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Intro.
As I write this article I have just seen the first
signs that spring is on the way, and that
thermals should be returning soon. I can only
hope that the appalling winter weather is
behind us, and the mud-fest that is our airfield
for most of the winter will soon be just a
distant memory.

Club Parachutes 1
For as long as I can remember at Lasham our
club parachutes have been stored in a small
room off the main corridor in the clubhouse
and twice a day they make the journey both

to and from the hangar. When we replaced the T2 hangar with a new
building, the decision was made to have a parachute store inside the hangar.
This has been completed and the chutes are now stored in a lockable and
heated steel container near the front of the hangar. The code for the store
is the same as the one in the clubhouse.

Club Parachutes 2
For the last couple of years I have regularly been monitoring the number of
club chutes that are in service, and the trend for a small number of them
to take a six-month vacation in the summer, and then return when they
require a repack. None of us know where these chutes go or who takes
them, so I thought it was about time I found out.

To help me trace track the activity of the club parachutes I plan to first of
all attach bright yellow badges on the shoulder straps with LGS embroidered
on them. The second action will be fitting electronic security devices inside
each chute.

You may be thinking that this is a bit over the top for club chutes, but
unfortunately we have had some that have gone walkabout and never
returned. Currently we have two nearly new chutes that have not been seen
since their last repack in September and at £1500 each we may have to
make an insurance claim.

Low passes over the clubhouse
In my 2011 magazine article I raised the issue of pilots carrying out low
passes over the clubhouse at the end of their cross-country flights, and I
offered some advice on what is acceptable at Lasham. Since that time I
have repeated the same message a number of times in Rising Air, but
following a number of complaints from fellow pilots and a member of the
public, both the Safety Officer and myself realised that the message had
not been received and a new approach was probably required.

During the 2015 season both Gary and I were very pro-active in informing
pilots that any finishes need to be well north of the clubhouse and public
areas, and on a number of occasions we had to have a chat with pilots over
a cup of coffee. The LAS turn-point has also been moved again even further
north.

So to ensure that the message on what’s acceptable when final gliding back
to Lasham reaches everyone, I will be sending out a letter to all flying
members in the next few weeks.

Training
Bookable training is now available year round on Mondays, Tuesdays,
Wednesdays and Fridays in addition to the casual list. Check the website
to see what the availability is http://www.lashambookings.co.uk (use ASK13
as the password) and then phone the office to book a slot. There will still
be a casual list so if the bookable list is full, come along and join the casual
list.

Advanced courses.
Going solo is just the first step on the path to becoming a qualified glider
pilot, and at Lasham we realise that people need help and encouragement
at this early stage of their flying to gain the ratings, qualifications and
experience beyond solo. This is where our advanced courses come in. The
courses start at the solo to bronze level and cater for all aspects of training
up to and including cross-country and competition training.

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

Watt’s Up

http://http://www.lashambookings.co.uk


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

We also do glass / single seat conversions,
preparation for the Bronze flight test and in the
summer soaring and cross country training in
the DG1000 & Duo Discus. Bronze theory
instruction and testing available on non-flyable
days.

Two seater cross-country training
Weekend cross-country training is organised through the bookable COMPASS
system. From April until September one of the Lasham high performance
two-seaters will be allocated to the weekend COMPASS list, and experienced
cross-country pilots will act as P1 to show people how it’s done. To book,
go to http://www.lashambookings.co.uk and click on Compass bookings.

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

Aerobatics
For those of you that would like to see the world from unusual attitudes, we
have four instructors who are qualified to teach both the basic positive “G”
manoeuvres and also the advanced stuff where you hang in the straps.
Training is usually arranged on an informal basis with one of the
instructors/examiner, so if this interests you, then I suggest you contact
Colin Short, Roger Barber, Charles Baker or Ed Lockhart.

Competitions at Lasham
This year we are running a Regionals 28 May - 5 June, and then the
pre-European Gliding Championship (LashamGlide) 30 July - 7 August.
LashamGlide is the UK 15m and Open Nationals plus a special 18m class
Regionals run to Nationals rules with overseas pilots invited to compete in
all three classes. There are still places available in both comps, so give the
office a call to book one.

At the beginning of last year we work out an operating procedure that
allowed club-launching to continue while the comp was running. This proved
to be successful, so once again we will run a club operation from the grass
on the north side of the runway. There will be a few minor tweaks in the
procedure this year, and these will be communicated to members before
the comps start.

Tell someone when the kit has gone U/S
We have a pretty good system for carrying out daily inspections on our
aircraft and recording any defects that you find in the DI book. Where the
system appears to sometimes fall down is letting an engineer or member
of the flying staff know about the problem that’s been found.

