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BOOK REVIEWS

BOOK
REVIEWS

GLIDING IN AUSTRALIA by Allan Ash, pub-
lished by Hudson Publishing, 6 Muir Street,
Hawthorn 3122, Victoria, Australia and avail-
able from them at £10.00, cash with order.

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

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

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

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

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

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

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

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

MARTIN SIMONS

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

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

It succeeds.

Alt glider pilots are addicted skywatchers,
always looking for a goed day, good clouds,
wave bars and occasionally just admiring the
view. The authors obviously love the view.
Scorer is a meteorologist who studied air

-
motions using gliders and helped with
forecasts for competitions, so the section on
thermals and waves has several references to
gliding. Verkaik has been photographing sky-
scrapes for many years and gives illustrated
talks on metecrology.

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

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

JOHN G. WRIGHT

MANUALS FOR BEGINNERS

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

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

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

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

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

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

(Harold says that if anyone is interested in
copies they should contact him at Applegai
Leconfield, Beverley, East Yorks, HU17 7N(
tel 0964 550278)
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ROGER COOTE

I have always felt that landing out is like falling
off horses. The more you do it, the less it worries
you. But after a long spell without becoming
unsaddled, you tend to be increasingly more ner-
vous, cautious and timid at the prospect.
Similarly, with field landings. If you haven't done it
for a long time you tend to dread the prospect.
That was how I felt when | took off from Parham
on May Bank Holiday morning to attempt the club
task for the day, Devizes, Didcot, Pewsey. For a
star, it was slow progress into wind under a rela-
tively low cloudbase but along a familiar route.
Beyond Basingstoke cloudbase was thicken-
ing and large brown and murky streets were
beginning to form with the wind backing due
west. The first outlanding nearly took place ten
minutes later. | had crossed a large biue hole to a
cloud which failed to work and | was soon strug-
gling. At 800ft above some watercress beds and
with a field picked, | was once again redesmed.
Back at the 4000ft cloudbase, | pressed on.
Visibility was bad at that height and navigation
was becoming extremely difficult. | decided that
my safest route to Devizes would be to press out
over the northern edge of the Marlborough
Downs and use that as a navigational aid.

Membury and the M4
lay ahead but were
lost in the gloom

| pushed on speed to cross the great broad
shouider of Beacon hill and set up course once
again. Ahead | could just make out the littie red
brick town of Hungerford straddling the Kennet
and Avon canal. Membury and the M4 lay ahead
but were lost in the gloom. Following along the
scarp face of the Marlborough Downs | identified
Rivar Hill, site of Shalbourne GC.

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

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

| had only winched the Astir twice in the last five
years but with the prospect of my retrieve crew
having to travel over 100km on a Bank Holiday
afternoon, | felt that it was the only decent
thing to do.

The wind had now backed further and was
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TWICE
LUCKY

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

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

The launch was a cracker. | left my altimeter set
at 500ft and when | pulled off it read 1800. With
the scarp of the Marlborough Downs now behind
me, | pressed ahead for my sumptuous little cloud.
It worked. At 4000ft cioudbase | tumed south-
east. Way ahead through the murk, | couid make
out the great runway of Greenham Common.
Then the AA building at Basingstoke and at last,
vaguely through the haze, the white goif ball in
the centre of the airfield at Lasham. If | could
make Lasham, that would cenainly help the ret-
rieve. At 3500ft, still well to the west of Lasham, |
decided to try to make it back to Parham. To the
south, | could see the next white golf ball at
Oakhanger. Go for that one now!

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

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

It was a nice one and on the smooth manicured
turt of the polo field | was able to pult up quickly
and to use the last of my energy to steer across
and well to the side of the field.

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

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

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

Just another failed task, | suppose, but to me it
was another happy day doing what | enjoy most.
At least, | survived two more field landings.
Perhaps if | had stuck around, | might even have
had the chance of falling off a horse. if there is any
morat to his story, it is to press on and notto worry
too much about landing out. And if you do get into
trouble, always try to deal with the Man at the
Top. N> |

“SOARING”

The official monthly
journal of the Soaring
Saciety of America.
The onlty 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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ROUTE PLANNING PROBLEMS

DEREK PIGGOTT

mountains of central Wales and also over
Dartmoor. Although there are no real spread-out
areas in this example the showers were large
enough to make detours necessary.

