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2Watt’s Up

Introduction
Many things in our lives have sort of
returned to normal, and this has been
also reflected in the flying operation at
Lasham. Winter flying has been steady,
and it looks like the launching stats are
roughly in line with the 5 year average.

The plans for the 2022 summer operation
are now in place, and the full list of
activities including advanced courses, and
competitions can be found on the Lasham
website: Use this link

Batteries in club gliders.
It’s been two years since we equipped our glider fleet with moving
maps, and new Power Flarms, and during that time we have learnt a
few lessons in how to set up, and operate the equipment, and also
what kind of battery capacity they require.

When we installed the equipment, we knew that running two Oudies,
a radio, and the Flarm was going to be a challenge for two standard
7Ah batteries, and experience has now shown that if all of the
electronic equipment is left on all day, we find that by late afternoon
both batteries are completely flat.

Many private owners have addressed this problem by replacing the
Gel batteries with LiFe PO4 batteries, as these deliver constant
capacity until the point where they switch themselves off. We looked
at this option for club gliders, but unfortunately there were a couple
of factors that ruled them out for club use. The principle one is cost,
as LiFe PO4 batteries cost around £120, and this is about six times
the price of the std lead acid batteries that we currently use.
Because of the increased cost of LiFe PO4 batteries we felt that these
batteries might go walkabout!

There are a number of things
that we can do, to extend the
operating time of the current
batteries.

� When you DI a club glider
in the morning check that the
electronics are working, and
then turn it all off.
�  When the glider is parked

up at the launch-point shut
down the Oudies, and turn the

rest of the electrics off.

Single-seater requirements.
At a recent flying Committee meeting we reviewed accident, and
incident trends, to see if there are areas in our operation that we
need to address, with either changes in procedures, or apply a bit
more oversight and supervision.

One area that had clearly taken a jump in the last few years, was the
number of Accident/Incident reports that relate to the club’s single
seater fleet.

Although there was no single issue that had caused the increased
number of reports, it was felt that it was something that we had to
try to reduce, and the first thing to look at was the current flying
requirements for the single-seaters. From my memory these have
not been reviewed for a number of years, so it was probably the right
time to do this.

Rather than go through the revisions one by one, I will just point you
in the direction of the 2022 Single Seater Flying Requirements on
Lasham’s website.
https://www.lashamgliding.com/pages/airfield-manual-1

https://cdn.shopify.com/s/files/1/0118/6842/files/2022_year_planner.pdf?v=1642685759
https://www.lashamgliding.com/pages/airfield-manual-1
https://www.lashamgliding.com/pages/airfield-manual-1


Flying friends and family.
Sharing your passion for flying gliders with your friends is always a
great experience, and occasionally they get it, and realise that it is
something that they could also do. We do a number of these flights
each year at Lasham, and I thought that it would be worth reminding
members of both the requirements, and also the weather criteria that
should be applied to these flights.

Qualifications
� For mutual flying with other club members or friends, and family

members, the pilot needs to be authorised to do so by the
CFI/DCFI. Training to carry out these flights may be required
based on the pilot's experience. This training will be conducted by
the CFI or DCFI.

� When flying with another person, the pilot in charge must have a
Silver Badge, and at least 75 hours P1 in gliders.

� You should be in current flying practice, and familiar with both the
glider you are going to fly, and the launching method that you
intend to use.

� Before flying with someone who is your guest, you must ensure
that a guest membership form has been signed, and given to the
Lasham Office before the flight.

Weather conditions
The BGA offer guidance on weather condition for trial/guest flights
in their managing flying risk document. BGA link

� If the club trial flights have bee suspended due to adverse
weather conditions, then guest flights should not take place

Grid operations
The weather patterns last year often appeared to favour a 09 Runway
set up for the winching operation, and as a result of this we had many
more Easterly grid launches than in previous years. Grid launches to
the east have a number of extra factors that have to be considered,

and these include the fact that the ground gently rises in that direction,
and that at the end of the airfield there are 100 ft trees.

When you add in the fact that modern gliders have become heavier,
and when they are operating at Max All Up Weight, they often require
more than 70 knots on tow. The result of the above has been a number
of tows that have looked uncomfortably low over the trees at the
Eastern end, or have been forced to go through the gap on the South
Eastern side of the runway.

