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This winter has
certainly thrown
the full spectr-
um of weather
our way, and I
certainly cannot
remember such
a prolonged
period of wet
weather and
strong to gale
force south-
westerly winds.

For those people who have ventured out
on to the airfield there has been some
interesting flying to be experienced,
including 2,500ft plus winch launches,
flying backwards in a K13 and vertical
approaches. The one thing I can take away
from the winter is that you have to know
when to call it quits and stop flying, as
even the K 21 and DG 1000 have limits.

Parachutes.
No folks this is not another whinge from
the CFI about missing club parachutes.
This is about trying to save some money
and reduce the number of parachutes that
get inadvertently deployed. During the
summer I would estimate that we have
about five to six un-commanded parachute
deployments per month. At £25 per
repack, this is clearly an unnecessary
expense.

We have identified that the problem is not
with people inadvertantly pulling the
release handle, but with the slow creep of
the release pins as you can see from the
picture below. This chute had only been
re-packed the week before, but its already
evident the the pins are starting to move
out.
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This creep of the pins should be some-thing
that people check each day when they
collect a parachute from the store- room
and carry out a daily inspection. If you find
that the pins have started to move, then
it’s an easy task just to push them back
into position as you can see in the picture
below.

Bookable training
Most of you are aware that we now operate
bookable flying at the weekends as our
main form of organising the training. After
a slow start it is now proving to be popular
with both students and instructors, and has
also shown positive results in speeding up
peoples training and retaining new
members. The casual list will still operate
alongside the bookable system for people
want to fly a club glider solo or open the
curtains in the morning and decide they
want to go flying.

We now have bookable flying slots
available 7 days a week so if you see
that the weather looks good during
the week and want to do some train-
ing the check the bookable system
first.

T o

access the bookable flying system you can
either go to the members’ section on the
LGS website or go directly to
www.lashambookings.co.uk and use the
password ASK13. On this web-page there
is a set of notes on how to book in. For
someone learning to fly the advantage of
booking is that it guarantees that there will
be a glider and instructor available to fly
with you. The slots are for morning or
afternoon with a student to instructor ratio
of 2:1.
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As a reminder the motorglider training for
NPPL, field landings and navigation is
always available, but it does need to be
booked through the Lasham office a couple
of days in advance to ensure instructor and
aircraft availability on the day.

EASA GLIDING LICENCE
Most people should be aware by now that
after April 7th 2015 you will need an EASA
medical to fly solo in an EASA glider. If you
want to operate unsupervised, you will also
need a licence. So what do you need to do?

1) Get an EASA medical from either
your GP or an Aviation Medical Examiner.
Here are the links to the relevant info.

http://www.gliding.co.uk/bgainfo
/easamedical.htm

http://www.caa.co.uk/default.asp
x?catid=1859&pagetype=90&page
id=9553

http://www.caa.co.uk/docs/49/C
AP%201127%20LAPL%20Quick%
20Guide%20for%20Pilots.pdf

2) Go to the BGA website and check all
the info on EASA licensing. The link is
below.  Read the info and FAQ’s

http://www.gliding.co.uk/bgainfo/
licensing/easalicensing.htm

3) Download the application form, fill it
in and then bring it to me with the follow-
ing supporting documents so that I can
check the form and certify the copies.

� Passport or photo driving licence
� Medical certificate
� Logbook
� Send paperwork to the BGA.
�

I will also be running more license briefing
during throughout 2014. The aim is to try
and avoid a massive backlog of licence

applications during the beginning of 2015,
because if you leave it until then, there is
the possibility you won’t get a licence back
until after the deadline.

WHAT’S HAPPENING IN 2014

Advanced courses.
Going solo is just the first step on the path
to becoming a qualified glider pilot, and at
Lasham we realise that people need help
and encouragement at this early stage of
their flying to gain the ratings and
qualifications beyond solo.

This is where our advanced courses come
in, as they start at the solo to bronze level
and cater for all aspects of training up to
and including cross-country and
competition training.

All the information about the courses is on
our web-site and if you want to have a chat
about which course is right for you or to
book your place just give the office a call.

Once again the cross-country courses will
be run by British team member G Dale and
I know that these courses book up fast, so
check the dates and make a booking.

Two seater cross-country training.
Weekend cross-country training is
organised through the bookable Compass
system. From April Lasham high-perform-
ance two seaters will be allocated to the
weekend Compass list and experienced
cross-country pilots will act as P1 to show
people how it’s done.

To book go to
www.lashambookings.co.uk
and click on Compass list.

Midweek cross-country training is arranged
through the flying staff, so if the weather
looks good and you fancy doing some
cross-country training during the week in
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a Duo or DG 1000, give us a call and we
will arrange it.

We will again be entering the Lasham DG
1000 in our Regionals and there will be P2
places available flying with John Simmonds
or me. Again this will be bookable through
the compass booking list at
www.lashambookings.co.uk

Aerobatics.
For those of you that would like to see the
world from unusual attitudes we have four
instructors who are qualified to teach both
the basic positive “G” manoeuvres and also
the advanced stuff where you hang in the
straps.

Training is usually arranged on an informal
basis with one of the instructors /examiner,
so if this interests you, then I suggest you
contact either Colin Short or Lasham staff
member Ed Lockhart.

Competitions at Lasham.
This year we are running a Nationals and
Regionals at the end of May and then the
Junior Nationals at the end of August. If
you are thinking of entering the Regionals,
then I suggest you get the entry form in
now as I know it’s almost full.

I am fully aware that some club members
regard a competition at Lasham as a time
to avoid flying here due to the disruption.

Experience has shown that this is not the
case and we will still be running normal
training and launching club members  over
the period of the comps.

We all may be a bit out of practice.
I guess this part of my article can appear
to be a bit like a broken record that keeps
repeating itself every year. But because of
the poor weather we have experienced over
this winter, I think it applies to almost
everyone including instructors!

So if you are thinking you may need the sat
nav to find Lasham and when you sit in your
glider everything looks and feels a bit
unfamiliar, why not take advantage of the
Lasham refresher package and get back in
to practice in a two seater.

These flights with an instructor are not in
any way regarded as a test, they are just
a good way of revising flying exercises that
hopefully you will never have to do for real.
It also represents excellent value for money
compared to paying full price for the flights,
but you will need to register with the office
before flying.

If you have a  cross country endorsement
(Bronze C in the good old days) then for
£85.00 the following is available to you:

� A 4000ft aerotow where you can box
the tow, spin and sideslip
� Two winch launches (incl a launch

failure)
� 30 minutes in the motor glider where

you can practice aerotow launch
failure, field landings and a marginal
glide back to the airfield.

You don't even need good weather to
carry out these exercises and Refresher
pilots have priority for the Falke between
9am and 1pm.

Colin Watt
CFI Lasham Gliding Society.
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Newer club mem-
bers who were only
aware of David
Innes as the man
in the wheelchair
usually seen in the
bar may be
surprised to learn
something of his
eventful life.

His father was a British Council
representative, and tutor in Baghdad to
the young King Faisal II; David was his
classmate.  They used to acquire scraps
of food from the kitchens to feed the king’s
pet vulture until it became too overfed to
fly - an early lesson in the effects of
wing-loading.  Later, at school in Kashmir,
he lived on a houseboat, and on hot nights
would go to sleep on the roof of the
schoolhouse, gazing at the stars and
wondering how close he could get to them.

After completing his education more
conventionally in England, he enlisted in
the RAF Regiment.  His officer training was
at Sandhurst, and he began gliding with
the Army Club at Lasham in 1954, with
Tony Deane-Drummond as an inspiring
rôle model.  Apparently one cadet exercise
involved creation of a tower using poles
and ropes; David hired a scaffolding
company to do it and went gliding instead,
no doubt he felt the retribution worth
while.

On graduation he was posted to RAF
Gütersloh in Germany, where as there was
no gliding club he started one as officer in
charge, instructor (qualifications were
somewhat relaxed in those days) as well
as aircraft and winch repair expert.

Two years later he wangled a transfer to
the General Duties Branch to train as a
pilot, and finished his training qualified to
fly the Shackletons of Coastal Command.

Long hours patrolling the skies over the
North Atlantic surrounded by four Griffon
Engines gave an excuse for selective
deafness in later life.

