their Light Aircraft
Maintenance Schedute (LAMS).
Civil Air Publication 520 “Light Aircraft
Maintenance” gives guidance on the
Maintenance Management of Aircraft not ex-
ceeding 2730kg MTWA.

It makes this powerful statement “that the per-
son who is responsible for conducting and certi-
fying the maintenance, must also be responsible
for the depth of the inspection undertaken, de-
pendent upon the variables existing at the time
of such inspection (eg use of aircraft, age, previ-
ous maintenance, operating environment). The
practical application of this philosophy means
that the work required by the Schedule must be
carried out as relevant to the specific aircraft,
taking into account such factors as the systems
and equipment installed in the aircraft and its
modification standard...”

To summarise. If the condition of your aero-
plane (tug, SLMG, glider etc) is monitored and
maintained as you use it, then the annual in-
spection should not develop into an orgy of de-
structive and costly dismantling, unless of
course its poor condition warrants it.
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SITES

REX FISHER

all a change of culture. Nevertheless, the club
has done almost as many winch launches as
aerotows, almost doubling their annual total.

On the Move

Other clubs are on the move. Marchington GC
had sold their site (of the same name) to the
Home Office for £750000. They are now based
at Tatenhill but this airfield will be developed as
a housing estate in the not-too-distant future.
Meanwhile the club continues to search for suit-
able land and the risk of paying large amounts
of capital gains tax looms, unless they can get
what is known as “roll-over relief”. The develop-
ment of farming land needs careful planning and
costing, hedges to remove, ditches to pipe,
power cables to bury, etc.

The Essex GC's move from North Weald to
Ridgewell Oatley which they bought last year is
an important development. The site has plan-
ning approval but the use of more land is sought.
This is also @ major PR exercise since the club
has inherited some opposition to their redevel-
opment of this site.

Public relations (PR)

Good PR may make the difference between
success and failure in either establishing or re-
taining a site. Two clubs, Stratford and Blackpool
& Fylde, are trying to get planning permission to
aerotow. In reporting the Blackpool case a year
ago it was suggested that their temporary per-
mission for aerotowing would lead to a full per-
mission in due course. Not so, at least not yet.
As the only club in the north-west region they
got Sports Council grant aid and a loan to buy a
tug. The planning refusal to allow aerotowing is
now the subject of an appeal, in itself a major
task needing the help of a planning consultant,
a barrister and, of course, the BGA.

The Stratford club is still at the planning appli-
cation stage, having gone through noise mea-
surement trials and the essential lobbying
exercise to counteract the local opposition.

Other operators with planning permission
prejudice their situation by using noisy tugs, with-
out the appropriate silencer or four-bladed pro-
peller. A weekend's towing can have serious
long term implications which might never be re-
deemed. 1t should be remembered that the
Shalbourne site lost aerotowing approval as a
result of local opposition after a public inquiry.
The first step down this road is breaching plan-
ning conditions. You can appeal against the sub-
sequent enforcement notice but there are no
guarantees that you will succeed.

Finances

Some clubs have been suffering from the ef-
fects of the recession and, one suspects, may
continue to do so. The clubs employing profes-
sionals seem to have had the worst of it, need-
ing to reduce staff numbers and capital
expenditure. The non-professional clubs seem
less susceptible but still need to be careful with
their forward plans. (See also Humfrey
Chamberlain's article, p21.)

With improved winch launching at many clubs
by re-engining or buying purpose-built equip-
ment the need for aerotowing may be reduced.
The tugs, as a cost centre, may cease to be vi-
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HALCYON
DAYS

It might be a perfect cross-country day and time to get that
anticipated badge leg, but it is not just the flying that is
important as this sorry tale emphasises

am not a good cross-country pilot. In fact |
flew more miles in July 1976 than in the whole of
1992, so | am probably getting worse. This story
is about the time when | was young and keen to
fly, and wanted to do things. As a young sprog, |
had been informed by George Scarborough that
the whole point of gliding was to get to a fish and
chip shop at the seaside at 10 o'clock on a Sunday
night! In those days that seemed to be true.
George, and many other experienced chaps
could always be relied upon to give lots of ad-
vice to one as keen as me. "You will have to be
off early, and drift off downwind." — “Don’t go too
far that way, or you will get caught by the sea
breeze front.” | did not have to ask for help, it
was freely given in greater volume than | could
cope with, so when the day came, | was ready.

Copious notes on TP zones
gleaned from everyone who
had been there

In the preceding weeks, much poring over
maps had generated a task for every possible
set of conditions. There were copious notes on
TP zones, gleaned from everyone who had been
there, sketches from the OS maps in the library
(no photocopiers!) — everything needed to get
there and take the right photograph with my
Instamatic.

So the task was set; "Quick, write it on herel”
This could have been the first mistake, but Fred
offered his blackboard and chalk, and soon pro-

able and necessitate a review of policy. Monthly
monitoring of the finances is of course made
much easier with a computer and a number of
clubs have developed their own accounting sys-
tems which aid the cost-centred analysis.

The BGA Development Committee has as-
sisted where possible. One approach has been
to arrange a visit to "brainstorm” a club's prob-
lems. and with a measure of success. If you feel
that your club might benefit from such a visit just
ask.

duced a legible version of my crumpled paper.
(See Note 1.) A conference then produced a
local version of the correct time — we didn’t think
much of the digital timepieces then available, as
they needed both hands to show the time!

| expect itis just as difficult to find an official
observer (QO) now as it was then. Like police-
men, they only seem to be around when you
don't need them. Everything having been done
except to fly the task, but where was the tug
pilot? There used to be a scheme where the two-
seaters paid a reduced aerotow fee before
10am, and this seemed to be the time, just after
10, when towing stopped until the prudent de-
cided that they could soar in the improving sky.

Walking back from the loo, hoping no one else
had noticed the T-21 was circling over the scrap-
yard, the anxious feeling began that [ still get just
before launching. The aerotow was uneventful
and | managed to relax a bit, the first circuit of
the field bringing us under the T-21, which
seemed to be at the top of the only thermal
around, so after releasing over the upwind edge
of the field, that was where | headed. (Note 2.)
Now the tug noise had gone, the reassuring tick
of the barograph was audible as we slowly
climbed up to the wispy cloud forming above.
And it was not the only one! It was not difficult to
drift away downwind, climbing high enough each
time to easily reach the next cloud. The “boy rac-
ers” would think it pathetic, but they don't fly
Skylarks anymore.

Something was not quite right about the first
TP. (Note 3.) There was the railway bridge, and
the station, and the new motorway is still down-
wind, but that roundabout ought not to be there!
Making a mental note to find out why my men-
tors had not mentioned the new roadworks, |
moved towards the right position to photograph
the station, to find the sink which had been suc-
cessfully avoided for the last 2hrs.

