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2Watt’s Up

Introduction
I am finding the start of this
newsletter particularly difficult to
construct, as I know if I start down
the road of talking about the impact
that COVID has had on us, it will
probably turn in to a very negative
piece, that’s interspersed with the odd
rant about the restrictions that we
have faced in the last twelve months.

So, I am going to try and focus on the
positives that are ahead, and also
hope that it is actually the light at the
end of the tunnel that I can see, and
not another train travelling towards
us.

Announcement from the Department of Transport
If you are the kind of person who is dialled into social media, you will
have already seen the notification from the Department of Transport
about the resumption of General Aviation activities in England. If you
have actually missed it, then here is the link to their web-site.
https://www.gov.uk/government/publications/coronavirus-covid-19-
general-aviation/coronavirus-covid-19-general-aviation

Currency
The issue of currency and competency is something that we touch on
every year, but with the various lock-downs and restrictions that have
been imposed on us over the last twelve months or so, it may not just
be a case of being able to operate the aircraft or glider safely in the
air, but also be one of being legal to fly if you are operating under the
privileges of a licence.

The last 12 months have taught us a lot about managing currency
issues and how important it is to take a positive approach to it. We
know that the vast majority of qualified and experienced pilots are
capable of making their own judgements on their currency and
competency after a long layoff, and all they often need is a reminder
of the issues that they face.

Where it becomes a little more difficult is with qualified, but
inexperience pilots who have not been in the situation of experiencing
a long layoff, and what we have found is that they tend to
overestimate their level of competency, and underestimate how
quickly both your skill and judgement fade.

Operational restart
If you have fully interpreted the DfT guidance above, you will have
worked out that we have an agreed start date for operating, and its
now down to us to sort out the process that needs to be followed. The
previous restart in May last year worked well, so this will be the
blueprint for what we intend to do, with the only difference being the
time-frame of the process, as the Government’s roadmap gives us a
clear indication of what is allowed at each stage.

Stage 1 on 29 March
“This will allow the safe restart of  GA  flying for non-professional
purposes for solo pilots, or individuals flying with a member of their
household or bubble”.

Just like last year, members who are authorised to resume solo flying
will get an email confirming this. The operation will be aerotow only
for the first two weeks and then winching will be re-introduced just
before the start of stage two.

The DfT guidance allows two-seater flying by people who have formed
a support bubble. This will be allowed at Lasham providing the
criteria that has been laid down by the Government is followed.
https://www.bbc.co.uk/news/health-52637354

https://www.gov.uk/government/publications/coronavirus-covid-19-general-aviation/coronavirus-covid-19-general-aviation
https://www.gov.uk/government/publications/coronavirus-covid-19-general-aviation/coronavirus-covid-19-general-aviation
https://www.bbc.co.uk/news/health-52637354


Stage 2 on 12 April
“Flight training for all pilots, and
flights with an instructor, can
resume”.

Thanks to the CAA’s clarification
on instructor recency flying and
operation most of the
instructors should be current by
then and probably keen to start
training again.

We plan to recommence
training flights on the 12 April,
and just like last year, we will
be using the online booking
system only. (The casual flying
list is dead and buried and will
never come back!) The
bookings should be made
through the office, and the list
will be open one week before
the restart.

I am also aware that there will be a large demand for check-flights
and currency training, so in the first few weeks we will make every
effort to have most of the two-seaters staffed for instruction, and we
will have the Falke available for those all important field landing
refreshers.

Spring refresher package
Once again, we will be offering the Spring refresher package and in
normal times it would run from the beginning of March and finish at
the end of April. As COVID has played its part in delaying the start of
flying, we will extend the refresher package to the end of May.

There are two options within the package and these are based around
which method of launching you choose to use.

Option 1.
� A 4000ft aerotow in a K13, so you can revise on stalling and

spinning
� A 30 min Falke flight which can be used to do some simulated

field-landings and a practice final glide exercise

Option 2
� A 4000ft aerotow in a K13, so you can revise on stalling and

spinning
� A 30 min Falke flight which can be used to do some simulated

field landings and a practice final glide exercise
� Three winch launches of which two will be practice launch-

failures

What’s next in 2021
The following year’s course plan normally gets drawn up at the end
of the previous year and by the early part of the following year
everything is in place for the advanced training and summer courses.
As everyone knows this is not a normal year, and we are still getting
our heads around the how the current Government roadmap will affect
us.

It is anticipated that the five-day courses will start at the beginning
of May and then there will be a little bit of shuffling around of the
advanced courses to fit in with other planned events. The 2021 year
planner will go live on the Lasham web-site in the middle of March.

Medical standards
This one has been bubbling away in the background for a while now,
and its something that all glider pilots need to be aware of, because
at the end of this year you will need to have one of the medicals below
if you wish to fly a Part 21 glider. What’s a Part 21 glider? Well, it’s
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what used to be classed an EASA glider, or in simple terms something
with a “G” reg on the fuselage.

Currently we can fly any glider in UK airspace providing you are in
position of a driving license issued by the UK Government, or an EU
state, but from December you will need one of the following.
� EASA, or UK issued Class 1 or 2 Medical.
� EASA, or UK issued LAPL medical.
� UK CAA Pilot Declared Medical

The pilot declared medical is based on driving licence standards, and
this is what most people will probably go for. The application can be
made on the CAA’s web-site using the link below.

https://www.caa.co.uk/general-aviation/pilot-licences/medical-
requirements/medical-requirements-for-private-pilots/

When I went for a medical at the beginning of March, I became aware
of a requirement to register with the CAA on their portal. At the
moment the guidance on this has disappeared from the CAA’s website,
but if it does reappear, I will be flashing round an email to advise
every one of the process.

If you are over 70, you have to make a declaration every three
years.

Leaving the best till last!  - Licensing
For about the last eight years we have been talking about licensing
of glider pilots, and how there would be a firm date by which all
qualified pilots would need to be in possession of a UK-issued SPL, or
its EASA equivalent. Well folks, that time has come.

The final fixed and firm date is 8 December 2021, and unless Aviation
House at Gatwick is struck by a meteorite, I cannot see this changing.
What do you need to do? Download the application form and the
related guidance from the BGA’s web-site and follow the step-by-step

guidance on the web page. https://members.gliding.co.uk/pilot-
licence-conversion/

You will need the involvement of a nominated person to certify certain
documents before you send it all to the BGA. I can do this either face
to face after 29 March, or via email and a Zoom meeting.

One final note on this. It is estimated that there are still around 4,000
glider pilots who will need to get a license before December, so don’t
leave it until the last minute.

��I La�h�� G�i�ing So��e�y
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Duo Discus - For Sale
One careful owner! Fully equipped for cross-country flying. Cobra
trailer, wing stands, tow-out gear and covers. (Comp number not
included) Contact the CFI for more details.

https://www.caa.co.uk/general-aviation/pilot-licences/medical-requirements/medical-requirements-for-private-pilots/
https://www.caa.co.uk/general-aviation/pilot-licences/medical-requirements/medical-requirements-for-private-pilots/
https://www.caa.co.uk/general-aviation/pilot-licences/medical-requirements/medical-requirements-for-private-pilots/
https://www.caa.co.uk/general-aviation/pilot-licences/medical-requirements/medical-requirements-for-private-pilots/
https://members.gliding.co.uk/pilot-licence-conversion/
https://members.gliding.co.uk/pilot-licence-conversion/


5Vintage News

I was thinking what on earth am I going to write about for this
edition of Rising Air!? Tail end of a very cold winter here at Lasham,
and so there nothing to say about any flying we’ve been doing. Firstly
because it’s a non-soaring time, and much more importantly we
haven’t been able to fly, even if we’d wanted to,  because of the Covid
lockdown. The restrictions have meant that no general public members
have been able to take hangar tours since March 2020.