The RAF aircrew at Kinloss and Fleet Air
Arm at Lossiemouth had a close rivalry to
see who could be most outrageous.
During one mess dinner a series of
explosions over the top table, the last of
which brought the ceiling down, proved to
have been caused by an agricultural bird
scarer.  Both services blamed the other,
the culprit was never identified, but David
became known on the Squadron as Farmer
Innes.

He was now married to Sheila, and she
crewed for him in Inter-service gliding
competitions, and then his first Nationals
in 1962 sharing a Skylark 2 with Pete
Hanneman.  They placed a creditable 7th

in League 2, and the following year at
Aston Down in the same Skylark 2 David
was 3rd competing against many higher
performance gliders, and winning a day
with a flight down into Cornwall, landing
on the beach at Newquay. This
necessitated enlisting spectators to derig
the Skylark and carry the parts onto the
promenade, clear of the rising tide.

The following year flying a Ka6 in League
1, he became Standard Class Champion.
Around this time, he converted onto the
Britannias of Transport Command, flying
all over the world while we still had bases
in Aden and the Far East, but based at
Lyneham, convenient for flying at the
Moonrakers RAFGSA club at Upavon.

He made no secret of his methodical plan
to become World Champion. The first
hurdle was to get into the British Team at
a time when it seemed to be restricted to
a small group and selection was not
transparent, in current management
speak.  He decided to better his chances
by having the best glider, so bought the
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highest performance glider at the time, an
SHK.  Or rather, as it cost over £2,000,
formed a four-man syndicate.

Glider syndicates seem to come in two
categories, amicable and interesting;
David’s was the latter.  The other three
members were an Army Engineer officer,
who built the trailer, I never saw him fly
the glider in the three years they owned
it; a New Zealand born navigator called
Dimitri Victorovich Zotov (the first pilot to
soar from Ireland to Scotland), and
another RAF pilot called Mike.

Mike had just returned from Aden, where
he had developed an odd personality.
After talking to him for 5 minutes,
everyone was convinced either he was
mad or they were, but they weren’t sure
which. On one occasion Mike in high
dudgeon removed the tail surfaces and
locked them in the guardroom with strict
instructions to release them only to him.
As soon as he departed, the other three
explained to the orderly sergeant that they
both outnumbered and outranked him,
reassembled the SHK and David departed

at low level on aerotow to a secret
destination.  All was in due course sorted
out, and David came 3rd in the Nationals,
high enough to secure his place in the
1968 World Championships in Poland.

David’s next problem was the BGA’s
insistence that the team flew British
gliders, so he took to Poland the last
wooden glider to be built by Slingsbys
when the leading competitors from other
nations were flying new white plastic
designs.

His Dart had a redesigned canopy intended
to be low drag, which so distorted the view
ahead it was difficult to identify the good
clouds and fastest climbing other gliders,
so the British crews would drive ahead
with binoculars spotting and relaying
information to the pilots.  David had the
advantage of a talented pilot on his crew
by the name of Ralph Jones; older
members may not be surprised to know
this didn’t altogether meet the approval
of Ann Welch, the team manager.

David placed higher than one might expect
despite the glider, but when the next
Worlds in Texas came round the pilot dam
was broken and there were a lot of pilots
after the places.

However by now he had left the RAF and
moved to Guernsey, which was affiliated
to the Federation  International
Aeronautique as an independent nation.
He could now select his own one man
team, with Sheila as crew chief and Team
Manager, the first of twelve appearances
as the Guernsey Team.

The International Gliding Commission
couldn’t find anything in the rules against
that, so they invented the Innes Rule to
stop anyone else doing it in the future.
David will therefore forever be the only
pilot to fly for two different nations in
consecutive World Gliding Championships.
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In Texas he found the American glider he
had hired sight unseen had been crashed
twice before, and rather badly repaired,
wouldn’t fly straight and the instruments
didn’t work, and resolved in future to fly
where he had his own properly prepared
glider.

During the 1970s and 80s he commuted
to fly at Lasham in his Cessna 172 or
Rockwell Commander, in all weathers. His
IFR (I Follow Roads) approaches flying up
the Odiham road from Alton, turn left at
the Golden Pot and remain above the trees
until the runway appeared were
considered (by him at least) perfectly safe,
as nobody else would be flying.

Once, when returning to Guernsey over
the Isle Of Wight, a piston decided it had
had enough.  David returned engine-out
to Bournemouth Airport without any
problem, after all it was just another
glider.  The offending piston remains in his
caravan, doing service as an ashtray.

In 1972 in Yugoslavia, flying his own lovely
LS1 that he shared with David Ince (a nice
source of confusion) he comfortably beat
the two British Team pilots in his class in
spite of his collision in cloud on the last
day, coming home with a leg in
Yugoslavian plaster, and qualified for the
Caterpillar Club.

When he sent the parachute to be serviced
and repacked, it was returned with a note
pointing out that it was 15 years beyond
its useful life already.  He wrote up lessons
learned from his experience, including
‘remember, your chute is not insured for
use, only for fire and theft’.

I crewed for him in 1978 at Chateauroux
France, where at the opening ceremony
the British Team in their smart blazers and
ties looked down on us in our Guernsey
T-shirts and soaring hats. As the afternoon
wore on under a cloudless sky suffering

long speeches delivered by a highly
intermittent PA system, the looks changed
to envy.

He was so low over the Loire one day the
only landing place in range was a small
island in the middle of the river,
fortunately he climbed away.  I was with
him again at Paderborn in Germany in
1981.  The organisers asked the RAF if
their reconnaissance aircraft could supply
air-to-ground pictures of the turning
points; the RAF were happy to oblige and
even supplied a few extras including the
Möhne, Eder and Sorpe dams.

These were added to the official list (the
Germans do have a sense of humour).
The weather was mostly unkind, the met
man concluding each day’s briefing with
‘but the weather is even worse in England’.
(Too true, the concurrent UK Nationals
achieved one marginal day in the Open
Class and zero days in the Standard).

Proximity to the East German border was
a concern, pilots were warned ‘if you find
yourself in formation with a jet fighter with
a red star, and the pilot is not smiling, you
have made a bad mistake.  If you survive
the encounter you will lose all your points
and be sent home’.

Fortunately, it appeared that all pilots
were very careful, until the final prize-
giving where David was summoned and
informed that, as he had landed out one
day at a military airfield (with proper
permission, I must add) he was to be
presented with a special naughty boy
certificate, having precisely zero points
deducted, and now would have to go
home.

The main lesson from Paderborn was the
glider in front of us on the grid, the first
Nimbus 3, which walked away with the
championship. The following year David
had one himself and over the next two
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decades flew it and its successors with
great effect in National and World
Championships.  As the span grew from
22 metres to 27, the wing sections got
heavier and David got no younger, so the
next Nimbus 3 had a Turbo fitted to avoid
field landings, as did the Nimbus 4 that
followed, and he only landed his own glider
in a field once more, when low with no
possibility of climbing away he put the
engine up, fuel pump on, ignition on,
pulled the decompressor and found the
handle had come off in his hand.  I would
say fortunately there was a large field
available, but the rare pilots who are Old
and Bold survive by always having a plan
B.

David never did win the worlds, and the
closest he got to being National Open
Class champion was in 1988, when he
started the last day in the lead by 1 point,
and finished 1 single point behind the
winner.  Mike Bird reported his technique
as ‘laid back’.  ‘He toddles along full of

water a few knots over max L/D thus
avoiding the tedious necessity of circling’.
In 1997 he again placed second in the
Open Class, qualifying him for a final
British Team appearance in the Europeans
at Lüsse in Germany, 30 years after his
previous Team membership.

When David was no longer able to fly solo,
he kept the Nimbus available, and steadily
modified up to the latest specification
including the ability to ballast up to 850
Kg AUW.  He loaned it to a number of
pilots he thought deserved to have the
best glider available to compete
internationally, principally Kim Tipple who
flew it in three Europeans, in the first of
which the British Team stood on all three
places on the Open Class podium.  The last
pilot to benefit was Pete Harvey, winner
of multiple European and National
Championships.  He said he remembered
David as a talented and determined
competition pilot, a summary on which I
cannot improve.

Up to the end of his life, David never lost
hope that he would fly solo again, and with
the help principally of Bob Bickers flew as
often as he could. Bob’s patience was
sorely tried when David decided after
laboriously being ensconced in the K21
that he needed a toilet break, or David
habitually using his ingrained aggressive
thermalling habits and making shallow
Nimbus 4 approaches in a K13.