The two photographs had 1000ft difference in
altitude and were a waste of time as the correct
TP appeared a few minutes later, as | started
struggling back into wind. With two more pic-
tures taken, and a feeling that a 12 frame film
was not really enough for any more mistakes, it
was time to think about how to deal with this
wind.
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RECORDS

Height Gain

Absolute Altitude
Straight Distance

Goal Distance

Goal & Return Distance
Triangular Distance

100km Triangle
300km Triangle
500km Triangle
750km Triangle
1000km Triangle
1250km Triangle

Height Gain
Absolute Altitude
Straight Distance
Goal Distance
Goal & Return Distance*
Triangular Distance
100km Triangle
300km

500km Triangle
750km Triangle
1000km Triangle
1250km Triangle

Height Gain

Absolute Altitude
Straight Distance

Goal Distance*

Goal & Return Distance
Triangular Distance
100km Triangle

300km Triangle

500km Triangle

750km Triangle

Height Gain

Absolute Altitude
Straight Distance

Goal Distance

Goal & Return Distance
Triangular Distance
100km Triangle

300km Triangle

500km Triangle

750km Triangle

Height Gain

Absolute Altitude
Straight Distance

Goal Distance

Goal & Return Distance
Triangular Distance
300km Goal and Return
500km Goal and Return
100km Goal and Return
100km Triangle

300km Triangle

500km Triangle

750km Triangle
1000km Triangle
1250km Triangle

Height Gain

Absolute Altitude
Straight Distance

Goal Distance

Goal and Return Distance
Triangular Distance
300km Goal and Return
500km Goal and Return
100km Triangle

300km Triangle

500km Triangle

750km Triangle
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12 894m

14 938m
1460.8km
1254 26km
1646.68km
1362.68km

195.30km/h
169.49km/h
170.06km/h
158.40km‘’h
145.32km:h
133.24km¢h

11 680m
13 489m
1383km
1383km
1260.00km
1379.35km
177.26km/h
170.90km/h
163.03km:h
161.33km¢h
157.25km/h
143.46km/h

10 212m

12637m
949.7km
951.43km

1126.68km

847.27km
145.49km/h
143.9km/h
133.14km/h
127.29km/h

8430m

10 809m
864.85km
864.86km
673.5km
760.4km
141.89km/h
143.17km/h
113.87km/h
121.00km/h

10 985m
11 500m
949.7km
859.20km
1127.68km
1362.68km
153.3km/h
152.7km/h
105.79km/h
166.38km/h
146.8km/h
141.3km/h
109.8km/h
112.15km/h
109.01km/h

10 234m

11 023m
472.43km
472.43km
709.35km
825km
138km/h
113.08km¢h
137.22kmh
138.37km/h
130.56km/h
114.18km/h

INTERNATIONAL GLIDING RECORDS (as at 14.2.93)

SINGLE-SEATERS

P. F. Bikle, USA

R. R. Harris, USA

H-W Grosse, W. Germany

B. L. Drake, D. N. Speight, S. H. Georgeson, New Zealand
T. L. Knauff, USA

T. L. Knauff (Nimbus 3), L. R. McMaster, J. C. Seymour
K-H. Striedieck, (USA) (ASW-208)

R. L. Robertson, Gt Britain (in USA)

1. Renner, Australia

J. P. Castle, France (in South Africa)

B. Bunzli, Switzerland

H-W. Grosse, W. Germany (in Australia)

H-W. Grosse, W. Germany (in Australia)

H-W. Grosse, W. Germany (in Australia)

MULTI-SEATERS
S. Josefczak and J. Tarczon, Poland
L. Edgar and H. Klieforth, USA
G. Herbaud and J-N. Herbaud, France
G. Herbaud and J-N. Herbaud, France
M. W. Walker and T. Delore, New Zealand
H-W. Grosse and H. Kohimeyer, W. Germany (in Australia)
E. Sommer and [. Andersen, W. Germany (in USA)
H-W. Grosse and Karin Grosse, W. Germany (in Australia)
H-W. Grosse and Karin Grosse, W. Germany (in Australia)
H-W. Grosse and Karin Grosse, W. Germany (in Australia)
H-W. Grosse and Karin Grosse, W. Germany (in Australia)
H-W. Grosse and H. Kohlimeyer, W. Germany (in Australia)

SINGLE-SEATERS (WOMEN)
Yvonne Loader, New Zealand
Sabrina Jackintell, USA
Karla Karel, Gt Britain (in Australia)
Joann Shaw, USA
Doris Grove, USA
Joann Shaw, USA
Susan Beatty, South Africa
Susan Beatty, South Africa
Susan Martin, Australia
Susan Beatty, South Africa

MULTI-SEATERS (WOMEN)
Adela Dankowska and M. Mateliska, Poland
Mary Nurr and H. Duncan, USA
Tatiana Pavlova and L. Filomechkina, USSR
Isabella Gorokhova and Z. Koslova, USSR
Katrin Keim, Germany and A. Orsi (in South Africa)
Katrin Keim, Germany and A. Orsi (in South Africa)
Adele Orsi, Italy and K. Keim (in South Africa)
Katrin Keim, Germany and A. Orsi {in South Africa)
Katrin Keim and U. Keim, Germany (in South Africa)
Katrin Keim, Germany and A. Orsi {in South Africa)

BRITISH NATIONAL RECORDS (as at 14.2.93)
SINGLE-SEATERS
D. Benton

. C. N. Goodhart (in USA)
arla Karel (in Australia)
. T. A Sands (in USA)
. T. A Sands (in USA)
. L. Robertson (in USA)
. T. A Sands (in USA)
R
T,

XI

Cariton (in South Africa)
A. Sands (in USA)
. Cooper (in Australia)
. Pearson (in South Africa)
. J. G. Pearson (in South Africa)

DmMmuETILIIZ

. R. Carlton (in South Africa)
. E. Lee {in Australia)
. L. Robertson (in USA)

MULTI-SEATERS

E. Kay and K. Wilson

E. Kay and K. Wilson

R. Cariton and M. French (in South Africa)
R. Cariton and M. French (in South Africa)
C. May and S. G. Jones (in Finland)
T. Spreckley and P. Jones (in Australia)
D
R
R
T.
B
T.

nog

ale and M. Bird (in Australia)

. Carlton and C. Greaves (in South Africa)

. Carlton and Leonie Lawson (in South Africa)
Spreckley and P. Jones (in Australia)

ird and R. Gardner (in Australia)

A
A
M.
M.
R.
B.
G.
M.
M.
B.
M.
B. T. Spreckley and P. Jones (in Australia)

SGS 1-23e
Grob-102
ASW-12
Nimbus 2
Nimbus 3

Ventus A
Nimbus 3
Nimbus 3

DG-400 (sealed)

ASW-22
ASW-17
ASW-17

Bocian
Pratt Read
ASH-25
ASH-25
ASW-22
ASH-25
Janus C
ASH-25
ASH-25
ASH-25
ASH-25
ASH-25

Nimbus 2
Astir CS
LS-3
Nimbus 2
Nimbus 2
Nimbus 2
ASW-208
ASW-208
LS-3
ASW-208

Bocian
SGS 2-32
Blanik
Blanik
ASH-25
ASH-25
ASH-25
ASH-25
ASH-25
ASH-25

Nimbus 2
5GS1-23
LS-3
Nimbus 3
Nimbus 3
Ventus A
Kestrel 19
ASW-17
Nimbus 3
LS-68
Nimbus 2
ASW-20
Kestrel 19
ASW-208
Ventus A

ASH-25
ASH-25
Calif A-21
Calif A-21
ASH-25
Nimbus 3pT
ASH-25
Calif A-21
Calif A-21
Nimbus 3pt
ASH-25
Nimbus 3pt