3. Shower lines: These often form near the
edges of the mountains. The most prominent line
started over the mountains near Swansea and
extended across Cardiff and Bristol to the
Berkshire Downs. Another formed near the eas-
tern edge of Exmoor and extended across
Southampton to the South Downs north of
Chichester. The eastern end was probably boos-
ted by sea breeze convergence. A third shower
line (not shown in the sketch) extended down-
wind from Snowdonia and crossed the north
Midlands.

4. Shelter zones: Between the Snowdon and
the South Wales shower lines the Welsh moun-
tains gave a shelter zone which extended over
much of the Midlands. Here there were only small
cu.

5. Bristol Channel Gap: No ciouds appeared
over the damp, flat area downwind of
Bridgewater Bay. The Somerset levels are well
known for lack of thermals when the wind is from
the west. Although streets had formed within a
few miles of the coast of Wales, Devon and Corn-
wall the same air penetrated aimost to Salisbury
before proper cumulus started to form.

Some thoughts on task setting

1. If there is a moderate wind it is often an
advantage to set tasks into shelter zones. This
reduces the risk of total failure due to spread-out.
It may also be useful when showers are expec-
ted. High ground is a useful barrier against sea
breeze penetration too and may keep out
mantime low stratus.

2. With fresh to strong winds the lee of high
ground offers a possibility of finding waves.
There may also be streeting below and down-
wind of the wave bars making it easier to work
upwind. Large mountains tend to break up cloud
streets but they can reappear over more level
ground. The longer the land track the better the
chance that TPs will be visible from high up.

3. The middle of mountainous regions is more
likely to have large clumps of cumulus or spread-
out. The exception is on dry and rather stable
days when thermals are stronger over the moun-
tains than over the plains.

4. The edge of mountainous regions may
generate shower lines which extend many miles
downwind. The same effect occurs downwind of
large peninsulars when they are aligned along
the wind direction. In both cases there may be
convergence set up between the heavy cloud
over the coastal hills and an incoming sea
breeze.

5. ltgenerally paysto avoid TPs near windward
coasts. With an offshore wind coastal TPs may be
attainable but it is as well to turn them early in the
day if the off shore wind is light. Some of the best
cross-country days have little or no wind. Then it
is important to keep the last leg well inland.

6. Wide, flat and often damp areas offer easy
routes for sea air penetration. Particularly risky
areas (depending on wind direction) are:

{a) The Somerset levels from Bridgewater to
Wincanton.

(b) Much of East Anglia, Lincolnshire and the
East Midiands near the Wash.
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INSTRUCTING

“How much standardisation
do we need?” asks Derek
Piggott

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

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

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

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

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

Experience elsewhere has shown that when

(c) The Cheshire Gap and the low ground down
to Shrewsbury.

(e) The lower part of the Severn Valley and

(fy The lower ground inland from Poole and
Southampton.

(g) The Thames Estuary and low lying regions
of Kent and Essex. (But since much of this is in
controlled airspace it affects few people.)

7. Beware of chasing after a retreating cold
front. It is tempting to set off downwind when the
cu are looking good on track. However, there is
often a delay between post frontal clearance and
the development of proper thermals. If there is a
choice avoid the post frontal region. Otherwise
pilots will have to hold off or even back-track until
the ground warms up. Even worse, they may
even be sunk by a spread back of upper cloud if
the front comes to a halt. It has ailt happened
before and will doubtless happen again.

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

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

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

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

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

Most controversy is
at the circuit planning
stage of training

Itis usually at the circuit planning stage of train-
ing thatthe most controversy exists. For exampile,
one instructor will be adamant that the airbrakes
must never be opened during the final turn,
whereas another will allow it or even encourage it
in certain circumstances, etc. .

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

One of the main purposes of an instructors’
course is, in my opinion, to ensure that the new
instructors have a sound knowledge of the prin-
ciptes of every refated subject. If an instructor
knows his stuff, he will never teach something
which is incorrect. Moreover, an effective instruc-
tor can teach anything he knows about. The
actual patter is best left for the individual to
develop under the supervision of the instructor’'s
course coach. Learning “the patter” doesnot turn
a good pilot into a good instructor.