The following procedure will be put in place for 2022.
� On certain days when we know that 2EE have no jet movements,

we will operate the grid from the runway. Winch launching will be
set up by the control tower. If we do intend to set up on the
runway, it will be notified the day before.
� The following gliders should not launch from the easterly grid, if

they are going to be operated at MAUW. JS1-21 and the Arcus T.
They should launch from the main runway as this gives better
acceleration than grass, and an extra 300 metres of runway. We
will ensure that they can launch when they want to, by filtering
of tugs from the grid launch.

There are a couple of other factors to consider when launching to the
east. The first of these is the amount of water ballast that you are
prepared to load on, and still expect to clear the trees. A number of
modern gliders can easily be filled well beyond the Max All Up Weight.

Go no go point
This is a decision point from both the tug pilots, and glider pilots’
perspective that the launch is progressing normally, and if it is not,
then there is room, and time to abandon the launch. From the tug
pilots’ position, it’s whether the combination will get airborne at a
suitable point, and then clear the trees with a suitable safety margin
of height and speed. From the glider pilots position, the main focus
is also will they clear the trees, and do they have enough speed. So,
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when we tow from the grid in an easterly direction, where is the Go
no go point? The answer is relatively simple it’s the 23/09 runway
intersection. If you are not airborne, and accelerating at this point
then you should abandon the launch, as you still have around 500
meters available to land ahead.

Turbo Duo Discus.
At the end of last season an eagle-eyed member, spotted a crack in
one of the propeller hubs retaining brackets, and this required that
the entire prop assembly had to go back to the manufacture in
Germany. The repair process took a few months, and the refurbished
unit arrived back, at about the same time as the aircraft manufacture
issued a notice on their website, about the use of the engines on Duo
and Arcus sailplanes.

Due to the failure of a drive shaft on an Arcus in Switzerland, the
manufacture issued a recommendation that the engines on Duos, and
Arcus should not be used, if they had done more than 30 hours of
engine time.

The Lasham Duo has done around 40hrs of engine running, so after
a discussion with the Lasham engineering team, we decided that the
“Turbo” should be rendered inoperable.

Schempp-Hirth have recently announced on their web-site, that the
engine manufacture has developed a fix for the propeller shaft.
Hopefully we will receive the new part shortly, and the engine will be
back in service before the start of the cross-country season gets going.
Schempp-Hirth link

Safety bits
I thought I would leave this bit until last, but also keep it short as I
know that people tend to skim over the last bits of an article.

Parking club vehicles
In the last five years we have had
a number of accidents involving
club vehicles hitting objects or
members’ cars. These have often
just been paid out by the Society,
and when you look at it over that
period, it adds up to a sizable sum
of your money.

Please can we keep club vehicles
inside the perimeter track when
possible, and if you are bringing

a Gator or retrieve truck back to the club house, then I would ask you
to leave it on the grass area to the South of the perimeter track.

Safety reporting form
Safety reporting is a very useful way of building a picture of potential
issues that are developing, and may in the future turn into an accident.
We have always encouraged members to report any safety issues that
they spot, and this has previously been done with a form that was
available from the office.

To make the reporting process easier, we have developed an online
form, that is assessable through a QR code. Pictures of this code will
be placed at various locations around the airfield.

The online form can be sent anonymously, and it will go to the Safety
Officer, CFI and DCFI.

��I La�h�� G�i�ing So��e�y
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5Vintage News
by Glyn Bradney

My closing comment in the November 2021 edition of Rising Air was
that with no LGS clubhouse, you’d know where to find us during the
winter – in the warm GHC workshop with all its facilities!

So it’s proved, and what with the Thursday dining-in nights held in
the Lasham Vintage GC clubhouse socially the “vintage” crowd at
Lasham have been kept reasonably happy over what’s been a long
winter with very limited LGS facilities.

The workshop
There’s been a lot going on in the Trish Williams workshop. Primary
focus though has been on the ongoing restoration of the 1944 Swiss
Spalinger S21h, a truly massive undertaking.