Recently one of the club aircraft sat in the hangar for a few weeks with a
fuel leak. Clearly someone had spotted the problem and put a bucket under
the aircraft, but no one else knew about it and there was nothing recorded
in the DI book. Someone could have taken the aircraft out and flown it
without knowing there was a problem.

So if you do find a problem with any club gliders, tugs or motor-glider, take
the DI book and find either a member of the engineering team or the flying
staff and inform them of the problem. As a belt-and-braces measure you
should take the keys of the Falke or Robins with you, so that someone else
cannot jump into it and go flying.(It did happen a few years ago!)

So we know you’re back As the cross-country season is about to start I
thought it would be worth reminding everyone about the system we have
at Lasham for identifying who is still airborne towards the end of the day.

It’s a simple system of having your trailer door open when airborne, and
then closing it when you return. It’s really important that you carry out this
procedure, if you have your glider in a private hangar or leave it parked out.
Last year a member parked his glider in a friend’s space in a hangar and
left his trailer door open. If he hadn’t answered his phone at 8pm, we would
have called the emergency services.

C��in Wat� CFI Lasham Gliding Society
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“After I left school, I made scientific
instruments. I had been doing that about
three years when the war occurred. I
volunteered, but they wouldn't take me
because I was in a reserved occupation. It
took me about two and a half years to get
out of that work into the Air Force.
Eventually they did call me up and that was
great. “

“The first flying I did in the Air Force was
grading-school which was normally ten or
twelve hours in a Tiger Moth. I was quickly

ready to go solo largely because of my knowledge of models. I was streets
ahead of the average person who came in, and who knew nothing about
flying. I was ready to go solo at under five hours, but the weather was bad
so I was held back by that a day or two. I think I went off solo at about six
hours.”

“I had learned a lot from models while I was at school. I made them myself
instead of buying them ready-made.  One Christmas, I bought a five-shilling
kit of a Puss Moth built from balsa and stick and tissue fabric. It was
rubber-driven. It was one of my first experiences of making a flying model.“

“Balsa cement was absolutely wonderful. It dried in a few seconds and made
it possible to do it all easily. Whereas if a glue takes three or four hours to
dry then, when making a model, that makes it a nightmare.”

“I built this model exactly as it said and took it outside. It was calm and I
checked to see whether it would glide. It seemed to glide alright… landed
the right way up anyway.  So it was then a case of winding it up by hand
with a finger on the propeller that winds the elastic up and then launching
it off.  It flew well straightaway. I didn't have to trim it. Fortunately. “

“I say fortunately, because I found out afterwards that most of the art in
model-flying is the ability to sense what needs doing to make models fly
properly. When I got more expert, it was the trimming that made all the
difference. The model itself could be quite crude, but if you could get it to

glide properly, it then became a successful model. Anyway, my modelling
developed and I met other people at Sutton County School in  Surrey. There
were several modellers and one or two of them became really expert. One

is quite famous now, Jack
North¹. He was really a
boffin.”

“For a long while afterwards,
I built my own-design gliders
in balsa wood and fabric and
never had any success -
really bad - until I got some
advice from some of the
other people at school on
what was wrong with them
and so I changed the designs
and carried on from there.”

“But within a year or two, I
was building quite successful

models and flying them in competitions.  We formed several model aeroplane
clubs. One was the Sutton & Surrey, and then later Croydon, which was still
exists… the Croydon & District Model Aero Club. There are still those who
knew the people I was with. And they’re still about. We used to go up to
meetings all round the London area, such as Heathrow which was a grass
field at the time, and fly competitions. Sometimes I won; sometimes I broke
my model. It was quite normal to have a crash with it, even though the day
before it had been flying perfectly!”

“There’s an FAI rubber class called ‘F1B’, also known as Wakefield. After
the war I was still in the Air Force and I competed in the trials for a team
to go to Akron in Ohio for the Wakefield Cup. I got through the first two
trials, but the weather was poor on the day.”

Notes¹ The FAI awards an annual trophy for aircraft modelling named in
honour of the late Jack North. His book on aeromodelling 'Flying North' is
available from the British Model Flying Association

The Piggott Interviews - 1
Aeromodelling

The Gliding Heritage Centre
sent Paul Haliday,  Geoff Martin
& Mike Philpott to interview
Derek Piggott last year to start
a video archive. To date they’ve
only got as far as DP’s early
career and gliding  work! From
that, this transcript is of a
lesser-known known DP talent,
but we hope to make a
complete set of material
available eventually.