He still hoped to go and break World
records.  His plans included distance flying
in South America, over the Canadian
Rocky Mountains, and from UK across
Europe to ridge soar the Ural Mountains
overnight, and continue into Asia. He
never lacked ambition.  His friends will
miss him.

Peter Purdie

David’s Nimbus 4
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These days gliding
clubs accept motor
gliders but not
microlights or VLAs.
Why? Clubs need more
members and many
members do fly
different types. Is it
time for a change?

Conflicting opinions are not new. In the
sixties some members were still certain
the only way to fly was in an open cockpit,
canopies were for wimps, slip balls
useless, a true pilot should feel the wind
on his cheeks. Bob Lintern even made an
open canopy for a K8. As for adding an
engine, the work of the devil and the end
of proper gliding! To others it was progress.

Let us look even further back and have a
quick look at the early days of linking a
glider to an engine. A  100 years ago WW1
began, aircraft frightened the horses and
the poorly trained pilots. When the war
ended aeroplanes had advanced enorm-
ously, gliders had not. Aviation was
popular, air shows attracted huge crowds.
Many people wanted to fly, very few would.

One way the war did help civil flying came
from a glut of surplus RAF aeroplanes
being sold off at little cost. Most of these
were Avro 504 trainers but plenty were
fighting types, such as an S.E.5 sold to a
Doctor Reid for £30. Sopwith Pups and
Camels and a few 270hp RR Falcon

engined Bristol Fighters all joined the
civilian register. There were no cheap
gliders though.

A look through the G-E register may
surprise you when you realise how many
of these warbirds crashed after very short
lives, quite often because their engines
failed and their glide angles equalled a
brick.

Let me digress a little and tell you about
a Sopwith Swallow. A Swallow was a
civilianised Pup, machine gun removed,
second seat added, the Shuttleworth
Collection owned one. The engine was an
80hp Gnome rotary. Same horsepower as
motor gliders today.

I met the Swallow at a rally at Cranfield
on one of its very rare cross countries and
chatted to the pilot. I learnt that the
eleven miles it flew from Old Warden was
its longest cross country flight in years,
because of the complex and not very
reliable engine the Swallow only went
away with a van following it with a crew
who stood a chance of getting it started
again to fly home. The Swallow has since
been rebuilt back into a Pup.

Many people still wanted to fly themselves
but clearly it was not going to be in an
impractical ex-military machine. Aircraft
engines were too expensive and heavy.
Gliders were being developed and the
concept of a glider with an engine was
taken seriously. Aerodynamic efficiency,
what we know as L/D, was called Lift
Resistance Ratio.

Gliders by 1923 had a LRR up to
seventeen, double that of most
conventional aeroplanes. Sums were done
and it was reckoned a light glider with a
low wing loading and no demand for high
speed only needed 4hp for level flight,
optimistic perhaps but encouraging for

Motorgliders - Origins & Arguments
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people wanting to move towards lost cost
aviation.

German progress and  the annual
competition at the Wasserkuppe was
noted in England and resulted in a British
gliding competition being held in October
1922 at Itford Hill is 3 miles inland from
Newhaven.

In August 1922 the Daily Mail announced
a prize of £1000 for the first 30 minute
gliding flight with the promise to sponsor
a more demanding competition in 1923
the rules of which would again be drawn
up by the Royal Aero Club.

The RAC considered that gliding would be
more practical and successful if gliders had
small engines fitted so the 1923
competition became The Motor Glider
Competitions. No arguments, this was the
way ahead for gliders. In 1923 thermals
had not yet been invented, and as
everyone still knows, it was the wind and
hills that kept gliders aloft.

The main prizes were for fuel economy and
over 85mpg was achieved by several
entrants, the Wren won the most prizes
but most people agreed the best all round
was the DeHavilland 53 Humming Bird.
Resulting sales, Wren 0, DH53s 15.

The Competitions for 1924 were for Two-
Seaters with an engine no bigger than
1100cc. DeHavilland said this was
nonsense as a practical aircraft must be
able to cruise at 80 mph to get anywhere
into wind and he got on with building the
DH60 Moth. The sort of winner was the
Wee Bee which like the Wren was really a
motor glider but the Air Council declared
that none of the entrants were worth
further development. Sales, Wee Bee 0,
the DH60 Moth 2000+. The Moth engine
was 4500cc.

Competitions continued into 1926, I think
they ended because they showed what did
not work but not what did. The Moth first
flew in May 1925 and sales showed it
really worked. The Moth was the flying
motor car people wanted, the flying motor
cycle in the form of a motor glider was
dead. The RAC then said officially there is
no such thing as a motor glider, no
argument allowed.

Time passed, gliders improved, small aero
engines got better and the British
Aeroplane Company in Maidstone were
selling their BAC Mark 7 two seat glider.
In 1933 they decided to take out the rear
seat and the weight saved allowed them
to mount a 600cc Douglas motorcycle
engine with a pusher prop on a pylon over
the wing.

It worked, sort of, and thus the motor
glider concept was seemingly reborn here
in the UK. Unfortunately the designer,
C.Lowe Wylde, was killed in a crash of the
prototype and Robert Kronfeld took over
development of the Planette, a name
quickly changed to Drone because of the
vast amount of noise the thing made.

The Drone was the first practical motor
glider to go into production in the UK,
possibly the world. 33 Drones were sold
at £275 each between 1933 – 37, two
survive intact and one of them is displayed
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in the Gliding Heritage Centre here at
Lasham, come and have a look at it. The
Drone was said to be safe and easy to fly
so would have been good for pilot training,
apart from there being nowhere for an
instructor to sit. Robert Kronfeld had an
answer for that: “Who needs an
instructor?”

Many of the glider pilots in the thirties had
learned to fly on primary gliders doing
what was called ‘ground slides’ and
progressed to bungee launches from hill
slopes. The concept of solo ab-initio
training was not as weird then as it may
seem to you now, all you needed was a
better machine to do it and so along came
the Kronfeld Ground Trainer.

Indescribable without a picture, unbeliev-
able with a picture. This thing was a

penguin, a flightless bird, or was it? The
plan was that once you mastered the
penguin on the ground you swopped the
wings and tail for ones from a Drone and
you could fly around the airfield and teach
yourself landings. Historians have skipped
over this interesting but frightening
concept, you may not be surprised to hear
it was not a financial success as only one
was sold, it went to a Leicester MP.

Another motor glider you can see in the
Heritage hangar is LJR the 1949 Scud 3,
this once had a 2.5hp retractable Villiers
two stroke engine with a pusher prop that
popped up and down just behind the wing,
exactly the same as todays Turbo gliders.
It did not cause too many arguments
because it did not work very well but the
concept had not gone away. If space
allowed we could follow this with many of
the motor glider developments (and
arguments) that went on after WW2 but
lets jump to 1967.

In 1967 a new RF4 G-AVKD was delivered
to a syndicate at Lasham. It was called a
motor glider and had permission to be
based here. It did not look like everyone's
idea of a motor glider and there have
been ongoing arguments over its
presence. It is still in our hangar 46 years
on.

On 29 June 1968 our first Falke flew into
Lasham. It did not work as a basic trainer
quite as hoped but it turned out as a
success for navigation and field-landing
training. Another was added to the fleet
the next year. Of course there were
arguments, probably still are, but Lasham
has had a series of Falkes ever since and
missed them whenever one went
unserviceable for a while.

It seems to me that certain motor gliders
have been accepted into gliding clubs
because they have what it takes to fit in.
There have been no debates or votes, your
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majority choice has simply and rightly
made it so.

Now consider what comes next in the small
world of recreational aviation and what will
be acceptable to Lasham. When you know
what it is tell the rest of us so we can start
arguing about it!

WHAT’S ON

Talk : THE MODERN FLIGHT
SIMULATOR
Ian Strachan 22 February 18:00

Debate: Gliding’s Golden Age
Mike Bird 8 March 18:00

Talk : GLIDING in AFRICA
Dick Bradley 22 March 18:00

All talks in the Brown Elephant (unless
otherwise announced) Be seated by 6.00

If you wish to dine in the restaurant
afterwards please book on 01256 384910

15 March – AGM

5 April – Volunteers BBQ

19 Apr – Barn Dance BBQ & Easter
Egg hunt

The LGS Guest Night scheduled for 16 May
will probably be sooner as part of our
Farnborough campaign.