With the woodwork repairs on the wings completed, we temporarily
reunited the wings with the fuselage on the 13th Jan to make sure
everything fitted – which thankfully it did!

Next the recovering of the wings which as I write this is well underway.
All of the fabric is now on but that’s just the beginning!  I’m advised

by Gary Pulllen that 9 coats of different types of dope need to be
applied before it’s ready for final spraying. Phew!  We’ve now started
applying fabric to the fuselage, the tailplane has already been done.

The photo to the left shows remaking
the canopy which is being done By Ray
Whittaker. Ray is with Gary Pullen in the
cockpit, who are the two guys leading
the Spalinger restoration.

When will the Spalinger fly, a question
that’s starting to be frequently asked?
The answer is we don’t currently want
to commit.

That’s because besides the physical
restoration itself there’s also the
regulatory hurdle we have to surmount.
This type of glider has never before
flown in the UK and the BGA technical



panel need a lot of detailed information to convince them to give it
the required certification to fly.

Events
We were at the BGA conference at the Belfry, Nottingham, on Saturday
12 February. It looked like initially the attendance was going to be
poor but on the day that proved not to be the case. Quite a successful
day, thanks to Graham Garnett (our Membership Secretary), we
signed up ten new members.

It’s looking like we’ll be at the Blackbushe 80th anniversary celebration
event on Saturday 11 June.

New gliders
A Phoebus 17c  has been donated to us by Eden Soaring who are no
longer operational. This is the GHC’s first glass glider. It was towed
from the Belfry, Nottingham, by Graham Garnett Arriving at Lasham
was something of a “home coming”! The first two glass gliders at the
Surrey and Hants were Phoebus’, “266” and “265”, and this is “265”
the second one!

The second addition is a Slingsby T34 Sky known as “Gertie”. This
has been donated by Liana Middleton and at the time of publication
of this edition of Rising Air, it should have been retrieved from
Dunstable. We understand both the glider and its trailer are in very
good condition and we will be looking to get “Gertie” flying in the
Spring. The picture of “Gertie” 46 is courtesy of Richard Cawsey.

The Schweizer TG3a. Getting this to Lasham has become quite a
saga! The GHC are now the legal owners but the glider is still stuck
at the Imperial War Museum, Duxford. The issue is removing the
radioactive instruments which are typical for a WW2 aircraft. The risk
is utterly minimal but the IWM say it has to be done by them, they
won’t let us do it. Ridiculous! Communication with the IWM is
continuing so fingers crossed we should be getting the glider to the
GHC relatively soon.

Flying
Not surprisingly, not a lot! However, we have got the Krajanek flying
again photo below). In fact she had quite an airing on Sunday 30 Jan,
seven different members flew her.

The Krajanek was built in
1946, a Czech glider that
was an improved version
of the German Grunau
Baby.

This one has an interesting
history. Firstly it’s the
glider that holds the British
endurance record of 33 hrs
5 mins at Dunstable on the
4 April 1949, the pilot the
extrovert Ladislov Marmol.
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Note the FAI scrapped the endurance record in 1950 as it had little
point in being representative of gliding expertise and was proving
dangerous – people were getting killed trying to beat the world glider
endurance record.

Secondly Ladislov Marmol materially helped in getting the Surrey GC
and Imperial College GC thrown out of Redhill and of course they both
ended up at Lasham in August 1951!

The Surrey club and IC started gliding again at Redhill in early 1946
and to begin with everything was fine. However, Redhill was also used
by power and their activities steadily expanded and started to cause
growing friction with the gliding.

Relations weren’t helped by the air traffic controller at the airfield
absolutely hating gliding! One day in 1950 Ladislov Marmol, a brilliant
aerobatic pilot, came back from a flight in the Krajanek and saw the
controller standing on top of the control tower which he promptly beat
up – upside down! Reports from those who witnessed the incident
were that the controller went absolutely berserk and gave a wonderful
“Keystone Cops” demonstration! That did not help the worsening
political situation of gliding continuing at Redhill one little bit!

