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Introduction
As far as gliding and soaring
opportunities go, 2022 has certainly not
disappointed and with record
temperatures and very high cloud bases
it has to be on a par with 1975/76
seasons. Lets hope for more of the same
in 2023.

Licensing.
When it comes to sailplane licensing, I
am beginning to feel that we have
entered some alternate world and its
Groundhog Day again, as I have lost
count of the number of deadlines, we
have had for the implementation of the

gliding licence. The reality this time is that it’s unlikely to be pushed
back again, and the deadline of 8 December 2023 will be the one
that we have to deal with.

Who will have to get a licence?  In the world of the Civil Aviation
Authority there are only two kinds of pilots, you are either a student
pilot, or qualified pilot. The definition of a qualified pilot in the eyes
of the CAA and the BGA is someone who
holds a Bronze Badge and Cross-Country
Endorsement. Life as a solo student pilot
will also be a little bit different as you are
deemed to be under the authorisation of
an instructor when flying solo and therefore
will need their approval for the flight you
are about to conduct. Sounds draconian,
well not really its just a little bit more
formal than the current level of supervision
that pre-bronze pilots get.

How do I get a licence? The first thing you will need to get is some
form of CAA medical, as a photo copy of your driving licence is not
going to cut it. This does not actually mean that you have to go a
book a medical examination with an AME, as the online medical
declaration is the option that most people will take.

To start the process, you will need to register for a CAA account on
their customer portal. The link to this web page is
https://www.caa.co.uk/our-work/about-us/doing-business-with-the-
caa/customer-portal/

You have to open up CAP 1902 read the guidance and then follow the
link in this document. The registration process is not instantaneous
as they have to verify your submitted documents, and I have been
told that this can take up to two weeks. The web page works best in
Chrome and I know that pilots who have used other browsers have
had issues.

Paper application. So, you have managed to register with the CAA
and carry out an on-line medical declaration and print off a couple of
copies. Why a couple of copies? Well, Lasham will obviously need one
for their records and you will also need one copy for the licence
application.

The application for a Sailplane Licence is based on a licence conversion
agreement between the BGA and the CAA and in this document it
recognises UK gliding qualifications and crosses then over to Part
SFCL. The application is done through the BGA and not the CAA and
the correct application form can be found at
https://members.gliding.co.uk/flying-information-and-resources/pilot-
licence-conversion/

It is not quite a simple as ticking a few boxes and then sending it to
the BGA, as you will need to have to have some of your documents
verified by a nominated person such as the CFI/Chairman/Club Sectary
or a CAA Examiner. This process only takes 5 to 10min, and is also a
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useful double check of the application form to make sure that you
have ticked the right boxes.

Currently the turn around time for a licence application is around three
weeks.  Once you get your licence back the next question you will
probably be asking is what do I need to do with it. Up until 8 December
2023 the answer is not a lot unless you want to exercise the privileges
of that licence, as the BGA regulation of sailplane flying will be in place
up to that date. Covering licence currency and recency requirements
will be another article in the Spring 2023 newsletter.

CAA consultation on licensing and Medicals
When we left the EU a few years ago, we also left EASA and this
handed back the regulation of pilot licensing to the CAA. One of the

results of this is that a number of old National licences that we thought
were not usable for anything other than flying vintage and home-built
aircraft have now come back in to play.

The CAA set up a working group to look at licensing with the aim of
simplifying the options and bringing in one licence. As sailplane
licensing has not been fully implanted it has also been included in this
consultation, and as you will see when you look at the initial
consultation document it’s a somewhat binary choice.
https://consultations.caa.co.uk/corporate-communications/ga-pilot-
licensing-training-phase-1/

The BGA will be issuing advice on how to respond to this consultation
in the next week or so, and I would urge all Lasham members to wait
for the BGA guidance before considering your response.

Almost at the same time as the licensing consultation came out the
CAA have proposed a review of medical standards, and again the BGA
will be issuing guidance on how to respond to this consultation when
it arrives. One thing that is worth remembering is that the CAA’s Pilot
Medical Declaration based on driving licence standards is probably the
best thing that the CAA have done for gliding. The loss of this going
forward would be at the very least damaging for the sport.
http://publicapps.caa.co.uk/modalapplication.aspx?catid=1&pagetyp
e=65&appid=11&mode=detail&id=11675

Plans for 2023.
The memories of the 2022 soaring season have hardly had a chance
to fade away and yet the flying staff already have to start the planning
process for next year. First on the list of things to start organising are
the two competitions next year. The dates for these are as follows.

15m/Std/Open Class Nationals 27 May - 4 June 2023
Applications to enter this competition can be made through the BGA
website and this normally goes live in December.
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LashamRegionals   5 -13 August 2023
Application for this competition will be done through Robocontrol and
we would hope that this goes live at the beginning of December. A
further email to members and an advert on
https://uras.gliderpilot.net/ will go out just before registration
goes live.

Expeditions in 2023

Denbigh.
Following on from the two
successful trips to Lleweni Park
this year, we will again be
running a spring trip to the site.
The flying stats for the two
expeditions that we ran this year
shows that over the four weeks
that we were flying there we
only lost 3 days to the weather.
The dates for the spring trip are:

Week 1 Sunday 19 March -
Friday 24 March

Week 2 Sunday 26 March -
Friday 31 March

The booking list for this
expedition will open in the
Lasham Office on Saturday 19
November.

Aboyne
After a four-year absence we will
be returning to Aboyne in
October 2023. Aboyne is one of

the best wave sites in the country and if the wind is blowing in any
other direction other than easterly, then there’s a good chance that
the wave will set up. The dates for the autumn expedition are.

Week 1 Sunday 1 October   - Friday 6 October
Week 2 Sunday 8 October   - Friday 13 October
Week 3 Sunday 15 October - Friday 20 October

We plan to take three or four club gliders depending on the demand,
so there will be plenty of opportunities for training or solo flying for
height gains.

Safety section
At the end of every season, we look at the BGA accidents and incident
reports and try to identify any trends that run through them. At
Lasham we have identified two key ones that were present in a number
of this years reports.