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

As a Booker pilot, I have the greatest respect

for Lasham. Wonderful site, wonderful food,
splendid organisation. So organised, in fact, that
some of the Booker sniping at blue cards and
yellow buckets and Mickey Mouse rules has to
be discounted. Of course Booker has the best
pilots, there’s no question of that. But organis-
ation? Lasham has to be the most thoroughly
organised gliding ciub in the country, and I'll tell
you about the exception that proved the rule!

I've been doing some winching on Sundays at
a charming littte country site, a farmer's club at
Edgehill Airfield that has been recently reformed
as the Shennington GC. I've done 1500 launches
by aerotow, and not a lot by wire. Feeling in need
of a polish before presuming to instruct on the
winch, where better to go than Lasham which
runs, by the side on the main runway with the
latest equipment, both winching and aerotowing.

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

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

“If you do something
silly in the circuit
you’ll hear about it later.”

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

| flew three times in a row with DCF1 Malcolm
Hook. The Lasham winch is on a whole different
scale of performance from our winch at Edgehilt.
Continental style, a 2000ib breaking strain weak
link is used with the K-13. When it's all out, it’s all
up, and the full climb in a K-13 when you ascend
makes you think you're going to tip over back-
wards! They don't get the launches they used to
get, however. Two reasons:

1. With a winch launch to 2600ft costing £4.25
and an aerotow to 2600ft costing £14.50,
nobody queued up for the aerotows any more.
They all wanted to go on the wire. You'd have to
be a rather pathetic pilot if you couldn't find a
thermal from 2600ft. So they moved the launch
point from the end of the runway to the natural
landing point about a quarter of the way up,
which made for a quicker turnaround. Or that was
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MARY GOES
TOLASHAM

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

the reason given by the management. The winch
couid still be relied upon for 2000ft from there,
but the aerotow queue was shorter, so the
hotshot cross-country fellows didn't mind paying
for the aerotow.

2. And then one day with a bit of north in the
wind, the resident winch driver didn't notice the
cable had draped itself across an odd kit of iron-
mongery attached to the top of a shed close by,
so he wound it in and sawed off Dan Air's rotating
radar kit. That isn’t the only bit of costly radar
equipment downwind in a northerly, so on
northerly days the winch run is shortened even
more, and the days | flew at Lasham we achieved
between 1100 and 1400ft per launch, which
compares with 1100 to 1400ft on the farmer's
home-made winch.

Cost of Lasham winch, thirty grand. Cost of far-
mer’s winch, five grand. You can come and visit it
if you'd like to copy. Dick Stratton saw it last
weekend and said "It is a very creditable effort in
a very short time and at a very reasonable
cost!”

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

Next morning | turned up at 7.30am and there
were 11 names ahead of me. A group of Early
Birds had dragged out ali the gliders, even before
the sun came up, not realising that the crows
were walking, so thick a fog lay round about.

It didn’t clear up until eleven, and | didnt get to
fty with Jim until after lunch. Then some trial
lessons had to be flown, so  went up with a cou-
ple of these on aerotow and got told off for pulling
off in 10 at 1500ft. “When they've paid to go to
2000ft, you've got to drag them to 2000ft.” Okay,
okay, when in Rome. Next customer | dragged to
2000ft and managed to keep them both up for
30min and eager for more.

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

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

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

And would you believe, at 6.15 there were 12
names ahead of me on that infernal flying list! |
couldn’t believe it. The Thursday morning Early
Birds. They sure do utilise the kit to the maximum
at Lasham. They fly from dawn to dusk, ali sum-
mer long. How do they inspire such devotion?
Cheaper dawn rates, that’s how. Half price before
ten, that’'s how. Organisation, that’s how. .