Cross-country help
Now that am living locally, I am hoping to set up a small group of
people who might want a bit of help with improving their cross country
skills. If there are say, half a dozen, perhaps ten pilots who want to
be involved, I will set up a Whatsapp group.  I am looking at folk who
are fairly new to cross country and competition flying.
This may not be for a lot of people because it is flying that needs to
arranged ON THE DAY. ( I am a selfish cross-country pilot like the
rest of them). If you need to plan further ahead than that you will
have to make another arrangement.
My plan is to let interested pilots in the group know on any morning
that looks suitable and see if any of the group want/are able to fly on
that day. Obviously, the short notice will  mean that it doesn’t always
work, but I am around all the time so there is a fair chance.
I intend to use club gliders. I would suggest K21 or K13s but possibly
the Duo if we must. I intend the training to be properly structured
with a briefing, an hour or two of flying and a debriefing. It is not an
invitation to sit passively in the glider and watch me fly. My intention
is to do as little of the flying as possible but to try and identify what
aspects of your flying need attention and then set up a targeted plan
to get maximum improvement.
Depending on where you are we may start by sorting out basic stuff
while local soaring. Getting K21s to fly may well be a problem but I
will look at other possibilities.
Please email me if you:
1. Are fairly early cross country 100 to 250 hours
2. Are keen to improve.
3. Are able to cope with the short notice.
4. Want to be in the group.
Please give a detailed account of your flying. Your perceived strengths
and weaknesses,  your experience and aspirations.

davewatt6@gmail.com
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9Flying Life
by John Delafield

I have known John Delafield for many
decades, part of that period competing
against him in Open Class Nationals.

“A Flying Life” gives the reader a close up
and personal look at the author, starting
with his childhood years and experiences
that were to have a profound effect on John
in later life.

Progressing through the book, the narrative
swings from John’s considerable powered
flying experiences with interesting
observations on the handling characteristics
of various aircraft through his solid career

in the RAF which included an exchange tour in Canada.

Although John amassed an impressive total of powered flying hours
in many different types of aircraft, his main flying passion was gliding
and this comes across strongly in the book.

John carefully details glider development, from using wood and doped
fabric through to the current widespread use of carbon fibre with
commensurate increases in performance at each stage.

John’s first competition was worthy of note in that it was held at RAF
Odiham in 1960. He was flying, would you believe, an open cockpit
T21! The competition bug bit and so John went on. In the book John
shares both his thoughts and experiences flying in Nationals and World
Championships.

John’s relationship with Dickie Feakes went beyond Dickie’s crewing
for John at World Championships and, with John’s commercial talent
combined with Dickie’s considerable technical expertise, various
commercial enterprises were undertaken culminating in the formation
of RD Aviation (note 1). I have always admired John’s drive and

enthusiasm, qualities that come across strongly through the pages of
this his life story.

“A Flying Life” embodies the results of much comprehensive and
detailed research on the part of the author, in particular the history
of the RAF units with which John was associated. Of special interest
to me was the history of Bicester Airfield where I started gliding in
1963.

In summary, “A Flying Life” is a treasure trove of both information
and experience, the reading of which will enrich the lives of all who
have an interest in the broad field of aviation but especially in gliding.
John Delafield is a man of much talent who combines professionalism
with a strong work ethic to great effect but, above all else, it is his
passion for flying, especially gliding (note 2), that shines through in
his engrossing autobiography.

Open Class World Champion 1976, 1978 and 1981

Note 1 RD Aviation operated until AFE took it over in the late 90s. It
was the first comprehensive gliding supply company in the UK.  LX
Avionics followed in 2002. Dickie still provides occasional technical
support to LX.  LX Aviation was created in 2017 as the UK dealer for
the Dynamic WT9 ultralight.

Note 2 John is still active on the gliding scene but now contents himself
with flying motor gliders as well as being an active tug pilot. He had
a new hip fitted and so it is no longer practical for him to leap easily
in and out of gliders.

JMcC



8Instrument landing systems

A recent summary of airproxes showed two incidents of gliders having
near misses near Cranfield.  Cranfield is busy, so call them if you are
near, even if not about to penetrate their ATZ.

You may be aware of their ILS, but this is a reminder to everyone
else. An ILS is a radio-beam transmitter that provides a direction for
approaching aircraft that tune their receiver to the ILS frequency. It
provides both lateral and a vertical signal. It enables a safe landing
during times of reduced visibility.