25.2.1961
17.2.1986
25.4.1972
1411978
25.4.1983

} 2.5.1986

14.12.1982
15.11.1986
9.1.1988
8.1.1985
3.1.1979
9.12.1980

5.11.1966
19.3.1952
17.4.1992
17.4.1992
1.12.1989
10.1.1987
26.7.1984

8.1.1988
20.1.1988
10.1.1988
11.1.1988
10.1.1987

12.1.1988
14.2.1979
20.1.1980
2.7.1990
28.9.1981
5.8.1984
24.12.1990
26.12.1990
29.1.1979
21.12.1990

17.10.1967
5.3.1975
3.6.1967
3.6.1967
5.1.1992
7.1.1992

0.1.1992

6.1.1992

3.1.1992

5.1.1992

1

18.4.1980
12.5.1955
20.1.1980
23.4,1986
7.5.1985
2.5.1986
10.5.1983
24.12.1980
7.5.1985
4.1.1991
30.11.1976
28.12.1982
5.1.1975
25.1.1989
2.5.1986

12,10.1990
12.10.1990
18.12.1979
18.12.1979
11.6.1988
7.2.1987
4.1,1991
23.12.1978
27121978
6.2.1987
3.1.1991
7.2.1987
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RECORDS

INTERNATIONAL MOTOR GLIDERS (as at 14.2.93)
SINGLE-SEATERS

Height Gain 9935m M. D. Stevenson, USA

Absolute Altitude 10 408m G. Cichon, W. Germany

Straight Distance 826.66km P. Elkmann, W. German

Goal Distance 801.5km F. F. Ott, Germany (in USA)

Goal and Return Distance 1084.94km 0. Schauble, W. Germany {in South Africa)
Triangular Distance 1115.95km W. Eisele, W. Germany (in South Africa)
100km Triangle 191.19km/h B. Bunzli, Switzerland (in South Africa)
300km Triangle 165.51km/h B. Blnzli, Switzerland (in South Africa)
500km Triangle 170 05km.h B. Bunzli, Switzerland (in S. W. Africa)
750km Triangle 150.81km/h B. Blnzli, Switzerland (in S. W. Africa)
1000km Triangle 139.96km/h B. Biinzli, Switzerland (in South Africa)

MULTI-SEATERS

Height Gain 5650m H. Kéhler, W. Germany and J-C Batault (in USA)

Absolute Altitude 8000m H. Kdhler, W. Germany and J-C Batault (in USA)

Straight Distance 969.75km J. W, Wenger and W. W, Aitken, USA

Goal Distance 777.81km J. W. Wenger and D. W. Sitken, USA

Goal & Return Distance 1101.44km W. Eisele, Germany and ? (in ?)

Triangular Distance 1256.19km W. Binder and M. Mertel, Germany (in ?)

100km Triangle 179.53km/h 0. Wegscheider and P. Eich, W. Germany (in South Africa)

300km Triangle 164.88km/h H-w. Cgrosse and Karin Grosse, W. Germany (in Australia)

500km Triangle 171.1km/h H-W. Grosse and J. Hacker, W. Germany (in Australia)

750km Triangle 157.27km’h H-W. Grosse and Karin Grosse, W. Germany (in Australia)

1000km Triangle 129.98km/h E. Milller and W. Binder, W. Germany (in Australia)

1250km Triangie 128.03km/h W. Binder and M. Mertel, Germany (in ?)
SINGLE-SEATERS (WOMEN)

Height Gain 8844m Ingrid Kéhter, W. Germany (in USA)

Absolute Altitude 10 245m Ingrid Kéhler. W. Germany (in USA)

Goal & Return Distance 531.10km Ingrid Kéhler. W. Germany {in USA)

100km Triangle 127.48km/h Ingrid Kéhler, W, Germany {in USA)

300km Triangle 87.53km/h Ingrid Kohler, W. Germany {in USA)

500km Triangle 84.94km/h Margrit Pantenberg-Becker, Germany

MULTI-SEATERS (WOMEN)
300km Triangle* 66km/h Isabeil Mittag and K. Walter, W. Germany
“Subject to homologation

DG-400 25.10.1985
Nimbus 2m 27.5.1979
ASW-22wm 15.4.1989
ASW 228 ?.7.1992
ASW-22 9.1.1988
ASW-22m 3.1.1990
DG-400 29.12.1987
DG-400 22.12.1984
DG-400 9.1.1988
DG-400 17.12.1987
DG-400 28.12.1984
Taifun 17: 28.4.1986
Taifun 17¢ 28.4.1986
Nimbus 3om 7.7.1989
Nimbus 3pm 7.7.1989
Nimbus 3pm 23.12.1991
ASH-25mB 141291
Nimbus 3pm 5.1.1989
ASH-251 9.1.1991
ASH-251 31.12.1990
ASH-257 10.1.1991
ASH-25us 27.12.1986
ASH-25u8 14.12.91
DG-400 12.6.1988
DG-400 12.6.1988
DG-400 1.7.1989
DG-400 4.7.1989
DG-400 4.7.1989
Ventus CM 31.5.1991
DG-500m 27.5.1990

HIGH QUALITY MAJOR REPAIRS: Glass fibre and
wood gliders.

TOST: Wheels, tyres, weak links and release hooks.

DOPES AND PAINTS: Main stockists for Neogene
products, specialist paints on request.

INSTRUMENTS AND RADIOS: Winter agents — most
other makes available.

MATERIALS: For all your repair and re-build needs:

SERVICE: All items competilively priced, same day
despatch.

- The Complete Glider Service
% CAA APPROVED WELDING x

(C:;Iéi) biitr:h ply, German steel tube, glass cloth and London Sailplanes
n . [ ¢

Limited
INSTRUMENT CALIBRATION AND SERVICING Tring Road, Dunstable, Beds LUG 2JP
COUNTER, POSTAL AND CARRIER SALES Tel: (0582) 662068 = Fax: (0582) 606568

Open Monday Saturday
9am to 6pm

NEED TO HIRE? PLEASE CONTACT US FOR DETAILS
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LOU FRANK

ot another article on spinning! Yes, an-
other, because every year too many pilots, some
experienced, others less so, are still being in-
jured or paying the ultimate price for somehow
failing to recognise or react to this life-threaten-
ing situation.

Why is it that despite our best training efforts,
world-wide statistics continue to reflect an
appalling record of spin-related accidents? We
teach the dangers of low and slow flight, we sup-
posedly learn the symptoms of an approaching
stall and how to recover from it so how can pilots
get into this dangerous, and often fatal,
situation?

The answer, | believe, lies in an understand-
ing of some aspects of basic psychology; the
role of the subconscious mind, stimulus and re-
sponse, and the conditioned reflex. (Experts in
this field will | hope forgive the writer grossly
over-simplifying this complex subject; a little bit
of knowledge is a dangerous thing, but then so
is inadvertent spinning . . .)

Consider for a moment your reaction when
driving a car on an icy road. The car starts to
slide to the left as you negotiate a bend to the
right. Most of us know that the only hope of
checking the skid is to steer to the left — into the
direction of skid. Yet, despite this knowledge,
most of us will find ourselves steering to the right!
That is unless you are a professional driver en-
gaged in sports such as rallying or motor racing.
The difference is not a matter of knowledge, but
experience.