13Motorgliders - Origins & Arguments

DP in the very first Falke on the day
it arrived.

Sales of vouchers for trial lessons are up on last year. Tell your friends.
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John Carpenter

“Congratulations! What took yo

John Carpenter

u so long?”
This is how David Masson greeted me
outside the Lasham clubhouse as I headed
for the bar after completing my Silver in
July 2013.

I had always been fascinated by flying,
and had been a keen aero modeller in my
youth, but had never been close to a
full-sized glider until I was 56. This was in
1999. I had just moved from north
Derbyshire to a new job in Surrey and
found that one of the team I was supposed
to be managing was a glider pilot and
instructor – Alistair Nunn. He offered to
take me for a flight.

My first flight lasted 2½ hours from an
aerotow and I loved every moment of it.
Shortly after that John Caton gave me a
winch launch and I was hooked. It would
be 10 years before I had another 2½ hour
flight!

I started my gliding with the Thursday
evening group. Driving home after that
first evening of instruction I had the
weirdest sensation that I still had wings
and was worried that the car wouldn’t be
able to go down the narrow road because
of the wings.

Progress was slow. First was the problem
of my size – I’m over 6’4” tall, but almost

average height from the waist up. I could
fit into most of the K-13s, although my
shins often finished up red and raw from
rubbing on the instrument panel. I became
used to this and learned to avoid one or
two of the K-13s that were a tighter fit
than the others.

Gradually, very gradually, I learned the
basics. I remember coming off a winch
launch with Derek Copeland sitting behind.
“Try to re-trim while we’re still in
Hampshire,” he said. It took me ages to
get the hang of coordinating rudder and
stick (I’m not sure I’ve even got the hang
of it now!) But I was thoroughly enjoying
every frustrating moment. The only thing
that seemed to come naturally was circuit
planning in a cross wind, probably a legacy
from sailing.

After a slight break due to family illness,
the day came when Mark Wills said out of
the blue: “How would you like to take this
one on your own?” And I flew my first solo.
This was on 15 July 2001 – my 101st flight.
I could still hear that voice from the back
seat, but now I was a solo pilot!

Check flights and further solos until in
September I stumbled into my first solo
thermal, managed to centre and climb,
and was joined by a buzzard. He looked
up at me from near my wingtip for a turn
or so, then tightened his turn and shot up
past me in the core.

These early solo flights were still in K-13s.
The next step was getting into a single-
seater. We tried shoehorning me into a
K-8, but without success. So it would have
to be a ‘Baby’ Grob 102.

After conversion flights in plastic two-
seaters and once I was used to the more
slippery flight characteristics, I was put
into a Grob 102 for my first single-seater
flight. This was even more fun that being
alone in a K-13. I had plenty of room in

What took you so long?



the Grob, although my knees were up
alongside the instrument panel.

Bronze 30-minute legs came, followed by
the Bronze exam (passed second time)
and a Bronze flying test by the late (and
sadly missed) Phil Phillips. As I was flying
my downwind leg, with plenty of height to
spare, Phil said: “I want you to go round
the oil well.” I duly flew a 360 round the
oil well. “What do you think of your
position now?” said Phil, “Can you still get
in from here?” “Yes”, I said confidently.
“Right,” said Phil. “Go round the oil well
again.”

I cranked the K-13 over and flew another
360 round the oil well this time very
tightly. “What do you think now?” said
Phil. “Can you still get in?” “Yes,” I replied,
a little less confidently. “Right,” said Phil,
“Go round the oil well again.” Panic! “No,”
I said firmly, “I’m going in to land.” “Good”
said Phil. “If you had tried to go round
again I would have taken control and you
would have failed!”

I had known for a time that my wife had
a cousin in Canada whose son was an
instructor with the Vancouver Soaring
Club. This led to us flying out to Vancouver
for a holiday in western Canada,
culminating in a week’s gliding camp at

Hope in the Fraser Valley, just inland from
Vancouver.

After a few check flights I was allowed to
fly their Grob 102 solo. This was fantastic
fun – climbing in lift in from of a huge ridge
facing a steady 20+ knot wind every day
and temperatures in the 30s. On several
occasions I was climbing smoothly with
the vario off the clock and the rock face
dropping away below me as though I was
in a high-speed lift. I had a ball and
completed my Silver height-gain before,
all too soon, we had to head home.

Once I had enough experience I
approached our CFI at the time (Gordon
MacDonald) for permission to acquire my
own glider. I had tried a variety of gliders,
including a club Discus. But, no. I couldn’t
get in unless I put my head on my
shoulder. Plan abandoned.

I tried a variety of privately owned single-
seaters, including classics like the K-6, but
the only one that fitted safely was the
Grob 102. So I bought an Astir with a
wreck of a trailer. After a couple of years
struggling with this I acquired another
trailer that was waterproof, but not, as it
turned out, mouse proof. Time and effort
to make this mouse-proof plus work
commitments limited flying. Nor was the
trailer very convenient. It was huge and
towed beautifully, but I had to work out a
complicated system for getting the wings
in and out. Very inconvenient and not a
success.

When Tim Dews refused to service the
glider unless I got rid of the ‘Trailer from
Hell’, I acquired a more conventional
trailer and spent a summer making the
necessary modification to take the Astir.
It was now time to get the Silver badge
requirements finished.

The major obstacle was comfort. Sitting
for five hours cramped up in the Astir was

15What took you so long? (continued)

Hope Airfield, British Columbia



the big challenge. I had tried long flights,
soaring locally, but after three hours I was
aching all over and most uncomfortable.

At my age, creaking joints don’t get any
less creaky. Until I solved the five-hour
endurance problem, I wasn’t going to
bother attempting the 50km distance
flight, although I had flown many 50km
plus flights locally.

The solution came from Trish Emck who
made me a 2-layer safety cushion and the
transformation was amazing. Five hours
now seemed attainable. It only remained
to solve the plumbing problem. Sitting
with your knees up high creates certain
hydrodynamic problems – Zip-lok bags
and plastic milk bottles were a disaster.
Discreet investigations led me to try an
external catheter. This worked a treat. I
was ready.

Then came the ‘summer’ of 2012! At last
July 2013 arrived and the jet stream
moved north, bringing lovely hot weather
and booming skies. Saturday 6th looked as
though it was going to be a good day. Hot,
high pressure, with a gentle southerly
breeze, and the promise of cu developing
in the afternoon. So I filled in all the forms,
and discussed my plans with Ed Lockhart.
Because the day looked so good I had
elected to fly LAS-ALT-MEM-ALT-LAS. That
would give me a 50km leg and the
possibility of a 100km diploma as well and
the option of landing at Membury if it all
went to custard. And it would avoid the
cost of an aerotow return from Bicester.

According to the briefing notes I was not
to set off cross country until I was at least
3000’ above Lasham. No problem, I
thought. The big boys had all gone off on
vast high-speed trips to distant parts by
the time my tug trundled over.  I strapped
my wings on and we were soon
approaching Alton at 2000’ above Lasham.
I pulled the bung, turned over the

footbridge at Alton railway station at about
1800’ and headed back to Lasham.
Hmmm! Not very high. Certainly nowhere
near 3000’. I pootled around for a bit,
going to all the likely local hot spots, but
found only weak climbs that seemed to
peter out well short of 3000’. Eventually,
as it looked considerably better to the
north, I decided to venture to Basingstoke.

Almost exactly an hour after launching I
reached the magic height, hung on for a
few more turns and set off. From then on
it was all pretty straightforward – a bit of
a blue hole between Hungerford and
Kingsclere on the way back from
Membury, but a good climb at Kingsclere
soon had me above glide for Lasham, on
to Alton and back to Lasham.

Total time 3 h 1 min – an hour of that
hanging around waiting to get high enough
to set off! No 100km diploma, then, as my
average speed was well below the
necessary 65 kph.

The next day, Sunday, looked like being
another good day, so I turned up a bit
earlier, did all the paperwork and took a
winch launch at 11:40. The air seemed to
be going up everywhere, so I had no
trouble getting high and staying high. I

16What took you so long? (continued)

Membury Airfield and the mast
Photo:Matthew Williams



even had to open the airbrakes several
times to avoid busting airspace.