But then came the announcement on the 14th February from the LGS
chairman, Patrick Naegeli, about the Royal Aero Club award to Gary
Pullen. I can do no better than copy in Patrick’s mail to the LGS
members:

“We are delighted to announce that LGS Vice Chairman, Gary Pullen,
has been awarded a Bronze Medal by the Royal Aero Club in
recognition of his leadership, dedication and contribution to the

establishment and development of the Gliding Heritage Centre since
its inception. The GHC has itself received both Royal Aero Club and
British Gliding Association awards in recognition of its significant role
in the preservation of gliding heritage. RAeC Bronze Medals are
awarded by the RAeC for meritorious achievements in aviation or for
those who have made a major contribution to the work of the Royal
Aero Club, its members or to a field of aviation. Well done Gary.”

Gary has been at the forefront of the GHC since the idea of Lasham
hosting a vintage glider centre hatched from the egg in the summer
of 2011. The GHC was incorporated on the 15 March 2012 and Gary
was, and still is, one of the original five directors. Remarkably the
other four directors have also stayed the course to this day – Tony
Newbery, Glyn Bradney, Julian Ben-David, and Mark Wills. March 2022
sees our tenth anniversary and likely there’ll be some celebratory
events.

That’s the future though, back to the still gloomy present. In the
November edition of Rising Air we focussed on the huge amount of
work that had been going on to bring the Trish Williams Memorial
Workshop to operational status. That process has continued over the
winter, albeit with difficulties, as the changing Covid restrictions have
meant the numbers allowed in the workshop have had to be restricted
– sometimes very severely so as now with “lockdown”.

Note we’re still classified as a “building under construction” until the
Building Regs get signed-off which gives some limited mitigation. Right
now members can bring their gliders into the workshop for
CofAS/ARCS/essential maintenance. However, entry into the workshop
has to be agreed beforehand. There will be a strict limit on the number
of gliders allowed access, and above all on the number of people
allowed on the workshop floor at any one time.

Gary Pullen commentating at the GHC Open Day 6 Sept 2015



Here’s some recent photos taken by Paul Haliday showing where we
currently are.

There is very little to do now before we get the inspector in to sign
off the building, though this affects only whether we can allow
members of the general public to enter the workshop viewing room.
It does not affect the maintenance of gliders.

So the workshop is now already  “operational” but we have to
restrict the number of people who are allowed in the building at any
one time. The workshop will not become fully operational until we
see a big relaxation in the government’s COVID restrictions.

We at the GHC are looking forward to the “Green Shoots of Spring”
with all fingers crossed!

� For much better weather so what’s been a really bitter winter
is quickly forgotten.

� A substantial reduction in the Covid restrictions so we can
start flying again!

� Our new workshop becomes fully operational.
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� We can welcome the general public back to the GHC site.
� We can organise a suitable grand opening event for the work-

shop.

I’m pretty sure that all Lasham members will say “Amen” to that!
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1947 Hawkridge Nacelled Primary wing in the foreground, a long-
term restoration project

Editorial
This COVID lock-down seems to have produced hibernation rather
than an impulse to do things long-postponed. I had been planning
on sorting out photographs that have never been properly pruned
and labelled, but somehow there has always been several blank dates
in the future which somehow seemed more suitable. Sadly, people
had also postponed writing something for Rising Air, so this edition
lacks some variety. The next edition will be published 1 July 2021.

One of my other jobs is Hon Treasurer of the Society. We have already
issued the audited financial statements for the year to 31 October
2021 before the on-line AGM on 20 March 2021 at 11am. However
a few people have asked how many members have patiently waited
for the restart of flying.

Some of the reduction in fewer full flying and senior members is
probably because we ran very few courses last summer. We hope
that other reasons for the reductions are also specific to COVID and
so short term.

31-Jan-20 31-Jan-21
Full flying members 446 432
Senior 80 69
Under 26 34 34
Under 21 46 32
Under 18 26 24
Overseas 13 15
Social 94 101
TOTAL 739 707

Gliders (N,S,Vintage,SLMG, Hangar) 220 218



8Women Gliding
by Liz Sparrow

https://womengliding.co.uk/

Welcome to the new Women Gliding Initiative! It came into this
world as an idea by the British Team during the Women’s World Gliding
Championship in Germany in 2005. The aim was to encourage more
women into gliding, and into competition gliding and the National
Team. It was officially re-branded as of Saturday 13 February 2021.

Currently only approximately 3–7% of glider pilots are women, even
though gliding requires no physical strength. It should not in any way
be exclusive, yet the environment is still very male.

Since the idea was first conceived Women Gliding has helped several
women progress with their gliding up to National Team level, we’ve
organised coaching weeks, winter development days, weekend
“compettes”.

Thanks to kind benefactors we’ve been able to lend gliders to women
for a season, and we’ve raised the profile of female pilots in gliding.

Our aims are still the same: We want to encourage women to take up
gliding, and we’re a community for anyone who identifies as a woman
in gliding. We want to encourage you, support you, coach you, inform
you, meet up and build a strong network!

We have a fancy new logo and this flashy new website; built by our
very own Kelly Teagle, who flies at Sutton Bank.

We have many avenues that we are aiming to reach people. We hope
to encourage those interested in trying gliding to give it a go and see
what the hype is all about. Some of you may have gone solo and are
wondering how to progress further into cross country flying, or getting
the bug for competitive gliding.

Whatever your background, Women Gliding provides not only a
platform but a supportive community that joins together female glider
pilots from around the UK. We have the ability to hook you up for
training in a two-seater, or point you in the right direction to finding
your local gliding club.

Make sure you subscribe to get our emails so you are up to date with
the latest news.  Head to our YouTube channel for great videos, and
what's happening live at competitions and with the British Women's
Team. Pre-Worlds at Husbands Bosworth 7 - 15 August 2021. You can
also follow us on Instagram, Twitter, or like our Facebook page.

If you are already a glider pilot and a member of a BGA club, then
join our Women Gliding community support group on Facebook. We
look forward to building a strong community, and we hope to see you
all soon.

https://womengliding.co.uk/


9Samuel Franklin Cowdery
by Paul Kavanagh

Those early pioneers of flight
At times it is hard to think that little
more that 118 years ago, flight was
the realm of birds and only a dream
of man. However, with the
development of the internal
combustion engine, some
incredible design, and some very
brave men, the dream finally
looked possible.

Move on a little over hundred
years, on warm summer’s day at
Lasham, over 100 gliders can be
lined up waiting to launch to
continue with that dream.

But until recently I was blissfully unaware of the story of the first
powered flight in the Great Britain, which was less than 15 miles away.
Hopefully, if you do not already know the story, you will learn more
about Samuel Cody and his contribution to flight, his link to gliding,

Samuel Franklin Cowdery (later known as Samuel Franklin Cody)
was born in 1867 in Davenport, Iowa, USA. He was a Wild West
showman who became an early pioneer of manned flight.

Cody's early life is sketchy, but he appears to have attended school
until the age of 12. As a youth he claimed that he had lived the typical
life of a cowboy, learning how to ride, train horses, shoot and use a
lasso. And later, he claimed to have prospected for gold in an area
which later became Dawson City, centre of the famous Klondike Gold
Rush.

