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Thanks to the unusually cold, and dry
winter we have managed to fly on a
good number of days, and the resulting
launch stats show that it has been one
of the best winter flying periods in the
last ten years. Let us hope that the dry
weather continues, and we have a good
summer.

Currency at the start of the season
I am very aware that in October the trailer
park empties, and most glider pilots do not
really think about gliding until it is time for
the glider’s annual inspection, and to pay
their membership fees.

So, if you are thinking that sounds like you,
then why not take advantage of the Lasham

refresher deal, and get back in 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.

At £85 it also represents excellent value for money, compared to paying full
price for the flights. To make sure you do not get charged full price, you will
need to register with the office before flying.

If you have a cross country endorsement (Bronze Badge in the good old
days), then for £85 the following is available to you:
� A 4000ft aerotow where you can sharpen up your skills in boxing the

tug’s wake, practicing spinning and side-slipping.
� Two winch-launches, of which one will have 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 do not even need good weather to carry out these exercises. Refresher
pilots have priority for the Falke between 9am and 1pm.

Moving the control point LAS
For those people that like to use the control point LAS as a finish point for
their task, there has always been the possibility of inadvertently crossing
the airfield boundary as you passed the finish line. To try and eliminate this
problem, and to allow better integration of gliders joining the circuit, we
have now decided that the control point LAS should be moved about 400
metres north. It is now a small T-junction on Back Lane.

We have also looked at the other control points around Lasham, and have
decided that, as we are no longer using a finish line, the control point at the
west end of the airfield LFW can be removed.

Instructors’ meeting
The instructors’ meeting is on Sunday 12 March, 5pm in the  Brown Elephant

What’s on at Lasham in 2017
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, qualifications, and
experience 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
know which course is right for you, then come and find me to have a chat
about it. To book your place, just give the office a call. This year the
advanced courses will be run by John Simmonds, and Merv Saunders. These
courses are already booking up fast, so check the dates, and get your name
down.

Two seater cross-country training
Cross-country training is available seven days a week at Lasham, with the
weekends covered by the COMPASS system. From April, Lasham high
performance two-seaters will be allocated to the weekend COMPASS list.
Experienced cross-country pilots will act as P1, to show people how it is
done. To book go to www.lashambookings.co.uk and click on ‘COMPASS
list’.

Watt’s Up

www.lashambookings.co.uk


FAQs
1) Who can put their name down? Any member who wants to experi-

ence cross-country flying, or is looking to broaden their horizons
beyond the M3.

2) What experience level do I need to be? There is no reason why you
cannot go on a cross-country flight, in a two-seater before you have
gone solo. Obviously with more experience, you will find that you a
capable of doing more of the flying.

3) What do I need to bring along? A map, hat, pee bags and a drink.

4) How long will the flight be? That depends on the weather, but nor-
mally we are looking to do flights of between 100km to 400km.

5) What if we land out? That is part of gliding, and it happens occa-
sionally. If it is a club glider, we will sort out a retrieve.

We want to show you that there is something to aim for, beyond local soaring
in the ASK13s.  Midweek cross-country training is generally arranged through
the flying staff, so if you fancy doing some cross-country training during the
week in a Duo or DG 1000, give us a call and we will arrange it.

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 can hang upside down
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, Roger Barber, Charles Baker, Paul Conran, or Lasham’s
staff instructor, Ed Lockhart.

Competitions at Lasham.
Over the last two years we have changed the way we run comps at Lasham,
with the aim of refining a system that will be used for the 2017 European
Gliding Championships. Our primary desire was to develop a system that
allowed both a major competition, and our club flying to operate safely from
the same airfield.

Hopefully we have achieved this, by separating the two operations, with all
club flying taking place from the North-side grass, and the competition using
the main runway, and the South-side grass.

Over the last two years we have provided club pilots with a reduced price
aerotow service during competitions. I can confirm that for the duration of
the Europeans, we will be providing the same service.

The European Championships will start with the first official practice day on
10 August, and will run until Saturday 26 August.

The grid launch
The grid launch at Lasham has been operating for over twenty years, and
it is the norm on any good cross-country day. Following a couple of issues
last year, I thought it would be worth reminding members, about the
protocol that we have on a grid day.

Positioning of the grid is important as it needs to be a safe distance away
from the perimeter track, and far enough back from the upwind boundary,
so that the tugs can clear the trees with a heavy glider in tow. To help with
positioning the grid I will be putting some markers into the grass, which will
indicate the parking position of the first two gliders.

The grid launch is probably the most efficient way of launching a large
number of gliders, but one of the other reasons for having a grid, is to help
reduce the congestion at the main launch-point. I would encourage mem-
bers to join the back of the grid, even when we have started to launch it.

While you are waiting for your launch, please come forward to fetch the
ropes and run with the wing-tips. Aim to do two ropes and two wing-tips,
because inevitably there will be some who just sit and play with their varios.

Chief Flying Instructor
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Cover photo
The cover photo of Lasham’s newest two-
seater is by the prolific Paul Haliday. Many
thanks  Ed



I have been involved with training and testing for the CAA
R/T licence in gliding for some 20 years or so. Quite a few
members have suffered under this regime already! But do we
need to do this?

Well it depends.... In a vintage glider close to  their airfield in
UK; no. But if you are to become a regular cross-country pilot
or if you take your machine abroad, then you will realise that
radio becomes very useful.

As we all (should) know, the law allows us to transmit on the
five glider frequencies without a licence but not other frequencies,
and this great scheme does not work abroad!

Those of us who have been gliding for some time are aware of
the ‘advance’ of controlled airspace and our need to utilise what
is left of class G. Theoretically we can fly in Class D, but to do it
we need a licence. This also applies to an ATZ.

Well, it is up to you. With the help of Steve and Jane Nash, I
regularly hold training at Lasham to prepare for the test, but
you can do this elsewhere.

The test consists of two parts: namely a twelve question multi-
choice and a spoken practical test. This last one is quite hard for
glider pilots whose instincts are strictly ‘Aviate’, some ‘Navigate’
but definitely not ‘Communicate’! The training consists of a lot of
interaction with us playing the role of ATC. Those who have a
Bronze Badge are welcome.

Aside from this legality, having gone through this pain, it does
expand one's horizons in terms of airspace, other users, getting
lost, transponders and general knowledge.

Having passed all this, one gives the CAA £72 for a stand-alone
FRTOL (the licence) or better still pay nothing if you already have
an EASA licence. I charge non-members a modest fee, if you
pass everything, but you just put a fiver into Wally's bottle if
you are a LGS member.

Using the gliding frequencies
Firstly, it is a good idea to use the gliding frequencies. You can
hear about conditions ahead and find out how other people are
getting on. If you have a problem, it is also important for people
to know where you are.

However the amount of unnecessary chatter on the gliding
frequencies is unacceptable. The language used on air-band
radio has very specific terminology that is designed to convey
precise information in the shortest possible time when reception
may be poor.

You can say a lot with very few words. This frees up time for other
messages. Many people do not appreciate this and use the radio
as a substitute for a mobile phone or as a CB radio.

Ideally, the radio should be used to transmit:
� Your position and intentions no more often than every

30min.
� Information about the weather, if you think conditions

have significantly changed
� Announcement of an imminent unscheduled landing
� Warnings of collision risks
� Training instructions
� Cloud flying warnings
� Changes to another frequency

Messages such as “I have found another good one here, Pete”
at every thermal, clutter up the frequencies and prevent more
important messages. 130.4Mhz is not a lead-and-follow frequency.
Few messages are necessary when local soaring.

All messages must be as brief and as clear as possible. Remember,
no-one else on the frequency can speak while you are holding
forth, or when you are repeating an unclear message. Others’
needs may be far greater than yours.

Other frequencies
You will know that if you are about to penetrate an ATZ (up to
2.5NM radius and 2000 ft of some airfields) you MUST BY LAW
call them. This will alert other people, and will allow powered
aircraft to wait while you land. They will also give you useful
information about landing.

Other people will also be pleased to hear your call… eg parachute
drop zones, Brize Norton if you are planning on flying overhead,
and any ATC who may worry that you are straying too close to
their controlled zone.

4Radio

Using the radio will
become increasingly
important. Anyone after
their first few cross-
country flights would be
well advised to learn
about using the radio and
to get a licence.

Chris Marren is a senior
captain with Cathay
Pacific and member of
Lasham’s Committee of
Management.