Five hours wandering around the familiar
skies of northern Hampshire was fun but
became a bit of a drag. After five hours I
was at 4000’, and totally fed up. Down
went the wheel, out came the airbrakes
and ten min later I was on the ground.
With the aircraft safely parked, I headed
for the bar. That’s when I met David
Masson.

It had taken me twelve years from my first
solo to completing my Silver badge and it
was almost exactly ten years between my

Silver height-gain flight and the final
5-hour endurance (sorry, duration) flight.

Highlight of my gliding career so far?
Probably that first solo soaring flight when
I found my own thermal and shared it with
a buzzard. Low point? Being out-climbed
in a thermal by a Tesco plastic bag!

(So would a Waitrose bag have been
acceptable? Ed)

17What took you so long? (continued)

To encourage flying and early payment of membership dues, we have set
some special prices until the end of February: all winch launches £8, all

aerotows above 2000 ft come with the next 1000 ft free.
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Peter Ambrose
Hearne was a
stalwart of the
British gliding
movement over
many years and a
world figure in the
field of aircraft
systems and
avionics.  He was
also a pilot of
helicopters and
fixed-wing aircraft
as well as gliders,

with over 4500 hours.

In the early part of WW2 Peter was an Air
Cadet, and at RAF Usworth, near
Sunderland, he pulled TrolleyAccs around
for starting aircraft including Spitfires.  He
later soloed in gliders with the Cadets and
continued flying when he took a diploma
in aircraft engineering at the Cranfield
College of Aeronautics and became an
instructor at the Cranfield Aero Club.

After working as an aerodynamicist and
project manager for Saunders Roe, BEA
and BOAC, he joined Elliott Automation to
work on avionics. Elliotts eventually
became part of GEC Marconi.

He was intimately concerned with
developing fly-by-wire control systems,
and head-up displays.  These activities
culminated in him becoming head of GEC
USA in Washington and then a board
member of GEC, retiring in 1994.  He also
found time to be a Council member of the
Royal Aeronautical Society and President
of the Society 1980-81.

He was a member of the London, Kent and
Lasham gliding clubs, and the Aero Club
Alpin in France  near the airfield at Gap.

He was an early convert to motor gliders,
owned a Ventus Turbo and was in Lasham
syndicates for DG400 with Pat Swoffer and

Nimbus 3DM and 4DM with Simon Marriott
and Ian Strachan.

He was a member of the BGA executive
committee, later Deputy Chairman and
then one of the BGA Vice-Presidents.
Utilising his professional avionic
experience and contacts, he worked with
the CAA to preserve amicable relations
with the UK gliding and light aircraft
community, and was on the BGA Working
Group that was able to prevent the
mandating of Transponders for all aircraft
and gliders flying in UK airspace.

When he was a GEC board member, he
organised social events for VIPs at Lasham
during a number of National
Championships.  These events hosted
government ministers, noble Lords, MPs,
barons of industry, Admirals, Generals and
Air Marshals.  Flying in two-seat gliders
was also available.  Many VIPs had their
first soaring flight in a glider and were also
able to watch the Nationals finishers.

Peter had a formidable number of
academic qualifications - FREng, MSc, DIC,
Hon FRAeS, FRIN, standing for Fellowships
of the Royal Academy of Engineering, the
Royal Aeronautical Society and the Royal
Institute of Navigation, also the Diploma
of Imperial College in London.

It was perhaps appropriate that he died
at Lasham surrounded by many gliding
friends after attending the funeral of David
Innes, reported elsewhere in this edition.

David Ince writes:
Peter joined the ATC at RAF Ouston in
1941 and his squad were put on "Trolley
Acc" duty with a Polish Hurricane
Squadron.  It was heavy, manual,
repetitive work - moving and recharging
trailer mounted starter batteries - hauling

Peter Hearne (1927 - 2014)



them around the dispersals - trying to
support the demand for engine starting -
and hopefully ready for the next scramble.

In early December a flight of Defiants
arrived at Ouston and the ATC, Peter to
the fore, managed to establish the principle
of turret ride air experience for the cadets.

And so came the day when Peter found
himself in a Defiant admiring its full
ammunition belts! When ground control
vectored them onto a Ju88 he could not
believe his luck ......... until his pilot
refused to engage it without a fully trained
gunner.

BGA Conference

The BGA Conference, AGM, exhibition and
awards dinner will be held on Saturday 1
March at the Nottingham Belfry.

With a record number of exhibitors
confirmed and sailplanes including the
LAK-17 (front end electric sustaining),
Jonker JS-1 Jet and the Shark Jet, and a
full conference programme there will be
something of interest to all glider pilots.

The conference and exhibition, sponsored
by Sydney Charles Aviation Insurance, are
free to attend. There may still be places
for the Awards Dinner, sponsored by
Forbes Aviation Insurance.

For more details, including how to book
your place at the dinner and information
about available hotels, visit the conference
page on the BGA web site
http://www.gliding.co.uk/bgainfo/n
otices/conference.htm

Boulton-Paul Defiant

19Peter Hearne (1927 - 2014)

Download free software from:
www.flightmap.eu

http://www.gliding.co.uk/bgainfo/notices/conference.htm
http://www.gliding.co.uk/bgainfo/notices/conference.htm
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Julian’s was written from the perspective of the old T2 Hangar doors, an idea suggested
by Mike Borrowdale.

The Old Hangar Doors
In time of war erected, to shield now-famous planes,
Oft the staccato bark of Merlin echoed as the flames

and fumes of start-up preceded battle’s rage.
Planes first so clean and gleaming, but later scarred and aged.

Not all the planes returned and sombre was the mood
when those remaining moved inside, some worn and smoked and holed.

The Ground Crews worked throughout the nights and come the cold day’s dawn,
to fight again the planes were armed and off to battle flown.

Attacks came close and nearly hit – some bombs nearby did fall,
shaking these doors and rattling the very fabric of the walls.

But later there was light relief, after the fear and stress,
and once I saw an elephant, decked out in circus dress.

After the War the pace was slowed and purpose seemed unclear,
but then the Gliders came, and peace and fun was here.

A different pace, ‘make do and mend’ and soon the fleet did grow,
until you see before you the great place that we know.

Ten thousand times these doors have moved,
But as I creaked and rattled and slowed,

and pilots pushed and puffed and mended,
one treat was mine before time ended:

The parties of the days gone by - at first I didn’t believe my eyes!
The uniforms and ‘40s band, for me the final shake of hand.

Then down and recycled somewhere new
Loving best the gliders which you flew.

 © Julian Richardson 2014

There's a one-eyed yellow idol to the north of Herstmonceux,
There's a little marble cross below the town;

And a broken-hearted pilot
Waits the wave of the mad crew,

While still the angry farmer gazes down.
JMc with apologies to John Milton-Hayes

By the shores of Gitche Gumee,
By the shining Grafham Water,

Stood the turnpoint of the Nationals,
Dark behind it rose the forest,

Rose the black and gloomy pine-trees,
There the wrinkled old campaigner

Flew the laden Duo Discus,
Tucked up in his Kevlar cradle.

JMc with apologies to Henry Wadsworth Longfellow

Gliding poetry
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November
The BGA is aiming to become
an Approved Training
Organisation (ATO) during
2014 clubs can train glider
pilots under EASA regulations.

The BGA will be holding an
events to fine tune the various
systems. The the first one,
was held by Pete Stratten at
Lasham on 16 November

December
Budding authors analysing
newspapers during Helen
Evans’s first Creative Writing
Workshop. January and
February workshops have
since been held.

Bill Kronfeld,  a long time
member of the Imperial College
Gliding Club and the son of the
famous gliding pioneer Robert
died recently and in his will left
£1,000 to the Lasham Trust.
As a result an orchard of twenty
fruit trees was planted in
memory of both father and son.

The fruit from the fifteen
varieties of apple, two pears,
two plums and one medlar tree
be available for members to
pick for a small donation to the
Lasham Trust

Manager’s Blog



The Christmas Panto included
a stirring rendition of the
Twelve Days of Lasham.

January
The New Year Bollywood party
was a spectacular success.
Bhajees. Bhangra (VERY
loud!) and a great bhanquet.

We mhanaged to rhaise the
princely sum of £387 for the
ABF The Soldier's Charity.