They are not just at major airports. Some airfields without controlled
airspace have an ILS eg Cambridge, Gloucester, Exeter, Cranfield,
Oxford and Shoreham. These are marked by chevrons, sometimes
called “feathers”, on the half million chart.

Even in good visibility power pilots may practice using an ILS, where
you might be flying. Since they are concentrating on flying on
instruments, any glider in the vicinity may not be noticed. For obvious
reasons, close approaches to cloud-base would be unwise near ILS
approach paths.

When operating above or close to these airfields, pilots should listen
out on the ATC frequency. eg when horizontally within 10NM either
side of the symbol’.

Then make contact with ATC prefixing the call with ‘glider G-ABCD’,
requesting a “Basic Service”. After being asked to pass your
message, state your location (eg 5nm NE of the airfield at 2000’.) and
heading. By doing this glider pilots may reduce the risk of more RMZs
being created in future.

If you are a cross-country pilot, you really should get a radio licence.
If you may be feeling a little rusty on the patter, there is some
excellent theoretical training via
https://www.ruskin.me.uk/bga-frtol-course/course-materials

JMcC

Cranfeld: Call on 122.855 MHz

Paul Ruskin of Cambridge Gliding Club has also compiled a file of
the BGA turn-points plus known airfields and airstrips in the UK.
These are available as .cup and .kml files. (.cup can be changed to
.csv just by renaming the file extension.) This is a 'reasonable efforts'
piece of work.  The strips and fields, in particular, may change with
crop growth, animals on them or for other reasons.  You are
responsible for checking the data, and making your own judgement
at the time whether any of these are landable. Sign up via

https://www.ruskin.me.uk/gliding-data

https://www.ruskin.me.uk/bga-frtol-course/course-materials
https://www.ruskin.me.uk/gliding-data


10Miscellany

Tying down trailers
When you emerge blinking into the spring sunshine, like Rip van
Winkle from your long hibernation, you will notice no difference to
your trailer since you left it last year. Perhaps the storms Dudley,
Eunice and Franklin were not all that bad, you may think, and there
was no need to stir yourselves.

You are wrong! A very large number of trailers were not properly
secured. Some were about to slam into the neighbouring trailers and
cause considerable damage.

Al Greensmith, Nigel Mallender and Colin Currie spent five hours just
before the peak of Eunice, securing many trailers that were already
moving about. They deserve our great thanks. You will not know if it
is your trailer that they saved, perhaps from being clattered by an
unsecured trailer next to yours, even if yours was already secure.
Even if your glider has been tucked away in a barn for the winter,
please would you ensure, on its return, that both your trailer and your
neighbours' are secure from surprise storms & squalls at any time of
year.

Buy cable clamps eg from Screwfix. Put a shackle/ring with the cable,
in the clamp. In the absence of, or in addition to cables, buy ground
anchors. You are allowed to reserve and label a trailer space.

Accounting and Aerolog
Last September Joan Carey, our accountant, announced that she
wanted to retire. Since 2002, accounting at Lasham has happened
without a glitch, except for two long bouts of illness and a long
vacation. These had alerted us to the need for a planned transition
when the dreaded day finally came. Fortunately Joan was happy to
stay to hand over to her replacement, Sonia Evans.

We are grateful to Joan for her long and loyal service. Joan just wanted
to slip away quietly without any photos, presentations or fuss.
However the CoM has granted her Life Social Membership.

One of the systems introduced by Joan is Aerolog, our membership
system. The supplier of Aerolog, Datamodus, will soon be able to give
each member on-line access to view and download their account and
flying logs. You will also be able to upload documents such as medical
certificates and ask the office to change your personal details.

There are still some small bugs to fix. In addition, the CoM still has
to give final approval. Even so, I hope that in the late spring it will go
live in stages. This phasing is avoid overloading the office if there are
unexpected glitches.