CB SIFT  ?
At the end of 2018 the BGA changed the order of the pre-take-off
checks by swapping canopy and air-brakes around and moving the
“Eventualities” brief from the end to before the Canopy.

This was done to “normalise the deviance” that was taking place at
some clubs during the hot summer of 2018. This is not the place to
express my opinions on this decision, or the process by which it was
done, but making a change like this was bound to have consequences
and it appears to have manifested itself in pilots taking off with the
air-brakes unlocked.

What can you do to protect yourself:
1) Make sure the radio is on the Lasham frequency and the volume

is turned up. If in doubt, do a radio check with the launch-point.
2) If you have been doing your pre-take-off checks using the

previous mnemonic, then it’s often difficult to adapt to the change
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Steve Jones in a Ventus 3T soaring
at Aboyne. Photo Garry Coppin
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and something could get missed. If in doubt, stick to what you
know. Old dogs and new tricks are the phrase that comes to mind.

Distraction
I was reminded the other day of a comment that Brian Spreckley had
made while watching pilots sat in their gliders on the launch line at
Cerdanya Airfield in the eastern Pyrenees. A number of them were on
their mobile phones, and he passed comment that “Looking at them
you wouldn’t think that they were just about to take part in an
adventure sport in the mountains”.

We all suffer from distractions on the airfield, but there are two key
areas that really are safety critical.

1) The Daily Inspection This should be a quiet time when a pilot
checks over their glider and makes sure that it really is fit for
flight. If you do get distracted and have to stop the process
then its probably a good idea to go back and start again, as
there will always be that nagging doubt that you have missed
something.

2) Pre-flight checks These are a series of mechanical checks
that you carry out to ensure that the glider is fit for flight and
often there is a distraction at some point during these checks.
Again, it should be a quiet time and if you do get distracted
then my advice would be to either start again, or if its some-
thing more fundamental like the canopy won’t lock, then take
the glider out of the queue and sort it out without any pressure
to launch. Above all do not let anyone rush you, or pressure
you into launching.

Stay safe and stay current over the winter

CFI Lasham Gliding Society
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Debbie Scholey has volunteered to organise this winter’s series of
talks. The first talk will on 5 November at 6pm in the Clubhouse

FLYING FOR LIFE- Serving remote communities in Papua New
Guinea by Michael Duncalfe from MAF. Michael has 25 years’
experience as a pilot based in PNG flying for the Mission Aviation
Fellowship. This promises to be a fascinating talk about flying in
unusual and challenging places.  MAF are the world’s largest
humanitarian air operator.  For over 75 years they have been flying
light aircraft over jungles, mountains, swamps and deserts.  They
enable more than 2,000 aid, development and mission organisations
to bring medical care, emergency relief and long-term development.

Seating is limited in the club restaurant area so get here early.  Please
note the bar and restaurant will be open as usual and Abi will be
providing a normal meal service after the talk.  Pre-booking is no
longer required.

Cross-country group
I set up a little group at the start of the season. Everyone managed
to get at least one day of instruction in O3, the ex club Duo. So, I
think it was a qualified success, but I really had expected to do more.

I also managed a few flights with some of the juniors, although they
were much more advanced than my target group.

It was a lot of fun and we had some good conditions…. A nice glide
with Norah van Genuten into gloom at Abingdon, and then back to
the powerful sunshine for a final glide. A couple of low scrapes with
George White and Dave Potter, but plenty of good cu to practice with
when it was going well. I will think about a better way to do things,
and see if there is any interest next year.
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Sunday 11 September saw our tenth AGM. We had intended to
hold a celebration after the AGM of our being 10 years old –
the GHC officially became a company on 15 March 2012 – but
we decided to cancel this as it fell in the mourning period for
Queen Elizabeth.

It’s been a pretty remarkable and successful journey which I don’t
think any of us could have foreseen back in 2012. Our first “Chris
Wills” hangar was officially opened on 4 August 2013 and the second
hangar on 25 August 2018. The workshop came into operation in the
Spring of 2021 but its official opening was delayed because of Covid.

We’re still looking to celebrate “The GHC is ten!” and that may well
be combined with an event to mark the tenth anniversary of the Chris
Wills hangar, so likely to be a Sunday early in August 2023. To be
decided by the GHC Committee, but the whole event could become
an “Open Day”, which would need the LGS to agree to.

The Trish Williams Workshop

One event we did hold after the AGM was the official opening of the
Trish Williams workshop. Building a workshop was our third big project
after the two hangars. We estimated it was going to cost us of the
order of £120 - £150k. We set a target of reaching a fund of £70k
before starting on the construction work and had got to £40k by
November 2019.

Trish Williams one of our longstanding members sadly died in April
2019. It was in Nov 2019 that we received the news that Trish had
left the GHC a very large bequest indeed. This enabled the
construction of the workshop to begin.

The citation at the opening read:
Trish Williams made the building of Heritage Gliding Centre
Workshop possible through a very generous donation in her will
in 2019. An early horsewoman who was also a thrill-seeker.

Trish joined the RAE Gliding Club at Farnborough in 1980 where
she operated her own Schleicher K8 and was an active member
of the club including serving time on the committee, working on
glider and tow-car maintenance. She had bought a share in a
Glasflügel Libelle and in 1995 joined Lasham Gliding Society. Later

flying a Schleicher K7 she completed a Silver C Distance and a passenger-carrying rating.
She also flew a Schleicher ASH25 two-seater high-performance Open Class glider.

An excellent and conscientious crew member, she drove out on countless times to remote
fields to retrieve a glider and its glider pilot. At Lasham she helped run the competition
start and finish tower, worked as the launch-point controller for the summer Friday-evening
and Friday-day groups, and was administrator for the Friday evening air experience
groups. She was notorious for keeping neat and accurate logs and would voice her
displeasure if an alteration to the log sheet became necessary.

She was also known for her love of fun rides and addiction to full-strength Capstan
cigarettes!



The official opening of the workshop went ahead after a short break
following the end of the AGM. We had 43 attending including Trish’s
sister, Molly, and her husband.