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

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

“I can't do it all by myself” | insisted. “l don’t
know how to take it apart and 'm not very good at
wing roots, being old and feeble.” “Not a prob-
lem” said Gee. “The pilot knows how to derig the
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TASK SETTING FOR THERMAL SOARING

in the south of England is rare except for a
short time in the afterncon. Figures between 2
and 3kt in the UK will be more normal. For task
setting purposes, use figures over 3kt with
great caution. At the end of the day you can
back-piot the actual speeds achieved on the
cross-country speed table (Table 2) to see
what average climb rate pilots actually utilised
for the day.
c. Estimate the dolphin factor, This is the
speed increment that it is reasonable to apply
to the basic speeds in the tables to allow for
the fact that well flown high performance
gliders spend a substantial amount of time fly-
ing straight rather than using the “climb-and-
glide” flight element from which the figures
are derived. The factor will be a functien of
forecast closeness of thermals, possible
streeting on track, glider performance and
pilot ability in the task group. In Open Class
Nationals on good days with plentiful ther-
mals, the top pilots regularly achieve between
5 and 10% more than the Table 2 figures;
however, using large increments for task set-
ting should be done with caution since it only
needs an area of spreading out somewhere
along the route to reduce speeds significantly
with the risk of oversetting and causing many
out landings. Mere research is needed here,
and in 1991 it is hoped to have more feed-
back of actual average rates-of-climb from
pilots whose gliders are fitted with vario sys-
tems such as S-Nav and others which store
such data. For instance, analysis of a record
flight in 1990 gave an increment of 13%, but
this was a record on an exceptional day.
d. Estimate the time of the last consistent
usable thermals, eg 7pm.
6. Start times. To the likely launch time (5a),
add the elapsed time to launch all the gliders in
the task group, plus an allowance for a typical
glider to work-up for the startline. Where more
than one task group is flying, for those launched
later add their time to launch to the typical start
time already used for the earlier task group.
Launch order is discussed later; meanwhile the
example assumes the following:
Group 1 (High performance gliders):
11 o'clock start launching, 30min launch+
30min for work-up to start=12 o'clock typi-
cal start
Group 2 (Medium performance): assuming con-
ditions are safe and suitable to stream their
launch straight after group 1;
As group 14+30min to launch=12.30
typical start

First finishers

7. First gliders back. Decide what time you
want the first gliders back. these should be the
high performance machines in the task group (if
well flown). If there is a risk of earty cut-off of ther-
mals, particularly if a front is coming in, set this
time early to allow for this. A good rule is not
earlier than 4.30pm or later than 1.5hrs before
forecast cease of reliable thermals. Typically, be-
tween 5 and 5.30pm is a suitable time, allowing
lower performance gliders to finish later,
hopefully in conditions suited to fair competition
and not on the last, dying thermals.

8. Time on task for first finishers. Subtract
the times in para 6 from those in para 7, to obtain
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time on task for first finishers, eg:

First group: 12 to 5 o'clock=5hrs
Second group: 12.30 to 5 o'clock=4.5hrs
9. Average groundspeeds for first finishers.
For a closed-circuit task in a 15kt wind, use Table
2. This table is calculated for an eqguilateral tri-
angte with one leg into wind, and for simplicity of
calculation assumes no wind eftect on the other
two tegs. This is a slightly pessimistic assump-
tion, particularly in strong wind conditions, but is
balanced by the greater difficuity in maintaining a
consistent rate of climb in strong winds and the
figures are perfectly valid for planning purposes.
if you have the time, carry out proper vector tri-
angle calculations using the actual wind com-
ponents for the chosen route, but as task setling
is almost invariably done against the clock, Table
2 will be found more practical. For other than
closed-circuit tasks, make a wind allowance
based on the average wind component for the

course and the estimated time on task.
a. For the conditions in the example (3kt
average climb, 15kt average wind at operat-
ing height), Tabte 2 gives groundspeeds of
87km/h for a 130% glider, and 66km/h for
110% machines.
b. Assume a good day with some streeting,
and use dolphin factors of 10% for the 130%
gliders and 5% for 110% machines, The final
groundspeeds are therefore: 96 and 69km/h.
10. Ground distance for first finishers.
Ground distance {ie course length) for first
finishers can now be calculated:

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

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

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

Lowest performance  Group 1: 110%

allowed for: Group 2: 100%

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

Group 1: 7-0=7hrs

Group 2: 7-0.5=6.5hrs
13. Speed on task for last finishers. Reduc-
ing average climb by 0.5kt to allow for the later
thermals and lower performance gliders, and
using Table 2 agan for 15kt average wind:

Group 1: 110% glider at 2.5kt=59km/h
average groundspeed
Group 2:  100% glider at 2.5kt=52km/h

This reduction in rate of climb is arbitrary, and
you can make your own mind up what to use in
different circumstances. The main points are the
methodology and the need to use at least some

reduction for the lower performance late
finishers. Finally, if the forecast conditions
warrant it, apply dolphin factors as before.
However, it is unlikely that flights lasting well into
the evening will achieve substantially more than
the Tabte 2 figures, and so in the example 5% is
used for the 110% machines and nil for the
others. This makes the final groundspeeds:

Group 1:  110% at 2.5kt and 5%
Dolphin=62km/h
Group 2:  100% at 2.5kt and 52km/h

14. Ground distance for last finishers
First group: 62km/h for 7hrs=434km
Second group: 52km/h for 6.5hrs=338km

Task lengths

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

Glider Time of
Performance finish Group 1 Group 2
High 5pm 479km  312km
Low 7pm 434km  338km

16. Conclusions on distance set. Course
lengths for each task group should therefore be
set below the low performance figure for the task
group (to ensure that a well flown low perform-
ance glider has a good chance of getting back),
aiming for close to the high performance figure
where possible. From the table above, for Task
Group 1, 410-430km would be appropriate, and
310-330km for Group 2. It will generaity be found
that the critical (je lowest) distance is that for the
lower performance late finishers. You can set
over the high performance distance if you want
because they will simply finish later, but not over
the low performance figure because this would
deny a well flown lower performance glider the
chance of finishing.
a.  You might make your final choice of ideal
task length based on the figures above but
considering the number of gliders in the
group at the ends of the range of handicaps. if
there are plenty of lower performance
machines, bias the distance down (i
optimise the finish time for a glider tower in
speed index than the maximum in the group);
but if there are few low performance
machines, bias the distance up.
b. If uneven soaring conditions are forecast
such as overdevelopment, sea air, going biue,
wind increase, etc, bias the distances down
and do not add any dolphin factors. This par-
ticularly applies to the fonger tasks, especially
where turning points have to be a long way
from base, or are close to awkward
airspace features.
c. If the task group has just had a long,
fatiguing task or tong retrieves, deliberately
set a bit short the following day and allow
them to show their skills at speed flying and
choice of start time. If there have been only a
few finishers in the last few contest days, bias
the course distance down to ensure more
finishers. Conversely if everyone finished on
the last contest day, you can afford to bias the
distance up, accepting the risk of more out
landings.
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NEW NATIONAL COACH

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

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

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

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

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

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

S&G SOARING YEARBOOK

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

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

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

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

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

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

FAl GENERAL CONFERENCE

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

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

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

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

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

BARRON HILTON CUP

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

The top five pilots will be invited with a

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

Full details from the BGA office.

JANE SIMPSON

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

Barry Rolfe, BGA administrator

NATIONAL LADDER

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

WORLD CHAMPIONSHIPS’ CHANGE

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

GEL COAT INVESTIGATION

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

“The incorrect ratios of thinners, styrene and*
catalyst resulted in a poorly crosslinked, brittle
matrix with built in stress raisers. These stress
raisers, combined with microscopic polishing
marks, produced a surface which when
exposed to chemicai attack from the environ-
ment rapidly faited.”

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

BGA CHARGES 1991

AEI| Record Card £15.00
Certificates

A Endorsement £6.50
A Pin Badge £2.00
B Endorsement £4.00
B Pin Badge £2.00
Bronze Endorsement £5.50
Bronze Pin Badge £2.00
Silver, Gold & Diamond - per leg £5.50
Silver Pin Badge £2.00
Gold Pin Badge £2.00

UK Cross-Country Diploma - each part £5.00
if applying simultaneously for both £9.00
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two of its Japanese competitors. With these for
comparison, and years of Land-Rovering
hehind me, | looked farward to trying the new
Discovery the moment it was announced.
When | did tesl one, it was love at first sight.
Sitting in the driver's seat | immediately
realised how much | had been missing a high
driving position and superb view; sitting in the
roomy back seat | rediscovered the joys of
really adequate headroom.