Sonia Evans working
with Cecil Ricardo of
Datamodus



11A Trip to the Seaside
by George Metcalfe

As some of you will know, I collect coastal turning points. For many,
the conditions required to get there (and back, from Lasham) don’t
happen often. North Foreland Lighthouse (Margate East TP) is a
particular conundrum because to get to anywhere in Kent and back
you need a Northerly wind component to limit sea air encroachment
around Brighton which will otherwise cut you off. But North Foreland,
being close to the Thames estuary, generally gets wiped out by sea
air in a Northerly, so you have to get there early and get out again
fast!

Top Meteo predicted it would
be soarable to a decent height
within striking distance of
Margate, so I set off in the hope
that the soarable conditions
would be near enough and/or
a cloud climb available to allow
me to glide in to the TP and out
again. Top Meteo site forecast
also predicted that it would be
unsoarable in the Parham area
all day.

I decided to disbelieve that but I ended up low near Parham anyway.
Fortunately, I found a weak thermal. Even more fortunately, someone
else came along and showed me where the core was. From the top
of that climb, I enjoyed a 50km glide along nicely aligned streets
before I needed to climb again.)

From Ashford, I could see that Cu extended most of the way to
Margate but I stayed high, expecting that conditions would weaken
as I got nearer to the
sea. They did, but a
convenient line of
clouds over the sea
to the south of
Ramsgate helped me
reach a 2.5kt climb
within a couple of km
of the TP, so it was
easy.

On the way back, I
could see sea-breeze
clouds to the South
but they were too far
off track for me.
When I converged
with them at the
pinch-point between the LTMA and the coast near Brighton, I found
they didn’t help much and I continued normal thermal flying. The
clouds lined up nicely from Midhurst allowing me to get back to Lasham
comfortably without tangling with Farnborough airspace.

I hadn’t anticipated getting back before five o’clock, but ...North
Foreland...job done... so I landed early!

Manston Airfield

Lonely Cloud off Broadstairs
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Clockwise
from top left:

Wave at
Lasham (Mike
Rubin)

Collorada near
Jaca (Martin
Hollowell)

Reflections in
Lake Pukaki
NZ (George
Metcalfe)

Foka 4 Annual
(unknown
photographer)



13Grimshaw Advisory Number Umpteen
Getting a Bollocking

Ebenezer Grimshaw attempts to comfort newbie pilots in
unhappy circumstances.

Our gliding club here at Lasham is a wonder to behold. Its vast range
of benefits will be enthusiastically pointed out to you… tugs galore…
etc.  But there is one benefit that is always omitted when club pundits
are enthusing. Your subscription includes at least one free bollocking
a year at no extra charge. It’s all included in the membership!

This is a delightfully dark area that obviously needs a Grimshaw
spotlight. What IS a ‘bollocking’ exactly? Well, as Jeeves would say
(and I trust you’ve read your Wodehouse) it’s ‘a certain display or
expression of disapprobation’ usually by a senior member to a more
junior one.

A hierarchy is involved, even though you might have little to no idea
who-is-really-who. The disapprobation goes down the chain of
command, never up it. It would be a brave man indeed to chew out
a Big Name as an ordinary club member (or even as an instructor Ed).

If a Big Name has indeed committed a blatant behavioural
misjudgement or an operational misdemeanour, then only the CFI,
can properly express the appropriate disapprobation.

But look around you. Look at all your club stalwarts and venerables.
Every single one of them has been bollocked at one time or another…
so you’re in good company… doesn’t that feel nice?

Let’s look at bollockings in detail. There are three general types:  a)
Spontaneous Yelling, b) a ‘Quiet Word’ on the airfield, or c) a
Summons to the CFI’s office or (worse) the management committee.

This last type is hard to discuss as, by their very nature, summonses
tend to be individual and private. There must be loads, but I know of
only two in detail here. One was a desperate attempt to curb a walking
Public Relations Disaster whose views on visiting cyclists were the

direct opposite of club policy,  and the other was an instructor of mine
called Roger who shall be nameless!

The main point here is that if you are under instruction and a
misdemeanour occurs, it’s the instructor’s fault, not yours. You may
be asked to add your written statement on the matter but the
instructor carries the can for it. Isn’t that wonderful! In my particular
case the instructor was in the club Duo Discus merrily heading towards
Reading and a step-down in the London TMA, enthusiastically following
a hastily programmed Sat-Nav in the back. I, in the front, was using
the standard Heath-Robinson aero chart and making alarmed queries
about our height and heading.