GHC chairman, Tony Newbery, gave a short address in which he
commented on the history of the GHC and how the workshop had
evolved, not only through the financial donations, but also because
of a huge amount of voluntary work during the construction stage by
our members.

LGS chairman, Patrick Naegeli followed on, commenting on how useful
the workshop was going to be and how the progress of the GHC over
the years since its formation was so impressive. He concluded by
asking for the unveiling of the three artefacts commemorating Trish
which will remain on permanent display in the workshop. The opening
ceremony concluded with drinks and refreshments.

Visits

With the slackening of Covid restrictions for most of 2022, we have
done much better than in 2021, when we were in retreat. A good
number of car and motorcycle clubs came along for organised visits.
The highlight here is undoubtedly the visit of the Veteran Car Club on
10 August. Note to be classified as a “Veteran” the car has to have
been built pre-1919.

To my surprise the car club contacted us asking if they could also
come to the potential celebrations for the tenth anniversary of the
Chris Wills hangar in 2023.

Gliders
We have acquired no new
gliders since the release of
the July edition of Rising Air.
However, it’s worth
highlighting that the three-
year painstaking restoration
by David Siddall of the 1910
Clarke Chanute glider, on
loan to us from the Royal
Aero Trust, has been
completed. The glider is now
on display in the Chris Wills
hangar (see picture left)

The Spalinger S21h is also on display in the Chris Wills hangar though
it has not as yet flown. Still awaiting the very front piece of Perspex
for the canopy. Are we going to have to wait for the Spring of 2023
to see it airborne? Hopefully not, but the odds are increasing in that
direction.

Events
We’ve only been to three external events this year. The last was on
Saturday 9 July at the local Medstead fete which we have supported
for many years now. This year we took our static K6e which gave a
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lot of enjoyment to a whole host of youngsters when they clambered
into the cockpit.

Looking ahead
Winter is starting to poke its nose over the horizon, fingers very much
crossed it will turn out to be a mild one. Whatever, unless the airfield
is snowed-under we at the GHC will be beavering away, certainly at
weekends, in our nice, heated workshop which has loos and a small
kitchen. That’s where to find us. Probable projects over the winter are
getting our Phoebus 17c airworthy, likewise the Dart 17r. Possibly
starting work on the 2nd WW USAAF TG3 glider. The 20m x 20m
extension to our second hangar, our fourth major project, is on hold.
We’re “hoping” the current very high prices for firstly steel, and
secondly concrete, will decrease over the winter.

G�y� Bra���y
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Tom Holliday “In the chair” at Medstead

A great night was had by all at the Lasham End of Season party on
Saturday 17 September with live music by The Standardz and a
celebration for the British Team successes from Lasham this year!

Picture l-r
Tom Arscott Bronze Medal European Club Class Championship
Toby Freeland Silver medal World Junior Championships
Finn Sleigh Gold medal World Junior Championships
Steve Jones & Garry Coppin Silver medals in World 20m Championships
(Photos by Laura Coppin/Luke Dale)

The cover photo by Paul Haliday shows a Hawker Hurricane that
visited the airfield from White Waltham on 15 July
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As in previous years, I have listed the top twenty flights from Lasham
with the highest total score on the National Ladder for 2022. All flights
started and ended near Lasham unless stated.

Unlike previous many years only three flights have been carried
forward from my interim table in the July issue. Fourteen of the latest
batch are from 5 August. Twelve flights over 750km on the same day

must be a record for Lasham. The 10,000ft day on 14 August did not
start until 12:30 and so does not feature in this list, despite being one
of the most memorable days. In the next article Al Nunn describes
what it was like to be flying in the 18 metre Nationals on that day.

The total distance flown from Lasham was 411,308km. 37% more
than the previous highest annual distance logged.          JMcC

Date Pilot Glider Turbo Task km km/hr
05-Aug Nigel Mallender LS8 Ross on Wye - Worlingworth (Suffolk) - Gloucester South 756 103
05-Aug Roy Pentecost ASG 29 (15) Y Ross on Wye - Worlingworth (Suffolk) - Gloucester South 759 106
05-Aug Chris Bennett DG 400 (15) Y Newark - Worlingworth - Great Malvern 760 82
05-Aug Christopher Starkey ASG 29 (18) Y Ross on Wye - Worlingworth (Suffolk) - Gloucester South 759 120
05-Aug Tim Robson DUO DISCUS Y Hereford Racecourse - Diss - Stroud 753 94
05-Aug David Masson NIMBUS 3DT Y Old Radnor - Reedham - Thames - Butser 805 98
05-Aug Andy Aveling ARCUS Y Tenbury Wells - Butser - Eastwell (Leics) - Bembridge 853 97
05-Aug Paul Fritche LS8 Hay Bluff - Boston (Lincs) 613 97
22-Jun Jon Pring ASW 24 W Knighton - Ettington - Methwold (Norfolk) - Bicester 661 80
05-Aug Adrian Emck Ka6E Edgehill - Grosmont (Gwent) - Chatteris - Banbury 608 67
05-Aug Andrew Hall JS1 C (18) Y Hereford Cathedral - Diss - Stroud 751 109
05-Aug Martin Clark JS1 C (21) Y Ross on Wye - Osbournby (Lincs) - Brdfd on Avon - March 915 102
05-Aug Malgosia Marczynski DISCUS 2C (18) Y Hereford RC - Great Ashfield (Suffolk) - Pendock (Worcs) 754 93
05-Aug Patrick Naegeli ASH31 MI (21) Y Ross on Wye - Worlingworth (Suffolk) - Gloucester South 759 112
14-Aug Patrick Naegeli ASH31 MI (21) Y Oxford E - Littleport - Enstone - Mongomery 676 124
14-Jul Andy Aveling ARCUS Y Olney - Knighton - Turville Windmill (Bucks) - Bridgnorth 756 104
05-Aug Zenon Marczynski AS33 (18) Y Hereford RC - Great Ashfield (Suffolk) - Pendock (Worcs) 752 103
12-Jun Jake Brattle LS7 WL Leominster- Swalcliffe(Oxon)- Bury St Edmunds-Winslow 608 79
08-Aug David Masson NIMBUS 3DT Y Newbury RC - Gainsborough - Stockbridge - Chard 759 99
12-Jun Andy Aveling ARCUS Y Dedington - Sarnesfield (Herefd) - Rattlesden - Banbury 703 92
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by Al Nunn

14 August 2022 – a day of days in an exceptional year.  Al Nunn
recounts how super-duper conditions on that day 2022 during
the 18 metre Nationals got him going faster than ever before.