The professional driver has developed an al-
ternative subconscious programme, that issues
a different set of commands in response to the
particular symptoms received by his senses.
This alternative or secondary programme {which
in this case contradicts the primary programme)
is kept accessible by constant practice, thereby
reinforcing it. It is important to understand that
knowledge alone will not provide an automatic
response to a particular situation; only practice
will provide the skill programme.

We all have “survival programme” imprinted
in our subconscious mind. Some are inborn (in-
stinctive), others are learned through experience
— like ducking a fast moving object heading our
way. Ducking is not a considered conscious de-
cision, but a learned {conditioned) reflex to that
particular stimulus. We have little control over
such reflexes — try not blinking when somecne
claps their hands two inches from your face!

When you were learning to fly, you may have
been well aware of the principles of controlled
flight, but much practice was necessary for you
to acquire the skill of co-ordinating the controls
before becoming a proficient pilot — before your
responses became automatic. As an experi-
enced pilot you no longer need to focus your at-
tention on using the controls to fly straight, turn,
climb or dive. Your subconscious programme
will look after that, freeing you to concentrate
upon thermalling, navigation, and other complex
tasks that require judgment and decision mak-
ing.

Your subconscious programme will react
automatically to perception; “nose dropping —
pull back on stick” or *right wing dropping — move
stick to left” and so on. But as we all know, those
are improper responses in semi-stalled flight,
and we all know that should we be turning, such
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TO SPIN, OR
NOT TO SPIN

That, says Lou Frank, is the question to a life-saving
alternative. He thinks it vital to practise until you become
programmed to recognise and recover from this potentially

dangerous situation

aresponse would be likely to induce an incipient
spin . . . We know this because we have experi-
enced it during our training — but did we really
learn from this? Did we develop an alternative
programme in our subconscious that commands
not to pull back the stick when the nose starts to
drop approaching full stall — not to attempt
checking increasing bank with aileron when
about to stall in a turn? The answer all too often
is “no”.

The development of the alternative pro-
gramme is dependent entirely on practice — par-
ticularly so in this case, as the commands of the
alternative programme are opposite to the pri-
mary programme! Recovering automatically
from a skid in your car is almost impossible with-
out regular practice on a skid pan — ask any po-
lice patrol driver! Similarly, regular practice in
stall/spin exercises is essential if you are to keep
the alternative programme alive and accessible
—the automatic response that requires little con-
scious effort.

Pilots rarely get themselves killed spinning in
from over 1000ft. They either have time to get
the brain in gear —to consciously analyse the
situation and correct it — or the inherent stability
of the aircraft saves them. Most spinning acci-
dents occur from less than a few hundred feet
above ground, usually when the workload of the
conscious mind is high — or filled with overpow-
ering apprehension. Without an alternative pro-
gramme accessible, the primary programme will
inevitably take over at the onset of a stall — with
predictable, and sometimes fatal, results.

If you doubt the power of your primary pro-
gramme when flying, there is a simple way to
prove it; fly with an instructor in a two-seater and
get him to put the aircraft into an incipient spin
(stall off a flattish unco-ordinated turn) and ask
you to recover. Despite your advance knowledge
of what is going to happen, despite you kndw-
ing that you must not use aileron to check the
dropping wing, just how much did you move the
stick applying opposite aileron? Under such pre-
pared circumstances you probably remembered
to relax the backward pressure on the stick,
which is all that is necessary. If so, a bit of oppo-
site aileron is not going to make a great deal of
difference to the recovery — but how would you
respond facing a difficult field landing or similar
high workload situation?

Prevention, they say, is a whole lot better than

cure. So the best insurance you can have
against being included among the stall/spin ac-
cident statistics is to first recognise the symp-
toms of an approaching stall —let me remind you;

Stimuli

e Nose too high (in normal flight).

Airflow noise reduced or changed in pitch.

Aileron response less effective.

Indicated airspeed low.

An increasing need to “hold off bank” when

turning.

Rate of sink often excessive.

Buffeting of tail surfaces.

o Nose tending to drop despite increasing “up”
elevator.

Recognition of one or more of these symptoms

should alert your alternative programme (if you

have one) and prompt an automatic recovery

procedure as follows;

Responses

Lower nose to improve angie of attack. Do not
try to lift dropping wing with opposite aileron or
opposite rudder.

If the above actions are taken too late, and a
full stall {straight) results, then recover from the
dive with rudder neutral and wings level, using
airbrakes as necessary to avoid exceeding VNE.

Should you fail to take corrective action in re-
sponse to the symptoms when turning you may
enter a full spin. Very few aircraft today will spin
unless deliberately put into it and held there.
Nevertheless it is vital that you know and prac-
tice full spin recovery;

1. Full opposite rudder (to direction of rotation).
2. Pause (to allow rudder to take effect).

3. Stick slowly forward until rotation stops.

4. Centralise rudder.

5. Recover from dive, wings level, taking care
not to exceed placarded limits; use airbrakes as
necessary.

Summary

Knowledge is not enough to prevent you mak-
ing inappropriate responses in a high workload
situation. The development and subsequent
reinforcement of a recognition and recovery
stall/spin programme can only be brought about
by regular practice. Just how well are you pre-
pared . ..? b
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talling and spinning accounts for a signifi-
cant proportion of gliding accidents. The circum-
stances leading to the eventual spin may be a
winch launch failure or cable break, running out
of height in the circuit pattern, field landing or
ridge soaring. All, or most, of the accidents are
from an inadvertent spin starting at a height from
which recovery is unlikely or impossible. Injuries
are usually serious or fatal.

So the risks are real but despite increased
emphasis in training and additional exercises to
heighten awareness of the risk, the accidents
continue. What then is the problem?

Most accidents in sporting and private avia-
tion are due to pilot error. This may mean a lack
of skill, a failure to manage the workload, a lack
of awareness of the risk or simply a lack of imag-
ination. Once a pilot is past the stage of regular
checks, maintaining an adequate standard is a
matter of regular flying practice and having a
personal philosophy to “do it right”, that is within
safe limits.

Maybe it's the philosophy that slips since a
significant number of spinning accidents hap-
pen to pilots who are in practice and experi-
enced. This may indicate that a combination of
over-confidence and complacency are the root
of the problem. Whatever the factors it seems
that too many pilots do not appreciate the risks
which need to be considered in both the context
of dual training and solo flying.

Training philosophy

In regard to stalling and spinning various
views are put forward representing extremes of
caution and risk taking. This can be best appre-
ciated by considering the height at which such
exercises are carried out.

As a young {or new in the job!) national coach
| well remember being asked to make a safety
audit of a club with a poor record, particularly
stall/spin accidents. | flew with most of the in-
structors, none of whom would teach stalling, let
alone spinning, below 1500ft! The obvious im-
plication was that stalling and spinning are dan-
gerous — but we all know that, don't we?
Interestingly, although the demonstrations of
stall and recovery were satisfactory with good
patter etc, they had little or no indication or em-
phasis that stalling and spinning are fraught
when it happens near the ground. The only em-
phasis was — “we don’t do it below 1500ft.”

