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of 90km/h (50kt) for the wing loading.

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

Rigging

As on the Nimbus 3, the wing is six-piece with
a single main pin and single inner/outer panel
connection pins. The wingtip extensions plug
into the outer panels. There are ten hotelier
joints, two extra spoileron couplings and eleva-
tor connection is automatic. None of the parts
are excessively heavy, the outer wing panels
being about 6kg heavier, and with wing stands it
is a two-man job in calm conditions.

Summary

The handling of the Nimbus 4 is so good that |
doubt that it can be bettered for a glider of this
size. If it wasn't for the problem of controlling
such a large span during take-off and landing, it
would be perfectly suitable for a novice.

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

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

TWO-SEATER
COMPETITION

The Wolds GC's Two-Seater Competition at
Pocklington Airfield from August 19-25 was the
most successful yet with 16 gliders entered and
more than 100 crew. There were five competi-
tion days and although conditions were far from
ideal, Andrew Butler, the publicity officer, said
“there were some epic and courageous flights."

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

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

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

Please send all editorial contributions to the
Editor, 281 Queen EdIith’s Way, Cambridge
CB1 4NH, not to the BGA Office.
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51 AUBAN

The French National Centre now encourages applications
from other Europeans and Ariane was so impressed with her

course she has booked another

ere | am recalling the most exciting flying
holiday I've ever had. If you remember, last year
| spent a few days in Sisteron learning how to
start flying solo in the mountains. (See the
August issue, p182.) Looking back, | was very
easily satisfied, flying above Pic de Bure and
the Domaine de la Blanche. Now St Auban is
something else ...

In September | went on the Perfectionement
Vol a Voile Course at the French National
Centre. St Auban runs arange of courses suit-
able for everyone wanting to learn mountain fly-
ing and is the only recognised centre for training
instructors and members of the French gliding
team. (Appfications from other Europeans are
now encouraged.) They have an excellent
fleet of gliders — Janus, Nimbus 30, ASW-20,
ASW-17, Pegasus, Libelle, LS-1, LS-4, Discus
and Cirrus (in non-preferential order).

The Pertectionement Vol a Voile course is ex-
tremely intense. It starts at 7.45am with break-
fast and finishes at 8pm for dinner, with just 30
minutes for lunch. Most of the morning is taken
up with lectures, briefing, debriefing and weather
forecasts. So you have very little time to think or
even relax. However, it's still the best thing I've
ever done.

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

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

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

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

I hated the whole transition — | felt very un-
easy and despite all the encouragement | got on
the radio, | was well aware that | was on my own.
At last | could see the Glacier Blanc quite clearly
— 8o close yet so far.

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

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

The return journey was very easy — the condi-
tions stiil excellent and | was full of confidence in
the glider. For the first time | wasn’t seeing my-
self as a novice. Maybe now 1 could consider
being called an intermediate ... who knows? |
decided the visibility was so good | would go and
see the Pic de Bure again. Not so frightening
now; a little bit more friendly. | met lain and Pierre
there and we took several photos before return-
ing to St Auban.

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

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

(If you're interested in finding out more about
courses at St Auban, you can contact me through
the Cambridge University Gliding Club.)

SAILPLANE & GLIDING


















































http:14.04.91
http:19.05.91
http:05.05.91
http:25.05.91
http:04.05.91
http:11.05.91
http:08.05.91
http:12.05.91
http:28.04.91
http:21.04.91
http:25.09.90
http:04.05.91
http:27.04.91
http:23.03.91
http:05.05.91
http:22.04.91
http:10.04.91



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




































http:llarogr.ph













Launch failures

The objective is to land safely after any launch
failure and there is a sequence of events to
achieve this:

- Recover to a safe attitude whilst checking the
airspeed.

— Release the wire.

— Check airspeed.

— Regain approach speed.

— Judge the situation.

— Plan a safe approach and landing.

— Fly the approach and landing or a circuit vari-
ation to it.

A cable break is usually easily recognised by
the lurch and twang which normally accompany
it, although it is less obvious if the break is at the
winch end. The failure of the launch engine can
be much more insidious particularly if it is grad-
ual.

The Recovery

The variation in the extent of “recovery” is from
level (at low level) to the fully-developed climb —
possibly 50° nose up. The required amount and
rate of control movement is comparable with the
possible range of movement in stall recovery
from relaxing the backward pressure to a very
positive forward movement. As with stalling
over-controlling can produce reduced g and/or
excessive loss of height.

The indicated speed during the “recovery”
also provides a guide to the rate and amount that
the nose must be lowered.

Except when very close to the ground the stick
must be moved forward to achieve an attitude
lower than the approach attitude, to achieve ap-
proach speed quickly, bearing in mind that de-
scent through the wind gradient will delay the
acceleration.

Any delay in lowering the nose from a steep
climbing attitude will very quickly bring the glider
close to the stall or may cause it to stall.

Release

When a launch failure occurs the drogue
chute and a length of wire often remains at-
tached to the glider. The drogue chute, together
with the wire, must be released tc eliminate the
possibility of a large increase in drag or a hang
up if the wire fouls an obstruction.