As they say, all good things come to those that wait. On 14 August
2022, my very slow 40-year learning curve finally matched the climate
change induced better gliding weather.

So perhaps some things do have a silver lining, although they usually
have a sting in the tail; meteorologically, as Lasham moves further
south, we may have to accept the possibility it will become a sea-side
resort in next 200 years as sea levels rise.

Hang on to those chalets. This is of course one of the best reasons
why we should build a three-story club house for future generations.
In fact, my brother-in-law, who is an architect, did suggest that we
put the new clubhouse on stilts. I kid you not (it gets around all sorts
of planning regulations due to second storeys) and enables us to look
out properly onto the airfield.

The meteorological runes around mid-August were aligning well, as
they suggested that even better conditions could develop in an already
pretty good year (at least for glider pilots). Ordinary sensible folk
around the country were wailing at the prospect of a drought and even
more long, hot sticky nights, but glider pilots were already slavering
in anticipation.

For once, it looked as if a British Nationals would coincide, not with a
monsoon for a change, but with an echo of ’76. And so it came to
pass. Saturday 13 August was the first day. It was good but it caught
me out. Height, strong thermals, and some clouds, but too much
pfaffing meant I didn’t really nail it.

But day 2 was different. The forecast indicated a slack low over the
UK, with temperatures expected to top 30 degrees C, with potential
cloud bases of nearly 10,000 ft

I will leave the full met details for someone else to explain. The only
downside was it could be blue in places, with a hint of murkiness
coming in from the Southeast later in the day. Oh, and yes, be jolly
careful of the airspace, and don’t go above 10,000 ft (something to
do with fairness, transponders, and oxygen), but also don’t get
dehydrated. Plus, to make it easy for you, we have set a four-hour
assigned area task (AAT, or Aggravated Aerial Traumatization). So,
after literally minutes coming up with a strategy, and filling up WZ
with liquid life to reach the 599.999 kg mark we were ready.

(Ed: Note for non-competition pilots: An assigned area task gives a
fixed time period within which pilots can fly as far as they like in
specified directions)

Fairford tephigram and UK synoptic chart



Fortunately, I was near the back of the grid, so didn’t have to hang
around too long before the line opened in gentle simmer mode. Came
off tow at around 12:50, hooked into 5 kt and rapidly got the old
airspace warning reminding me about the TMA above Lasham. This
indicated two things: don’t bust airspace before starting; second, the
cloud-base was going to rise fast, as it was already above 6,000 ft.
AAT tactics suggested I should aim to come back after about 4 hours
and 15 minutes and leave myself a bit of leeway to make up some
distance in the last sector if I went too fast (yeh, right).

This had to be balanced with the possible grottiness later in the
afternoon, a dilemma as the second to last sector didn’t give much
extra distance. With this in mind, I estimated I should be able to do
at least 500 km in four hours, suggesting a start around 1320-1330
to be back home for tea, stickies, and admiration from groupies
between 1730-1800.

The first sector ran in a southwesterly direction from Ogbourne down
towards Wells, so was pretty narrow, as sandwiched between the
Bristol cheese wedge and the Salisbury shoot anything that moves
range.

The sky was really boiling on the first leg. Spectacular. As I had started
high, I managed to run for many miles until clear of airspace, only
getting a bit low (4,500 ft) before hitting 6 kt, which took me up to
7,500 ft, which was still not cloud-base – as I was eager to press on.

When I thought I had gone far enough into the sector, somewhere
near Radstock, I headed back towards the next sector, to the north,
which started near Cirencester and encompassed a large swath that
included Oxford, Banbury, Stratford and nearly up to Redditch and
the Black Country.
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By midday the sky was already looking good. Note the colour of the fields

First monster climb



Then the fun really began; I hit well over 10 kt and a line of energy
that took me nearly to 9,000 ft as I passed Bristol again, and I realized
that all that airspace that never usually gave me problems was
blocking my way: I was already cruising at 110 kt but not going down…
and it was looking epic.

In the end, I had to open the air-brakes to dive under the 6,500
Cotswold CTA. I then had to decide – stay low (under the 6,500) and
go across the top of Brize, or deviate a little bit further west but get
under the higher 7,500 bit?

In the back of my mind was the concept that you go faster as the
altitude increases, not something I normally think about when
groveling around at 2,000 ft under total overcast. So go west old man
and stay high was the mantra, and westward I went, and quickly
reached higher airspace and the freedom to cruise at 8,500 ft with a
grin from ear to ear. Why couldn’t it be like this every day?

Then the next decision was how far to go into the northern sector,
which again, became airspace limited. Lucky for me, it became
obvious, as despite there being very little wind, there seemed to be
a hint of westerly streeting in places; the next sector to the west
effectively started near Gloucester and embraced most of Wales!

I was thinking of continuing towards Edgehill, but the clouds aligned
to the west, and I hung a left just before the Daventry CTA 7,500
airspace (I was still nearly at 8,000 ft QNH) and turned onto an aerial
road taking me into Wales

There were still a few bits of airspace to get under, but it was so good
it was easy to maintain height by dolphining at some silly speeds; the
efficiency of these newer 18m machines, when fully loaded, is
awesome.

Once over the lumpy bits, the conditions got even better, with some
very good lines of energy. Didn’t see many folk, although there were
packs of the fairer sex coming in the other direction, as it was the
Women’s World Gliding Championships at Hus Bos, and they were
giving no quarter.

Incredibly, I never felt the need to stop for anything less than 8 kt,
and by this point, I was watching the countdown and distance and
time remaining to gauge just how far I needed to go. As I was over
9,000 ft by this time, the tourist in me, combined with the voice of
Dave Mason saying, “go further”, I became tempted by lake Bala and
beyond.