Because many glider
pilots do not have to talk
on the radio very often
to non-glider pilots,
some may feel stage-
fright or worry that they
are not using the right
words.

Please remember that
any communication is
better than no
communication. I have
therefore produced a
chart to remind you of
the phrases to use in
common situations.

(note CFE= Cloud
flying exercise)

Words in blue
apply if you have
a transponder
(TXPR)

5Radio
(continued)



6Vintage news

It was quite a privilege for Gary Pullen, Paul Haliday and me to go
up to Stafford and the Reserve Collection of the Royal Air Force
Museum in January. Very few get the opportunity to see the RAFM reserve
collection, and whilst they have two large hangars on their premises, we only
had the opportunity to see the contents of one. The reason for our visit was
to collect their Eon Eton Type 7 primary glider (known as the TX1 when it
was used by cadets) which the RAFM has donated to the GHC.

We were only there for under two hours but could have wandered around
for much longer. A good deal of the stuff they had stored was close to junk
in my estimation, old ammunition boxes for instance, and lots more like that.
But everywhere for the aviation enthusiast there were absolute diamonds!

The RAFM advertised a number of stored aircraft for sale in March 2016 and
we became aware, via the May edition of the Aeroplane magazine, that one
was their Eon Eton glider. It is the only known example currently still
airworthy. Winning the bid was not about price, it was down to whom the

RAFM saw as the best possible
owners. The GHC was
successful in persuading the
RAFM that it was us!

The prototype Eton first flew
in February 1948. Surprising
you might think that Elliotts
should build a primary glider
post-WW2. Part of the reason
was they needed to keep their
workforce occupied whilst
waiting for permission to
restart furniture manu-
facture. The Eton was mainly
targeted at Air Cadets for

ground slides/low hops, albeit it was fully certified for flying, unlike the T.38
Slingsby Grasshopper which came out four years later. It is reckoned that
the components for about 90 were built but certainly nothing like that number
were sold, maybe around 70. The great majority were either sold to the cadet
organisations, the others to the Far East – Ceylon, India, Malaya, Pakistan.

Our Eton, WP270, has always been owned by the RAF. It is Number 38 on
the Elliotts’ production list and was delivered to Maidstone Grammar School
CCF in 1951. It was pranged a number of times. After 1183 launches it was
repaired yet again and then flight tested at RAF Bicester in 1962. This is the
last known flight. It went on display at the RAFM Hendon and then Manchester
Air and Space Museum between 1979 to 2004.

The decision on whether it will fly again has yet to be taken, but it certainly
cannot without a complete re-cover. We have a strong suspicion that it is
entirely original, in other words it has not been re-covered since it left  Elliotts’
factory in Newbury! We should be able to confirm that, if we can obtain the
glider documentation currently held at RAFM Hendon. We have contacted
the registrar requesting that they release all of the documentation they hold
re the Eton to the GHC.  Now over to Paul...

Glyn and Gary with the curator, Ian Alder



Our first impression arriving at Stafford’s RAFM Reserve Collection was how
large the facility was. For a while we roamed around the station looking for
the entrance. Eventually we found some people. They were friendly and knew
of our visit and why we had come along.

After a brief introduction, we were shown the Eton high up on a set of
shelving. My first fear was “How on Earth are we going to get that down from
up there?”, but it was quickly allayed when a fork-lift truck arrived to lower
it down.

Whilst this was happening, I decided to take a look around to discover what
other hidden treasures lay within the heated hangar that houses the RAF
Museum Reserve Collection.

First to catch my eye was
a very attractive blue and
black DH60M Moth that
had actually been built in
America before coming to
the UK.  It was unusual
because it had pioneered
De Havilland’s use of a
steel-tube constructed
fuselage that eventually
became commonplace on
the subsequent Tiger Moth
and we are familiar with it
in Lasham’s K13s.

I live in Woodley near
Reading; which was the
home of Miles Aircraft,

who, though one of the smaller aviation companies in the UK, gained a
reputation for building some distinctive and quite advanced aircraft.  I next
spotted the only Miles Mohawk ever to be built by the company in 1936 for
the aviation legend, Charles Lindbergh.

This sleek black and orange tandem two-seater monoplane had a top speed
of 190mph and had sufficient range to fly between European cities.  It was

pressed into military service in 1941 and survived the war only to be
abandoned in Spain after a forced landing.  After being spotted in a Seville
scrap-yard, the Mohawk was rescued by the Smithsonian Institute. Eventually
they donated it to the RAF Museum, who restored it to display condition.

I was amazed at some of the other things I saw, such as a large number of
very early four-bladed wooden propellers hung on a scaffolding pole in the
same way a model-aircraft builder would hang model propellers on a nail in
his/her garden shed.

Intriguingly there was a Vickers Vimy First World War bomber that had been
disassembled into a large kit of parts, all set in wooden frames.  I am told
that with the right tools and equipment, two people could re-assemble the
complete aircraft in only two days, which would be no mean feat given the
number of main planes, struts and bracing wires.

With the Eton down from its heights, it was now time to help load the glider
onto the improvised trailer and head back to Lasham, so we had no time to
look round the Westland Wallace, Sopwith Tabloid, Hawker Hind etc.

It was an interesting day and an insight that what you often see in museums
is only a small part of their total collection.

7Vintage news
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Accommodation wanted for the European Gliding Championships

A Danish friend is in his national team for the EGC in August. The team are
looking for accommodation on or near the airfield. I can personally vouch
for them. If you know of a spare accommodation for them, I will pass it in
on. If I receive more than one offer, I will pass it on the the EGC Team for
other competitors from other countries. john@mccullagh.biz

ANNUAL GENERAL MEETING

The AGM of Lasham Gliding Society will be on 25 March at 4pm. Find out
was is happening and have your say in how the club is run.The De Haviland DH60M Moth

mailto:john@mccullagh.biz


8Swiss trip

The recent acquisition of
the YS 53 by the Gliding
Heritage Centre, and the
rather formal check-out
procedures imposed for
such a strange machine,
reminded me of my
earlier more laid-back
acquaintance with its
immediate predecessor.
It all began when Roy
Procter (LGS Chairman in the
late 1960s)  was negotiating
the possible sale of BAC

1-11’s to SwissAir, and discovered that a Swiss club had bought a T53, but
had no trailer to get it from Kirbymoorside to Zurich. Without more ado, he
offered to deliver it by air.

So, early one morning in June 1969, Roy, George Whitfield and I set off from
Lasham in an Auster from the Tiger Club on the first leg to Yorkshire. We
borrowed a 360-channel radio, lifejackets and maps from the Royal Aircraft
Establishment through the good offices of their gliding club. We took turns
to fly the glider, resplendent in its Swiss livery, with two in the tug to help
navigate and to work the radio which was strapped in the rear seat.

My first stint was from Cambridge to Lympne; George drew the short straw
to fly the glider across the channel to Berck Plage where we stayed the night.

Our arrival in France was not without incident – problems in relaying
instructions to the glider, which landed in the wrong place, provoked a
pyrotechnic display from the tower which set fire to the dry grass. By the
time we helped put the fire out, our misdemeanor had been forgotten, and
the locals were helpful in ferrying us to our accommodation.

My second flight in the glider was from Berck to Reims, then two legs in the
tug from Reims to the glider’s new home at Birrfeld, near Zurich, via Nancy.
Most tows took about two hours, apart from the rather shorter cross-channel
leg. We faced a headwind most of the way but we pressed on, even though
it was not possible to trim out on tow at that speed. It needed both hands
on the stick, and sometimes a foot, to maintain reasonable station on the
tug.

It was probably all rather irregular, but on arrival the Swiss were delighted
to welcome their new toy. At first they had to take all the paperwork to Berne
to get it registered before they could fly it. Not to worry, we said, so long as
there was a Brit on board as P1, we could carry on as we had arrived and so
we did. George went home by BEA with the now redundant parachute; Roy
and I eventually flew the Auster back via Luxemburg and Lympne.

Our hosts were so pleased
that they invited us to join
them at their summer camp in
the high alps, at Munster, near
the Rhone Glacier and the
Furka and Grimsel passes, and
I was fortunate that my leave
fitted their arrangements.

I think I paid 150 Swiss francs
for the week plus the aerotows
that  were charged per minute
of tug time, and after a field

Rigging at Wombleton

Above:At Birrfeld. Below: Rhone Glacier



check I had a pretty free run of their T53, a K6 and a Blanik.