“My model didn't fly very well, but it flew better than most others in the
very gusty wind and so I got a place in the team. I had to pretty-well build
a new model for the trip. We went across to America in a Lockheed
Constellation as the British Team. There were six of us¹”

“The Constellation soon
had only three engines
going and so we landed
back. This seemed to be
the norm at that time, but
on the second attempt we
got there.”

“The temperatures in Ohio
were very much higher
than England and so all
the tissue shrank much
more, and warped the
models. Even our best
people had difficulty. We
just couldn't get the
models trimmed.”

“Roy Chesterfield had a particularly rigid construction and it was unaffected
by the heat. He flew three perfect flights and won the championship for us.”

“We met a lot of American experts, so we had a great time. We also visited
Frank Zaic² who was famous through his books, which spread the news
about models quickly all over the world. I also met someone called Jim
Walker³,who had a big radio-control model. His receiver was like a
telephone-exchange where bits go round and click back.”

“At that time radio-control was primitive and yet he could loop it, take-off,
land, and do touch-and-go landings. He could stop the engine and restart
by diving. It was a really first-rate aeroplane. I've always looked back to
that and thought how things have changed. He was a real amateur-radio
boffin combined with a modeller.”

“We had a great time in America. They were very kind and took us around.
The chap who pretty-well invented control-line flying gave us kits for his
models and we came home really well-laden.”

 Notes
¹ The team from Great Britain was led by Bob Copland. Team: Len Stott, P
C Doughty, M J King, Roy Chesterton and Flight Lt A D Piggott RAF.

² Frank Zaic (1912 - 2005) produced year-books from 1934  to 1938, and
1950/51- 1968.

³ Nevilles E "Jim" Walker (1905 - 1958) of Portland, Oregon. Jim Walker
was an inventor and early developer of radio control.

Ed: The Gliding Heritage Centre will try to extend the interviews to cover
all of Derek’s career in the near future.
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Roy Chesterton with his ‘Jaguar’ aircraft

Nicked from Facebook. How the Swedes do gliding
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Sunday 24 January as I write this, a grey and uninspiring day outside, but
at least we’re almost three quarters through the winter season. By the time
you read this, we should hopefully have been able to enjoy the first
reasonably soarable days of 2016 as spring slowly but inexorably makes a
much looked-forward to appearance.

Vintage activities have been primarily ground-based with very little flying
of Lasham’s vintage fleet over the winter months.

For the GHC (Gliding Heritage Centre) work progresses on building a
simulator using a Lo 100 fuselage. Once completed this will be housed in
the GHC hangar and we anticipate it will prove a big attraction.

The restoration of the Foka 4 continues led by Gary Pullen. We’re hoping
that this rather exotic looking wooden glider built by the SZD factory in
Poland will take to the skies again in late spring. The Foka (translates as
“Seal”) Fokas gained first and fourth place in the Open Class World
Championships at South Cerney in 1965: the only occasion that a Standard
Class machine has won the Open competition. Other Fokas came third and
fourth in the Standard Class, so in its day it was quite a glider.

Once the Foka is finished, we’ll turn our attentions to the 1939 Scott Viking
1 with the intention of getting it flying again.

We’re continuing to investigate possible funding sources to assist in
financing the building of the second hangar. This is now Phase 2 of the long
term GHC development plan, and was “promoted” after the Heritage Lottery
Fund “failed to smile” on the original Phase 2 which was the construction
of the Museum Building.

Advance notice for vintage owners and their diaries: The GHC task week is
provisionally scheduled for 13 - 21 August. Note, this does not clash with

Vintage Scene

(Photo courtesy of Paul Haliday)

(Photo courtesy of Colin Simpson)



any Lasham competitions so we’ll be free of being held on the back of the
competition grid which on occasions has given us problems in the past.

Before that, the UK National Vintage Rally is being held at Challock between
21 - 29 Ma. It’s not that far away from Lasham and it’s hoped there will be
a good Lasham presence there.

The Lasham chapter of the Vintage Gliding Club has Thursday dining-in
nights. These continue to be enthusiastically supported. We held a great
New Year’s Eve party and 21 January saw an equally well-attended and
successful birthday party for Lasham CoM member, Julian Richardson. I
won’t tell you what birthday he was celebrating, but as a clue, it wasn’t “50”,
though it did have a “0” at the end of it.

The VGC workshop has been very busy with fettling, repairs, CofAs, and
restorations all chasing after available workshop space. Thanks to a huge
amount of work by Julian Ben-David, we now have an externally sited
wood-burning stove to heat the workshop, and we now comply with Health
and Safety requirements.