But it’s very difficult to win an argument with an instructor! “No no…
the Sat-Nav says it’s fine… don’t worry about it…” The following day,
however, the crew doing the D.I. on the two-seater happened to view
the previous day’s nav log and sent an alarmed note to the CFI.
Whereupon a summons was duly issued for a Confession Of
Naughtiness form to be officially submitted by the club to the CAA. I
mention this because it’s a good example of the sort of thing for which
summonses are sometimes issued.

Shouting and yelling seems to be getting rarer these days. Must be
because we’re all slowly becoming more civilised. But when I was
younger, it was often the best way of working out who the instructors
were. In Advisory No. 2  I pointed out that the newcomer to a gliding
club has no real way telling who’s-who… especially in our huge mob…
and you have to look for little tell-tale signs.

For instance there was, in days of yore, a tendency for instructors to
wear a sheepskin liner under their parachute, but that seems to have
gone by the wayside now. By far the best indication is when someone
leaps out of a rear cockpit and starts pointing and yelling.

Such a person is almost certainly an instructor. But just pointing and
yelling on its own is unreliable. Someone shouting “OI… CANOPY” at



you hysterically could be anyone. Often it’s an ordinary club member
with an inferiority complex. Or it might be Ron Beecroft, if he’s had a
rough start to the day.

But far and away the commonest type of admonition comes from the
Duty Instructor wandering over and having what is referred to in the
business as a ‘Quiet Word’. And most of these words seem to be a
query about the height of your final turn. Instructors will spot you
turning finals below 300’ even as they face the other way watching
for people pulling up too sharp on the winch. How they manage this
is unknown, but take it from me… they do!

But finer detail is needed here. Because some ‘Quiet Words’ can
sometimes seem unjustified. There are two categories… those where
you accept a degree of guilt and those where you are quietly fuming.

A classic case concerns emergency procedures.  I once witnessed a
fellow student being lectured on what to do if too low downwind.
‘Under no circumstances’ he was told, should he attempt a normal
circuit, but he should turn in early and land up the field instead. A
demonstration flight followed where the point was rammed home.

Then off goes my chum for a few solo flights. And blow me, on the
second one, he hits unexpected sink and comes in a bit low.
Remembering exactly what he was taught he dutifully turns in early
and lands up the field a bit. But does this save him from a bollocking?

By no means! Saying that he ‘flew exactly as instructed only one hour
previously’ cut no ice. What emerges here is a greater, deeper, darker
truth… apparently instructors do not expect newbies to have any
‘emergencies’… but no-one tells you this!

One can only conclude that, post-solo, you should have so much height
in hand that even a patch of 10-down sink cannot deviate you from
a nice normal-looking circuit. But I bet you that had you flown with
bags of height like this they would have had another quiet word about

flying the last part of the circuit with the air-brakes fully out the entire
time. Sometimes you just can’t win!

Another colleague of mine, an instructor for many years, had, in his
early days, been taught to practice side-slips and steep approaches.
So to prove his mastery of these he made his final turn very high in
a K8 with full airbrake and a full sideslip off the turn in a spectacularly
steep but completely accurate plummet. At the last moment he
squared off… levelled out… adjusted the brakes and made a perfect
landing close to the launch point. He opened the canopy thinking of
tuition put to good use. In a tight field landing he would have plenty
to spare, so he was feeling very pleased with himself.

At this moment a man runs up to him red in the face and bawls
“NEVER DO THAT AGAIN!”…When asked what was wrong, the man’s
reply was “YOU KNOW WHAT YOU DID!” and runs off!  You see the
problem? Some bollockings need a context that is entirely missing!

My last bollocking had a number of contrasting elements to it. One
aspect I agreed with… clearly an error on my part… another aspect I
refute to this day!

We were visiting a small friendly club on a west-facing ridge-top…
they were hosting an invasion of our vintage gliders. The landing area
was tight and ‘waisted’ in the middle… due to the curvature of the hill
into rough ground to the southwest and a slight bend of stone wall
on the northeast side.