The other extreme is to carry out the training,
some or all of it, at a height which really empha-
sises the message by frightening the student.
Obviously this would incur significant risk and,
let me stress, | am not advocating such practice.
The necessary balance to be achieved must be
based on what risks the instructor takes during
training with the aim of minimising the overall
risk.

Without getting into too much detail | believe
the balance is achieved for each individual stu-
dent by giving him, or her, a “calibrated fright.”
Let me qualify that point. A calibrated fright will
have achieved its objective if at any time a pilot
finds himself flying too slowly he recalls the fright;
better never to fly too slowly. Generally the train-
ing exercise will involve a contrived inadvertent
stall in circumstances which will alarm the stu-
dent sufficiently, despite the fact that there are
adequate safety margins.
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TEACHING STALLING
AND SPINNING

Bill says he makes no apology for more copy on this topic.
This is the second of two articles in the Yearbook, each
dealing with different aspects. Spinning continues to be the
main cause of fatal accidents and pilot education and regular:

practice are the best protection

Calibrated frights

The circumstances may vary, the message
should not. A good example might be soaring a
ridge. “Fly a bit slower” you may say. Continue
beyond the best lift, even into sink. Prompt “turn
now”, and maybe the turbulence will do the rest.
Obviously this only applies if you have enough
height above the valley floor and may be more
appropriate to hill top sites. Whether the empha-
sis comes from the altimeter reading or the prox-
imity of the ridge behind you is not important, so
long as you get the message across.

Other circumstances are possible - flying
slowly in turbulent conditions or thermalling (so
long as there are no aircraft below!). In any case
there may be a contrived element; afterwards
you should point out that flying too slowly is not
efficient.

Begging the question!

I have still avoided the $64 000 question, what
is the minimum height at which stalling and spin-
ning should be completed? A difficult question
because the answer depends on several fac-
tors: the philosophy of the instructor (in this con-
text), his perception of his own ability (which may
be flawed) and his skill and experience of stalling
and spinning, the student's confidence or lack of
it, the spin and recovery characteristics of the
glider, the weather conditions and even the
height available (consider a winch only opera-
tion). Each of these factors warrants separate
consideration even though they are to some ex-
tent inter-dependent.

The glider’s characteristics are an impor-
tant factor. How readily does it spin? What is the
height loss per turn? Does it recover on com-
mand, that is with good authority? To what ex-
tent does an incorrect recovery (say less than
full opposite rudder) delay recovery? Do the
characteristics differ between forward and aft C
of G? The answers vary from type to type and
each factor needs to be taken into account. More
importantly, these are questions you must
answer!

Obviously minimum safety height doesn't
vary all that much but, based on height after
pulling out from the dive, 700 or 800ft for a K-13
but not less than 1000ft for a Puchacz. There,
I've put numbers to it, but these will still be qual-
ified by the other factors!

The instructor's personality profile can be
quite important. The implications of the macho
image are obvious. “Imputsiveness”, a tendency
to act without reflection may be a compounding
factor as may “invulnerability” — “accidents don't
happen to me!” “Opposition to authority” may
lead to flouting any height guidelines or limits. It
is hoped that the selection and training of in-
structors goes some way to avoiding or modify-
ing some of the least favourable traits. In
principle letting pilots elect to become instruc-
tors is not good practice.

The instructor's philosophy should influence
the conduct of the stall/spin exercises. His aim
should be to convince the student that the risks
are real and serious — like death! To achieve this
metaphorical impact requires a good under-
standing of the hazards and a fine balance to
give thorough training and bring the right degree
of emphasis to the calibrated fright.

Contidence is relevant to both instructor and
student. For the instructor his personality profile
will interact with skill and experience. It is inter-
esting to note that the break-off height goes up
with age! A significant element in the training is
to build a student's confidence.

Confidence should be the determining factor
when a particular exercise is taught; stalling and
spinning too soon may destroy confidence which
can be difficult to restare. In reality a pilot who
continues to be nervous (for nervous read fright-
ened) may never be safe in a spin prone glider.

The weather conditions should also be con-
sidered. There may be adverse factors of turbu-
lence, wind gradient and poor visibility which
may affect the conduct of the exercise and even
whether you carry it out at all.

The emphasis

Bringing the right degree of emphasis for each
individual is obviously not easy and, as was said
earlier, has to take the various factors above into
account. If the height at which the spin recovery
is made was the only factor then it might be rela-
tively simple to give guide lines, such as the
heights given earlier. However, spinning low
down is clearly a relatively basic approach to
bring the right degree of emphasis.

A key factor in determining the minimum height
is the fact that the ground looks noticeably closer
after the recovery than it did on entry. This is
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THE NEW BGA
HANDICAP LIST

John, chairman of the BGA Handicap Sub-committee, outlines

the major changes

his year there has been a fairly radical over-
haul of the handicap list with many individual
changes in response to pressure that has been
building for some time. In addition we have
decided to abolish the differential handicap for
waterballast as it it felt that the decision to carry
water or not is up to the pilot and is part of com-
petition flying. In general gliders that can carry
water have a handicap nearer the highest previ-
ous handicap to reflect their ability to cope well
with a range of different soaring conditions. It

sometimes known as the “ground rush effect”.
Why is this important? Simply because it should
make a student or any pilot aware of a serious
risk in the inadvertent spin, that is of pulling too
sharply out of the spin recovery dive. Of course
we all know the risk —a high speed stall.

One final point. Continuous spins have a place
in training insofar as they ensure that a pilot is
not disorientated or disconcerted during the ma-
noeuvre. A reatl test of ability and state of mind
is to enter and stay in a spin, counting the turns,
monitoring the height oss, working out the height
loss per turn and then recovering on a heading.
There is no merit in combining this manoeu-
vre with the low level recovery justified in the
previous paragraph.

Rules

Why not a rule no spinning below "Xft"? In the
circumstances who will decide X7 Will it be a fig-
ure which precludes teaching spinning at winch
launch operation except on soaring flights? If
there is a rule would everyone comply? We all
know rules which are more honoured in the
breach than the observance, don’t we?

In the final analysis

Philosophies on spinning vary. Is this a coun-
sel of perfection? | think not. The exercise was
dropped from the PPL syllabus in the USA years
ago and more recently in the UK. It is interesting
to note the fresh emphasis on spinning in glider
pilot training in the USA. One thing is for sure,
despite recent trends towards gliders that seem
to spin less readily, most of them will. Accidents
still confirm this and no doubt will continue to do
s0. Your only insurance is good dual training and
regular practice, both dual and solo. Or would
you rather travel hopefully?
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was felt also that it is not desirable to require
pilots to fly with inappropriate wing loadings.

For similar reasons it has been decided to do
away with the differential handicap for motor glid-
ers. These now have the same handicap as the
equivalent glider — the conditions alone deter-
mine whether the extra weight is an advantage
or a disadvantage.

A total of 70 new or altered handicaps have

been awarded. The major areas for change have
been:
1. Slight up rating of the newer Standard Class
machines together with a slight down rating of
some of the 15 Metre Class machines. It is six
year since someone first indicated to me that
there really wasn’t all that much between an
ASW-20 and an LS-4. It has been felt generally
for some time that the handicap differential be-
tween these two groups was excessive and
measured performance data supports that view.
2. Compression of the higher handicaps. This
reduces the overall spread of handicaps and
brings us more in line with the German handi-
cap list. It should make it fairer for these gliders
in Regionals where they are excessively
penalised at present.