I’ll conclude with a rather
disturbing saga still in the
throes of playing out. To
be part of the Lasham
VGC group you have to
pay £20 pa to be a
“social” member and £40
pa if you also intend to
use the workshop
facilities. Well a family of
grey squirrels have taken
up residence in the roof
of the VGC hut over the
winter, and they sound

like a squad of jack-booted soldiers when they career around the ceiling.
Despite having the luxury of both a front and back door entrance they
continue to refuse to pay their £20 membership fee! So it’s looking like we’re
going to have to initiate eviction proceedings!

5Vintage Scene

(Scene for Julian Richardson’s birthday party. Photo courtesy of Julian)

Wenlock Olympian Games
Four years ago Midland Gliding Club hosted the first Wenlock Olympian
Gliding Games at the Long Mynd, to coincide with the hosting of the
Olympic Games in the UK in 2012, in partnership with the Wenlock
Olympian Society.  As the event was such a success it is being repeated
this year on the 9-16 July.

It is a single class handicapped competition open to all wooden or fabric-
covered gliders. It takes place between two weekends to minimise time
off work. Wenlock Gold, Silver and Bronze badges are awarded.  These
are very rare as only one of each exist at present. Tasks are designed to
give all a fighting chance and launching is by winch, aerotow or even
bungee on suitable days.

To register your interest please go to http://olympiangliding.com and
make an online entry as soon as possible.  For further information, call
Midland Gliding Club on 01588 650206.

http://olympiangliding.com.
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I persuaded my father when he was on
leave from Germany in 1950 to take me
to Friston and pay my first subscription
to the Southdown Gliding Club.  Apart
from the gift of life itself, he did me no
greater service.

Once I had joined, I found that a lift
from Brighton from a car-owning
member was sometimes available, and
that failing that, the number 12 bus
would, on request, stop at the end of
the lane leading to the airfield.

The gliding club was a revelation!  There were none of the blazer-and-RAF-
tie-wearing braggarts re-living their war, as could be found at Shoreham
and doubtless other aerodromes at that time. There was no bar, nor were
there any women members. (Ed: Was that good or bad?)  There were no
privately owned gliders at all.

At Friston everything was done by the members themselves.  If you didn’t
work, you didn’t fly.  Gliding was not then the competitive and highly
expensive activity it has since become.  There was, at Southdown anyway,
a true club spirit where a fifteen-year-old schoolboy was accepted as a
valuable member, like anyone else who was prepared to do his share.   As
the fifteen-year-old schoolboy in question I thought it was marvellous!

Gliding as it existed then was, for many, a poor man’s form of flying.  There
were exceptions to the general level of impecuniosity, but everyone else
seemed either to be a student or a fairly poorly-paid member of the work
force.

The membership was extraordinarily young.  Men of thirty were regarded
as a bit long in the tooth. Dear old Squeege Ashton, my first instructor, was
so ancient that he was excused pushing gliders about or anything else of a
physical nature.  He was in his early fifties!  Squeege’s break for lunch, eaten
in his car with a cloth on his knees and complete with salt and pepper pots,

was respected as if it was a religious ceremony.  Anyone seeking to interrupt
him would be hurried away.

The airfield was a farmer’s field on the cliffs between Seaford and Beachy
Head.  It had been used as an emergency landing ground during the war,
and briefly as the base for a Belgian Spitfire squadron covering the D-Day
landings.  The few RAF buildings adjacent to the Coast Road had been
removed though, their foundations remained.

The gliding club had been unable to resume activities at its pre-war site at
the Devil’s Dyke because the South Downs were littered with unexploded
weapons from their time as a military training area.  Access was not
permitted for some years, and even when it was, sheep and people
occasionally blew themselves up.  However the gliding club members had
dismantled the old hangar and re-erected it in a chalk pit at Friston in 1948.

The first storm of the first
winter had shown up the
deficiencies of this process
because the hangar had
collapsed!   Apparently the
roof was held up by the
strongest structure present
which was the Baynes Scud 2
owned at that time by Ray
Brigden.  This glider is still
extant and looks astonishingly
crude to the modern eye.   I
believe Ray did ‘Silver C’
height and distance in it.

In the hangar, rebuilt by the time of my arrival, were a Slingsby Cadet,
actually an amalgam of various Cadets once used by the Air Training Corps,
two Slingsby Tutors bought from the Army gliding club for £45 each, and a
new T21b two-seater purchased with the aid of the Kemsley Trust.

An SG38 primary, part of the war reparations from the defeated Germany
issued to clubs by the BGA, had been used for solo training until the year

Gliding in the Fifties

Barry Smith has written vividly
about the early days of gliding. He
first flew at Lasham in a T31 in 1954
when a Sandhurst cadet. In 1959,
he did his first aerotow solo in an
Olympia  towed by Derek Piggott in
a Tiger Moth. He did a BI course
with Charlie Kovac in 1998 He
joined Lasham in 2012 and is
currently a member of the Bocian
syndicate.