I do not have a photograph of the T53 at Munster, because there was some
sensitivity at the time about the airfield and my hosts were horrified when I
arrived with one of Uncle Sam’s Tactical Navigation Charts (bought at
Stanford’s in London) with the strip clearly labelled; I think they seemed to
be uneasy about marking its position on their road maps.

Looking back, I am surprised by the informality of it all.  We all had PPLs for
the tug but there was no such thing as a glider pilot’s licence, and nobody
seemed to think it strange for a G-reg tug to tow a glider in Swiss markings
across the channel, half-way across France, overfly a corner of Germany
near Basle, and into Switzerland.  I suppose Roy had persuaded Slingsbys
that we could be trusted to look after their machine which presumably they
had insured for the delivery flight. The only officialdom I can recall is that,
prior to our departure from Birrfeld, our return flight was entered into some
sort of customs lottery at Zurich, but our number didn’t come up and we
were excused the diversion to clear customs.  I think our decision to refuel
in Luxemburg on the way home was to avoid any problem with the French
when crossing the channel. Although we wore life-jackets, we didn’t have a
dinghy. Apart from that we just got on with it.

Finsteraarhorn
and Jungfrau
(far left)

9Swiss trip
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Vintage News overflow!  Above : Miles Mohawk at the RAF Museum.
Below: flat-pack Vickers Vimy. Both photos by Paul Haliday



10Sotos Airfield

Many pilots have flown from Jaca, Ocaña and Fuentimilonos. Alan
Baker alerted me to Sotos a new winch-only strip, 20km north of
Cuenca in Spain, and east of Madrid. Alan confirmed this site is known
for wonderful convergence flying. This was well proven last June you can see
from flight stats below. A winter talk by Francesco Padovano arranged by
Mike Philpott convinced Trish and I to visit Sotos, run by this charming
efficient and very hard-working Italian, and his son Daniele, with some part-
time assistance from Enrico Lucarelli, a Spanish hang-glider record breaker,
who pulled out every stop to make our visit a great success.

The remarkable Francesco instructs at the National Spanish Gliding School
at Ocaña and had a successful career as a yacht designer for Comar and past
member of the Americas Cup Italian crew. Francesco arrived at Lasham,

spent a week learning how to operate our Skylaunch winch, then picked up
and towed his new Skylaunch back to Spain. Regardless of where he
operates, Francesco attracts many followers and gives many a talks to
schools to inspire the young about gliding.

The Portsmouth-Bibao ferry, with car and 9m trailer plus your own cabin cost
about £1,250 return. Biboa-Sotos is an easy 5½ hour drive.  Trish and I
stayed in a small house in Sotos village, a ten-minute walk from the airfield
and with a garden shared by cockerel called Renaldo, five hens and Zunca,
a large friendly Labrador-cross guard dog.

Sotos airfield had a transient June population of French, Swiss and Spanish
pilots ranging from self-launching super-ships, microlight self-launchers and
a hang glider safari, which dropped in for a few days, along with van, chef
and tents. Their next destination airfield was dependent on the prevailing
wind. Due the nomadic nature of Spanish gliding, think in terms of Euroglide.
Alan Baker and partner arrived in Alan’s Pipistrelle to stay in our house for
the first weekend and to gave me a very useful site check-flight.  Later Pete
and Jill Harmer from North Hill arrived with their Duo.

An abundance of wild flowers covered the airfield in early June and
temperatures ranged from 8°C to 34°C during our stay. The village pool and
bar was but a seven-minute walk from the excellent modern clubhouse.
Oxygen and Wi-Fi was provided at my request. Bruno’s self-launch Pipistrelle
Taurus could get to the thermals from the foothills 5km to the east some 45
minutes before my winch launch in the valley. Madrid airspace was a few
kilometres to our West.

If you wish to achieve a record flight attempt, consider mounting an
expedition but arrange a tug in advance and share its cost among the
expedition’s members. Sotos requires competent helpers, so be prepared to
make yourself useful. In my experience this site is much cheaper than
Fuentimilanos and could attract a Vintage Rally as well as the super-ships.

The site would be suitable for early pilots as there are landable fields in the
vicinity, although you would need to fly SSW over Cuenca to reach the La
Mancha plain for more abundant fields. To the North and East of Sotos lies
the largest forest in Europe and before crossing this area of un-landable
forest and mountains, the rule is to set off 5,000ft above site, 8,000ASL. I

A dam some distance to the south of Sotos



was lucky to task-fly with Francesco on one day, and on another with the
Spanish club class ace Jose Antonio Blanco. See
http://www.soaringspot.com/en_gb/xlviii-campeonato-nacional-
de-vuelo-a-vela/) as I never would have had the courage to fly a 100%
blue leg down-wind over these mountains and forests.

Jose thought ‘it was not a particularly good June for Spain’.  However, during
my flights I averaged 69.5km/h at Sotos. This is a 32% improvement over
my average during the 2015 season in the UK. On a rough rule of thumb, if
David Masson achieves UK average speed of 100km/h, he might expect a
132km/h task speed from Sotos.

The attempt to beat my personal record of 760K at 86km/h at Fuentimilanos
in 2003 was not to be. My best was 624km at 76km/h. The lack of an aerotow
delayed task start and the winching 800ft to 1200ft launch on the 1km long

runway compared to 1400ft height at Lasham, resulted in re-lights when
launching before things got going. I flew on the best days, ignoring less ‘good’
but a keen pilot would have easily have flown 24 out of the 30 days.

Excellent daily Spanish Met. briefings were provided. I asked how could it be
that Daniele (nearly nineteen years old) could produces such good Met
presentations. He replied “Because I’ve done over 400 of them!”.

Many thanks are due to Shaun Lapworth for providing the critical oxygen kit,
and to Will Ellis for fabricating a carbon fibre aerodynamic wheel fairing. It
did not survive contact with the ground, when landing back on the airfield
on the inaugural flight, but it noticeably improved handling, and reduced
trimming pressure which is a characteristic of flying a K6e at speed.  For
your aerodynamic air-race standard fabrications, contact Will:
will.j.ellis@googlemail.com

To learn about our experience of flying in East Spain convergence, talk to
me, Alan Baker, Trish or John Gorringe, who turned up unexpectedly, having
fled terrible June weather in the UK and France with the magnificent ASH30,
Charlie-Charlie.

For information about flying at Sotos, contact Francesco Padovano:
fpadovanoxx@gmail.com He does exactly what he says he is going to do.

11Sotos Airfield
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Following Francesco’s yellow K6
Enrico on the left
Francesco second left
and Daniele fourth on
the left

http://www.soaringspot.com/en_gb/xlviii-campeonato-nacional-de-vuelo-a-vela/
http://www.soaringspot.com/en_gb/xlviii-campeonato-nacional-de-vuelo-a-vela/
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12Juniors at the Mynd

Around 70 juniors from clubs all around the country, including
Lasham, headed to the Midland Gliding Club at Long Mynd for the UK
Juniors weekend 3 - 5 February.

Saturday's forecast looked promising for the ridge with a south westerly wind
encouraging everyone to be up early to pull the gliders out and get them
rigged. Unfortunately the wind turned out to be more south than westerly
and a bit on the light side, despite this everyone was still keen to fly.

The Long Mynd team did a great job of getting the gliders launched achieving
a launch rate of 27 per hour up until lunch with a total of 111 over the day.
The only thing better than the launch rate was the breakfast in the clubhouse
whilst waiting for the canopies to demist.

The RASP forecast had suggested there may be the possibility of some
thermals early afternoon but with the club sitting at 1,400ft AMSL it took a
while for the cloud base to climb high enough to be useful off the winch.

Once it did there was around an hour and half ‘window’ of soaring available
if you were lucky enough to launch at the right time. Then, in a short time,
there were soon over ten gliders airborne and staying up… not bad for the
first weekend of February! Sunday was an anti-climax with the mist
unfortunately putting a stop to any further flying, so everyone began to make
their way home. The next juniors event is 31 March - 2 April at Nympsfield
and more details can be found on the UK Juniors Facebook page for anyone
interested in coming along!

Both photos by Matt Johnson



13Silver flight

I remember reading in Rising Air about someone
who got from first flight to silver in about 4
months, aided by drive, talent, time, money, and a
trip to the southern hemisphere. My story is slightly
different. Fewer of the requisite attributes above have
left me floating happily around locally in club gliders.