However, it would extend the flight nearer to 5 hours, and, as it turned
out, the weather was playing its tricks again, which put a stop to that
thought: there was a line of storms on the horizon!! Typical. Anyway,
my estimated return time was getting close to being 30 minutes over
the four hours, so I cavorted down the last line of energy towards
Lake Vyrnwy, reaching nearly 9,400 ft, and turned for home.
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By now it was 15:50, and I had started at 13:25, so my elapsed time
was 2 hours 25 minutes, and the shortest distance back to Lasham
was about 232k. At 150 kph I would get home in just over the four
hours, but as I had already averaged in the mid-130s (which I was
very pleased with – which does say something about my own
expectations), it was telling me I would be home in about 4 hours 30
minutes – perfect.

Good blend of racing and using the day to its fullest with a spot of
sightseeing. It isn’t all about winning, you know. But, as they say, the
best laid plans… it soon became apparent that the day was getting
better (another epic picture), if that were possible. After a cracking
good run coming back to the Malverns, my estimated time of arrival
was rapidly falling back to possibly putting me under four hours! We
were doing over 150 kph!

My ultimate nightmare: the dawning realization that one should have
used more of the sectors, and the last sector didn’t give much extra
distance. Why didn’t I press on past Lake Vyrnwy? (Ed: It wasn’t as
good at Bala) There is always lift near storms – I mean, it wasn’t as
if I was actually that low. Too late. However, things have a habit of
sorting themselves out, usually for the worst, and taking the decision
a bit out of one’s hands.

The possible under-time dilemma got sorted out for two reasons; a
temporary bit of airspace near Ledbury, which I had forgotten about,
which would force me towards the Cotwolds 7,500 CTA bit unless I
took a big detour; I elected to take the shorter course and dive under
the CTA, so out came the air-brakes again. The things one does when
over 8,000 ft.

Alas, turns out others got caught out by this as well. Then, of course,
our friend the weather. The threatened murkiness and over-
development were happening to the east of Gloucester. I had started
to tweak my track slightly north towards the furthest edge of the
second to last sector, which originated at Isley.

The thought here was to make more distance, but it soon became
apparent the climbs were weakening, which was associated with
reducing levels of sun reaching the ground. This required an immediate
throttle back, so the McCready was reset to one from three.

The darkening skies look worse in the following picture than it was
because the cloud base was incredibly high; but it looked as if it would
be a big problem on a final glide because of the wide thermal spacing,
so caution required

Fortunately, due to my innate timidity and a lack of engine, my
strategic thinking had tickled my cautious side to take a weak 5 knot
climb near Swindon. This gave me nearly enough height to get home
without turning if I got the dolphining right. Having been used to 10
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Approaching Lake Vyrnwy on left. Note the front in the distance



kt, the day seems dead when it drops off to three. How one’s viewpoint
changes when faced with too much cloud.

As ever, changing
gear at the right
point is everything in
this game. The
decision was the
right one and I made
the long glide home
without any further
problems. There
were bits of lift but
didn’t need to turn
again.

In conclusion, it was
probably one of the
best days I have
ever flown on,
including in other

countries. It was made easier by the fantastic crew running the comp;
well done folks.

As ever, the conditions, as they usually are in the UK, were varied,
but to get to nearly 10,000 ft (never got there gov, honest), was truly
special.

Did I win the day, of course not! I was flying against some of the best
pilots in the world, and I hate AATs; the day winner, one Mr Cheetham,
achieved 157 km/h. Incredible, but he was in a JS3 (anyone want to
join me in putting together a syndicate for a new JS3 RES?).

However, in my trusty vintage JS1, I still pottered around the task at
just under 142 km/h, while covering 576 km in four hours and three
minutes.  Not a bad day out.

Of the 42 pilots in the competition, at least 20 of them achieved speeds
of over 140 km/h. In the UK, flying an AAT covering such a large area,

with so much airspace, I think this
is pretty amazing. I would like to
think my trace was more of a racing
snake, rather than a maggot trail

It would have been interesting to
see what could have been achieved
if we had not been hindered by
airspace? A UK Nationals 600 km
racing triangle where a fair
proportion of the competition pilots
would have got over 160 km/h?
Alas, such fantasies in the UK will
never materialize.

Finally, as I sit here in late October
writing this, we are experiencing a
very violent thunderstorm, which
perhaps is another marker for
climate warming. One hopes that
despite the possible benefits, we
don’t end up having beach bars in

Costa del Alton and Hampshire becoming the new Bournemouth for
retirees, with Lasham being ground zero.

O, hang on…. What was the average age of the competitors? Makes
you wonder whether the post-baby boomer generation is in luck. Has
our generations profligate lifestyle helped to drive climate change and
booming conditions for glider pilots in the UK? Let’s hope next year
is even better!

A� N�n�

The darkening skies
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15Aerobatics - Rule changes
by Charles Baker

As the soaring season comes to an end, thoughts turn to winter
activities. In my case, that is aerobatics. In the last few months I have
been one of a panel of aerobatic instructors who have been in
discussion the BGA. This has resulted in changes to the rules published
by the BGA on its web-site. These will apply until licenses are
mandatory and, even then, it is hoped that the principles will carry
over.

The aim is a two-fold. First is to establish a formal record of basic
competence as part of the duty of care. Second is to make it easier
to progress as far as the pilot wishes to go.

The first point is that grandfather rights are preserved. If you already
have an aerobatic privilege, including the CFI’s approval to fly or teach
some aerobatics, that will continue. When EASA licensing first
appeared, imminent instructors were encouraged to claim an aerobatic
endorsement based simply on their previous experience. So, if you
have been an instructor for ten years you may find an aerobatic
endorsement is already on your BGA record.

The principle of the new rules is that there will be a very basic level
of qualification registered with the BGA. Further figures or classes of
figures can then be added by a signed entry in your logbook. You will
be responsible for keeping track of the additional figures you are
allowed to fly or teach.