Baynes Scud 2



before I joined.  It was burnt in the autumn of my first year. Lastly, the
remains of the original Southdown Grunau Baby were propped against the
back wall of the hangar.  It had been cart-wheeled on landing by a member,
and was later taken away for rebuilding from which it never returned.

These gliders,  a home-built
winch towed into place by a car
each day, and a couple of cut-
down Bullnose Morrises for
retrieving the cable (gliders were
always brought back after
landing by hand) constituted the
entire wealth of the Southdown
gliding club.  Except of course
that the spirit that permeated
everything was utterly priceless.

The principal source of that spirit
was Ray Brigden, the CFI.  He

was a noisy, quick tempered rather gauche man who had been a pre-war
Southdown member as a youth and whose wartime service had been as a
corporal in the RAF.   For him, difficulties were there to be overcome.  His
vocabulary of swearwords was extensive and they were frequently deployed.

There were many Brigden stories. One merits repetition. It concerns and
was told by Jasper Partington, then a young reporter on the Eastbourne
newspaper.   One day Partington was on the winch, which one drove standing
behind it.  He found that he had an audience of Girl Guides, blushing maidens
all, from a nearby campsite.  Not one to miss such an opportunity,
Partington, who was to become a distinguished Daily Mail journalist (if that
is not a contradiction in terms) and had a natural bent for bullshit, seized
the moment.

The really skilled job on a gliding site, he told the girls, was that of the winch
driver.  He happened to be a master of the art himself.  He invited them to
watch the launch he was about to carry out.  A couple of noisy minutes later
the T21b was overhead.  As silence returned the girls looked up admiringly.

Brigden’s face appeared over the side of the cockpit, red with fury,
moustache akimbo. Down floated the words ‘Too f***ing fast!’

My own instruction reflected the fact that solo training had only just been
replaced by the use of the two seater. Squeege had been an instructor for
years, despatching countless pupils on solo ground slides in Daglings, to be
followed by low and high hops before circuits were attempted.  When actually
in the glider with the pupil, Squeege had little idea what to do.

His patter seemed to consist only of the phrase, uttered as he nervously
took back control, ‘I’ve got her, old boy’. He was a charming man. He had
been an observer in Bristol Fighters in the first war. The story that he had
been shot down by Baron von Richthofen was probably apocryphal but he
had by his own account had a gliding-related encounter with the Germans
during the second bout of unpleasantness.

Performing a circuit in 1944 in a Grunau that
was unofficially on the strength of the ATC
gliding school in mid-Sussex at which he
instructed he was passed by a V1 flying bomb
going noisily the other way.  ‘I was looking
down on the thing, old boy’!   There were, of
course, no airmiss reporting procedures in
place.  Had there been, one wonders to whom
should it have been reported.

Squeege’s  gliding career had contained a lot
of ‘down’ and not very much ‘up’.  However,
unaccountably detained on his way back to

earth after a winch launch in the T21b one day by one of Friston’s rare
thermals (‘couldn’t get her down, old boy’) Squeege, his circuit planning  all
awry, landed in a fold in the ground out of sight of the people at the launch
point. Asked how his landing had gone by those who arrived breathless at
the scene, Squeege gave birth to a phrase which instantly entered club
folklore:  ‘Light as a feather old boy’.

It was noticed that I wasn’t making much progress in Squeege’s hands and
he was quietly retired from instructing to spend more time with his luncheon
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Bullnose Morris

A drone causing problems



basket, to my relief… and his I think.   I was transferred to Ray Brigden and
was soon judged ready for solo.

By today’s standards my total number of launches at that point, seventeen,
seems woefully inadequate.   Of course, a number of things that would now
be taught had been left out, probably because there was no syllabus to work
from. It was felt that the flying I had scrounged as a hangar boy at Shoreham
in the Auster and Magister had probably acquainted me with the primary
effects of the controls, so no time needed to be wasted there, which was
fair enough I suppose.

However nobody mentioned the secondary effects of the controls at all!
Indeed it may be that few people knew much about them.  After all, it was
still argued by some experienced pilots that turns carried out when hill or
ridge soaring were best made by using rudder alone.  Flat turns were
supposed to result in a smaller loss of height.  The recovery from incipient
stalls or spins was barely touched upon.

On the other hand, the dangers of getting too far behind the fence on the
approach, and of failing to allow
for the wind gradient, were
stressed heavily.   The lack of
penetration of the gliders of the
day ensured that those aspects
of training were rightly given
prominence.