Since going solo in 2002 I have accumulated over 600
flights and a few hours in Astir 498.  I failed the
Bronze written test (by one question) and it took the
indignity of potentially being banned from flying
during the Olympics to kick me into passing it in 2012.

So I checked in to do the Lasham course with Merv
Saunders. The good news was the weather was kind, and I got the five-hour
flight in under lovely great streeting clouds on the second day. I had some
kind of battery failure and downloading the log trace (which, being idle, I
don’t often do) was an issue. But progress was made.

Day four; recharged battery and off I head towards Salisbury South. Leaving
gliding range of the airfield for the first time in umpteen years after my first
solo was quite a moment. At which point the battery fails again. Being less
bright than some I completed the flight rather than going back for another
power source. Only to be told Merv had rechecked the five hours flight and
I had flown too close to God for a whole 20 seconds to qualify. ‘Oh bother’
said I (or something like that).

2015 wasn’t a good year for me. Lots of 737 flying (as a passenger), and no
more thoughts on badges. 2016 – now a part-time worker – was better, but
my thoughts were mostly elsewhere. Then came a rather glorious late
September day, a briefing for fairly friendly weather, and after summoning
a bit of gumption and a quick chat with Mr Watt and I was at the back of a
big grid with a flight plan to Abingdon and back.

Launch was below 2,000ft at Alton. The flying was pretty easy at first –
probably a 400k day for grown ups. I got straight up past 3,000ft and set
off. I had flown the route recently with Derek Copeland in his Ximango, and
a fair number of Lasham gliders were marking thermals for me as I went
north west, wafted along by a firm southerly breeze, and then north past the
cooling towers at Didcot to turn at Abingdon.

Coming back into wind was not so easy and the slow progress was tiring.
Ray Whittaker came past me in his K6 as I thermalled badly, drifting
backwards while gaining very little height over Newbury.

If I had been a bit brighter I should have sat on his tail all the way home,
and maybe learned something. But I decided the clouds looked better to the
south. At this stage I was losing height, thermal energy, and (as John
Carpenter said later, looking at the trace) all-round competence. I fought it
as far as I could but it was now time to keep a field in mind. And after another
15min scratching it was time to lower the wheel and accept defeat.

The field was – as you
can see – just lovely.
Stubble, into wind,
gentle uphill, no
obstacles and a nice
track next to it, and –
I thought – a hotel with
a patio. Beer o’clock?

The hotel turned out to
be a home for the
elderly and very
confused. The nurse

asked if I had run out of petrol. Not quite. I had made it to Overton, about
15 miles from Lasham, and John was on hand for an easy retrieve (though
why he left the trestles at Lasham and why we had to push the glider up
slope into the trailer are a separate questions).

So, I assumed a good effort, but a failure. I thought you had to get home.
I was chided at the club house for not going on to Bicester. Happily our CFI,
when I reported the failure in passing weeks later, intervened, checked the
rules and the trace, and told me otherwise. The BGA agreed and now I now
have at least part of the Silver. So if you see me carefully floating around
definitely within height limits over the airfield this spring, busting for a pee,
the odyssey of Andrew's Silver badge will be – 15 years after solo - close to
conclusion. Wish me luck.

Andrew Hughes
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World Championships
Congratulations to Lasham member, Steve Jones, on finishing seventh in the
18m class at the World Gliding Championships at Benalla in January. He
finished with 4603 points only 77 points behind the bronze medal and so he
was a major contributor to Britain winning the Team Prize across all classes.
Lasham sends its congratulations to whole the team especially Russell
Cheetham (Gold - Open Class), Andy Davis (Bronze - Open) and Mike Young
(Bronze - 18m).

8.33kHz Radio
Every air-band radio must be certified for use with the new 8.33kHz spacing
from 1 January 2018, but the UK CAA has applied to the EU for time-limited
exemptions to certain 25kHz channels, including Safetycom (Dec 2023) and
common glider freq (Dec  2021). The EU has until June to review and agree
or otherwise.  Existing 25kHz radios can be left installed provided that they
are only used for exempted frequencies.

The CAA has now published the scheme for a 20% rebate from the EU on
the cost of a new radio. Funds are limited, so it is possible, though unlikely,
that they will run out of money by the end of the scheme.

The form must be filled in on-line. It does not work with the Firefox browser,
but it is OK with Internet Explorer and Adobe Acrobat. After you submit the

form, you will then be asked to attach a scanned image of your passport as
ID, and of the invoice from your supplier of the radio.
https://www.caa.co.uk/General-aviation/Aircraft-ownership-and-
maintenance/8-33-kHz-funding-application/

BURSARIES
RAeC Trust Bursaries
Applications are now open for 2017 Royal Aero Club Trust bursaries. These
bursaries, ranging from £500 to £1000 are available to any UK citizen aged
between 14 and 21 who wishes to advance their gliding or other air sport.
Follow-on bursaries are also available to those aged up to 24 to enable well
qualified air sports persons to enter international or national competitions or
other prestigious events or to advance their existing qualifications to a higher
level to the benefit of the sport (eg to gain an instructor qualification).
Applications must be submitted via the BGA and, to ensure that the overall
timetable can be met, these must be received at the BGA office by Lizzie
Pike (lizzie@gliding.co.uk) no later than 24 March 2017. Full details of the
scheme are on the RAeC Trust web site at
http://www.royalaeroclubtrust.org/bursaries

FAAOA Scholarships
The Fleet Air Arm Officers Association Aviation Scholarship Trust awards
gliding scholarships to young people (17-20) who are interested in pursuing
a career in military aviation. Gliding Scholarships are normally programmed
to take place during the Easter and August holiday periods and offer an
intensive gliding course of up to eight days at one of three locations - RNAS
Yeovilton in Somerset; RNAS Culdrose in Cornwall; and Lee-on-Solent in
Hampshire. Food and accommodation is also provided. Where possible, a
powered flying navigation exercise and visits to FAA training facilities are
included. Full details are on the FAAOA web site at
http://www.fleetairarmoa.org/faaoa-gliding-aviation-scholarships

British Women Pilots’ Association Scholarships
http://bwpa.co.uk/bwpa-2017-scholarships-open/

Air League Scholarships are now closed for 2017 but check for next year
http://www.airleague.co.uk/scholarships/gliding-scholarships/

https://www.caa.co.uk/General-aviation/Aircraft-ownership-and-maintenance/8-33-kHz-funding-application/
https://www.caa.co.uk/General-aviation/Aircraft-ownership-and-maintenance/8-33-kHz-funding-application/
https://www.caa.co.uk/General-aviation/Aircraft-ownership-and-maintenance/8-33-kHz-funding-application/
mailto:lizzie@gliding.co.uk
http://www.royalaeroclubtrust.org/bursaries
http://www.fleetairarmoa.org/faaoa-gliding-aviation-scholarships
http://bwpa.co.uk/bwpa-2017-scholarships-open/
http://www.airleague.co.uk/scholarships/gliding-scholarships/


CADETS CORNER
Cadet flying has continued with a few stalwart souls turning up for our days
during the holidays and those shared with Colin Short and Group 3.  Some
of the senior cadet graduates have been off with the BGA Winter Series. Their
exploits can be found on Facebook.  Meanwhile back at Lasham:

� Robert Fenner has gone solo, and is now well into his white card rating.
� Rohith Manikonda has also achieved solo with the aid of the “heavy” seat

for K13 glider D.  For those who are not aware, there is an alternate front
seat, coloured bright yellow, which has integrated weights. The seat
comes with a weight  placard for the glider. This masterpiece brings the
minimum front cockpit load down to 44kg (38kg pilot + parachute) – and
we can still put the screw-in weights to give a margin on early solos.

� Welcome to new cadets :- Toby Cooper, Jem Karaceylan, John Taylor
Joshua Winstanley, Francesco Tesolin, Katie Stokes, Eleanor Davis,
Shengan Shi

Looking forward, there are two single seaters available, DNZ (aka Denzil the
trusty K8), which lives in the main hangar and DPJ (Juliet), an Astir CS 77,
which will be kept rigged once the weather improves. Regular Tuesday
evening flying will commence mid-March and Saturdays.