(Many years ago when some-
one claimed to have an
‘orrible ‘eadache, the great FE
Smith suggested an aspirate
-JM)

It has been fairly breezy at
times. Lasham team shown
here clearing the road three
hours before East Hampshire
District Council arrived

22Manager’s Blog (continued)
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Some of you will be aware that we have
been using Dyneema ‘plastic’ cable on one
winch since the International Vintage Rally
in August.

Dyneema is 10-12 times stronger than
steel for the same weight.  Consequently
there are potentially a lot of benefits to
using Dyneema or synthetic cable in place
of steel cable, although it has proved
unsuccessful at some sites. We decided to
run a trial to see if it would be suitable for
use at Lasham.  In general it has been a
very positive experience.

There are a few subtle differences between
it and steel cable.
� Its lightness means higher launches.

Especially for lighter gliders. Less pow-
er is needed from the winch and less
stress is put on the retrieve truck

� It’s easier to handle. There are no little
metal spikes, less blood! It is less likely
to cause damage if towed across
something.

� It takes slightly longer to repair. It is a
different skill to repairing steel cable.
Please be patient, especially with your
volunteers, but there should be fewer
breaks overall.

� Dyneema is susceptible to cutting
damage therefore must not be driven
over. Sharp edges and abrasive sur-
faces will damage it.

� It is susceptible to friction damage, i.e.
if it’s pulled out while hooked around
something.

� It doesn’t lay as flat as steel cable. It
is easily snagged in tailwheels/skids.
Aircraft should not taxi over it espe-
cially on grass.

Never bundle Dyneema up, it will be a
nightmare to untangle….Please be-
lieve me!!

� The volunteer winch drivers are all
going through the ‘Winch drivers Knit-
ting Circle’ training process to get them
up to speed with repairing the cable.
Hopefully you will notice no difference
to the operation

One noticeable difference in procedure is
that the cables have to be pulled out and
then retrieved, with minimal tension at
the end of the launching day. Therefore
after the last gliders have launched the
cables will be pulled out again. Someone
will have to remain at the launchpoint to
check the cable are clear to pull in.

The reduced risk of breaks by using
Dyneema is the main benefit from using
it. We recognise that it is is a slightly
different system, and we will have to
adjust to it. We are continuing with the
trial period, if all goes to plan and the
Dyneema continues to serve us well then
we are planning to introduce it onto the
second winch sometime in the coming
year.

Dyneema

Richard Winser knitting
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HOW BIG IS YOURS,7OR 13?

Will you need a bigger one? Imagine you
land out and phone a friend for a retrieve.
Friend arrives, hooks your trailer onto his
car but finds your trailer has the usual 7
pin electrical connector but his car has the
more modern 13 pin socket. No problem if
your friend has an adaptor in his car that
plugs into the 13 pin socket which then
accepts the 7 pin trailer connection,
retrieve on its way.

These adaptors cost £8.95 from
Towsure.com and others, when you need
one that’s £8.95 very well spent. The £23
version will work but your trailer does not
need it - unless you have a fridge in it.

I was prompted to write this after joining
a launch point conversation that showed
this is an issue some people have not come
across so far. Once people see there could
be a problem they can decide what they
want to do about it.

Sometimes 13 pin connectors can be
awkward. To plug them in the flat round
disc has to be vertical on the left and the
notch on the car part in line with the key
way in the connector. If it will not fit on it
means the inside part holding the pins had
rotated in its housing. An adaptor is easy
to line up but a wired up 13 pin connector
may need the pins held with long nosed
pliers to twist it back until things line up.
David Oliver

So where are we now? Well we have about
110 members and we make an especial
effort to fly our gliders every first Sunday
in the month – yes, even in the winter!

Since August we’ve had over 600 visitors
taking the tour of the GHC hangar
without our really pushing it! Come the
spring and summer we look forward to an
increase in visitors who, weather
permitting, will not only be able to view
the collection but also see them flying.

Looking to the future we’re now
embarked on the early stages of Phase
Two of the project: the museum building.
An application is being prepared to the
Heritage Lottery Fund for funding.

Being successful with the HLF means
progressing slowly, methodically, and
carefully through a number of stages.
You can’t rush things, good justification
and well thought out planning has to be
supplied every step of the way if you’re
to succeed. For these reasons I wouldn’t
expect to see anything tangible until
we’re into 2015. Phase Three remains
over the horizon, a doubling in size of the
current 30 metre square hangar.

Interested in things “vintage”? If so why
not join the GHC? You’ll find details on
the GHC website

www.glidingheritage.org.uk

Alternatively have a chat with one of the
GHC committee members – Tony
Newbery (Chairman), Glyn Bradney
(Secretary), Julian Ben David
(Treasurer), Gary Pullen, and Mark Wills.

Glyn Bradney

GLIDING HERITAGE CENTRE

www.glidingheritage.org.uk 
www.glidingheritage.org.uk 
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As I mentioned in
the last news-
letter, we had a
problem concern-
ing a K13 whose
P1 allowed the
winch cable to be
attached to the
aerotow hook, and
no one in the
immediate vicinity
of the launch point
noticed the error.

Although this was the pilot’s fault, anyone
around the launch point could have
noticed the error and could have
prevented the launch from taking place if
only they were taking notice. Indeed
whenever we are present at the launch
point it is always helpful to be on the
lookout for potential problems unnoticed
by others and everyone has the right to
stop a launch if they feel that safety is
being compromised, always better to be
safe than sorry.

However since that incident there have
been two more cases of incidents (
thankfully not accidents) due to distraction
at the winch launch-point.

One of these concerned the pilot launching
with the air brakes and canopy unlocked
and the second was a case of a helper
attaching a strop to a glider whilst waiting
for the retrieve truck to deliver the cable.
The result of this was that when the cable
was attached to the strop the pilot was not
then ready to launch but of course it
happened anyway.

Pilots should always ensure that at the
launch-point when they are sitting in the
glider preparing for a launch, that the
preflight checks go unhindered and
without distraction. Once the cable is

accepted we must be ready to launch, or
if not, then release the cable.

Occasionally a pilot may be ready to
launch when the glider has to be moved
forwards. The canopy gets opened the
glider moved and the canopy shut. It’s a
good idea to go through all the checks
again or at least to go through the checks
that follow the closing and locking of the
canopy, ie check air-brakes and think
about eventualities.

But the time spent in the cockpit getting
ready is often short, the pilot has to do
his/her checks, look around to see where
other gliders are and to be fully prepared
to launch, with a plan for the various types
of launch failure and subsequent actions
that might occur, as well as being open-
minded about any other strange incident
that could happen. On accepting the cable
the pilot is deemed to be ready to launch.
Do not allow outsiders to rush you, it is
vital that you have thought everything
through.

If there is any distraction, just refuse
to accept the cable until you are
settled again.

Another issue relates to pilots  who,
having recognised a problem during the
launch, release early to try to end the
problem. I think this is an instinctive move
and to be fair, a lot of us would do the
same, but thought should be given to this
act since whether the glider is behaving
normally or not then generally it is going
to be safer to continue the launch to obtain
the maximum height from which the
problem might be able to be sorted out.

If it can’t be sorted then at least it doesn’t
increase the workload associated with an
early release, which for example might
result in a poorly executed circuit or a
downwind landing. It is something else to
think about as an eventuality.

Safety Matters



We simply couldn’t fly if there was no
assistance at the launch-point and helpers
are vital. the person that attaches the
cable to the glider, holds the wing,
retrieves a landed glider can all aid the
safety of all be being alert to what is going
on in the environment around them and
we all owe it to each other to try to help
avoid potentially serious incidents/
accidents, in order to keep our sport safe,
let’s hope things improve this year

Footnote: Geoff Martin has added that
when the winch cable is attached to a
K13 nose–hook, the cable pulls down
and jams on the bottom edge of the
recess, whereas in a K21 it is more likely
to back-release in the same way as the
belly-hook. If you suddenly realise your
K13 is being launched on the nose-hook,
you must release immediately and as
nose-down as possible. Even then you
will need an exceptionally hard pull on
the yellow knob.

26Safety Matters (continued)

Black Hangar Studios
moving a 737
intended to represent
the Airbus 320 that
landed on the Hudson

Photo: George
Metcalfe

Werner demons-
trating his tech-
nique for a planned
downhill ski-ing race
in the Himalayas.
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A big sky, to one side growing darkness,
at first unnoticed, then rapidly advancing,
advancing on me, as with my small glider,
I struggle with the intransigent lift. The lift
weakens by the moment, gloating as it
toys with the glider it has first trapped,
and is now deserting to its fate in the
deadening sky.