First solos were, by modern
standards, unusual in that they
were not carried out in the glider

used for dual instruction.  The T21b was far too valuable to be risked.  If
anything happened to it training would come to a halt and the club would
virtually cease to exist.

Instead one was put in the Cadet single-seater which had very different
handling characteristics and a vastly inferior performance. In a nod to the
recently abandoned system of solo training, the first few solo launches were
low and then high hops. Then the two circuits, one to the left and one to

the right, for the ‘B’ certificate. For these, in defiance of all logic, the cable
was attached to the nose hook, not the C of G or belly hook, ‘because we
don’t want you to go too high at first’. This in a glider with the glide angle
of about 1 in 10!

In my case, which came when I was some weeks short of the then legal
minimum age of sixteen,  this resulted in two highly alarming continuous
turns back onto the airfield from launches to about 350 feet which required
no judgement at all, just luck!  It was, I think, later realised that it was
actually safer to allow the pilot on first solo a full launch to seven or eight
hundred feet.  People were learning.

I had read that cross-country flights in gliders were possible, but I never
saw one happen.  The source of this information was a magazine called
‘Sailplane and Glider’. This was later joined by a rival production, more
approved of by the BGA I gathered, called ‘Gliding’.  Subsequently the two
were combined into the illogically titled ‘Sailplane and Gliding’ often
containing indigestible articles about some aspect of advanced aerodynamics
by someone at Imperial College.   The magazine was hardly worth the half
crown it cost, but we all dutifully bought it.

Winch launches were half a crown too. That’s two shillings and sixpence, or
12½ pence in today’s money. Unless one could persuade one’s fellow
members to get things going before 10 am in which case they were one
shilling and sixpence.

Aerotowing was, of course, unknown at Southdown though it was reputed
to happen at the Surrey club at Redhill.  There, the standard club glider was
the Eon Olympia and the membership seemed to consist entirely of people
with DFCs from the war, escapers from Colditz and female ATA Spitfire pilots.
They visited us sometimes for the cliff soaring and the atmosphere became
redolent with well-bred Home Counties voices.  We Sussex bumpkins were
suitably humbled. (Ed: At least Redhill’s successors at Lasham have
improved slightly!)

In 1952 the Southdown club acquired its own Olympia.  Apart from the
enormous leap in performance, this brought about the introduction of
air-brakes into the club.  Hitherto the only means of increasing the rate of

10Gliding in the Fifties (continued)

Kirby Cadet



descent known to us,
apart from side-
slipping, were the
T21b’s spoilers.   Even
these fairly ineffective
devices were regarded
with extreme wariness.

A landing with the use
of spoilers required a
special briefing, and was
not to be undertaken
lightly! It was not long
before the Olympia took

off with unlocked airbrakes and was slightly damaged in the subsequent
unplanned cross-wind landing.  I recall the name of the pilot who committed
this bêtise perfectly, but will leave it unrecorded. He was quite a senior
member.  I was never to fly that Olympia, which was reserved for the club’s
pundits.

Even the Olympia had little chance of getting away in a thermal from a winch
launch at Friston, such was the effect of the proximity of the sea or so it
was supposed.  However there was cliff soaring to be had in southerly or
south westerly winds, as far as Beachy Head if one could cross Birling Gap,
and  occasionally a sort of weak wave known as an ‘evening thermal’
provided soaring over the Cuckmere valley.   However limited was the
ambition, enthusiasm was boundless.

I progressed to cliff-soaring, completing my five hours ’Silver C’ duration in
a Tutor when just turned seventeen, and went on a number of the club’s
expeditions.  I recall a catapult (bungey) launch at Bostal Hill near Firle to
which a de-rigged Tutor was sometimes taken when the wind was northerly,
a trip to the Long Mynd and another to Dunstable, home of the London
Gliding Club.

During that last expedition, our Olympia, flown by John Murray, collided
whilst ridge soaring with a unique glider that had been designed and I think
built by John Sproule. It was called a Camel and was being flown that day

by Jack Hanks, the Dunstable CFI. I watched this happen and remember
the cracking sound of the two gliders coming together and the horrible and
surprisingly loud thump as the Camel hit the hillside a few seconds later.
John got the Olympia down with 8 feet of one wing missing which was quite
a feat of airmanship.  Sadly Hanks died.

The Southdown gliding club was a marvellous environment for a young boy
to progress towards manhood.  I think I gained more in confidence from
being accepted as an equal by men I admired than from the flying.  The
members of the Southdown gliding club in the early 1950s were not so very
different from many of those who fly at Parham today.

It is sobering to realise that I may be the only one left of that Band of
Brothers from the cliffs. They were practical, kind, enthusiastic men who
enjoyed making things work and who loved to fly for the sake of it, not to
out-perform others or to win some bloody silly competition. Brothers they
were in their exclusive maleness, and if they had a collective weakness it
was an inability to relax in the company of women.