ADVERT
Prolite Alpha 121 Battery chargers
Two for sale - Electronically controlled - Short circuit protection -  Suitable for

lead acid batteries - 4 to 12Ah capacities.  They cost
£45 each new  -  nominal output voltage 12v - Output
current 1 Amp - Three stage charging: Constant
current, Constant voltage and Float -  3 LED status
indication -  Reverse polarity protection -  Each
charger will come with a 7Ah battery that was bought
June 2016 - One charger and one battery will cost you
£25. Delivery to Lasham only. First emails received
get them. (I have bought lithium batteries)

john@mccullagh.biz
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Above: We had a lot of fog at the end of last year, but this picture of a
fogbow is some compensation.Taken by Jane Nash.  Below: A DG1000 at
Jaca. Taken by Corrin Higgs, ex-Lasham cadet, now at Airbus in Toulouse

mailto:john@mccullagh.biz
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I joined Lasham in the early 1960s. My grandson, Henry Johnson, is nearly
17 and has just been signed off for aerobatics. My plan is for all seven of our
grandchildren to be introduced to the sport.  Matthis the boy standing next
to Henry is too young but desperate for his turn. Ella is next to learn this
summer. Denis Johnson

Some members had a guided tour of 2EE’s facility on the airfield

The photo on the left is by
Gerry Cook and on the right
is a photo by Paul Mõtsküla
of the Red Arrows flying past
Lasham with an Airbus
A400M
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It was never my intention to glide in the French Alps in 2015, but
being an impulsive chap, when an e-mail announced that there had been a
late cancellation on the Sisteron trip. I thought “Why the heck not?”

£350 later I was worrying whether it was the right thing to have done. Having
only been sent solo in a K13 last year, I asked Colin who said “Go, you’ll
enjoy it” and so began the adventure.

I elected to drive the
1,000 km, intending to
enjoy France en route.
Stopping at Dijon on
my way south on the
Friday night, the bars
were overflowing as
the locals kicked off
their weekend in this
charming city. Yes,
this was the France I
was in search of.
Having driven to the
Alps before, I was
n e v e r t h e l e s s
awestruck the next
day, by the breath-
taking sight of the Alps

rising in the distance, a pleasure only surpassed by the quality of the winding
roads leading forever closer to my destination.

I located my accommodation, albeit with a brief encounter with Jan, the
owner of some other gites along the adjacent road. In my haste I had mixed
up the directions to our lodgings. No matter, Jan spoke four languages
fluently, as all Dutch men appear to do and I was soon redirected, but not
before being told that our paths may yet cross as he was off to the Janus
restaurant at Sisteron Airfield later that evening. He suggested I come along
as some mates were playing a few tunes. Not wanting to be impolite, I
established that he played a bit of guitar and made suitable noises about
possibly turning up.

A brief wait for my fellow expedition members was spent happily in the barmy
(or did you mean balmy!? Ed.) spring afternoon in the shade.  They soon
arrived and we were off to provision at the local supermarket for staples.
Not really being in the mood to put together a self-catered dinner, I relayed
the chance encounter with the Dutchman.  Everyone seemed thirsty (is that
an ailment most glider pilots are afflicted with?) and the lure of cold beer, a
meal and some iffy guitar music was sufficient to convince all that the airfield
was the place to head towards.  Imagine our surprise to be greeted with five
guys covering 70s & 80s hits as good as any cover band you will ever see.
A Dire Straits medley greeted us, and others from Lasham… both part of and
in addition to the expedition. Pizza all round. Nous sommes arrivés!
(Jan Wijte was a professional musician and had a top ten hit in the
Netherlands: Ed.)(How does Ed know this sort of stuff?… GM the Proof-
Reader)

Briefing at the airfield at 10am was then followed by preparations for the
first flight of the week. I had not flown a DG1000 nor a Duo Discus before,
but I was familiarised in what seemed like no time at all. A ten-minute
aerotow to a nearby ridge and I never looked back after that. Over three
hours  of soaring daily, running ridges, climbing and dashing from one valley
system to the next was all very achievable, thrilling and adrenalin filled. The
next six days passed in a flash.  So I went back the following year.

At this time of year, thoughts again naturally turn to the gliding season ahead.
Some of the best warm weather gliding in Europe is to be had in the Alps or
Pyrenees with generally reliable soaring from March onwards.  Indeed, March
& April see the Germans heading south to the airfields around the Southern
Alps, to kick-start their gliding season.

Whether one drives or flies on one of several low cost carriers, once near
Grenoble, the majestic Alps and valleys gradually come into view. Alpine
flying is of course on many a glider pilot’s bucket list and once enjoyed has
an addictive allure.  Whilst it is intimidating to the uninitiated, don’t let low
hours deter you from such an adventure.  As with other training, on a club
expedition, one is flying with an instructor which enables the wannabe alpine
pilot to learn in a safe environment. (Even if you are not on a Lasham
expedition, some clubs also run courses for newbies… Ed. again)

Lac de Serres Ponçon - towards Barcelonnette



Information on flying in the French Alps available in English.
http://www.volavoile-sisteron.com/gliding-segelflug-sisteron-
vaumeilh (in English)
http://www.aircross.co.uk/sisteron/Links.htm (in English)
http://www.flyserres.com/ (in French)

The following link provides a good read/refresher on safety, produced and
translated by CNVV
http://media.wix.com/ugd/611771_16e7ca022b884e53807cefa62
cdcb84b.pdf

Safety is of
p a r a m o u n t
importance and
the above
p u b l i c a t i o n
explains many
do’s & don’ts.
Reading aside, as
with many other
things in life,
there’s no better
substitute than
simply having a go
and experiencing
things first hand.
Armed with local
charts, guides and
maps, your know-
ledge slowly
expands.

Spaces on club expeditions rapidly fill.  If that’s the case, don’t despair, make
use of the waiting lists as it is not uncommon that people have to change
their plans, permitting others to fill cancelled slots.

2017 will herald a six-week long expedition to the airfield at Serres, where
a dozen fortunate club members will be flying on the expedition between

May and June this year with many others making their own way to the Alps
individually or in small groups throughout the summer

Klaus Ohlmann runs Serres.  He is another of those talented individuals who
speaks at least four languages and has set all kinds of records including the
world record of 3,009 km as well as being the first person to soar over Mount
Everest.

And what of the flying?  Rather than make an attempt to address that here,
perhaps you might want to search YouTube for “Playground Provence” – one
of the many outstanding videos uploaded by the late Balleka (Matt Wright)
https://youtu.be/9f56uBxdgPE As with so many of his wonderful videos,
this gives as good a flavour what soaring in the Alps is all about.

18French Alps
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Barre des Ecrins

Durance Valley with Sisteron airfield in the middle distance

http://www.volavoile-sisteron.com/gliding-segelflug-sisteron-vaumeilh
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I started flying at Lasham in
2013 and progressed through to
solo and Bronze. I then spent
some time working in Italy and
joined a gliding club there on the
edge of the Alps, where the
scenery is more dramatic. The
hills next to Lake Como provide
the local soaring area. Note that
field landings are not a great
option here due to the built-up
areas and small fields. You either
land at the airfield or in the lake.

After the Italian job, I had some free time to go back home to Wellington,
NZ in December and January. Wellington has a reputation for being windy.
This summer was a little breezier than normal with a northwesterly blowing
at gale force most days. When it was not gale force, it was severe gale or
more.

The Wellington Gliding Club had quite happily operated out of Paraparaumu
(para-para-umu) Airport for 55 years but the airport owner paid WGC to
terminate their lease. In early 2016 WGC moved to Papawai airfield in the
Wairarapa NE of Wellington, on the opposite side of the Tararua ranges. This
airfield has been used by Glide Wairarapa (aka Jury Hill GC or Greytown GC)
for a number of years and the two clubs now co-exist.

WGC have constructed a new hangar to house the club gliders and purchased
a brand new Skylaunch winch. Their old tug (a Pawnee) was sold, but the
new owner makes it available on occasions for WGC, albeit with constraints
due to noise. Some members tow their gliders to another gliding club at Hood
for an aerotow.

Normally at WGC there is just winch launching on runway 03 or 21. However
the predominant NW wind is at right angles to this runway. This causes some
problems with the cable often ending in the river and trees downwind of the
airfield. There is a cross-runway but this has an irrigation ditch across it, but
the local council has agreed to cover over this ditch. A local farmer still grazes
his cows here, so some mornings start with herding the cows off the airfield

and moving electric fences. After gliding large quantities of cows’ poo have
to be cleaned off the gliders’ undersides.