Of course I should have noticed, seen the
obvious clues that announce the approach
of the storm. Is it too late, can I still run
before the wind? There is perhaps half a
chance, perhaps I can prolong the glide,
reach the nearby town with its roofs still
alight in the dwindling sun, maybe there
I can find lift, gain height and show a pair
of winged heels to the greedy storm.

I run, I run smooth with the controls
steady, with the speed steady, waiting for
the hint of better air. But while we fly
smoothly, this emphasises our
predicament, for there is no ripple, no hint
of movement in the air.

Slowly the altimeter unwinds, I stare at it,
willing the needle to stop moving, to
indicate that we have reached better air,
but uncaring it continues irregardless, now
showing 1,250 feet, now 1,200 feet…

I continue on track, mesmerized by the
altimeter, until with a force of will, I drag
my attention away, and scan the
panorama ahead. Fields lead up to the
abrupt edge of town, the sunlight is
dimming now, closed off by streaming
outriders of cloud from the advancing
storm. This abrupt edge of town is what I
have been heading for. Will it trigger the
lift I desperately need?

I make my plan, forcing my will on the
sky, convincing myself that this is where
the lift WILL be. Simultaneously I dilute

this conviction by selecting the next best
option, and the best available fields.

Down now to 1,000 feet, as we slide up to
the edge of town. With the sun there, the
wind there, that wood there, the core of
the thermal will be exactly there. I gently
ease the glider to ‘my’ core, feeling the
reassuring buoyancy to the air. Feeling a
light push under the right wing tip, I push
the wing further down into the lift, but the
rising sense of elation is instantly
punctured as there is no bite to the
thermal, there is no push back from the
lift. Committed now, or more likely unsure
and a little worried, I continue a desultory
turn, senses becoming more alive, feeling
for every nuance of the lift, but within one
turn it is all to clear to me that this is fool’s
lift, we won’t climb away in this. At least
though it has arrested our downward
descent. My fall-back plan is suddenly not
looking very clever at all. With an effort I
drag my attention to the big picture. What
is there out there, what clues, what sign
that can help me now?

Then I see it. A small flicker of movement
grabs my attention over to the left,
instantly I am rolling hard in that direction.
Below on the edge of town is a brown field
with a tractor driving along the edge, and
a scattering of white specks, flitting and
hovering in its wake.

Gulls!  Some have broken away and bright
white against the blackening cloudscape
are climbing rapidly in an unflapping
spiral.

They have found the lift…

Stormbird



Unfortunately I
can claim the first
land-out of the
year 16 February
- with a pupil in a
K13 - the first
time in 24 years
of instructing.
This is how I did
it!

When we launched it was a breezy
southwesterly and so we needed some
correction on the winch launch. Cloë
wanted to get a few more things signed
off, but we found some good thermals and
soared for about 45 minutes out to the
northwest.

After a while, I said it was time to let
someone else have a go, but there was a
good cloud just to the south of
Basingstoke, where we climbed again to
2600 feet before heading back. Oodles of
height, I thought, so let’s do those stalls
of various sorts.

The patter went “….and so the stall speed
is higher in the turn than when flying
straight. Where’s Lasham?”

Normally when things look a bit marginal
I usually say nothing, and previously I
have always arrived back at the circuit
with ample height, no doubt impressing
the pupils with my apparently uncanny
ability at judging these things, when
actually I have been wondering a little.

This time the wind had swung to due
-south and had strengthened while we had
been flying. Without the worsened
conditions, this glide would also have had
me wondering, but I might have got back
and enjoyed some undeserved kudos for
once more judging it that finely.

On thermic windy days you can be very
lucky or very unlucky -  a line of lift or a
line of sink. Guess what.

We actually encountered a little lift on the
way back, but a normal, if abbreviated
circuit still seemed possible at that stage.

You then have the classic dilemma. If try
to take the lift and it is a usable thermal,
you can guarantee a easy circuit, but if it
is just a random bit of air, the extra turn
will guarantee a land-out. I pushed on.

The trees on the northside boundary were
now looking taller than I remembered
them. Conscious of my pupil, I decided
this was no time for anything spectacular.
Being February almost any field would do
and by merely opening the brakes, we
landed straight into the well harrowed field
on the other side of the Avenue. We
clambered over the fence and walked back
to the launch point to loud cheers.

It is a truth universally acknowledged that
the closer the land-out, the harder the
retrieve. A previous retrieve years ago
from Mr Earwacker’s farm in my own glider
had required much pushing, even with a
4x4, to get the trailer out.

At this point I should recognise the sterling
work done by Gary Pullen, Nigel Pocock,
Geoff Seaman, Peter Reading, Nan
Appleyard, Colin Appleyard and Andy
Lincoln. They were all needed.

The trailer needed some man-handling
round various banks and bushes to get it
close but the field was too soft to drive on.
An old aerotow rope was then fetched so
we could tow the glider from firm ground.

The special tailplane spanner was nowhere
to be found, so yet another trip back was
made to get Gary’s personal spanner.
Once we had the right gear, it took about
half an hour. After further applause in the
bar, I agreed to write this.

Sheepishly
John McCullagh

28First land-out

Cloë Kirkpatrick and a
disgruntled author



I hate to alarm you dear Post-Initio
aviator, but our aerial sport is full of
shocking truths.

In my previous series I was thinking of
you as a beginner. I tried to tell you all
the things that you really need to know
about gliding but no-one ever tells you.

Like how to spot instructors. And some of
these observations have had fairly
shocking angles built-in to them. For
instance the fact that you are entrusting
your life to a bloke who can’t keep a badge
saying ‘instructor’ pinned to his jacket.

For weeks… maybe months… you’d had to
resign yourself to having a voice behind
you that was never satisfied. Weirdly, the
better you got at your sport, the more the
voice-behind complained. And just when
you’d reached that point where you longed
to be free and fly where the hell you liked
without someone moaning at you all the
time the blighter behind starts pulling the
air-brakes on you and screwing up your
nice tidy circuits.

“Oh look” he says smugly “You’ve
suddenly hit ten down sink… I wonder
what you’ll do about that…”

“No I haven’t” you say “that’s you mucking
about with the bloody airbrakes… stop it
this instant or you won’t get your pint of
Doom Bar.  Assuming we survive…”

And then back at the launch point, after
the long slog back from turning in early,
and with you heartily (but silently)
cursing, the Voice-in-the-Back suddenly
rallies. He she or it tries to look confident
and tells you to ‘do the next three circuits
exactly like the earlier ones’. And then he
she or it buggers off… you’re on your own!

The grass looms very empty before you…
the cable tightens... and so does your

throat. No Voice-in-the Back. You
suddenly become very religious.

So now you’ve just survived your first solo.
And then the second. And the third…
although that last landing was not as
immaculate as the first two and your final
turn was a little late, but never mind.

It’s probably a while later, just when
you’re in the middle of the customary
celebrations with the Doom Bar, when
someone drops the shocking truth on you.
You thought that completing your solo
marked the end of your flying training…
or at least the end of the biggest chunk of
it. Instead, you are reliably informed, with
a sage nodding of heads all round, that it
marks only the beginning. Far from any
kind of a finish you are only just starting!
Well, it can be a shock.

But relax because that’s where I come in.
I can help you through the un-nerving
business of suddenly and unexpectedly
discovering for yourself all the further
truths of post-solo flying (and they are
shocking) by warning you in advance. As
promised. It’s what I feel I was sent to
earth to do. Remember, this is not the
official dope, this is the stuff that the
instructor doesn’t tell you but you really
need to know!

So what we’ll do is go over some of the
basic revelations, and then we move on
to the subtle deviancies about things like
thermalling.

When you’ve been moaned at for ages the
silence in the cockpit can feel a bit eerie
and there can be a tendency to talk to
yourself to relieve the lack of complaint.
But this can develop into a bad habit…

“Whoops… heading out too wide there…
let’s tuck in a bit. How bad’s that cross-
wind? Probably edge in a tad more… no..
that’s too much. Dammit I’m high again.
OK we’ll drift back a bit… where’s the
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garden centre? Hell.. someone’s moved
the garden centre… no there it is..”