Most were bachelors and showed every sign of remaining so, though not for
the reason that is nowadays so often advanced as an explanation.   The
arrival during my time at Friston of Joan Cloke, who was to become one of
the greatest ever members of the Southdown gliding club, caused a number
to reconsider their instinctive mistrust of the female sex I think.

I went on to the Army and other things after my three years or so of
membership of the Southdown gliding club the richer for the experience.  I
have never since met as nice a group of people.

11Gliding in the Fifties (continued)

EoN Oympia
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Looking back on 52 years of flying, I have a couple
of interesting statistics to bore you all with.

On 31 July 1965 I staggered round Frome-Banbury
for my first 300km in the Surrey Skylark 4 No 328
taking 7hr 15min in a strong southwesterly with
showers about. I took 4hr to Frome getting to
9000ft in cloud and 50min to Banbury, then a
cross-wind thrash back.  50 years to the day, 31
July 2015, I took my Mosquito P9 round the same
task in 3hrs 17mins, a much better day: very
satisfying!

The more surprising coincidence was a sequence
of Saturday 17 Julys. In 1971 after a good cold front passed overnight, Bath
- Lake Vyrnwy was declared. A very nice 500km in the Surrey Phoebus 266
resulted.  Conditions were superb: 6000ft cloud base.  I wonder what we
would do these days. Go round twice?  The next Sat 17 July was 1976 and
I took the club’s Kestrel 355 round Crickhowell - Spitalgate, 575km in a
modest 8 hrs.  17 July 1982 also turned out a good day too. This was my
first season with Mosquito P9 (PD as it was then). I declared Salisbury

Cathedral, Lincoln Cathedral,540 km, and trundled round in 8 and a bit
hours. The flights were all car-launched.

The editor prompted me throw in a couple of other stories, so here goes. In
1968 Lasham held a Dart contest with most pilots flying Dart 17s. I flew the
Surrey Dart, 470. My fairly modest performance included two consecutive
dates when I landed in the same field as Wally Kahn. On 20 May he was
first down at Sixpenny Handley. Next day I was first down near Stockbridge.

On 5 October 1975, Wally and I were on the Portmoak Expedition when we
both got our Diamond Heights within sight of each other. He was in Kestrel
No4 (now on our DG1000) while I was in the Surrey Phoebus 266.

It’s fun to remember these events, and I still have the barograph traces.
What has happened to the weather since then?

Ed While thinking about the odds of a good day on the same dates in later
years, I was reminded of the astonishing odds of 50:50 of finding two people
with the same birthday in a class of 23. Checks the maths!

Editorial
The magazine is a little later than planned. A five-day round trip to Slovakia
to collect a bright and shiny refinished glider at the end of February slowed
things up. It means that the date for the scholarship from the Guild of Air
Pilots will soon close, but next year may still be good for you. Each year I
aim for 28 Feb, 30 June and 31 October. So get writing!

Don’t forget the AGM on 19 March. This will include a vote on some rule
changes, an update on TAG Farnborough’s ACP, as well as the usual stuff
about finance.

Same date, different year

Chris Lovell 1980



The literal mind of a pilot rarely coincides
with an artist's way of thinking.
Fundamentally most of us are lumpen
engineers, by inclination if not profession.
The Venn diagram of pilot and artist shows
barely touching circles. (Before you get
insulted, I said "most"!) When I look out from
my cockpit, I will often see some stunning
sights, yet when a pilot applies brush to
canvas, I am often underwhelmed.

The Guardian reviewed the exhibition of late
Peter Lanyon's gliding paintings at the
Courtauld Gallery last year as "Exhilarating,
uplifting, startling in their high originality –
the revelation of the year." Heady stuff, so
whatever one calls the artistic equivalent of
being tone-deaf, I'm a sufferer.

A similar rarity applies when I look for someone who can encapsulate gliding
in words. Almost everyone, when asked to write about how they did it, for
me, has an uphill struggle using just the dimension of words, whereas all
my senses are galloping away when I'm in actual flight. How on earth do
you simultaneously convey the sense of triumph at rounding Gainsborough
with the majesty of the vista, the optimistic beeping of the vario and the
annoying drip from your coronation-chicken sandwich? I suppose we should
be surprised that anyone would have to temerity to attempt putting gliding
into prose.

Perhaps, the trick is to use poetry, though Surly-Bonds Magee is one of the
few who have done it successfully for flight. Grimshaw claims there was also
a Geoffrey somebody-or-other who wrote about gleaming runways and barbs
of fire, but that's about it for flying poetry.