Before taking the basic test, the pilot must have already qualified for
a Bronze Endorsement and have the approval of the CFI. The basic
level qualification requires the pilot to fly a solo sequence of just five
figures:

� 45 degree climbing and diving lines

� inside loop

� wing-over

� lazy 8 (two opposite climbing and descending co-ordinated turns
forming a figure of 8 when viewed from below).

That is such a
simple require-
ment that any
licensed pilot
should have
little difficulty
with the
figures. Follow
on progress is
figure by figure,
evidenced by a logbook entry signed by an appropriately qualified
instructor.

The same approach will apply to instructors. To gain an aerobatic
instructor endorsement you will need to demonstrate to a BGA
aerobatic flight instructor coach an ability to teach for the basic rating.
This will be reported to the BGA. Thereafter you can extend your range
of figures by gaining the approval of a BGA aerobatic flight instructor
coach. The first batch of BGA aerobatic flight instructor coaches will
be appointed shortly and we should have several at Lasham.

Some pilots like to aim for a badge to mark a particular level of
achievement. The BGA scheme of aerobatic badges has fallen into
disuse. The first serious level is Sports and an average of only two
badges are awarded each year. I am in discussions with Mark Erlund
at Saltby, who is revising the scheme to make it more useful. What
he wants to do is to keep the skill level comparable with the
international definitions, but unlink the testing from competitions.
That way it will be possible to qualify for a badge at your home club.
Discussions are progressing well and I hope to explain the revised
scheme in the next edition of Rising Air.

Photo: Will Jones



Longest Day
As a new member to the
club (I joined in April
2022), I thought that it
would be a good idea to
“make the effort” to get
out of bed in the middle of
the night and make my
way to Lasham for what I
was promised would be a
good day.

Despite the best efforts of my
Satnav to frustrate my arrival
I still managed to arrive in
time to provide some

assistance, albeit that others had clearly been “hard at it” for
sometime and come much better prepared with head torches and
flasks of hot drinks. I could not believe that so many people would be
so committed to welcoming a sunrise on very nearly the longest day
of the year. As one of the “new kids on the block” (I wish) I was more
than happy to the listen to the tales of many of the more established
members and have a moment of quiet reflection as the sun started
to come up. Then at precisely 0418 the first flight of the day launched
(pictured) into the still of the early morning.

I have to say that as I venture into my seventh decade on the planet,
there are few sights which can be more satisfying than watching one
of the Lasham Gliders taking to air. I spent the rest of the early
morning lending a hand before being able to enjoy a few flights myself.
Before I went to bed the night before, I did question the wisdom of
what I had agreed to do. Having done it I have no problem in thinking
about setting an early alarm next year.

D��id T�m�-S��rid��
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17Members’ photos

Photo by Chris Lewis on 17 September crossing to the Isle of Wight. Previous page photo of Scarborough by Bob Johnson on 21 August
KNF DG 1000T flying out of Sutton Bank



18Keepit soaring through the winter
by Mike Birch

As the clocks go back and gliders disappear into trailers for the winter,
a small airfield on the other side of the world is coming to life. Like
Lasham, Lake Keepit Soaring Club is a year-round, seven-days-a-week
training and cross country operation. Unlike Lasham, it has some of
the best gliding conditions in the world, and offers 340 days of flying
in an area of virtually unrestricted airspace.

A 300km flight in the depths of their winter is not unusual, and in the
summer many pilots achieve 500km flights as a matter of routine.
The terrain is varied and the scenery and wildlife spectacular. Large
open plains, lakes, hills, and mountains provide a safe setting for
beginner and pundit to experiment with 12,000 ft cloud bases, or play
in ridge, convergence and wave.

The club’s membership stands at about 150, with some local members
coming from nearby towns of Tamworth and Gunnedah, both a little
smaller than Basingstoke. Most come from the coastal towns and
cities, and Sydney in particular. Midweek flying is training for
residential students and some Australian and overseas pilots, and on
Friday evening and Saturday the cars and light aircraft start appearing
from the coast.

Australia is a country of huge distances and flying is often a matter
of necessity. Every town has an airfield, and many farmers operate
light aircraft from grass strips which provide frequent and safe
out-landing opportunities for gliders. Farming is beef, dairy and sheep,
but a huge acreage is devoted to crops, which when harvested are as
safe as English stubble fields for landings and sometimes for aerotow
retrieves.

Because the club is isolated most members stay on-site for several,
days creating a lively social environment. A shaded patio, a beer fridge
and a couple of gas barbeques provide the setting for most al fresco
evenings; the bank of refrigerators and ovens inside are reminiscent
of a college self-catering kitchen, even down to the back-slapping and
bullshit!

Kangaroos emerge in their hundreds from adjacent woodland to graze
in the cool of the evening, and their heads rise and ears twitch when
the laughter swells and the banter flows.

Lapping the threshold of runway 14 is Lake Keepit itself. The reservoir
was created in the 1960’s with the construction of a dam, and the
workers’ house of timber and iron was later moved up the hill to
become Keepit’s unique clubhouse. Much of the accommodation
comprises single occupancy en-suite rooms in sets of four, purchased
from mines in New South Wales as they became less active and sold
off assets.



The club-house

Drinking-water is from roof-collected and filtered rain, while showers
and toilets use water from the lake. In a country so vast and dry that
a quarter of all homes collect and store the water they need, Lake
Keepit is the real Australian experience. No light pollution detracts
from spectacular night skies, and during the day the native parrots,
lapwings and galas fill the air with colour and noise.

Several Lasham members have shares in aircraft based here, and
during the Australian Summer some notable members come to coach
and instruct. Andy Aveling has a share in the club Duo, and coaches
cross-country pilots for two months of the season. Dave Williams will
be instructing in January, and I have been a regular for many years.

The c

The club-house

lub’s first association with Lasham came when Val Phillips was
employed as club manager in 2014. She ran the club for six years
with her unique blend of dry humour and demanding standards, and
enjoyed the county so much she became a citizen!

‘Keepit is a close community of
wonderful people, and I enjoyed every
day of my time as manager. It is
isolated but that is part of its charm.
You get to really know the members,
when they escape their reality for a
little while to enjoy our amazing
conditions,’ said Val.