Wherever possible the guide lines relating to
wingtip extensions and winglets have been fol-
lowed — that is a 2% increase/m of increased
span and a 1% increase for winglets.
Handicapping wing extensions has become
harder recently with the proliferation of devices,
some of which seem to work whilst others are of
more doubtful benefit. No doubt the process of
assessing the effectiveness of these attach-
ments will continue during this coming year and
further changes in handicap are likely in the fu-
ture.

BGA 1993 Handicap List

130 Nimbus 4

129 Nimbus 3 (25.5m)

127  ASW-22 (24m), Nimbus 3 (24.5m)

125  ASH-25, Nimbus 3o, Nimbus 3bm

117  Kestrel 22

t16  Glasflugel 604, Jantar 2, ASW-17, LAK-
12, Nimbus 2

115 LS-6¢ (17.5m), DG-600 (18m)

114 Jantar 1, Ventus (17.6m), Kestrel 20

113 ASW-208L, DG-600 (17m)

112 Ventus (16.6m), DG-500, DG-500m,
ASW-20cL, Kestrel 19

111
110
109
108

107

106
105
104

103
102
101
100
99
98

97
96

95
94

93
92

90

ASW-20L

DG-400, DG-202 (17m)

18-32, LS-3 (17m), LS-6, Vega L (17m)
ASW-20B, ASW-20c, Calif A21, DG-600
(15m), Diamant 18, Glasfligel 304, Janus
C, Janus CM, Ventus (15m)

ASW-20, DG-200, Kestrel 17, LS-3,
Mosquito Nimbus 15, Speed Astir, Vega
(15m)

LS-7wL

ASW-24, Discus, LS-7, SZD-55

Cirrus 18.8, DG-300, Janus B, LS-4, PIK
20

PIK 20g, Pegasus

ASW-19, Cirrus 17.7, Phoebus 17

Std Jantar

ASW-15, DG-100, Hornet, LS-1, SHK-1,
Std Cirrus

Astir CS, Pegasus Club, Std Libelle, DG-
300 Club

ASW-19 Club, Diamant 16.5, Marianne,
Sport Vega

Silene

Acro Twin 3, JP15-36a, KH 1, Motor
Cirrus, Twin Astir

Astir Jeans

Acro Twin 2, K-21,K-23, Cobra 15, Libelle
Club SFH 34, Viking

SZD Junior

Dart 17, Foka 5, 1S-29p, Torva, Zugvogel
38, Puchacz

Foka 4, K-6€, Pilatus B-4, SD 3/15, SF-
27, Sie 3

Iris, 1S-28B, SF-27m

Olympia 419

K-18, Skylark 4

Skylark 3

Dart 15, K-6¢cr, Olympia 403, Pirat,
Olympia 463

BG-135, Fauvette, M 200

K-14, L-Spatz, M 100s, Mosway 4, Super
Blanik

Bergfalke 4, Jaskolka, K-8, Mosway 3,
SF-26, T-53

Eagle

Skylark 2, K-13, Sky, Weihe

Bergfalke, Blanik, Bocian, Mucha Std
Super Falke

K-2, K-7, SFS-31

Capstan, Meise, Olympia 2. Swallow
K-16, Kite 2a, RF-58, Tandem Falke
Kranich, M(-13

Prefect

Grunau Baby

T-21

Falke

S&G CONTRIBUTORS

We welcome articles for S&G and
good colour and black and white
photographs — colour prints are very
acceptable. For those of you using
word processors we appreciate the
loan of the disc. But please write to
our Cambridge address and not the
BGA office.
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MERRI HEAD

ow does any one start gliding? | started
because | was tricked into it. One Easter Sunday
many moens ago, Derek woke up, looked at the
sunshine and asked me what | wanted to do. |
thought it might be pleasant to take in an an-
tiques fair or visit a stately home. Derek went to
make some coffee, and returned smiling broadly
—"“We'll go to Bicester", he said.

It was not until we were half-way there that |
thought to ask what was in Bicester. "Gliders”,
he replied, gleefully. How can | describe how my
heart sank? In the year that we had been mar-
ried, | had spent more time on little airfields,
bravely waving my fearless aviator off in his Pitts
than | care, even now, to recall. | could not bring
myseif to match his enthusiasm as we belted
along. Maybe, | hoped, he would change his
mind . . . maybe we would run out of petrol.

We arrived at Bicester, which looked big and
quite intimidating — alt these people doing things
to all these white shiny gliders, and all looking
very competent to me. | hardly knew where to
put myself, as Derek asked to see the duty full
Cat (who?). Then, suddenly, one of these large
white, winged objects actually took off at the
most amazing angle! I, who am afraid of roller
coasters had to turn away; I really couldn’t bear
to watch. Little did | know how many winch
launches I'd log in the coming year!

“l just recall how wonderful
it felt to be flying without any
distracting noises...”

Derek soon sorted me out with a flight, assur-
ing me that faunching by aerotow was “the gen-
tlemanly way to get airborne”. That was it. | don't
remember coming off tow, | just recall how won-
derful it felt to be flying without any distracting
noise. It's the feeling of gliding that catalysed
the addiction.

| did eight launches that day {five of which
were winch launches as economy took prece-
dence over fear), and flew three different types,
including a Janus with Terry Joint, then Bicester
CFl. That flight actually has a lot to answer for
as | promised myself that | would one day own a
Janus. It was obvious this glider meant business;
there were no frills or extra padding to clutter it
up and it was so elegant.

Derek couldn't believe the success of this ex-
pedition and subbed me to a logbook, a glider
pilot Met book, a copy of Laws and Rules, and
a learn yourself gliding book. | was so knocked
out by the exhilaration (the last flight was a
begged for aerobatic flight), that | fell asleep
clutching these shiny, new books on the way
home. We had an early dinner with me bom-
barding poor Derek with questions and him fend-
ing them.off as best as he could and an early
night so we could get to the airfield early the next
day to make my peace with the flying list. Notice
all the “early’s"? This was to set a pattern for the
next few years.

The next morning, and this has gone down as
a bit of history in Derek's old squadron, the first
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MERRI'S TRUE
CONFESSIONS

These are the true confessions of a gliding fanatic. Be warned,

| name names

words Derek was met with weren't “Good morn-
ing darling”, or, "Where’s my coffee”, but “About
this adverse aileron yaw thing”. | knew I'd mar-
ried the right guy when he retrieved the day's
unread newspaper and proceeded to make an
aerofoil out of it.

Once they finally got me to open my eyes on
a winch launch, learning to glide progressed
smoothly enough. You can ask Ted Richards if
you think I'm exaggerating about keeping my
eyes shut. The poor fellow had the privilege of
sitting in the back while | took control for the first
time and found out what a winch launch really
looked like from start to finish. It was only when
we debriefed that | discovered that the view
wasn't supposed to be quite so steep, or “verti-
cal" as Ted put it when he finally found his voice.
It was allnewstome . ..