The showman
In 1888, at 21 years of age, Cody started touring the US with
Forepaugh's Circus, which at the time had a large Wild West show
component. He married Maud Maria Lee in Norristown, Pennsylvania,
and the name Samuel Franklin Cody appears on the April 1889
marriage certificate.

Cody arrived in Europe in 1890, claiming to be the son of the
well-known William "Buffalo Bill" Cody, though in fact the two were
unrelated. Cody, together with his wife, toured England with a
shooting act. Maud used the stage name Lillian Cody, which she kept
for the rest of her performing career.

In London, they met Mrs Elizabeth Mary King (née Davis), wife of
Edward John 'Ted' King, a licensed victualler, and mother of four
children. Mrs King had stage ambitions for her sons. In 1891, Maud
taught the boys how to shoot, but then later returned to the USA
alone. Evidence suggests that by the autumn of 1891, Maud was
unable to perform with her husband because of injury, morphine
addiction, the onset of schizophrenia, or a combination of these ills.

After Maud Cody returned to America, Mrs King left her husband and
took up with Cody, and while in England, Cody and Mrs King lived
together as husband and wife. She used the name Lela Marie Cody
and was generally assumed to be his legal wife.

One of Lela's great-grandsons (and the grandson of Lela's daughter
Lizzy 'Liese' King with her husband Edward King) is the BBC World
Affairs Editor John Simpson, though not a direct descendant of Samuel
Cody.

Kites
However, despite his early showman career, Cody is most famous for
his work on the large kites known as Cody War-Kites, that were used
by the British before World War I as a smaller alternative to balloons
for artillery spotting.



It is not known why Cody became interested
by kite-flying. Cody liked to recount a tale
that he first became inspired by a Chinese
cook, who, apparently, taught him to fly
kites, whilst travelling along the old cattle
trail. However, it is more likely that Cody's
interest in kites was kindled by his
friendship with Auguste Gaudron, a
balloonist whom Cody met while performing
at Alexandra Palace.

Cody showed an early interest in the
creation of kites capable of flying to high altitudes and of carrying a
man. His stepson, Leon also became interested, and the two of them
competed to make the largest kites capable of flying at ever-increasing
heights. Vivian, another stepson, too became involved after a great
deal of experimentation.

Financed by his shows, Cody significantly developed Lawrence
Hargrave's double-cell box kite to increase its lifting power, especially
by adding wings on either side. He also developed a sophisticated
system of flying multiple kites up a single line, which was capable of
ascending to many thousands of feet or of carrying several men in a
gondola. He patented his design in 1901, and it became known as the
Cody Kite.

In December 1901, he offered his design to the War Office as an
observation "War Kite" for use in the Second Boer War, and made
several demonstration flights of up to 2,000 ft in various places around
London. A large exhibition of the Cody kites took place at Alexandra
Palace in 1903. Later, he succeeded in crossing the English Channel
in a Berthon boat towed by one of his kites. His exploits came to the
attention of the Admiralty, who hired him to look into the military
possibilities of using kites for observation posts. He demonstrated
them later in 1903, and again on 2 September 1908, when he flew

them off the deck of battleship HMS Revenge. The Admiralty
eventually purchased four of his War Kites.

His early ‘gliders’
In 1905, using a radically different design looking more like a tailless
biplane, he devised and flew a manned "glider-kite". The machine was
launched on a tether like a kite, and the tether was then released to
allow gliding flight. The design showed little similarity to his earlier
kites but had more the appearance of a tailless biplane. It was notable
in being the first aircraft to use ailerons (in fact they were elevons)
effectively to control roll.

Cody eventually managed to interest the British Army in his kites. In
1906, he was appointed Chief Instructor of Kiting for the Balloon
School in Aldershot and soon after joined the new Army Balloon
Factory down the road at Farnborough, along with his purported son
Vivian.

The Factory would eventually become the Royal Aircraft
Establishment, and Vivian Cody would go on to a long and successful
career as a technical specialist. In 1908, the War Office officially

adopted Cody's kites for the Balloon
Companies he had been training. This group
would in due course evolve into the Air
Battalion of the Royal Engineers, No. 1
Company of which later became No. 1
Squadron, Royal Flying Corps and eventually
No. 1 Squadron Royal Air Force.

The Nulli Secundus airship
Before Cody could turn his newfound skills
to aeroplanes, he was required to help
complete an airship then under construction
in the Farnborough Airship Shed.

10Samuel Franklin Cowdery
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On 5 October 1907, Britain's first powered airship British Army
Dirigible No 1 Nulli Secundus, flew from Farnborough to London in 3
hours 25 minutes, with Cody and his commanding officer Colonel J E
Capper on board. After circling St Paul's Cathedral, they attempted
to return to Farnborough, but 18 mph headwinds forced them to land
at Crystal Palace. Possibly one of the earliest ‘land outs’!

Aeroplanes
Finally, in 1907, he created
an unmanned "power-kite".
Somewhat similar to his
standard kite but with bigger
wings and a tailplane with
twin fins in place of the rear
cell, this was fitted with a 15
hp Buchet engine. It was not
allowed to fly free; Cody
strung a long aerial wire
down the length of the
Farnborough Balloon Shed
and flew it indoors.

All that remained to him was to bring together the manned free-flying
glider and the power-kite's engine to create Britain's first aeroplane.
Later in 1907 the Army decided to back the development of his
powered aeroplane, the British Army Aeroplane No 1 (the replica
shown, now on permanent display at the Farnborough Air Sciences
Trust Museum). After just under a year of construction, he started
testing the machine in September 1908, gradually lengthening his
"hops" until they reached 1,390 ft (420 m) on 16 October 1908.

His flight of 16 October 1908 is recognised as the first official flight of
a piloted heavier-than-air machine in Great Britain. The machine was
damaged at the end of the flight. After repairs and extensive
modifications, Cody flew it again, early in 1909. The War Office then

decided to stop backing development of heavier-than-air aircraft, and
Cody's contract with the Army ended in April 1909. Cody was given
the aircraft, and continued to work on the aircraft at Farnborough,
using Laffan's Plain for his test flights.

On 14 May 1909, he succeeded in flying the aircraft for over a mile,
establishing the first official British distance and endurance
records.

By August 1909, Cody had completed the last of his long series of
modifications to the aircraft. And he carried passengers for the first
time on 14 August 1909.

On 7 June 1910, Cody received Royal Aero Club certificate number 9
using a newly built aircraft, and later in the year won the Michelin Cup
for the longest flight made in England during 1910 with a flight of 4
hours 47 minutes on 31 December.  Certainly, a greater
achievement than Silver duration!

The Cody V machine, with a new 120 hp (90 kW) engine, won first
prize at the 1912 British Military Aeroplane Competition Military Trials
on Salisbury Plain.

Death
Sadly, on 7 August 1913, he
was test flying his latest
design, the Cody Floatplane,
when it broke up at 200 feet
(61 m) and he and his
passenger, the cricketer
William Evans, were killed at
Ball Hill, Laffans Plain, Cove
Common near Farnborough.
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The wreckage of Cody's fatal air
crash



The two men, not strapped in, were
thrown out of the aircraft and the Royal
Aero Club accident investigation
concluded that the accident was due to
"inherent structural weakness", and
suggested that the two might have
survived the crash if they had been
strapped in.

Cody's body was buried with full military
honours in the Aldershot Military
Cemetery; the funeral procession drew
an estimated crowd of 100,000.
Adjacent to Cody's own grave marker is
a memorial to his only son, Samuel
Franklin Leslie Cody, born Basel,
Switzerland 1895, who joined the Royal
Flying Corps and was killed in Belgium
on 23 January 1917 while serving with
41 Squadron.