Mechanically, ihe Discovery is a Range-
Rover except for the engine. Four-whesl drive
is permanently engaged with a differential be-
tween the front and back axles. This avoids
the "winding-up" of the transmigsion that the
ald Land-Rover suffered in four-wheel drive on
tarmac, bul has the disadvantage that on a
cofd morning the drag from the transmission is
very noticeable {free-wheeling front hubs
halved thig on my Land-Rover}. But when the
gaing gets rough the centre diHerential can be
locked, effectively turming the Discovery into a
Land-Rcver,

There is & low-ratio transfer box as usuat,
wut the main gearbox of the Discovery has five
gears, fourth being straight through. The
chassis is the Range-Raover's, so the overall
length is about the same, but the Discovery is
a welcome few inches narrower and thus
handier in town. Clever external styling belies
the fact that it is a little taller than a Range-
Rover, which explains the superb view (68" 4" -
will it fit your garage?).

The two-door Range-Rover was a prablem
on steep hillsides because the doors were 80
heavy and the front seats difficult to tilt for
access to the back. Improved design of the
seat mechanism in the Discovery has made for
easier access and a smaller door. There is
now a four-door version too, but as it cames
with all the extras | don't want. it holds no
attraction for me. The only extras | specified
were a tow-bar {naturally - it has holes at
several heights, too) and some tront mudflaps.

I have the diesel-engined version, a turbo-
charged 2% litre. Theve is also a 3%z litre petrot

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

The interior layout is excellent, and is
especially well-furnished with pockets and
ledges. A radio and cassette player is stan-
dard. The only electrical socket is the cigar-
lighter, which is a pity {my Land-Rover offered
a two-pin dashboard socket). | find that the
main gear-lever gets in the way of handling the
transfer box lever, and {perhaps because | am
tall) the ignition switch is maddeningly inac-
cessible. Locating it reminds me of reaching
for the spoilers of a T-21 under the right knee,
Why isn't it visible? The back seats are split
two-and-one and fold forward easily, whilst
rear access is through a huge spare-wheel-
carrying back doar, as in the Land-Rover.

Qur very first outing was to the new site of
the Cambridge University Gliding Club at
Gransden Lodge, a muddy former airfield, and
when we returned | looked underneath the
Discovery to find out where all the mud had
gone. It seemed 1o have accumulated in nooks
and crannies to an alarming degree, until |
realised that the nooks were made of plastic
and the crannies of aluminium. Only the roof is
steel (50 you can use a magnetic aeriall}.

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

I haven't tried her on the hills yet, but she’li
be just as good as her predecessor, and | look
forward to fifleen years of expeditions, after
which it will be time to hang up the bungys
anyway.

THE ARM-CHAIR PILOT

NOW IN OUR 30TH YEAR

AILPLAMES

THE REPAIR SPECIALISTS

WE REPAIR: GLASS - STEEL - ALLOY -wWOOD

TUG AIRCRAF T REPAIRS AND RE-COWVERS

VINTAGE AIRCRAFT REBUILDS

FULLY QUALIFIED STAFF

LLOYD'S AFPROVED
RAFID SERVICE

SHEPLEY LANE, HAWK GREEN, MARPLE,
STOCKPQRT, CHESHIRE SK6 7JwW
Tel: OB1-427 2488

David
Coodison

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
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GLIDING
CERTIFICATES