Derek left for a four month sojourn in the
Falklands soon after I went solo (I remember
them all scurrying to push the gliders closer to
the bus, freeing as much of the landing area as
possible — this did wonders for my confidence).
He knew when to make an exit. All the letters |
sent him were full of “and did you know that when
you do this the glider responds as follows . . .".
Not gushes of romantic *“missing you" dribble,
but blow-by-blow accounts of each and every
flight.

He used to respond by analysing each report
in turn. I've looked out the correspondence re-
cently and had to laugh: there was the letter from
him which predicted my incipient promotion to
single-seaters, which | received the day that |
was converted to the K-8. That was a shock:
finally | was flying something my size, and some-
thing which had a rate of roll! Wow.

After that came the newly rebuilt K-18 which |
think | literally would have killed for; | wanted to
fly it so badly! imagine, a glide angle! | loved that
littte glider then, and itis still one of my favourites.
I had the first flight after it had been flight tested,
and I'll never forget the way it smelled, or how
beautiful and neat the black Hammerited instru-
ment panel looked. | have 35hrs in it, and while
no one actually resorted to using a crow-bar to
get me out of it, that's probably what it would
have taken. | firmly believe that all gliders have
souls, and this has one of the best. Nothing
afterwards, until the Janus, felt as good, and the
Janus took some getting used to.

The next step came when Derek left the RAF
and it became necessary to buy a glider. Janus
C (710) fortuitously presented itself to us and we
underwent a fairly agonised period of debate:

shall we or shan't we buy it? It was expensive,
yes. but then again, it wasn't every day a Janus
came on the market, especially one which was
in as good condition as this one (thanks, Ralph,
it really is beautiful). If we put the money in the
glider, then we don't have it in savings, and what
if something should go wrong? Well, we'll just
have to face that when it happens — no use bor-
rowing trouble.

Can you figure out who had which side of the
argument, sorry, debate? It was really very good
of Derek to agree to this purchase — most wives
are satisfied by the odd dinner out, but not this
onel! It is still to his credit, and to the credit of the
syndicate, that they don't shout me down when |
call it "mine”. | don't even think they grit their
teeth anymore.

Owning a glider has brought its own share of
“adventure”. The village is still talking about the
time we (Derek) managed to park the trailer in
front of our house on our way from Bicester to
Talgarth. | didn't think it was possible, and it was
nearly impossible to get it out again — something
to do with a lip on the road where it meets our
gravel drive (all of 5ft wide) and a defunct brake
as | recall the explanation.

| had been very nervous about towing it to
Wales, laden as we were with baby, dog and ac-
coutrements (nappies, if you must know), but after
man-handling that glider trailer out of our drive
and down the track to the road, dog jumping and
Izzy yelling, anything would have been easy.

“I'm sure the neighbours
think we’re involved in
some strange religious sect”

——

The village has also noticed the smells ema-
nating from our kitchen (nothing to do with my
cooking). | refer to glass-fibre, lead flashing and
aluminium sheeting all mushed together in 710's
front seat pan on our kitchen table. Derek turned
this into ballast for me to fix to the seat. (I need
to carry at least 30Ibs.) I'm sure the neighbours
all think we're involved in some strange religious
sect. When you think about it, though, they're
not far wrong.

Of course, as soon as | had built up 40hrs —in
three weeks —in 710, events (eg morning sick-
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BGA COMPETITION NUMBERS

The following Competition Numbers are registered with the BGA
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28.

. J. Wills
.E. Jones
D

James

A

.D.

.H. Herrmgshaw
.B.

. L. Withall

. C.A.P. Ellis

. P.Newall

. P. Potgieter

. AGA

. R. May

. J.D. Jones

. G. D. Ackroyd
. RAFGSA

. M.T.A.Sands
. C.R.Ellis

. BGA

. D.D. Carrow

. M.l Gee

. T.8S. Zealley

. P. Redshaw

. RAFGSA

. 1. C, Woodhouse
. RAFGSA

. RAFGSA

D. S. McKay

. J. D. J. Glossop
. J. E.New

. C.Garton

. P. Hawkins

. H. Johnson

. T. Murphy

. J. Kingerlee

. B.B. C. Watson
. K. Blake

. N. Marriott

. W. Stephen

. B. Fitchett

. R. Ruthertord

. G. N. D. Smith
. J. Gentry

. A.H. Warminger
. Lasham GS

. M. Pope

. 8. Hill

. D. E. Findon

. D. C. Austin

. R. lidge

. G.W.G. Camp

H Lysakowski

. T. Spreckley

. H. C. Marriott & Ptnrs
. Borrill

63.
64.
65.
66.
67.
68.
69.
70.
71.
72.
73.

74.
75.
76.
77.
78.
79.
80.
81.
82.
83.
84.
85.
86.
87.
88.
89.
90.
91.
92.
93.
94,
95.
96.
97.
98.
99.
100.
101,
102.
103.
104,
105.
106.
107.
108.
109.
110.
111,
112.
113.
114,
115,
116.
117,
118.
119,
120.
121
122.
123.

Olender
Jeffery
Lincoln
Delafield

R. Mansell

L. Cooper
Wright

Knight

R. Lysakowski
Sturland
Chadwick/

K. Scott

A Linee

W. Kay

A. Blackburn

M. Hudson

M. Pocock

J. & M. Randle
A. & D. Davis

J. Upton

R. Jones

T. J. Harrison

M. Coffee

D. Robertson

J. Peck
RAFGSA

D. G. Roberts

J. AL K. Miller
Foot & Ptnrs

R. K. Hendra

T. Perkins
Marlow & Synd
Nine Four Aviation
J. Bell

Imperial College GC
BGA

Grant, Smith, Grainger
T. I. Quinn-Hall
R. Starling

P. Ramsden

R. Cousins

C. J. Mayhew
G. Metcalfe

A. P. Moulang
A. & J. Garside
J. E. Cruttendon
C. R. Simpson
B. Fairston

R. Jones

M. P. Seth-Smith
J. Eliis

G. & A. Johnson
S. J. Reynolds
J. M. West

N. J. Ashworth
J. W. Evans

D. Byass

E. W. Richards & Ptnrs
A. Snow

W. R. Longstaff
Decloux/Welford
D. J. Dimmer

POMIMDEXE DM

124.
125.
126.
127.
128.
129.
130.
131.
132.
133.
134
135.
136.
137.
138.
139.
140.
141.
142.
143.

144
145,
146.
147.
148.
149,
150.
151,
152.
153.
154,
155,
156.
157.
158.
159,
160.
161.
162.
163.
164.
165.
166.
167.
168.
169.
170.
171.
172,
173.
174,
175.
176.
177.
178.

179.
180.
181.
182.
183.