His legacy
There are many memorials to Cody including:

� A commemorative statue of Cody, adjacent to the Farnborough
Air Sciences Trust Museum, was unveiled by 94-year-old
Captain Eric "Winkle" Brown in August 2013

� Cody Technology Park, Farnborough was named in his honour
� Cody Cricket Club, based at Farnborough, was named after him
� His house Ash Vale, Surrey, is marked by a blue plaque, and is

adjacent to a car dealership called Cody's
� A full-sized replica of British Army Aeroplane No 1 is on

permanent display at the Farnborough Air Sciences Trust
Museum in Farnborough. It was built by a team of volunteers
to commemorate the 100th anniversary of the first flight. The

display is about three hundred
metres from the take-off point
of the historic flight.

The Cody Tree
When Cody was testing his first aero-
plane, he tied it to a tree in order to
assess the pulling power of its propel-
ler. The tree became known as the
Cody Tree and survived for many
years. Later an aluminium replica was
cast by apprentices of the Royal Air-
craft Establishment, and this now
marks the spot.

12Samuel Franklin Cowdery
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Cody's commemorative
statue at the Farnborough
Air Sciences Trust Museum

Road sign spotted by Grant Kelly in Cornwall



13Crown Services GC and the link to Cody
by Paul Kavanagh

Many of you will be familiar with CSGC (Crown Service Gliding
Club), having heard or spoken to someone about the club, seen
some of our planes at the launch point, or have been a past
member.

Gliding at Farnborough
CSGC actually traces its origins back to the Royal Aircraft
Establishment Gliding (RAE) Club, which flew from Farnborough Airfield.
Shortly after the Second World War the RAE Technical College
established a ‘Gliding Flight’ at Farnborough using gliders acquired
from Germany as well as two British gliders. The Empire Test Pilots
School also operated gliders at Farnborough. One of the School’s
prominent test pilots was Bill Bedford, who also flew gliders and held
the British goal, distance and altitude gliding records.

The Royal Aircraft
Establishment Aero
Club was formed in
1922 and first flew in
1923, after they had
designed and build
their first aeroplane!
A gliding section was
formed in 1959 and
was split off as a
completely separate
entity in 1965. This
group became the
RAE Gliding Club.

Early operation
The RAE Gliding Club flew from Farnborough Airfield at weekends and
bank holidays (and Friday evenings in summer). The method of
launching was by car tow. There were four different runways available,
but the main runway 25/07 was much the longest at about 8000 feet.

From very early on the Club had the tradition of not charging
by-the-minute soaring fees, just as now. In fact, car tows were also
included in the annual membership fee and so having paid for the
year’s membership members could fly as much as they wanted without
further charge.

Although the Club considered itself very fortunate in having available
the facilities of a large airfield and a hangar, there were two
inconvenient drawbacks:

� First, security considerations meant that membership was
restricted to Government employees (such as civil servants
and members of the armed services) living within 12 miles of
the airfield. Security considerations also explain why there are
very few photographs of the Club from this time. Most photos
available were taken when on detachment, during expeditions
to other sites or after a field-landing!

Farnborough Airfield



� Secondly, in alternate years the airfield was the site of the
Farnborough Airshow. This took place in early September, but
preparations started in early summer and by July enough
obstructions had been placed on the airfield that it was not
feasible to glide. So, from July until the end of September the
Club had to go somewhere else to operate.

Changing Times
In 1991 the Royal Aerospace Establishment was merged with other
defence research establishments to form the Defence Research Agency
(DRA) and the name of the gliding club was changed to reflect this,
becoming the DRA Gliding Club.

Around this time business jet flying started to expand at Farnborough
and the Club subsequently had to give up car launching and move to
exclusively aerotowing.  Consequently, we bought a Piper PA-18 Super
Cub (G-AREO) from Scotland, which, in fact, was previously a Lasham
tug.

Operations became increasingly difficult and by 1995 it was clear that
the Club was no longer welcome at Farnborough (is this a recurring
theme?). On the 1st of April 1995 each of the gliders was towed out
of Farnborough for the last time to take up residence at RAF Odiham.

There the Club operated alongside the Kestrel Gliding Club, then
affiliated to the Army Gliding Association. Kestrel operated a winch
and the DRA Club continued to aerotow, each club using the other’s
launching facilities at will.

In 2001 the MOD’s expanded research agency was split into two parts,
the larger of which was privatised. This required another change of
name for the Club, this time to the Crown Service Gliding Club.

Operations at Odiham had now become more difficult with the arrival
there of the Air Cadet Volunteer Gliding School motor gliders. This

restricted the use of the runways, and in due course the decision was
made to move again, this time to Lasham. The Club was made
welcome by the Lasham Gliding Society when it arrived in 2002.

Now the Club was free of the restrictions associated with operating
from a MOD or military airfield and of being tied to a Civil Service
organisation and so could open up membership to all. So, despite
being asked many times over the past few years, NO we aren’t all
civil servants, firemen, or military!

Our CSGC Logo
So, the last link to Cody…
Our logo depicts a glider flying over
Cody’s tree at Farnborough. It was this
beech tree that Cody measured the
thrust of his engine and propeller by
tying his aeroplane to it, the site that
evolved into the Royal Aircraft
Establishment.

The club is proud of its heritage and
our logo appears on all our gliders. So
next time you are at launch point,
come over and take a look and talk to
us. It is pioneers like Cody that inspire
us to get in the air on those warm
summer days!

We now operate four gliders a K8 (831), Sport Vega (EJE), Twin Grob
103 (HWW), and a DG 300 (FJX). They all proudly sport our logo and
heritage to the pioneer of the first powered flight in Great Britain at
a site we all look at when taking off on ’09!

14Crown Services GC and the link to Cody
(continued)



15A Flying Life
by John Delafield

The following  is an
extract from John’s
new book “A Flying
Life”. It is due out
in May.

The following  is an
extract from John’s
new book “A Flying
Life”. It is due out
in May.

Prologue
On the afternoon of Tuesday, 31 July 1962, I was
flying a Meteor Mk 7, registration WL378, with a
United States Air Force Cadet Warrant Officer in
the back seat, for an air experience flight from
RAF Waterbeach when both engines stopped.  I

know that people remember me principally as a glider pilot, but flying
a Meteor with no engines is not a very comfortable feeling. It resulted
in my first and only Mayday-Mayday-Mayday call.

The Meteor 7 was never fitted with ejection seats and to expect a
cadet to climb out of the back seat and jump out prior to opening his
parachute against a slipstream of around 150 knots was unrealistic,
although in theory possible. In my mind at the time there were only
two ways out of this problem; either get at least one engine running
again or glide the Meteor into one of the huge Fenland fields that
would be under the cloud sheet that lay below us.

At the time I was an operational Hunter pilot and had already flown
a sortie that morning in a Hunter FGA 9. However, the Meteor was a
machine that I flew once or twice a month either towing the huge
banner that we used for air–to-air gunnery training or for giving air
experience flights to other military personnel.  We also used it to ferry
pilots around the country to collect Hunters or bring pilots back after
a delivery flight.  So, I would regard myself as competent but not in
practice as much as I was on the Hunter.

We had taken off from RAF Waterbeach (now not useable) and headed
out north east towards Kings Lynn and above cloud to around 10,000
feet. There were no huge restrictions on what we could or could not
do when giving air experience flights so I gave the American cadet
the controls and he did a few gentle manoeuvres before asking
specifically if I would do a roll for him. Obligingly I did a simple
barrel-roll but he then said: “no what I really want is one of those
rolls where you hang on the straps”.  He meant a slow roll.
So, I did one.