Next season WGC should be winching straight in to the NW on the new cross-
runway and a new clubhouse is on the drawing-board. The club gliders in
regular use are two DG 1000s with fixed undercarriage for instruction and a
DG 100 single seater, in which I spent most of my time.

Ross Sutherland who manages the operations in summer has successfully
recruited far and wide for instructors, winch drivers and admin staff from the
UK, Belgium and Slovenia to form the Summer Crew.

Along with visiting pilots from various countries like myself, some members
not tied to weekly work routines and this Summer Crew keep the club
operations ticking along midweek. This made for a very cosmopolitan
atmosphere with a mixed bunch of nationality, gender and age. The Summer

Crew get their
accommodat
ion and
personal flying
time provided.
If you are
considering a
season down-
under it would
be worthwhile
getting in touch
with WGC.

There is a large
o r c h a r d
covered in
white netting
(hail protection
Ed), next to the
airfield.

It stands out
from a distance

Papawai Airfield.(thanks for the photo to WGC) The hangar is centre left.
The Ruamahanga River is on the right and is joined by The Waiohine

River. The white area is the orchard.



so finding your way back to the airfield is easy. WGC currently uses the
orchard workers’ accommodation  for the Summer Crew up to February when
they start picking. There is also space for camper-vans and tents near the
hangar.

As for flying, being relatively new to soaring, I did struggle to get away from
the winch at times. The crosswind often limited the launch height to 1500’
and then there was a very short time to connect with a blue thermal. Usually
I headed to Papawai ridge (Jury Hill) just east of the airfield but this was no
guarantee nor were cumulus clouds.  I did manage a 2200’ launch once or
twice in to N/NE wind aided by a radio call to the winch driver for more power
if the climb was too weak. Conversely the winch-driver would request
correction for crosswind by saying “hangar side”.

The limitations imposed on launching caused by the strong crosswinds and
the number of days when the wind was too strong meant that I did not do
as much soaring as I had anticipated. However I did manage a few soaring
flights and ended on a highlight on my last flight in the DG 1000.

I struggled in a typically disorganised blue thermal until I got enough height
to follow other gliders to better thermals above the ridge, got blown well
east of the airfield but climbed well, I then returned west and found weak
wave in the lee of the Tararuas. I got to 7000’ with some great views over
to the South Island. Next season I think a lesson in how to use wave better
is in order.

Should you choose to go gliding with WGC there are many other attractions
nearby for non-flying days. The Wairarapa is a rural area of plains and low
hills north of Wellington and east of the Tararua ranges. The drive over the
Rimutaka hill from Wellington takes about one hour and is an exhilarating
drive if you are a petrol-head, maybe not so much fun if you are a passenger
or do not like driving.

Greytown is 4km from Papawai and has several cafes, boutique shops and
pubs as many Wellingtonians like to drive over the hill for a day out.
Martinborough about 10km south of Papawai has many vineyards producing,
among other varieties, Sauvignon Blanc, Riesling and Pinot Noir, vineyard
tours can be self-guided or with an organised tour. Of course Martinborough
also has many fine cafes and restaurants.

For the more adventurous there is tramping in the Tararuas where there are
plenty of public huts to stay in. The huts in NZ are not serviced, so you must
be fully self-sufficient. A favourite summer activity of mine is to incorporate
a gorge in to a tramping trip which involves some pack-floating down a river.

Other outdoor activities are fishing in the rivers, deer hunting and mountain
biking. The back roads are generally very quiet in the Wairarapa so suit
cycling and make for enjoyable driving / motorcycling. At Hood airfield there
are vintage aircraft and it hosts an air-show in February. There is an Kiwi
version of Stonehenge nearby and a marae (Maori meeting house) at Papawai.

Given the developments going on at Papawai, I think it will improve as a
gliding centre and I intend to return regularly, perhaps joining the summer
crew next time. Keep WGC in mind as an antipodean alternative. Their
website is http://www.soar.co.nz/

20Papawai
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I was at Detling when I met Wally Kahn. He
came and talked to me about possibly
joining Lasham. After driving over to see the
place, my first impression was that it was cold
and bleak.

It was wintertime and so there were no gliders
out at all. That was disappointing but I had a walk
round with the Army Club CFI. He said "Look at
the state of the runways. They will cost millions.
They won't last another year or two, except the
main runway which has been re-done." He said
"It's not a good bet, Lasham." It was very
disheartening.

And yet I came anyway. I left the security of the
RAF and became Lasham's CFI.  I did not really have much future in the Air
Force. It was getting difficult. I had never done a ground job. I may well
have had another three-year stretch on the ground, which I would not have
liked , dealing with equipment or just general duties. So,I was quite pleased
to have something involved with flying. Very pleased, in fact.

The set-up at Lasham was strange, but it worked. There were two separate
entities. We had winching on the grass alongside the runway for the Surrey
Club, and the runway itself was used by the Army with a tow-car. The Surrey
Club included all sorts of small clubs and groups. The Army Club was really
quite separate, but they were working together alright. The problem was
that nobody quite had control. I felt there was no-one actually responsible
for the whole thing.

They had a problem paying me a permanent salary because they lost money
all the time. I don't know how they managed to pay it, but Philip Wills
guaranteed my salary in case of a shortfall.

There were some great characters there.  Ann Welch stood out. She had a
finger in everything and she was a quite good organiser as well as being a
good pilot and a good instructor.

However she was a bit tough on the pupils. She was like some other
instructors I met, who believe that it is best to actually knock the person
for six when you first meet them. On their first flights she criticised
everything, reduced them almost to tears,  then built them up afterwards.
Then you get them as your boy.  I have known it work for some people, but
it is not my way. I was horrified.

Before I came along,
training instruct-ors
consisted of just Ann,
Lorne* and perhaps one
other. They ran little
group classes for their
latest blue-eyed boys, to
teach them to teach…
but I thought they had
quite good ideas, so it
was all right. When I
came there, I took over
the training of
instructors, which  soon
meant I had a  group of
instructors who I had
taught to instruct with

my methods. By the time we had got two or three years of that, of doing it
once a year with a group, I got a nucleus of good people who believed in
me.

At first the BGA did not see themselves as being in charge of instructor
training.  On the first BGA instructor courses you never saw a bad landing
at all during the whole course. Whereas my idea of instructor training is to
give the person some idea of what it is like to sit and decide whether to take
over. I would always be doing bumpy, bouncy or ballooning landings

The Piggott Interviews  - 4
DP arrives at Lasham

The Gliding Heritage
Centre sent Paul
Haliday,  Geoff Martin &
Mike Philpott to
interview Derek Piggott
lin 2015 to start a video
archive. This is the
fourth section taken
from the transcript.
Last time we learnt that
DP started teaching at
Detling. This is what
happened next when
Wally Kahn appeared.

The Gliding Heritage
Centre sent Paul
Haliday,  Geoff Martin &
Mike Philpott to
interview Derek Piggott
lin 2015 to start a video
archive. This is the
fourth section taken
from the transcript.
Last time we learnt that
DP started teaching at
Detling. This is what
happened next when
Wally Kahn appeared.

* Patrick Palles Lorne Elphinstone Welch, (12 August 1916 – 15 May 1998),
known as Lorne Welch, was a British engineer, pilot and Colditz prisoner of
war.

Slingsby T21 two-seat training glider. It first flew in 1944Slingsby T21 two-seat training glider. It first flew in 1944



Training for cloud-flying

Pilots who fly in cloud in gliders have tended to stick to the training they
acquired in the powered world or they are self-taught. Up to a few years
ago there was nothing in any syllabus regarding this… much to the horror
of the CAA and more recently EASA. So to regulate this the BGA created
a package for the more experienced pilot (Bronze plus 30 hours) which
included a Powerpoint lecture and a flying test in the motor-glider. So far
I have successfully processed about 40 pilots at Lasham. At the end you
get a Cloud Flying Endorsement from the BGA and/or a Cloud Flying Rating
if you hold a SPL or LAPL(S) which is free.

This award at present does not confer any rights over a non-qualified pilot
but it gives additional tools to someone who is caught out in cloud or in
poor vis. It also demonstrates how quickly things can get out of control
and what the correct recovery is. I intend to run more courses this
November.

deliberately, just to get them into the way of dealing with it. It used to really
worry me the way they did not do that on the BGA courses.