Pull the release knob twice to release the
cable.

Regain Approach Speed

It may take some time to regain the approach
speed.

Be patient and don’t open the airbrakes or turn
until the approach speed has been regained.

Use this time to judge your height and posi-
tion and to plan the approach.

The decision may be affected by the height
lost whilst gaining speed!

Planning/Judgment

The planning decisions must be dealt with
systematically and a safe landing is the only ob-
jective. Expediting the retrieve must not be al-
lowed to influence the decision.

The first consideration is “can | land ahead?”
If the answer is “yes” then do so! At small or re-
stricted airfields the decision as to whether there
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is enough space may be quite tricky because it

is a judgment decision that seldom arises in nor-

mal training.

Iflanding ahead is possible then a further con-
sideration is “do | have to fand directly ahead?”
meaning would a slight change of direction make
more space available, eg taking advantage of
any crosswind.

If a landing ahead is not possible then a turn
to one side must be made., Which side is a pre-
take off decision based on crosswind, airfield
layout and terrain considerations. The turn is
usually to the downwind side unless over iee
slopes at hill top sites or possibly for other rea-
sons peculiar to individual sites.

Before turning too far, je with the upwind end
of the airfieid in view, the decision whether to
turn either into wind or across the field (the dog
leg) has to be reviewed. If the dog leg is not pos-
sible then the turn should be continued to make
acircle.

Once a circle is started it may not be neces-
sary to turn through 360°, there may be better
choices after 270° or so.

The circle may be extended into a circuit and
the decision to turn in becomes essentially the
same as that for running out of height in the cir-
cuit. The final turn should normalily be completed
at the same height as any other final turn al-
though at restricted sites a lower-than-normal
final turn may have to be accepted.

Apart from the straight-ahead, dog-leg, circle
and circuit options there are other possibilities
to consider:

— The 180° Turn The difficuity with this option is
to position the turn with one’s back to the air-
field and with any significant tailwind compo-
nent leave enough space in which to land. Not
to be recomended for inexperienced pilots
and possibly not needed by experienced
ones.

— The Off-Field Landing. At some restricted
sites this possibility should not be exciuded,
especially when any other choice might in-
volve a very low final turn. It might alsc be a
choice at some hill sites.

— The S Turn is seldom appropriate even where
operation is restricted to narrow strips. Itis a
very difficult manceuvre and if it is badly exe-
cuted it may put the glider nearer the up-wind
end of the airfield higher than if a straight-
ahead approach had been made using air-
brakes. S turns will involve 360° or more of
turning with two turn reversals probably
involving more height loss than a circie and
the possibility of the loss of speed or misuse
of the controls.

Inadvertent Cloud Penetration
Avoid launching into cloud and release in
good time.
If enveloped in cloud;
— Release under tension to avoid the flying
drogue.
— Lower the nose to regain approach speed.
— |f the speed increases excessively, open the
airbrakes.

FLYING

The pre-flight checks should be familiar to the
trainee already but include a reminder about

trimming, correct weak link, correct glider hook,
launch failure options and who will fly the launch
failure.

Demonstrate the full climb and release fol-
lowed by trainee practice.

Demonstrate the too fast signail before the
trainee tries it.

When the full climb is being well handled
demonstrate the ground run, take-off and initial
climb before trainee practice.

On an opportunity basis take over to demon-
strate launch failures.

Demonstrate and practice launch failure re-
coveries as an upper air exercise.

Do not simulate any launch failures, particu-
larly low level ones, for trainee practice until they
have been demonstrated.

Full climb and releasing

Judge the climb angle by the angle between
the wing and the horizon.

Notice the position of the horizon in refation to
the sides of the canopy.

Keep the wings level using co-ordinated
aileron and rudder.

Monitor the airspeed.

Glance from side to side through the ASI
occasionally to check -

— Angle of wings to horizon.

— Airspeed.

— Height above the ground and progress along
the site.

Meare and mcere up elevator is usually needed
to counteract the downwards pull of the cable
but reiax this if the glider starts to buck or hunt.

Try to anticipate the end of the launch from
ground references.

Notice;

— The nose being pulled down.
— The noise and/or the speed reducing.

Lower the nose enough to take the tension off
the cable and pull the cable release twice.

Adjust to normal flying speed and turn away
to clear the area for the next launch.

Too fast

Check the climb attitude and if it is too shal-
low, increase it.

If the airspeed is approaching the wire launch
maximum, but before it exceeds it.

Relax the back pressure on the stick slightly
to relieve some of the cable tension.

Use rudder to yaw the glider once to each side
preventing rolling with the ailerons.

Gently raise the nose to the climbing attitude
again, checking the airspeed.

If the speed significantly exceeds the wire
launch placard speed, reduce the back stick and
abandon the launch when high enough to do so
safely.

Airspeed low in the full climb

Airspeed is low.
{_ower the nose to avoid further speed ioss
and...

— If the speed increases to the minimum safe
speed smoothly raise the nose to the climb-
ing attitude.

— If airspeed does not increase treat this as a
Jlaunch failure (don’t hang on too long as the
landing area ahead is decreasing.}
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