And as I rolled back to wings-level I knew we had a problem but could
not immediately identify what it was and was left with the distinct
feeling that everything in the cockpit was not right.  I looked at the
engine instruments and my first thought was that the needles of the
Jet Pipe Temperature (JPT) gauges must have fallen off because I
could no longer see them. (the gauge had supressed zeros which
meant that when the engines were shut down the two JPT needles
would be out of sight)

I had a failure of both engines.

Oops!

Gloster Meteor Mark 7



I tried an immediate relight of the left engine without success and we
were now definitely a glider descending at over 500 feet per minute.
I transmitted my Mayday call.

And this is where my RAF training kicked-in; the pilot`s first priority
was, we were always taught, to fly the aircraft and get the glide
established before getting too engrossed with other actions. I knew
where we were as the Emergency Controller, in acknowledging my
Mayday call, gave me my exact position (from auto triangulation of
my VHF transmission). I knew from local knowledge the best direction
to glide to for the open fields of the fen country and set up a glide in
the optimum direction. And only then did I set about the full relight
procedure to get at least one engine running and producing power.

At this moment some uncertainly entered my mind as my earlier
attempt at a re-light immediately after engine failure had not worked
and I feared that the fuse in the re-light circuit might have failed as
this was a known problem. And then I remembered that there were
2 different types of Derwent jet engine fitted to this version of the
Meteor at the time, the Derwent Mk 8 and the Derwent Mk 9.  I had
failed to inform myself, when accepting the aircraft for flight from the
engineering team, which version was fitted to the Meteor I was in. It
really mattered as the re-light procedure for each version of engine
was slightly different.

So, having earlier used the procedure required for the Derwent Mark
9, without success, I plumped for the different procedure for the
Derwent Mark 8 and, as we descended below 5,000 feet, it was
extremely comforting to hear one engine re-light and slowly start
producing thrust.

I downgraded my Mayday call to the lower emergency state of Pan
and settled down for a single engine flight back to Waterbeach.  And
then I thought I would try to get the second engine re-lit and,

somewhat relieved, it too started running and soon I was back
powered by two engines.

The root cause of the problem I had was that the aircraft document
I signed, the Form 700, made no mention of a condition of flight
stating “no negative g” because the fuel valves for inverted flight had
failed.  It turned out to be a Friday afternoon problem; the engineer
or clerk who created the new Form 700 for the aircraft, that was
in-place when I signed for the aircraft, had not transferred the vital
conditions of flight entry about negative g from the previous document
and therein lies another story: do not distract key operators. I can
only surmise as to the details, but this is the story I was given by the
engineers and I heard no more about the incident.

All in a day’s work as a young Royal Air Force pilot!

16A Flying Life
(continued)

Memories in miniature - Going Up

It was a lovely day. I had been sent solo a couple of weeks before –
I couldn’t wait for my slot. Eventually it was my turn. I strapped my
wings on and was bunged up into the blue on my check flight with an
instructor. Then, cleared for a solo – up I went on the wire. Thrilling.
Gently floating around. Then clump. What was that? A thermal! Stick
and rudder; keep the nose up; watch the speed. Amazingly, I
blundered into the thermal and I was going up! I had found my first
thermal unassisted! Fantastic! And then, the icing on the cake – a
buzzard came and joined MY thermal. I could look down my wing and
there was this beautiful buzzard, looking up at me. We went round a
couple of times, before the buzzard got bored, tightened its turn into
the core and shot up into the blue above me. Fantastic.

Joth



Competition in a T21
By John Delafield

A T21 above Lasham in the “early 1950s”

Note the dispersal pans on the other side of The Avenue

My first competition was in a T21B
Sedbergh with an open cockpit. Glider
pilots of today will regard such a thing as
being “bonkers”; but that is what we did on
the early 1960s!

The T21 series was designed by Fred Slingsby and first flew in 1944
and approximately 226 of the T.21B version were built. Production
ended in 1966. This total included 19 built for the RAF by Martin Hearn
Ltd. at Hooton Park in 1950, and about five were built by clubs and
individuals from kits or spares.

I recall that one of these was based at Lasham having been built by
pupils at Leighton Park School.  Of this overall total some 95 were
destined for the Air Cadets where they were nicknamed “the Barge”
to reflect the boat-like shape of the cockpit area. By contrast, the
later, and much smaller, T31 design was known as “the Brick” which
reflected its flying qualities!

RAFGSA comp

A T21 above Lasham in the “early 1950s”

Note the dispersal pans on the other side of The Avenue

This first competition I flew in was organised by the RAFGSA and held
at RAF Odiham in July 1960. I was scheduled to fly a T21B that
belonged to my gliding club at RAF Duxford; private ownership was
relatively unknown then.  RAF Chipmunks were used for launching
and willing volunteer pilots were available to fly them especially as it
counted as duty, rather than leave. This applied to all concerned with
the event.

Yes, these competitions really were classed as official duty! The focus
on sport and recreation was one of the attractions of a service career
in the 1950s and 60s and this benefit was actively promoted by the
recruiting staff.  This period was at the tail-end of National Service
with Wednesday afternoons being “sports” afternoons” and Saturday
mornings a normal working period. The 5-day week did not come into
play in the RAF until 1961 when the RAF adopted a regular 5-day
week. The Wednesday afternoon sports tradition endured for a while
longer, though.

Flying a T21B in one’s first competition was a bit of a challenge as we
had no trailer but Nobby Clarke, who was also a member of the
Cambridge University Gliding Club, as well as of our Duxford based

Another extract “A
FLYING LIFE” by John
Delafield to be
published late Spring
2021

Competition in a T21
By John Delafield
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East Anglian Gliding Club, arranged to borrow their trailer. It was huge
and cathedral-like!

My second pilot in the T21B was to be Dave Stephens who was on
No.64 Squadron, Javelins, as a navigator/radar and systems operator.
He and his wife, Sue, were both very active members of the Club at
Duxford.

The first formal task I ever flew was on the first day of the competition,
Saturday 16 July 1960. The task was “Distance along a line: RAF
Odiham-to-RAF Benson-to-Cromer”. The weather forecast gave a
westerly wind with a warm frontal system approaching that would
stop all convection well before sundown.  No one was expected to get
to Cromer in north Norfolk.

As it transpired, one pilot flying one of the RAFGSA`s new Skylark 3s
managed to get past Cambridge before being brought down by the
deteriorating conditions. Dave and I landed at RAF Henlow just as the
drizzle from the advancing front was beginning.

I wrote about this first competition flight not long after and this is
what I recalled:

My first serious competition cross-country flight was in a T21B
Sedbergh open cockpit-side-by-side 2-seater training glider. The route
that had been set would take us from RAF Odiham, near Lasham, via
a turning point at RAF Benson in Berkshire (the move of the county
boundary that moved it to Oxfordshire was not until 1974) and thence
as far as we could fly along a straight line drawn from Benson to
Cromer on the Norfolk coast.

The object of the exercise was to achieve distance and there was no
requirement to achieve a high average speed on this type of task.
Landings had to be as close as possible to the set line and deviations
of more than a small distance off this line would be subtracted from
the distance flown. If, hypothetically, everyone landed on the beach
at Cromer then everyone would score equally!