You do not need to be a genius to be a competent glider pilot. You just need
a keenness to learn and the keenness to keep pushing, to try and improve
your flying all the time, getting people to criticise it for you, show you things
to develop of your flying.

However a good instructor must be more than just a competent pilot. You
have to be capable of really learning a lot more, because you have got to
learn to cope with the incidents and mistakes that the student makes. You
also need to be analytical. You have  to be able to say "That happened
because you did this, and the cure is to avoid doing it is this". These skills
are very different from those needed to be a good competition pilot.

Very often competition pilots cannot explain how they centre in thermals.
They often just do it instinctively, and yet entering a thermal is one of the
things that distinguishes the competition pilot from the beginner. However
the instructor has to describe the technique. In my opinion, many people,
and beginners particularly, are far too late in most of their movements for
thermalling. So they wait and count three. Well to my mind, if you feel the
lift, it should be into a maximum rate turn, keeping it as tight as you can,
just off the buffet if possible, but at least the smallest turn you can.  At that
moment you feel good lift, you want to get as close to that point as you can.

The quicker you can apply the bank, the steeper you are able to turn in the
first turn, keeping as close to something you know is lift because of the feel,
but you want to get round again to search close by. If you are close to it,
you can feel it coming again, you can then open out and find the centre.

Another area where good teaching is needed is cloud-flying. I do not
recommend that people go cloud flying without proper instruction because
you have to learn how to correct divergences. Teaching involves deliberately
upsetting the turn so it spirals down faster. After the pupil recovers, you
then set it up so it stalls.  It is best using a shield or hood to prevent the
pupil looking out.  If you do it in cloud, it is more difficult for the instructor
to teach.

You must be aware that if you really lose control, you must open the brakes
anyway and just do the best you can. There are all sorts of tips to cloud-flying
and you can show those as demonstrations.

For example the instructor might say "OK… put the nose down. Now just
watch the instrument. See, the ASI is increasing. Now we ease back to get
back towards level flight, and we ease back the moment the needle stops
going any further and is just about to move back, because you are losing
speed, it’s the moment to take off the backward movement with which you
are pulling the nose up. Make a little forward movement to stop the
oscillation." It is the same if you are going very slow. If you get into cloud
and you see the speed is coming down, then you move forward until the
needle stops. The moment the needle stops, you check. And that is roughly
somewhere in the middle."  When the needle stops, the nose is on the
horizon.

Training for cloud-flying

Pilots who fly in cloud in gliders have tended to stick to the training they
acquired in the powered world or they are self-taught. Up to a few years
ago there was nothing in any syllabus regarding this… much to the horror
of the CAA and more recently EASA. So to regulate this the BGA created
a package for the more experienced pilot (Bronze plus 30 hours) which
included a Powerpoint lecture and a flying test in the motor-glider. So far
I have successfully processed about 40 pilots at Lasham. At the end you
get a Cloud Flying Endorsement from the BGA and/or a Cloud Flying Rating
if you hold a SPL or LAPL(S) which is free.

This award at present does not confer any rights over a non-qualified pilot
but it gives additional tools to someone who is caught out in cloud or in
poor vis. It also demonstrates how quickly things can get out of control
and what the correct recovery is. I intend to run more courses this
November.

Edited by John McCullagh
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23Letter from the BGA on airspace

TO ALL GLIDER PILOTS

During 2015 and 2016, we wrote to you with some very important informa-
tion about airspace safety. This letter aims to remind us all about a number
of key issues ahead of what we hope will be another busy year. Thank you
very much in advance for your support.

An airprox is a situation in which, in the opinion of a pilot or air traffic
services personnel, the distance between aircraft as well as their relative
positions and speed have been such that the safety of the aircraft involved
may have been compromised. Every year, there are a number of high risk
airprox, ie those where good fortune is likely to have saved the day.

Collisions between gliders and aircraft other than gliders are rare. Statistics
clearly demonstrate that the mid-air collision risk increases significantly
when in close proximity to an airfield. If a glider ever comes into contact with
a Commercial Air Transport aircraft, we can expect gliding to change forever.

We share the sky with other GA, commercial instrument traffic, military
operations, drones, emergency services and others. It is crucially important
that we operate responsibly to help to maintain the existing reasonable level
of safety in Class G. So we all need to take appropriate precautions,
including:
� Understand the airspace in which we operate and who might be flying

where, including knowing where instrument procedure traffic is likely to
be operating

� Plan ahead to avoid if we can the known busy areas, e.g. close to or
above airfields, instrument procedural areas, and instrument approaches

� If we can’t avoid, let others know we’re around by talking to the
controller by radio in good time

� Where carried, electronic conspicuity equipment should be switched on
� Those of us who use GPS moving map PDAs, Oudies, etc should use a

helpful UK airspace file that includes ILS approaches and useful airspace
information. Please refer to
https://members.gliding.co.uk/airspace/airspace-files/

� Only utilize an airspace LoA when fully briefed on all the relevant detail.

Planned UK ½ mil chart changes noted on the NATS AIS website are;
Southern 02/03/2017 (Edition 43), North 30/03/2017 (Edition 40), and
Scotland 09/11/2017 (Edition 32)

As previously noted, air traffic controllers have been advised how extended
radio calls can be very distracting for glider pilots. We have been advised
that where we provide situational awareness information, it is certainly
helpful to describe our position, e.g. “3 miles west of Cranfield at 2500 feet”
and our intention, e.g. “climbing in a thermal before heading NE”.

It’s important to aviate, navigate and communicate in that order. We are
advised that ATC are more interested in hearing from you rather than what
radio licence you may be using.  Thanks for reading this important message.

John Williams (Airspace Committee),
Liz Sparrow (Competitions Committee), Peter Moorehead (Flight

Operations Committee), Pete Stratten (Safety Committee)

Flying past airliners is OK at Lasham.           Photo: Paul Haliday

https://members.gliding.co.uk/airspace/airspace-files/


The instructors’ manual and the safe winch launch leaflet/booklet teach:
After power loss in mid-launch, adopt the recovery attitude, wait until the
glider regains a safe approach speed, and land ahead if it is safe to do so.
Why not turn? The BGA has been teaching ‘do not turn’ because:
� after a push-over the airspeed can be less than the attitude would suggest
� turning before the glider has accelerated to a safe speed after a launch failure can
cause the glider to spin.

After commencing a turn, although the glider may have sufficient airspeed to avoid a
stall and spin, no landing area may be immediately available, and this can expose the
glider to other hazards which can prevent a safe landing. Sink is one such hazard, of-
ten associated with strong winds and wave. A glider making a 360° turn in still air at a
bank angle of 35° and 50kt typically descends by only 70ft. But with 15ft/second sink
the height loss in a 360° turn is over 400ft. If the launch failure was at 300ft the glider
would crash before completing a 360° turn.
The existence of additional hazards from a turn adds force to the advice:
LAND AHEAD IF IT IS SAFE TO DO SO.
If you are very experienced, you may sometimes be winch launching in challenging
conditions. If you have a launch failure, we would urge you to land ahead if it is safe to
do so.



25The deepest and darkest secret of all

We have travelled the long dark road through gliding together for
many moons now and it has been my awkward and dubious duty to tell
you all those things that no-one else will... at least not in print.  We have
come a long way and thanks to me you now know all sorts of really crucial
things about gliding.  From the very earliest days I taught you how to spot
even the most carefully camouflaged instructors. I spelled out the reasons
winch drivers tended to demand human sacrifice… and how it was done.
Useful things like that.

And then when you finally went post-solo I taught you some vital tricks…
like how to attach an owl to your canopy in order to secure effortless 360
degree vision in crowded thermals. No-one else will tell you these things.
Gliding wisdom goes in layers… like onions. And now it is time to delve into
the deepest darkest and murkiest layer of all.  As I said last time, the things
that escape notice are either very small or else very big… and this one’s
another whopper.

What on earth do you do about in-flight relief? We are always being
encouraged to drink like fish with marketing maniacs insisting we are all
liable to collapse and die if we just walk about normally without a plastic
bottle in hand. And you don’t merely ‘have a drink’ these days … that’s for
the birds now. Us pilots have to have an ‘in-flight hydration system’ like a
‘Vaude’ or a ‘Leatte’ or a ‘Camelbak’ which tend to be bulky.