Rental club aircraft include a  Duo
Discus XT, an LS7, a Discus 2b, two
PW5s and for training there is a K21, a
Gob 103 and a Twin Astir. The tugs are
a Pawnee, a Callair and a Eurofox, and
the club also has a viable but rarely
used winch.

Air travel to Australia can be done for under £1,000, but most English
visitors fly Qantas to Tamworth via Sydney (I paid £1,800), ensuring
that any issues of missed connections or lost luggage are remedied
by the one carrier.

Tamworth Regional Airport is a 40-minute drive from Lake Keepit,
and a club car is dispatched to collect the time-addled visitor. The
time difference between London and New South Wales over the winter
months is eleven hours, and the journey takes around 24 hours.

For further enquiries email manager@keepitsoaring.com  or  visit
keepitsoaring.com

19Keepit soaring through the winter
by Mike Birch

Photo: Geoff Wenness

mailto:manager@keepitsoaring.com
http://keepitsoaring.com  


21Advisory No 28
by Ebenezer Grimshaw

At last… The Shocking Truth About Trim Tabs  (or Girls and
Trim Tabs… the Shocking Truth!) Grimshaw finally goes where
no flyer… and certainly no newbie… should ever venture…

Every aviator has a secret lust: to probe where he has no business to
go. To dabble in a particular Black Art. To assume familiarity in a field
where only experts have the door code. To rummage in Pandora’s
box, mangling metaphors with gay abandon. I refer, of course, to the
dubious business of aerodynamics.

When you get into an aircraft your job is simply to trust that it works.
You have no business trying to understand why… or how it flies. As it
is written: ‘The righteous will live by faith’. (see footnote 1) Let me
explain to you why this is.

Once upon a time… in a remote hostelry in the far north…  I found
myself seated at dinner armed with some dangerous knowledge.  I
just happened to know that the person dining opposite me was an
aerodynamicist… a real one!

“Aha” Grimshaw thinks to himself “This is an opportunity to pry
Pandora open… my victim cannot escape me!” And Grimshaw went
on to recklessly… foolishly… bring up the theory of flight. How, exactly,
do wings work?

And already, dear reader, you have missed the key word here…
exactly!  In Zen Buddhism I vaguely recall… through the “misseds”-
of-time… a reply ‘Mu’ can be given where the answer exceeds the
scope of the question. Thus it was on this occasion. My victim didn’t
mention ‘Mu’ but talked about force vectors.

Now Grimshaw went to a proper grammar school… he knew about
vectors. But then it became rotating vectors… at the wing trailing edge
I think. This was trickier. Grimshaw was hanging on by his fingernails.
Then after a welcome pause, Grimshaw committed the ultimate faux
pas.

What about this business we all learned at school with airflow over
the curved top surface of a wing? Air on top having to speed up to
meet its bedfellow underneath at the trailing edge in time to reunite?

My aerodynamicist snorted saying it was all nonsense, “But air has
momentum” I complained. “The layers that were nestling comfortably
together at the leading edge will surely obey Newton’s First Law of
Motion in a horizontal sense as well as a vertical one. ‘An object at
rest stays at rest unless acted on by a force.’(see footnote 2) They still
teach that at school… even in Secondary Moderns… probably!”

Granted, the passage of a wing exerts a force… but surely the layers
going over the top of the wing will want to meet up again with their
intimate acquaintance going past underneath? Otherwise you’d have
an endless shearing of air going on at the trailing edge. You can’t have
continuous displacement like that!

My not-very-tame aerodynamicist breathed heavily, rolled his eyes
wearily and said “Why on earth not?”

Grimshaw was appalled. Stunned. His venison grew cold. The thought
of an endless carpet of displaced, sheared air trailing behind the
passage of every wing in the sky was too much for him. On
intercontinental flights you’d have thousands of miles of displaced air
200 feet across! But apparently it’s true.

Cambridge University published a one minute video of exactly this on
YouTube. A set of smoke trails showed the usual effect of airflow round
an aerofoil at a high angle of attack. Then they pulsed all the smoke
trails simultaneously and slowed the video down. You can clearly see
the air underneath failing to catch up with the air on top. The slow
down/speed up starts immediately and it’s very pronounced! Check
out https://www.youtube.com/watch?v=UqBmdZ-BNig

This is sobering.  Clearly those smug little explanations of the Bernoulli
effect that we all soaked up reading under the desk at school were

https://www.youtube.com/watch?v=UqBmdZ-BNig


just the ‘Janet and John’ version. The sort of thing our kindergarten
teachers soothed us with when, at an early age, we started worrying
about jumbo jets. And girls. So shock… horror!

Wing lift is not simple. It is not straightforward.  Everything we thought
we knew about these subjects is basically wrong. Girls too…
apparently. “Now you see why I never discuss this in the bar” my
untamed aerodynamicist said “I get sick and tired of everyone arguing
all the time!” I could see his point.

Later I wrote to him suggesting that our conversation would make a
great article for the club magazine… might even save him further

argument in the bar. I offered to write it for him if he preferred. His
said if I ever quoted his name in connection with any of the above I
would get a bar stool rammed up my posterior!

So after that Grimshaw soared the hills and roved the dales in various
states of appalled-ness. I forgot to ask my killer question: Why are
long wings more efficient than short ones? Granted, you get more
lift from a longer wing but you also get more drag. So why doesn’t it
work out the same?

With my aerodynamicist on strike I had to go the long way round.
Overdosing on YouTube tutorials revealed there are two types of drag
on a wing. Three if you include interference drag from intersecting
surfaces. But forget that.

Induced drag… the energy lost by simply generating lift… is the
predominant one at slow speeds. Not profile drag. Profile drag takes
over when you shove the nose down. It shoots up exponentially as
the square of the airspeed.

All profile (surface) drag does this. Double the speed… four times the
drag. Five times the speed… 25 times the drag. At that rate it’s not
long before form/profile drag overtakes all the other types by miles
and becomes the major problem. But, strangely, induced drag goes
down with speed. In fact induced drag is highest at its slowest… just
above stalling speed. Because that’s when the least air is deflected
downwards fastest. This is why polar curves always curl down at the
slow end.