Dave Stephens, my colleague for the flight, was a Navigator on No.
64 Squadron at Duxford operating Javelin aircraft. (Sadly, Dave was
killed in the RAF`s worst peacetime flying disaster in which 41 lives
were lost when the Hastings he was in crashed near Wallingford 6 July
1965. He was on a voluntary parachute training course and the aircraft
was on its way from RAF Abingdon to Weston on the Green when the
crash happened. It was attributed to metal fatigue of several elevator
bolts; within 2 years the entire RAF fleet of Hastings had been taken
out of service and replaced by the C130 Hercules.)

The T21B glider has a spartan open cockpit with just 2 small
windscreens to keep the airflow off each occupant’s face. Even on a
warm summer’s day, wind chill could become a real problem on a long
flight and it was necessary to wrap up, Eskimo-style, beforehand if
one was to retain a semblance of warmth whilst airborne. We would
have looked a bit like polar explorers as we climbed into the glider at
Odiham!

18Competition in a T21
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The flight itself was memorable in several respects; the run up to
Benson was cross-wind but we were able to use a series of short
cloud-streets to make good progress and we got almost there when
the cloud street stopped and we were gliding in smooth air towards
a solid looking cumulus that was approaching the Benson turning point
and, as we had just enough height to reach the airfield, we had nothing
to lose by pressing on and hoping to find lift under the cloud.

Turning points were manned by observers who were sent out ahead
of the gliders and they set out ground markers in such a way that
they could not be seen by the glider pilot until the pilot was overhead
or had flown beyond them. In addition, they were changed at random
to a schedule set by the observers.  Their task was to observe each
glider as it turned the point whilst the pilot`s task was to note the
time of turning and the symbols shown on the ground. It was a
requirement of the rules in those days that the glider must not be
above 1,000 metres (3,281 ft) at the turning point which could mean
a descent from the preferred flying height in some weather conditions.

We rounded the turn at below 1,500 ft, not by design but simply
because we had run out of thermals strong enough to gain altitude
faster than the wind would blow us back. But at about 1,000 ft we
connected with the thermal under the cloud, that by now was over
the airfield, and we would have been clearly visible to the Observers
and, also, we could see and make a note of the markers. In this case
it was a letter ‘H’ and we noted the time. With tension easing in the
cockpit, we clawed our way back up to a more comfortable height
before setting off along the Chiltern ridge following the long line on
our map drawn between Benson and Cromer.

We had taken nearly 2 hours to fly the 42 kilometers from Odiham to
Benson. Today, in a modern glider and under the same weather
conditions most pilots could do it in about 30-45 minutes. But we were
in a T21 and it was 1959.

There is nothing quite like having a picnic in an open cockpit glider at
some 3,000 feet above the ground. There is a certain majesty about
events, although I doubt if “RAF issue” cheese sandwiches with curled
up tips taste any better at height than on the ground.

Dave decided to open the glass bottle
of fizzy drink we had brought with us.
We were then soaring above the
Chilterns and, with the lower
pressure at that altitude, coupled the
shaking the bottle had endured, the
opening resulted in a plume of liquid
sufficient to dampen us both!
Plastic bottles did not exist in those
days, or certainly they were not in
widespread use, and this led to one
of those “I learnt about flying from
that” experiences.

We pressed on north east above the
Chiltern escarpment. There was no
case for tactical flying and always
seeking out just the best thermals;
survival was the name of the game
now. Cumulus clouds had become
few and far between and it was
obvious that the upper cloud from the
advancing warm front, that was
moving steadily east and across our
intended track, was going to stop us
making much further progress. We had to use every bit of lift we could
find and just keep going as long as we could.

19Competition in a T21
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This is the
Cosim vario,
invented in
the UK in
1936, the first
practical and
popular rate of
climb indic-
ator. The vario
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small gas flow
meters cross-

coupled such that each one
indicates one direction of air
flow (up or down). These flow-
meters have a tapered bore
glass tube with a lightweight
ball or plastic plug that just fits
into the bottom of the tube.
When gas starts to flow, the
pressure builds up and lifts the
ball, the height proportional to
the flow rate.



(In those days, the controlled airspace around London was but a dwarf
of its size today and one could soar over much of the route without
fear of trespassing into someone else`s restricted airspace.)

We tip-toed above the Chilterns nibbling at every globule of rising air
to keep us going. RAF Halton and its grass airfield passed by and we
were down to about 2,000 feet again but we kept on and were now
heading towards nearby Dunstable. Without warning, no cumulus

cloud or other evidence, we struck lift. The red ball on the Cosim
variometer sank to the bottom of its vertical tube and the green ball
moved up its tube as we climbed.  It proved to be a wide and generous

thermal as we climbed at about 4 knots and it took us to nearly 4,000
feet.
We passed the gliding site of Dunstable on our right, about which we
had heard so much but never visited. Luton and its urban sprawl, that
merged with that of Dunstable town, was out to our right, Woburn
Abbey with its magnificent grounds passed to the left.

There was only the odd patch of thermal activity and, looking ahead,
it was clear from the deteriorating weather that we would have to
land soon.

Dave, being a professional RAF navigator, demonstrated his skills and,
as we descended over unfamiliar country, he not only knew exactly
where we were but calculated that we had enough height to reach
RAF Henlow providing his estimate of a 5-7 knot tailwind component
was correct.

Features drifted underneath, some too small to take note of others of
more significance, and Dave counted the miles to go and between us
we estimated how much further we could get. We did not have the
luxury of a glider computer then and it was only a year or so later
that John Williamson produced his ubiquitous JSW Calculator.

Eventually Dave advised that we had about 5 miles to run to get to
Henlow and, at this juncture, we had some 2,500 feet on the altimeter
and we thought that we should be able to make it comfortably.

From my perspective I could see nothing of Henlow and below us was
a myriad of fields punctuated with small villages and country roads.
Dave remained confident he knew where we were from the 1;250,00
map he was using, “turn 10 degrees left” he said and then Henlow
will be on the nose; still I could not see it as the weather was
deteriorating and the first spots of drizzle appeared. I became
concerned about reaching it.

20Competition in a T21
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RAF Henlow (between Bedford, Luton and Stevenage) but
not from a T21 (Photo by MJ Richardson)



Then I saw it, a sprawling group of buildings and 2 rows
of hangars of First World War vintage and beyond that
the grass airfield. It still looked a long way away as the
T21B was not blessed with a very good glide angle. We
flew over the hangars with, maybe, only 700 feet to spare
and manoeuvred to a landing close to one of them to
complete the 3 and a half-hour flight.

The drizzle turned heavier as we moved our faithful mount
into the nearby hangar the RAF Henlow duty staff had
opened for us, so that we could at least derig the glider
in the dry once the crew and the huge trailer arrived. We
were placed 3rd for the day after an Olympia 403 and a
Skylark 3. A satisfactory start to competition flying!

The remainder of this first competition succumbed to the
notorious English weather and, although short tasks were
set, the furthest we flew was a Free Distance task when
we got just 12 miles to a field at Liss where 3 of us landed,
the others being Don Spottiswood,and John Williamson.
Since, at that time, Liss was my home village we
adjourned to the Railway Hotel pub (since re-named) and
were joined by my parents and others for what became
a boozy evening. I do not recall there being any focus in
those days on the potential hazards of drink and driving
and we would have returned to RAF Odiham in a merry
state!