It’s not good. Not healthy. Extraverts can
get it out of their system but introverts
can end up doing it in their sleep!

If, in your early years, you had a mother
that moaned at you a lot, there can be an
additional tendency… to feel surprise when
some of the things instructors tried to
drum in to you turn out to be quite true.

Amazingly you actually do need to know
pretty much where the airfield is at all
times.  Amazingly you do occasionally find
your plans screwed by suddenly hitting
ten-down sink. And astonishingly it really
does help to relax your grip on the stick.
Whoever would have guessed?

Over the weeks you will also discover that
the set ‘currency’ period is pretty much
accurate too. You do get rusty when you
haven’t flown for a bit, but the main
problem here as a post-solo pilot is
resisting the seemingly sensible urge to
practice on your own for a bit before you
take that vital check-flight.

How can you stop instructors moaning at
you if they only ever get to see you at your
worst? This is always a problem with
check-flights. It’s obviously an
examination of a sort. So what student
ever does the exam first and then the
swotting afterwards? You’ll just have to
get used to it I’m afraid. The short answer
is not to get too rusty!

But the following season, the currency
period itself can be a bit of a mystery. At
first it’s straightforward… pre white card?
That’s two weeks… easy. But by the time
you come to red card it’s supposed to be
three, but longer if you have the final flight
tests and Bronze all signed off.

I was in an unusual situation. I did the red
card stuff backwards. I had the BGA

Bronze badge signed off but not the
notorious Lasham Red Card final flight
test.

Apparently I had yet to fly ‘with panache’.
Well I don’t do panache… ‘Panache R not
us’ as I kept explaining to all and sundry.
So despite having over 350 flights to my
credit… some of them over an hour or two
hours and more or less a regular Grob 102
pilot, I still only had three weeks currency.

Eventually I decided to really lick the
whole final flying test problem and reach
the point where all I needed to progress
was the Cross Country Endorsement.

So what was my currency period now?
And when I discussed it with a Senior
Instructor I was still not much wiser. He
thought it was obvious. So did I. The only
problem was that my new ‘obvious’
currency period seemed to be about
double his.

So watch out for things like that. If in
doubt ask the instructor if you need a
check. If conditions are even remotely
marginal, you probably will. If you feel
very confident in yourself and your
abilities and about the conditions on the
day then it’s either a fair indicator… or
self-delusion.

I say this because one thing is clear: That
you should avoif the first soarable day in
March… when private owners emerge en
masse from hibernation in worrying
numbers and start scraping the mould
from their cockpits.

Half of those guys haven’t flown all winter
and some are pretty rusty. My advice is to
stay somewhere underground until they’ve
got the hang of it again…

Next time: the shocking truths about
thermalling…
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Lasham have recently started
using a company called Indulgeon
to replace e-allocator for all our
tug pilot booking requirements.

Indulgeon has been specially
designed to cater to syndicate
ownership in general aviation.

Indulgeon would like to offer all
Lasham users free use of the
booking calendar and messaging
functions and a free three month
trial of their iPlus features
including all the auto billing,
finance, member monitoring and
maintenance scheduling funct-
ions.

To find out more on how their
booking rules work go to
http://www.youtube.com/w
atch?v=YIVLOlwbIs8

You can contact on
martin.jarvis@indulgeon.com
and he will also gladly talk to
you individually by telephone on
0208 638 0974

LGS Photography Competition
CATEGORIES (Prize for each category)

Gliding and Aviation
Landscape and wildlife
People
Animals

Size  – min 8 inch x 6 inch  - max  11.5 inch x 8.5 inch (A4)
Up to 4 photographs (in any category) accepted from each member

No mounts or frames please. They will be displayed using BlueTack (no pins)
Write your name and account number on the back of the photograph

Please supply an envelope with your name to have your pictures returned
LAST DAY for submitting entries - 16 March

Judging will be on evening of Saturday 22 March
Any queries please contact marjoriehobby@aol.com or 01256 381689

http://www.youtube.com/watch?v=YIVLOlwbIs8
http://www.youtube.com/watch?v=YIVLOlwbIs8
mailto:martin.jarvis@indulgeon.com
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The days are
lengthening. The
annual glorious
miracle of spring is
about to happen,
and gliding!
Nature then plays
some cruel tricks
with the weather
and so you resume
your hibernation.

Suddenly you are woken from your reverie
by the news that some pundit has flown to
the outer limits of civilisation, and you
haven’t even got your parachute repacked.
Moreover, the vario that you just about
mastered last year seems to have
developed a completely new set of
features. Meanwhile that annoying problem
with the rigging aid has refused to cure
itself spontaneously. Eventually you will
get it sorted, but you can miss a lot.

Each year spring comes as a surprise to
many. You can get some really good days
in March and it is a shame to be trying to
remember what that waggly stick does in
front of the seat while there is cumulus out
to the horizon. In short, fly on some of the
moderate days and then you will be ready
for the first good one.

Before I sound too smug, I admit to the
realisation that I have just been criticising
people from the back seat all winter,
without actually doing much of the flying
myself. Moreover there is a difference
between a K13 and an ASW27.

Even when I do a long flight, there is also
the annual surprise just how cold it is up
at 4000 feet in spring. I land with feet with
blocks of ice and resolve never to that
again without thicker socks, but I do.

Maintaining the theme of complacency, one
of my regular contributors bemoaned the
lack of feedback he got from the

readership. I assured him that I had
relayed all the plaudits you sent (none) but
he would like some more.

If you like an issue tell me, and I will pass
it on to the people who do the creative
stuff. Come to think about it, write any
other letters to me as editor to sound off
or to ask a question.  I have a reasonable
understanding of what is going on and I
can get an official answer.

This thought in turn brings me to all the
voluntary work that is done by members.
Each year the CoM scratches its collective
head and ponders who should get the Roy
Wensley-Smith Trophy for the most
meritorious work done in a non-flying
capacity. Of course there are people who
should get the award every year, but there
is only one cup. In case the CoM has
inexplicably forgotten someone, please
send your nominations to Werner Stroud
or Colin Jackson.

Please don’t assume that there is an
extensive network of people reporting on
events. This is not the Financial Times. If
I haven’t been told, it will not be published.
Consequently I have to apologise for not
recognising the hard work done by Quintin
Wheelwright, Mandy and Alan Greensmith
at the International Vintage Rally.

I am happy to publish adverts at no
charge. However if you think you will
benefit, then I hope your conscience will
prompt you to make a donation to the
Lasham Trust.

John McCullagh

The cover photo was taken by Sandy
McCarthy at the Vintage Rally last year.
Max Dowding is looking remarkably relaxed
on the two-seat primary.

Editorial
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(all lists are alphabetical)

Committee of Management
Mike Clarke
Dr Colin Jackson (Chairman)
Steve Jones
Chris Marren
Pete Reading (Vice Chairman)
Colin Short

General Manager
Werner Stroud

Flying staff
Colin Watt (Chief Flying Instructor)

Summer Staff Instructors
Mike Birch
John Brooke
Gee Dale
Ed Lockhart
John Simmonds

Estates Manager
Zenon Marczynski

Hon Treasurer
John McCullagh

Office staff
Joan Carey (Bookkeeper)
Sue Cook
Tessa Jarvis
Brenda McCune
Sharon White

Workshop
Stuart Clay (Licensed Engineer)
Gayl Jordaan (Aircraft Maintenance Manager)
Gordon MacDonald (Chief Engineer)

Facilities Manager
Richard Moyse

Winch and grounds
Michael Harrison
Rosie Ibbotson
Val Phillips
Quintin Wheelwright (Winchmeister)

Restaurant and bar franchisees
Chefs2U (Matt & Dan Smith)

Other roles
Dave Bowtell (Youth Scheme)
Gordon MacDonald (Tugmaster & Airspace)
Dave McCarthy (Safety Officer)
Colin Watt (Child Protection Officer)

Sub-committee chairmen
Caravan - Jill Atkinson
Flying - Colin Watt
Marketing - Michael Oakley
Social - Werner Stroud
Single-seaters - Colin Simpson

Volunteers
Throughout the Society there are many other
volunteers and occasional employees. These are
too numerous to mention but they always have
our thanks.

Lasham Trust
The place for donations to make Lasham even
better. The trustees are: Wally Kahn, Afandi
Darlington, Graham Garnett and Colin Jackson.

Lasham Gliding Society Ltd
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