Enlightenment began to dawn. A polar curve shows you the result of
induced and profile drag rubbing off against each other. The designer
tries to make the changeover as ‘flat’ as he can to maintain glider
performance over as wide a speed range as possible.

One day I found myself sitting on a bench outside the Vintage club
with the great G Dale. “The key to it all” I mused, waiting for the
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nosh-up to start “Is to go back to Newton. Downwash of air is all that
matters. Force upwards has to equal and oppose the effect of
accelerating a mass of air downwards.

This amount of air, a rectangle per unit of time, is given by the
airspeed… (distance per time) multiplied by the wingspan.” G looked
at me wondering how long the spaghetti would take.  “The upshot” I
concluded “is that it’s more efficient… causes less upset and
turbulence… to shove a large area of air down slowly than it is to shove
a smaller area down faster. That’s why long wings are more efficient.”
That’s why induced drag goes down with airspeed.  “Hmm” said the
great G, thoughtfully. “That’s the best and the shortest explanation
of it I’ve ever heard!”

And so it was, sitting on a bench beside G Dale, slightly smeared with
Bolognaise, Grimshaw’s deep aerodynamic wound was finally healed
with no bar stool in sight. Now he soars the hills and roves the dales
pain-free… a happier man all round. Because he understands the
basics… more or less.

Nothing too precise. As long as you avoid conservation of momentum
and energy in airflow parcels and don’t consider pressure, velocity,
humidity and temperature gradients. Or the dreadful Reynold’s
number. As long as the calculations are no worse than ‘A’ level, (‘O’
level preferably)! You don’t need the mysterious ‘Bernoulli effect’ at
all. You don’t have to integrate or rotate anything. You can stick with
good old Newton and his second and third law. (Unless your glider is
planet-sized, approaching light-speed or sub-atomic… but we’ll
assume not!).

It’s simply a matter of how much air you map and accelerate
downwards per unit of time. And how fast you have to accelerate it
to get a suitable upwards opposing force. It’s just the old F=ma as

always. But with gliding air, the more mass and the less acceleration
the better. Simples!

So Grimshaw now, in his dotage, understands many things: Why
wingtips have reduced incidence to avoid tip stalling when landing.
Why nose-wheel gliders are easier to land than tailwheel jobs. How
to deal with nervous instructors. It’s all going rather well. Two items
only remain outstanding. Two things that still require serious
explanation:

1) Girls (obviously) and
2) Trim tabs. Because in a free-moving system the deflection of a

trim tab should surely only cause a small balancing offset in the
elevator with no overall effect. A slight stick movement and a tad
more drag perhaps. That’s all.

Assuming all the connected control surfaces are free to move in an
influential airflow. Which they are.  Sure… slight movement of the
stick could be opposed by a force from your hand which would make
the aircraft climb or dive a little but that would be the case anyway.
All that changing the elevator trim should do is alter the stick position
slightly. Nothing else should happen!
Naturally Grimshaw’s roving mind has been seeking an answer to this
knotty problem for ages. The only hypothesis that came near to
plausibility was the effect of leverage on the elevator. The trim tab is
on the end of the control surface and has a mechanical advantage
against the centre of pressure of the elevator.

But when you look at the short distances and probable values involved
they aren’t that great. And when you compare it to the powerful effect
that moving the trim tab (even a little) has in the Astir and the
Skylark… Nah. It’s ludicrous! We’re going to have to do better than
that!
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 C.S. Lewis pointed out that perceived probability is no guide to truth.
Any physicist or biologist knows this. One’s very existence comes from
the messiest, most unhygienic, unlikely and improbable tale you ever
heard in your whole life.

So, since trim tabs clearly do appear to work remarkably well,
Grimshaw is forced to use Sherlock Holmes’ rationale: “When every
other possibility has been excluded, whatever remains, no matter how
improbable, must be the truth.” When my car keys mysteriously
vanish, and I look everywhere… the answer can only be that invisible
alien creatures have teleported them away. And with trim tabs the
only possible conclusion is that hidden back in the tail of the glider is
a small, strong little animal.

Maybe a small cat (a tabby!) or something. But whatever it is back
there it’s been highly trained by the manufacturers to push or pull on
the elevator connector according to the trim setting.  It sounds crazy
I know. Who feeds this creature? No idea. Presumably it hibernates
over winter.  It’s a shocking concept… yes… certainly. But no more so
than the thought of my happy Skylark displacing an endless ribbon
of totally sheared air behind it everywhere it goes. So clearly, some
sort of small creature hidden in the tail is a reasonable explanation
for the whole trim tab business.

Unless of course, you can come up with something I haven’t thought
of! Strange but true… as always.

Footnote 1: Romans 1.17 and three other refs
Footnote 2:  In Grimshaw’s case the force to get him moving needs
to be considerable before 10am
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Forthcoming Winter Talks

Saturday 5 November 6pm
Flying for Life- see page 5

Friday 18 November (note day and time!)  Concorde the
world’s greatest aeroplane - from inside the cockpit. Mike
Bannister.

Saturday 3 December 6pm
Matt Sheahan, an update on the sailing world including the
challenges of the Americas Cup
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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)
Kevin Burns (Staff instructor)

Office staff
Sonia Evans (Accountant)
Sharon Farr
Nathalie Fordham (part-time)
Angela McVie
Vicky Rowsell (part-time)
Sharon White

Workshop
John Brooke (Part time)
David Bullock (Aircraft Workshop Manager)
Serena Lambre (Assistant)
Tim Pearson (Engineer)

Cleaners
Keith & Barbara Chiverton

Facilities and winch
Patrick Clear (Winch driver)
Colin Currie (Facilities Manager)
Mateusz “Mat” Gocek (Workshop fitter)
Paul Haliday (Winch driver)
Andrew McCaulsland  (Winch driver)
Paul Osborne (Groundsman)
Gary Pullen (Part-time facilities)

Restaurant and bar franchisees
Abi Buckland “The Flight Deck” Restaurant
07850 166393

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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