It was probably that flight to Henlow in the T21B with
Dave Stephens that probably kindled my interest in
competitive gliding. At Odiham we managed to fly on
some other days too and I was lucky to secure a soaring
flight in a new Slingsby Eagle 2-seater that led to my next
competition a year later.
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(continued)

Claim up to £250 from CAA against the
purchase of electronic conspicuityof

Offer
extended to

30
September

2021

See our web-site for the full range
WWW.lxavionics.co.uk
Call us 01280 700020



22A lucky 500k in France (the old way)
by Rob Williams

In early 90's Brian Spreckly based the European Soaring Club
at Le Blanc in France over the summer months. The Loire valley
is good soaring country and then had so few airspace issues that we
used marked-up road maps to navigate. Rob Martin and I used to take
our ASW20 (939) there for two weeks in summer. There was no such
thing as GPS then, so flights were adjudicated with a clockwork
barograph leaving a trace on smoked paper and photographs of
turn-points. (Ed: …and navigation was by map reading. Nostalgia isn’t
what it was!)

The previous summer I had managed 450km before landing out 50km
short at 8:10pm so was waiting for a good day to try again.
Wednesday 22 July 1992 was forecast to be promising so I declared
a 500km triangle to Bourges and Chalonnes and photographed the
written declaration. I wrapped paper around the barograph drum and
smoked it using a lit candle in the back of the trailer. Then wound up
the clockwork and wrapped brown paper tape around the case before
getting the join signed by an official observer.

Launching around 10:30
cloudbase was low to begin with
so I trickled my way eastwards
staying south of the river Creuse
to avoid the military danger area
to the north. Cloudbase rose as
I passed Chateauroux Airfield
with its long runways used for
747 pilot training. Following the
road to Bourges, I went well
beyond the railway junction to
ensure the photos were in sector
accepting the inevitable height
loss and extra time this involved.

The next leg to Chalonnes was a
long 240km. Navigation was not
always easy as it is flat terrain
comprising fields and small
forests, it could look much the
same in any direction, and one
long straight road looked much
like any other. Visibility was good,
and I aimed to track slightly North
of West passing over Vierzon, pick up the river Loire near Tours and
follow it beyond Angers to the road bridge at Chalonnes. Passing
Lourdes at 4,500ft with 85km to go, and with a promising sky, I
realised I has a good chance to make it round. On final glide when I
spotted the railway viaduct on edge of Le Blanc in the distance, I knew
I would get back safely.

Landing after a seven and a half hour flight, I took out the barograph
to check the trace expecting it go most of the way around the drum
only to see it was all compressed near the start of the drum. Instead
of the 20cm length I was expecting it was only 2cm long. My heart
missed a beat, the clockwork had stopped, then restarted, but it meant

Chalonnes

Bourges



most of the trace had been lost. Did this make the flight invalid as a
badge claim? Then remembered that the trace only had to prove I
had not landed and re-launched between take off and landing; which
it would still do if the barograph were opened officially. So I got the
trace properly signed up, carefully sprayed it with hairspray to fix it,
and hoped the turn-point photos would be in sector when developed.

I gave the film from the first flight to Brian for developing and he
confirmed the photos were in sector. (Ed: He also would have ensured
the negatives were not cut)  Back in the UK I submitted my claim for
the flight to the BGA and was delighted to be awarded Diamond
distance to complete my Diamond badge.

23A lucky 500k in France (the old way)
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The actor Terry-Thomas in a T21
Lasham in the “early 1950s”.

First photo shows Derek Piggott
strapping him in.

Brenda Horsfield is holding a
large box of Marzine, which is a
travel sickness drug.



24Stay on the bottle
by Robin Sutton

It was a big grid day. Towards the back of the line-up, a big Nimbus
was offering a ride in the rear seat.  The club fleet stood idle while
the grid launched, so the Nimbus was the obvious alternative. P1
briefed the 500k task: Wantage–March (East of Peterborough)–
Newent (West of Gloucester)–Lasham. Food, water, chart stowed, and
away we go. I was pre-Bronze and this was my second cross-country
experience.

The learning was constant – seeking out the energy lines, speed to
fly and thermalling decisions, checking out ground features on the
chart, look out and traffic awareness. But the really big lesson for the
day was yet to come.

I had brought plenty of water, but only expecting a day of local club
soaring, I had no pee system with me. P1 estimated a 6-hour flight
time at least (it turned out to be 7½ hours), so I started to go easy
on the intake. Far too easy as it turned out.

All was fine until we got to Tewksbury, about five hours into the task.
Then with virtually no prior indication that anything was amiss, my
internal thermostat started to go haywire, surging from major
overheat to a shivering chill, followed by leg cramps and diminishing
peripheral vision. A feeble comment to P1 that I was feeling a bit odd,
and then zonk, out cold. I was probably only fully unconscious for a
few seconds because when I came round with head lolling against the
backrest, P1 was still in the middle of replying. From feeling normal
to total blackout had taken no more than two to three minutes.

It was a good half hour before re-hydration started to take effect and
restore some semblance of normal functioning, during which I was in
no fit state to do anything very much, let alone cope with flying a
glider. Altogether a very alarming experience, and I was fortunate to
learn the lesson while dual. The consequences had I been solo were
only too obvious.

The importance of adequate hydration is pushed strongly in all the
training we go through, but like many risks it can be a bit abstract
until reality suddenly bites. So, make sure you can empty and always,
always drink up, or you could find yourself unexpectedly at Last Orders.

Comment by editor:
I suspect that dehydration is quite common when flying, though
usually not as dramatic as Robin’s. For those lucky enough to have
a fancy nav system, you should program it to remind yourself to
drink every 15 minutes say, because it is too easy to forget when
you are busy. Choose a hydration pack with about 3 litres in the
reservoir and with plumbing that does not require you use to hands
to open in it, thus reducing the distraction. Also work out where you
are going to stow it, because there isn’t much room on some parcel
shelves! Comment by Grimshaw: 3 LITRES!!! What sort of monster bladder does he have?

Memories in miniature

I had been given two introductory flights – the first an aerotow and
the second a winch launch. It was amazing. I was hooked. I joined
Lasham and signed up with an evening group to learn to fly. The first
evening, excited and full of anticipation, I arrived and met the evening
team, had a briefing and was strapped into a K-13. Whoosh – we
were up there. And I was learning to fly! It was wonderful. And weird
at the same time. At the end of the evening, hangar packed, supper
eaten, washed down with a suitable beverage, I set off for home.
Driving down The Avenue, I felt the oddest sensation – I was really
worried that my wings would hit the trees!

Jo��
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           Coming soon!
Airframes & Avionics

The Soaring Engine series is a resource for any soaring
pilot who is trying to improve their skills. Volumes one
and two are an exposition of soaring techniques, covering
flatland and mountain soaring skills. Volume three
describes how pilots should train for excellence.

Volume four is about the equipment. Gliding is an unusual
blend of technology and artistry, and today’s sailplanes
are aerodynamically refined and optimised. Current
avionics suites are equally sophisticated with powerful
processors, moving maps, complex user interfaces,
electronic conspicuity systems and internet connectivity.

High performance comes at the cost of significantly
increased complexity. The aim of this book is to revise
some of the important features of modern composite
airframes, explain and clarify the latest developments in
avionics, and show pilots how to operate their glider and
instrument suite to maximum effect.

Intended for pilots at all experience levels the content is
easy to follow with many colour illustrations and a
comprehensive index.



26Lockdown Blues…
by Ebenezer Grimshaw

Lockdown. Nothing is happening again. My currency is slip-
sliding away in slough of despond. I have long periods of almost
total inactivity. And yet I’m supposed to be advising our club newbies
about the thrilling realities of the flying experience! How can I do that
in a sea of nothingness? What on earth am I going to say?