On the final day the wind dropped to almost a dead calm. We’d been
briefed to abandon a launch if we couldn’t stop the wing going down…
in the usual way. With the tug being a slightly underpowered Grob
109 and the ground run slightly uphill with hardly a breath of wind
I knew this would be a challenge! My Skylark’s starboard wing did
indeed go down but I was ready for it and countered with loads of left
stick. Soon after, I took off, but the control asymmetry put me out of
line behind the tug. It took me a while to straighten things out because

14Getting a bollocking
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I didn’t want to make huge control inputs at minimal speed. But I’ve
had worse in Scotland and soon forgot about it.

The search for lift in overcast skies and no ridge wind was pretty
hopeless… I really had chosen the worst part of the day. So I
contented myself with taking a few photos and just spinning the flight
out. I was tacking back along the ridge prior to starting my approach
when I saw a club K13 up ahead of me.  He appeared to be
approaching the wrong side of the airfield boundary but parallax is
deceptive. So I hung back… interested to see where he was actually
going! I was used to our huge airfield, and this was a narrow landing
area, and somewhat unfamiliar. I wanted certainty before I committed
myself.

So out over the valley I decided to take an extra turn before going
in. This where I went wrong. I knew a turn was marginal but I wanted
to see where the K13 went. It stopped just forward of the narrow
‘waist’ in the landing area. I could either land long… over the top of
it… or close to the rough ground immediately to its left, or come in
well behind it. I chose the latter. On the crosswind leg I now saw the
price I’d paid for my extra turn… the plateau was coming up more
than was tasteful although I now wanted a low approach. In the end
my nerve gave way and I cut in a bit… an aspect not missed by the
duty instructor!

I landed short with bags of space to spare… and thought it was OK.
Well, the duty instructor had a ‘quiet word’ with my syndicate partners
and they had a ‘quiet word’ with me. There were two parts to the this
indirect bollocking. To this day I totally refute that my wing tip
touched the ground on take-off. I was watching for precisely this with
my hand on the release and would certainly have felt it. However I
agree that it must have looked that way. But as far as I was
concerned, I was preventing the tip from actually touching and thus
still under control, daisy-cutter though it may have been. The wonky
take-off was caused not by the dragging back of the starboard tip but

by leaving the ground with a lot of left aileron! Perhaps I could have
corrected it quicker had I been a whizzier pilot.

But as to the low, slow approach I can only plead guilty.  It was a
calm day though. I checked crosswind… the windsock was plumb
vertical and my crosswind speed 47 knots... stalling speed 32. I
quickly cut-in and put on another 10 knots but it had been noticed!
I can remember the exact point where I made the wrong decision.
My lack of experience made me nervous about following another glider
into an unfamiliar field and the extra turn that I had taken downwind,
committed me to a low approach over steeply rising terrain. It was
deliberate… but unnecessary and obviously looked bad. I should come
in earlier, higher, and a lot further back. That would still have given
me time to assess the landing situation whilst leaving my options

open. But one
lives and learns.

Which reminds
me: bollockings
have the same
value as crashes.
Even in dispute,
an in-depth study
of them makes
you a wiser and
a better pilot.
The whole crash
process though…
is a hell of a lot
more expensive!

Ebenezer
Grimshaw

Cartoon by Ross
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(all lists are alphabetical. Some posts are part-time)
Committee of Management
Nick Hoare
Nigel Mallender
Patrick Naegeli (Chairman)
Alix Pentecost
Ginny Pringle
Gary Pullen (Vice-chairman)

General Manager
Gavin Spink

Hon Treasurer
John McCullagh

Flying staff
Colin Watt (Chief Flying Instructor)
Jordan Bridge (DCFI)
Sam Coole (Staff instructor)

Office staff
Sue Cook
Sonia Evans (Accountant)
Sharon Farr
Angela McVie
Sharon White

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

Cleaners
Keith & Barbara Chiverton

Facilities and winch
Colin Currie (Facilities Manager)
Mateusz “Mat” Gocek (Workshop fitter)
Paul Haliday (Winch driver)
Patrick Clear (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
Caravans - Jill Atkinson
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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