ALL THHEE DIAMONDS

Mo Fame Ciuby a0
319 Hirst, A. 7. Booker H.H
320 Booth, 0. A, Coventry 31.7
321 Robsan, T..J. Deroy & Lancs A
322 Green, G R. Lendon 31.7
323 Collingham, €, F. Londan <
24 Eddie, A J. Grampian 3y
325 Durham, M. ¥, Clevelands B
32a Milis, J. N, Shaltbourne 268.0
327 Woodman. P J, Barneardown 7B
425 Matyear. A D, e 7.8
229 Duncan, J. Faur Counlies 7B
130 Sherleck, G C. Clevelands =]
33t Macfadyen, Geraiyn Cotswold 7
il Arnald, J. G Bannerdown ia
333 (ipgon, W. A, Phoenix TH
d34 Claughon, M.\ Clovelands 748
335 Critchlaw, k. Bicestar TA
12 Davey, ©. M. Four Counties 78
337 Cratm, 5.0 Coventry 31,7
338 Evans, B H. Fenland e
LIAMOND DISTANCE
M. Marme Club 1990
1/478 Hirsg, A, T, Booker B2
t/479 Jenkinsor. [P Boaker &.6
1480 Hawklns, G P Oxtord 275
17481 Crabb, $. .. Coventry T
15482 Bowth, O A Chzvaniley ny
14483 Asherofl, J. P vale of WH 3.7
15384 Robaon, T. 4. Derby & Lancs RIS
17485  Green, G R Lendon T
1 /486 Catlingham, C. E. London 31.7
14487 Endir, A J, Grarmpimn a7
14908 Cox, AW, Ensione kg
1/ Durham, M. W Clevelands T8
17440 Conyers, PB Chilterns 78
144531 Goulding, M. B. Cievelands i
174492 Mills, J. N Shalbourne 78
14973 Woodman, P. 1. Banrerdawn 8
14484 Alkinson, P Ehestar T8
11495 Matynar, A O Whyvem 7.8
14486 Ellwood-wade, R D, Chitterns TR
/457 Thencan, J. Four Counbes £
* 1484 Barkor, K, D, Bristc| & Clos T.H
17489 Sherock, C. G. Clavelands 74
1/500  Macladyen, Geralyn  Cotswold T R
17501 Gordeon, D, J. Wyrekin 7.8
a0Y Aol ) G Banrerdown 7.8
1503 Gibson, w. F. Phoenix 7.4
17504 Claughion, M. |. Clevelands T.A
1505  Critchlow, M Blicesler i3
508 Cleaver, & G, Bannerdowh 7Aa
1/507  Davey, G M. Four Counlics 78
1/508  Mills, A M, Yehyuarm T
1/608  Evans, A- M. Fenland TH
DIAMOCND GOAL
Mo MNarme Clut 1850
21875 Dowaing, b Laskam 2
241876 Marshali, A J. Wrehin 275
187V Jaly, C. Pordsmoutk Maval 88
2188 Crabb, 8. 0 Caventry iz
2/1BTY Jessop POoML B, Bigesier 174
{in Australial
2/1880 Collingham, C. E. London arT
2/1881  Winght. A C Yarwstire 188
2/1882 Sword, C. 0. Morhuwmbriz a7
21383 Young M.A London Ny
271884  Siat, B wolds 4T
2:1885  fumer, PO H. Yarkshire 38
20886  Griflin, B fren! alley 18
241887 Grittiths, P L London 38
271898 Bowss, O Wolds 3.7
LIHED Marlow. A, Booker 31.7
tim France)
21890 Brown G 8. 0. Cambridge Uiy 307
211891 Dawe. R. A Clevelands 1.8
21883 Davies, B F. Bocker 7B
21853 Teverner, T. (. Chevelands 78
2/1894 Cleaver, A G, Barnerdawn 18

SAILPLANE & GUIDING



























club fleel - K-7, K-13, T-31, Swallow {for the
purists) and Ogar motor glider (for advanced
instruction). We fly Manday to Friday from 10am
to dusk, but it's wise to telephone first.
Congratulations to Eric Harvey [going solo)
and Stuar Abbott {BGA inspector rating). We
were sorry lan White has lefl as resident instruc-
tor bul pleased he is staying on as a member. We
are still shorl of instructors. Any help would be
appreciated.
S.EA.

THRUXTON (Thruxton Airfietd)
We had an excellent Christmas dinner with a
leciure from our crop circle expert, “Busty”
Taylor.

Congratulations 10 brothers Dave and Paul
Mayle on both solaing on the same day.
JB8.1L.

Obituary - Dave Bourne

During October, we sadly paid our last respects
to Dave after a long illness. He never mentioned
his suflering and became one of our most ateady
and reliable solo pilots and air experience
instruclors.

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

Our sympathies go to Eileen and his family. We
shall miss him.