J. A.F. Barnes
R. Lynch

J. Dobson

P. Trevethick
R. J. Marriott
A. J. Chappell
R. Lemin

W. J. Dean

T. Harrington
Not to be released
P. Purdie
Coventry GC
A. &. J. Miller
S. Parsonage
C.J. Evans

C. M. Davis

HeDD

. Davis &

awkins

AA J. Burton

K. L. Marham

G. D. E. MacDonald
B. Marshal & Ptnrs
L. S. Hood

Surrey & Hants GC
R. Andrews

J. A. Lewis

PS5 Sailplanes

P. Holland

A. L. Harris

J. A. Rollason

A. Townsend

H. Tarnow

B. H. Owen

N. Goulding

G. Dale

A. J. Rooney

K. Kiely

V. L. Brown

J. Moore

J. L. Smoker

@G. Corbett

M. Thick

G. D. Morris

L. Kirkham
P. Fenelon
A. Jacobs
R. D. Hone
P. L. Poole
P. Warg

184.
185.
186.
187.
188.
189.
190.
191
192.
193.
194
195,
196.
197.
198.
199.
200.
201.
202.
203,
204,
205.
206.
207.
208.
209.
210.
211,
212.
213.
214,
215,
216.
217.
218.
219.
220,
221.
222,
223.
224.
225.
226.
227.
228,
229.

230.
231.
232.
233.
234.
235.
236.
237.
238.
239.
240.
241.
242
243,
244,

. Evans

S.E
R. A. Holroyd/F. P. Wilson
|

. J. Metcaite
A. D. Palmer & Ptnrs
I. D. Smith
D. Garrard
J. Rees
A. P. Myers
M. Gale
Bristol and Glos GC
Morris/Warren
S. Bicknell
Hartley & Ptnrs
P. M. B. Jessop
C. K. Davis
P. H. Turner
P. G. Cook
C. Lowrie
D. A. Hatfield
R. Hatwell
E. Drew
L. G. Callow
Yorkshire GC
J. W. Wren
M. Brockington
R. J. Nicholls
P. R. Jones
R. Housden
AGA
K. 8. Matcham
D. Jeffries
Angus GC
D. Owen
Paterson & Ptnrs
P. Hurd
C. Iretand
E. H. L. Shore
W. R. Longstaff
. F. Brook
. Forrest/A. Hallum
. Craig
owdy
aines & Ptnrs

'UZ):UIOUJZ

Clarke

J

R.

M.

R

N. Francis

L. Noad & Ptnrs
P. J. Haseler
A
R.
w
S

245,
246.
247,
248.
249.
250.
251.
252.
253.
254,
255,
256.
257.
258.
259.
260.
261.
262.
263.
264.
265.
266.
267.
269.
270.
271,
272.
273.
274.
275.
276.
277.
278.
279.
280.
281.
282
283.
284,
285.
286.
287.
288.
289.
290.
291,
292.
293.
294.
295.
296.
297.
298.
299,
300.
301.
302.
303.
304.
305.
306.
307.

J. L. Bridge

J. P. Gorringe
B. C. Marsh

A. M. Walker
R. Harris

W. J. Murray
Payne/Jenkins
Cirrus Group
T. A. M. Bradbury
D. A. Smith

J. Claxon
D.S. Towson
Yorkshire GC
V. C. Carr & Ptnrs
T. Daie

P. Pozerskis
A. French

M. C. Boik

T. J. Mornin

N. Parry

A. O. Harkins
Highland GC
J. A. Johnson
T.R. F. Gaunt

H.
. R. Duffin
. R. Fountain
D. Lovell

S.J. Ferguson
M. Hastings

D LeRoux

M. Strathern

J. Wesley

K. Kingsland

C. Pike

P. Rice & Pin
Coventry GC

J. M. Beattie

J. W. Murdoch
R. Boyd

East Sussex GC
M. C. Russell

J. D. J. Glossop & Pinrs
S. Adlard

Z4 Syndicate

S. C. Foggin

A. M. Raper
imperial College
J. C. Bailey

M. B. Hill

L. J. Hartfield

A. Evans

J. Burry

Polish AFA

S. Olender

Z. Marczynski
M. J. Haslakiewicz
A. MacGregor

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

Flagstatfs suitable for Windcones sup-
plied and fitted.

Landing Marker Sets in bright orange.
All types of Flags and Banners.
PIGGOTT BROTHERS & CO. LIMITED
Stanford Rivers, Ongar, Essex CM5 9PJ

Tel: 0277 363262
Fax 0277 365162

iversity

Structured courses for beginners from | Membership & courses:
£195 — winch, aerotow or mixed.

Bronze Badge Courses

Why not visit us for a
cross-country camp?

Gransden Lodge offers:
100 acre gliding only site ® Unrestricted airspace
7 day week operation (4 days in winter)
Supacat winch & 2 tugs = 4 Club two seaters
6 single seaters from K-8 to ASW-20 | Clubhouse:
Bookable Weekday training | 0767 677077

Margaret Cox,

PO Box 16

Royston, Herts SG8 7TY
Tel: 0763 208021

Other information:

The Secretary

Chris Sullivan

10 Kentings, Comberton
Cambridge CB3 7DT
Tel: 0223 263480

I
=
9
e
=
=
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Cambridge

Un

THE CLUB IS OPEN TO EVERYONE!

LIMITED EDITION
GLIDING PRINT

An award winning oil painting of a
Skylark 3 under a magnificent
soaring sky, by Margaret Kahn of
the Guild of Aviation Artists, has
been produced as a limited edition
full colour print measuring
475x347mm,

Itis priced at £10 and Margaret is
giving all the profit, to be shared
equally, to the BGA Philip Wills
Memorial Fund for gliding site
acquisition and the Lasham Trust.

You can order copies from the
BGA office, your club secretary or
direct from Wally Kahn ¢/o Lasham
Gliding Centre, Alton, Hants
GU34 5SS. Please make cheques
payable to W.A.H.Kahn, adding
£3 for p&p in the UK.

If it's going to be

AUSTRALIA

The most comprehensive in the air:
Daily weather and task briefing. Soaring &
competition training courses. 14-glider fleet -
Junior to Nimbus 2C. Day, week, month hire
rates, all inclusive high performance training
in Janus.

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

it's got to be

BENALLA

Write or phone John Williamson for delails:
PO Box 46, BENALLA, VIC. 3672, Australia.
Tel: (0) 57 621058. Fax: (0) 57 625599

For discount travel and details of alternative
Aussie Holidays quote ‘Benalla Gliding' to:
TRAVELBAG, 12 High Street, ALTON,
Hants GU34 8BN. Tel: 0420 88724

Sailplane & Gliding

You can buy the magazine from
most Gliding Clubs in Gt. Britain,
alternatively send £19.00 (io
include the 1993 Yearbook) or
£15.50, postage included, for an
annual subscription to the British
Gliding Association, Kimberley
House, Vaughan Way, Leicester
LE1 4SE.

Red leather-cioth binders spe-
cially designed to take copies of
the magazine and gold-blocked
with the title on the spine are only
available from the BGA.

Price £5.50 including post and
packing.
USA and all other Countries

Payable in either Sterling £15.00 (or
US$30.00) (or US $40.00 by Air Mail)

direct to the British Gliding Association.

Make Insurance problems

just plane sailing . . .

NEW LOW PREMIUMS FOR
CLUBS AND PRIVATE OWNERS
FOR INSTANT QUOTATIONS AND IMMEDIATE COVER CONTACT: MARTIN CASEY @

Lowndes Lambert Aviation Limited
Lowndes Lambert House 53 Eastcheap London EC3P 3HL

] m and at Lloyd’s
VISA
L

Telephone 071-283 2000 Telex 8814631
62 S&G 1993 YEARBOOK
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Fax 071-283 1970 Member of BLILB.A.
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