I can only mutter what has been muttered by innumerable other
people before…. that this lockdown is a time to fix all those little jobs
where one ‘never got a round tuit’… those tedious chores that have
been on the cards for ages. Great idea… and it’s perfectly true of
course. There are, indeed, lots of things that need doing. I hear about
them from all directions:

There’s a small piece of brick missing from the porch next to the front
door which the wife insists is letting in the rain in those torrential
westerlies. She’s been asking me to fix it for years now. Except, in
my heart of hearts, I don’t agree. I think that small puddle comes in
under the bottom door seal and all I have to do is squirt some sealant
along the bottom of the door frame. But have I done that? No.

Undoubtedly the mess around the new boiler needs sorting out. (Praise
Be, Oh Lord, for Baxi 30KW Combination Boilers and at last, a
thoroughly warm house!) We disregard the impending bankruptcy.
But the wall around the installation is still a terrible mess and needs
making good. I said I’d do it in time for Christmas! It needs building
up and tiling on the right with custom panel work on the left to
somehow fit around the sludge trap and hide all those pipes. All
wonderful lockdown jobs. But am I doing them?  No.

But what about gliding? I should be preparing for the mythical start
to the next season. So that if, by some mad accident, it should ever
start… WHAMBO… we’ll all be off out of the starting gate like bullets.
OK… so gliding then. And (as G would say) ‘here’s the thing’ Do I
understand how to use my ‘new’ IGC Oudi yet? No.

Well isn’t this a superb opportunity to swot up on it and find out at
least how to programme in some tasks and turn points?
Yes. Undoubtedly! But do I feel like doing it? No.

You see, that’s the problem with any bit of kit that claims to be
‘versatile’. ‘Versatile’ is not good. ‘Versatile’ means that there are of
thousands of ways of setting it wrong and ending up in confusion. I’ll
probably find the one utterly obscure combination of settings that
puts the entire software into a log jam the programmers never thought
possible in their worst nightmares! ‘Versatile’ means having zillions
of adjustables that you don’t need and will probably never use. Why
on earth did I get the top model?

OK the new radio then. It’s just the standard ICOM hand-held that
everyone seems to have in their trouser or cockpit pocket.  The one
where it says it’s not for air-to-ground use… that one! Do I understand
how to use that? No.

But isn’t there a blow-by-blow instruction booklet for it loosely
translated from the original Japanese? (Japanese air traffic dialogue…
just what we need! “Hai… London Approach. Glider Bravo Lima Zulu
here…” “Bravo Lima Zulu? Pass your message” “Respected Sir… just
wishing you happy day with great peace of mind…”) Well wouldn’t this
at least be a great time to work through that strange operating
booklet? Yes… undoubtedly! And do I know where the blasted thing
is? No.  Can I remember what I’ve done with it? No.

In short I don’t know about anyone else, but I’m running out of
oomph. Instead of getting on and Doing Something Useful… anything
useful… I’m slowly going catatonic. How about getting my paperwork
all tickety-boo and getting a new shiny Certificate thingy all up-to-date
from the BGA? They call it a ‘gliding certificate’ but a certificate is
supposed to be a piece of paper… not a booklet.

My original ‘certificate’ doesn’t even have a page for the Bronze Badge
(gosh I must be old)! OK the ‘new’ one does, but that’s falling apart…



a bit like me. And both copies have simply appalling photographs of
me in them. Do I know where they are now? er… No.

Why am I not keen to get my Silver all ratified then? I don’t know…
I just hate all admin. Will they still ratify it after all this time? I don’t
know. It’s only a badge. No-one wears their blasted badges. Anyway
Basil’s bound to find something wrong somewhere.

Well look… there must be some gliding job you’d actually like to do!
Think of something constructive… for heaven’s sake man… get a grip!
Well yes, come to think of it there is. I always wanted to veneer the
Skylark’s instrument panel in walnut… or something tasty. But my
syndicate partners said that
was a job for the winter.
Then, as winter
approached, they changed
their minds and said they
didn’t want it in walnut
after all… I was outvoted
2-1! So it looks like it’s
always going to be a black
matt paint job over obvious
plywood when, really, the
old girl deserves far better.
No coaming either… looks
terrible.

So what have I been doing
all this time you are bound
to be asking? Writing silly
articles for magazines of
course… like this! But
mostly just sitting around
watching gliding videos on
the telly. I’ve found out
how to get my phone

videos on to the telly using ‘Smart View’. This is a great technological
breakthrough for me. Behold… in my living room… a perfect re-
creation of me in SH7 at 9,800’ over Ballater! Isn’t science wonderful?
Those were the days! And then of course there’s all those crash videos
on YouTube. I tell the wife they’re educational…

From this, dear reader, you can see that poor old Grimshaw needs
gently leading away and putting out to pasture. Somewhere nice and
warm… preferably. Any offers?

Well here’s something: S&G want me to open up Ye Olde Grimshaw
Shoppe… goodies for newbies… and some fun could be had I suppose.
Remember Ye Airbrake Calibration Trousers… that must-have item
for ye empty bar?  And there’s an exciting new Grimshaw badge too.

Or how about the famous Grimshaw Ring? Forget MacCready… this
one goes round the altimeter and converts it into understandable
British mountain heights. I mean who knows what Three Thousand
Two Hundred and Ten feet means in real terms? But if you call it
‘Scafell Pike’ then you realise it’s five hour’s solid slog upwards and it
now means something. One is much more impressed… and thankful.

Right now I’m working on a new goodie… Grimshaw Gas… a secret
formula containing Nitrous Oxide. The idea is to silently let some out
into the rear cockpit to make nervous (or bolshie) instructors much
happier. Instead of criticising your flying all the time they begin to
relax… enjoy the ride. Maybe even laugh a little at the folly of it all…
The trouble was that I tested it on myself and found I was doing all
the washing up… hoovering the carpets… actually dusting…
unbelievable! No-one’s dusted anything in our house since 1999 when
we went bonkers for the millennium.
Bah… Humbug!

Ebenezer Grimshaw
Exciting and credible new sew-on badge you WILL want to wear!

27Lockdown Blues…
(continued)
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(all lists are alphabetical. Some posts are part-time)
Committee of Management
Nick Hoare
Patrick Naegeli (Chairman)
Alix Pentecost
Mike Philpott
Ginny Pringle
Gary Pullen (Vice-chairman)

General Manager
Gavin Spink

Hon Treasurer
John McCullagh

Flying staff
Colin Watt (Chief Flying Instructor)
Jordan Bridge (DCFI)

Office staff
Joan Carey (Finance manager)
Sue Cook
Sharon Farr
Angela McVie
Sharon White

Workshop
John Brooke (Part time)
Stuart Clay (Licensed Engineer)
Richard Moyse (Aircraft Workshop Manager)
Gayl Wheelwright (Aircraft Maintenance Manager)

Cleaners
Keith & Barbara Chiverton

Facilities and winch
Colin Currie (Facilities Manager)
Mateusz “Matt” Gocek (Part-time winch driver and
workshop fitter)
Paul Haliday (Winch driver)
Ed Jones (Part-time winch driver)
Paul Osborne (Groundsman)
Gary Pullen (Part-time facilities)

Restaurant and bar franchisees
Abi Buckland “The Flight Deck” Restaurant
01256 384 910

Jaison Beeson “51 Degrees North” Bar
07585-954578

Other roles
Vacant (Youth Scheme)
Dave Hopgood (Tugmaster)
Colin Watt (Airspace)
Henry Freeborn (Safety Officer)
Colin Watt (Child Protection Officer)

Sub-committee chairmen
Caravan - Bill Bullimore
Competitions - Christine Bullimore
Flying - Colin Watt

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
Donations to make Lasham even better. The
trustees are: Graham Garnett, Nigel Mallender,
and the Society’s chairman.
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