Leslie Dawson, CFl

TWOQ RIVERS {RAF Laarbruch}
The two autumn expeditions were extremely suc-
cessful. At Innshruck the féhn wind blew on
seven days making the flying extremely rough
and exciting with spectacutar views, resulting in
two Gold beights and cne Shrs.

At Bisperode John Hill, Chris Breeds and Mike
Burrows completed their Shrg and in seven days
we totalled ashrs, nearly 18 by John Hill. This
gave alot of flying to the relatively inexperienced.

—

VECTIS (Sandown Airport, Isle of Wight)

Qur expedition to Saumur, France, was a great
success with Detter weather than greviously.
Atasdair Maclean flew all three Silver tegs: Ken
Taylor his distance, Lesley Tuppen height and
distance to complete her Silver and Peter Tuppen
flew 300km.

Our dinper was well atlended. Jim Brition won
the most improved pilot's cup with other awards
geing 10 Ken Box and John Leonard.

The club K-8 is being re-covered and an ex
Army van is giving launch point shelter. Our
Super Cub 150 has been fitted with a silencer,
giving a nhoise reduction of about 10dB.

Congratulations to Andy Noctor on his assist-
ant Cat rating and Chris Bacon on his Bronze
badge.

LT

WOLDS {FPockiingion)

It was a super season again and we have six solo
16 year-olds, many having progressed tolhe K-8.
Andy Butler, Bob Holroyd and Alan Grinter have
Silver badges and John Edward won 1he most
notable flight award.

Next season we have expeditions to France
and Scotland. YWhen our Supercat winch arrives,
combined with our extra 37 acres, the launch rate
will furlher improve.

MNAA.

WREKIN (RAF Cosford)
During our October expedition 10 Glyndwr, Dave
Judd finished his Gold badge with a height: Mick
Boydon and Keith Harsent {K-21) reached
17 000ft and Mick Davis took his ASW-20 round
most of Wales in wave.

At our AGM in December trophy winners
included Richie Toon, John Barrett. Mick Davis,
Rowly Fielder. Dave Gordon and our soup
dragons Sue Gordan and Garagiine Ruscoe. Dave
Gordon takes over from Mick Bovdon as CF.Joe
Croshaw has resoloed.

Tom Stoker won lhe ¢lub ladder with an in-
pressive margin; Hoger Alexander has gone sclo
and Nigel Buckley resoloed after a two year
break.

We have put in planning permission for three
T-hangars 1o house our fleel of Falkes and the
caravan site is almost ready.

QOur dinner-dance was enterlaining and we are
hosting a Christmas parly for disabled
children.

AW

YORKSHIARE (Sutton Bank)

Mike Wood is CF1 for a year and then David
Hayes will take over. We wish them every suc-
cess. Henryk Doktor will be a hard act to follow
and we thank him for his hard work and dedi-
cation over the years and hope he has a long and
happy retirement.

Henryk's retirement dinper-dance will be at
The Old Swan Hotel, Harrogate on February 23.
Tickets are €21 from Mrs S. Kane, tel 0642
TE2670,

Congratulations to Jack McGregor and Brian
Clarke an going solo. We had an exciting ridge
and wave soaring week at Cairngorm GC's
Feshiebridge in Oclober.

CL.

FRENCH EXPEDITION

The Route des Cigognes expedition, which is
mainly for self launchers and motor gliders,
meets in Paris on April 20 and returns there on
May 12 afler an ambitious trip via Perpignan, the
east coast of soulhern Spain down to Gibrahiar,
Tangier. Beni Melal to Ouarzazate on the
southern side of the Atlas mountains.

For two weeks they will explore the potential of
the ares and reasonably hope tor 15 to 180001t
cioudbases and 10 to 16kt thermals lasting for
ten hours.

Full details are from Jean-Renaud Faliu, 92 rue
Raynouard, 75016 Pars, France.

gliding in this most beautiful county.

{0845} 597237

The YORKSHIRE GLIDING CLUB

Qur superb glass-fibre fleet caters for absolute beginners or pundits. You can be assured of the best cpporiunities 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

February/March 1931





























http:Heathfie.ld