New gliders are designed to carry only you plus one or two small pieces of
paper, so bulky kit has to be stowed aft and kind of plumbed-in with neoprene
tubes. So if output equals input where does all the fluid end up? (in the ASI
if you don’t keep all your tubes under control!) Well how about sweat? There’s
nothing like a thermalful of ruthless go-ahead competitive glider pilots to
make you sweat buckets. However before very long those of a calmer, more
calculating disposition will have the awkward problem of a full bladder.

Rising Air’s previous Editor first encountered the problem when Roy Pentecost
whisked him away around Kirton-in-Lindsay and back for a ‘COMPASS’ 500
km on a stonking day in early May. “Wear some warm clothing and bring
something to pee into” he said. So our ex-Ed duly turns up in tightish
mountain thermals clutching a plastic 300ml bottle full of juice. He was a
Man of Faith and the idea was that the bottle wouldn’t need filling until it had
first been emptied.

When the time came the problem, he discovered, is two-fold: Stage one
involves making a hugely difficult and sometimes strenuous personal
adjustment whilst tightly strapped-in facing upwards. So tight thermals are
not a good idea. And Stage Two involves attempts to get the wee into the
bottle without squirting it all round the cockpit. In a modern glider, like the
club’s DG1000, you have to pee upwards. Because all the downward space
has been used up with the stick, the seat, and your own thighs and bum.

You realise that the first thing you’re going to need is a non-return valve. I
don’t know about you but I have got out of the habit of carrying non-return
valves around like toffees and our dear ex-Ed was no different.

So improvising furiously, the second thing he found he needed was cling film
to sort-of plug the obvious gaps. And then tissues to mop up afterwards. It
was fortunate that having none of these, after the flight, no-one needed to
borrow his handkerchief!

Some like to drill a hole and insert a pee tube projecting through the fuselage
from just behind the stick. The idea is to install a handy-sized funnel in the
top of the tube which can be discreetly removed when admirers are peering
into the cockpit. But, as with all matters gliding, embarrassing problems can
arise. One person I heard of found that the air currents on the underside of
his fuselage were somehow directing the wee stream straight into his
undercarriage box and had been corroding the wheel mechanism for many
months.

Another higher flyer discovered that ice had blocked the tube and the wee
had backed-up into his small collecting bowl which then had to be hand-held.
The trouble then was that he hit rotor and the contents of the bowl ended
up on the canopy where it instantly froze. When he descended to lower climes
the wee then melted and ran down on to him constantly!

But the most ‘normal’ problem is for those flying a club glider. The CoM do
not take kindly to keen members drilling holes through their £120,000
aircraft. Neither do they appreciate them smelling of wee. The cockpits I
mean. A faint smell of wee on the pilot can actually impress in the bar because
it suggests that a long distance has been flown without time to change since,
but it is an unwritten rule that it should only be a faint smell. Of course some
older members just smell that way anyway and this can give them an unfair
social advantage.



The other way of going about the problem is to plumb-in the exhaust as well
as the intake. Sticky condom-like devices are available in plain cover from
the BGA to save you lengthy and unconvincing explanations in front of
astounded and tittering junior staff at the local chemist.

But even here things can become difficult. I was wandering past the landing
area one fine midsummer day when a Skylark 3 dropped elegantly out of the
sky right in front of me. Of course I rushed to assist and was told by the
young man flying it that he’d come from Nympsfield for his Silver Distance.
But out of the cockpit he walked a bit funny and kept looking nervously about
him. Finally when the girl retrieve drivers were out of earshot he asked me
how far away the loos were. “About half a mile” I told him. He appeared even
more distressed. “I’m wearing a full leg bag” he finally admitted “and I can’t
really walk normally with it like this!”

Others have had worse problems. After landing, they tried to discreetly and
rapidly remove the External Male Catheter before help arrived. They then
found it stuck fast to a most tender and delicate part of their otherwise robust
anatomy. Now the sight of a glider pilot hopping about furiously on the
landing area with his trousers half down and obviously in some difficulty can
attract attention… even at Lasham.

The only other way would be to lie flat on the grass behind the glider for a
lower profile struggle. However the observant might then think that you’re
having a heart-attack and ring for an ambulance.

The usual no-nonsense method seems to be just using a sandwich bag. But
bring several because it only takes one tiny hole to cause embarrassment.
Blow them up before you use them just to check. Do not blow them up
afterwards! Then you have two options… either seal the top and stow carefully
(don’t ask where) or just empty the whole thing out of the DV panel but
retain the plastic. (Option 2 sounds too risky to me, Ed)

The Air Navigation Order allows you to dump loose water (and wee is 98%
water so you can only be 2% prosecuted) but not any polythene. What you
definitely do not want is for your slippery bag of wee to plummet down at
vast speed and take out a member of some unsuspecting country wedding
party… particularly if the celebrations below should happen to include the
offspring of some CAA official. Don’t forget Gliding and Sod’s Law grew up
together! Ideally wee should all remain in the cockpit, but nobody ever told
sailplane designers this. In fact there is much that has not been told them.

But believe it or not, in amongst all this darkness there lurks an even deeper
darker aspect… what on earth do girls do?  Here I am simply going to have
to draw a veil over proceedings despite its inherent fascination for male pilots.
I was told there was a certain LGS lady member who would readily discuss
this mysterious issue and I was about to approach her in the bar one evening
when a cautionary thought struck me. What’s the betting that she only
‘readily discusses’ with other women? What’s the chances of me merely
getting a thump in the teeth? Sadly I backed away and took my pint of
Heineken into an appropriately murky corner. All I can tell you is that
mysterious ‘gadgets’ are rumoured to be employed and these are a regular
topic of discreet discussion whenever lady pilots get together… fascinating.

But the best cautionary tale of all is of the poor chap trying to get his five
hours. After 4 hours and 35 minutes something always goes wrong on these
flights… and in this case the chap was desperate for a pee. Lift was still
plentiful and the long-awaited five hours looked certain if only he could solve
the bladder problem… but it was, by now, extremely acute.

26The deepest and darkest secret of all
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“Ten pounds says he’s drilled the hole in front of the stick…”

“Ten pounds says he’s drilled the hole in front of the stick…”

Ross



Not having a Grimshaw to advise him or ever having thought about the issue
much he hit upon a brilliant bit of lateral thought. He would use one of his
shoes! It was a small sacrifice, and anyway who would notice? After some
wild yawing he did manage to get a shoe off and quickly set about filling it.
It worked brilliantly… but then the first discovery struck. Try as he might he
just could not get his shoe through the DV panel window to empty it. “Never
mind” he thought “It’s not for long… I’ll just hold it.”

And so the magic five hours came and went… he was certain of being Home
and Dry and it was time to land. It was only on the downwind leg that the

second discovery struck him. He was going to need his left hand to operate
the air-brakes! “Never mind” he thought “I’ll just place the fairly full shoe
carefully on the cockpit floor…” And all went well until the third fairly
catastrophic discovery made its presence felt… in the form of one decent-
sized bump just after touchdown…

The story goes that he was hours cleaning that aircraft out… none of his
friends would help. Indeed none of his friends would go anywhere near
him. You have been warned!

27The deepest and darkest secret of all
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(all lists are alphabetical)
Committee of Management
Mike Clarke (Chairman)
Chris Marren
John McCullagh (Hon Treasurer)
Mike Philpott (Vice chairman)
Julian Richardson
Colin Short

General Manager
Gavin Spink

Flying staff
Colin Watt (Chief Flying Instructor)

Other flying staff
Ed Lockhart

Estates Manager
Zenon Marczynski

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

Workshop
Stuart Clay (Licensed Engineer)
Richard Moyse (Aircraft Workshop Manager)
Gayl Wheelwright (Aircraft Maintenance Manager)

Facilities and winch
Paul Haliday
Scott Thompson
Quintin Wheelwright (Facilities manager)

Restaurant and bar franchisees
Golden Glider Ltd (Alice, Fi and Nick Christides)
07429 003510

Other roles
Dave Bowtell (Youth Scheme)
Dave Hopgood (Tugmaster)
Colin Jackson (Airspace)
Gary Pullen  (Safety Officer)
Colin Watt (Child Protection Officer)

Sub-committee chairmen
Caravan - Jill Atkinson
Competitions - Joan Bickers
Flying - Colin Watt
Marketing - vacant
Social - vacant
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 & Lasham Charitable Trust
The places for donations to make Lasham even
better. The trustees are: Graham Garnett and
Nigel Mallender, Mike Philpott and the Society’s
chairman
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