Its great advantage is that you don't have to describe all three turn-points.
Pick just one aspect, find its essence, sprinkle in some details plus metaphors
and everything else you had almost forgotten about EngLit, and hammer
down the words. Leave it for a few weeks and hammer them again. Do that

for a few years and finally one day you might have produced one decent
poem and a large pile of screwed-up paper for recycling.

Helen Evans has published 22 poems in a slim volume. She read out a
selection in the late afternoon one Saturday at Lasham last year, but you
really need to snuggle down with a few easy-peel oranges to think about
each poem. Not all are about gliding. Read them. They won't evoke the
emotions from passing the power stations on the River Trent, but as far as
words can take you with gliding, they get there. Only by Flying, which costs
£5 plus P&P, can be purchased from www.happenstancepress.org

Other reviews on
http://www.sphinxreview.co.uk/index.php/reviews/2015-reviews/640-
helen-evans-only-by-flying

Safety Officer’s note
A fashion has returned for doing hangar landings and stopping with wing-
tips close to or actually crossing the peri-track. I have seen three incidents
over the last few weeks. In two there was damage to the wing-tips of club
gliders as they scraped from grass to tarmac. Repairs in the workshop were
needed. In the third incident an instructor and an ab initio actually stopped
on the peri-track.  Please stop at least two wing-spans away from the peri-
track, do not taxi or swerve towards the peri-track. Gary Pullen

2016 Competition Rule-book

https://members.gliding.co.uk/library/competition-rules/bga-competition-
rules/.

This includes some significant changes including team flying in Regionals
with different gliders, Nationals eligibility, check-weighing procedures, Club
Class eligibility and handicapping, and a number of changes relating to the
20m Multi-Seat Class.

13Only by Flying
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http://http://www.sphinxreview.co.uk/index.php/reviews/2015-reviews/640-helen-evans-only-by-flying
http://http://www.sphinxreview.co.uk/index.php/reviews/2015-reviews/640-helen-evans-only-by-flying
http://https://members.gliding.co.uk/library/competition-rules/bga-competition-rules/
http://https://members.gliding.co.uk/library/competition-rules/bga-competition-rules/
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Trial by Brewery at the LGS Christmas Dinner. Mike Philpott was put on trial
for the heinous crimes of flying smelly, noisy, motor-gliders and of telling
terrible jokes. The cast were Paul Haliday, Colin Watt, Gary Pullen, Daniel
Watt and Alicia Morphew. The jury were the Lasham members who needless
to say, convicted him.....

New Year’s Day Fun Run  (Perhaps an oxymoron, like military intelligence)

New tenant on 24 December. Great Christmas present for LGS!

Remembrance Day 11 November



15Winter Talks

As I write this, we are nearing the end of the 2015/16 winter talks season
and the talks have once again proved to be very valuable in stimulating some
activity at Lasham during the dark winter months.

They are open to members and non-members alike. This brings benefits to
Lasham by demonstrating that we want to contribute towards the wider
community by raising our profile amongst our friends and neighbours. It has
also given more business to the restaurant which keeps Dan and Matt happy.
Collections at the end of the talks have been very useful in raising funds for
the Lasham Trust, the Gliding Heritage Centre and other deserving causes.

A number of people from other clubs have contacted me wanting details of
the speakers and talks which shows that there is interest across the gliding
movement. This has to be good. It is also clear that many members and

non-members are taking the time and trouble to make a trip to Lasham on
Saturday evenings where otherwise they might be just sitting at home
watching 'Casualty'.

The whole thing is run on a volunteer basis and, although we have had some
excellent speakers, we do not offer a fee to any of them. The schedule takes
some organising and in only a few cases have we had speakers dropping out,
largely due to health reasons. In actual fact, we ended up with more people
offering to speak than we had available slots for this season.

Attendance by audiences has proven to range from superb to disappointing
and has largely depended upon the weather as well as the subject matter.
Clearly, we want as many people as possible to attend because this is good
for the speaker as well as for Matt and Dan.

It appears that a two-year cycle is emerging where in most cases, events
can be repeated couple of years later to a fresh audience. An exception here
is Paul Stickler's talks on murders which had a superb attendance and was
greatly appreciated. What a ghoulish lot you are! Paul will have a definite
booking for 2016/17. I am also looking at organising another visit to the
Uxbridge bunker in 2017, if there is sufficient interest. Please let me know.

Although the schedule for the remainder of this 2015/16 season is full, we
are always on the lookout for new speakers or performers. There are no hard
and fast rules. The speaker does not need to be a Lasham member. The
subject matter does not need to be aviation related. In fact in some cases it
is beneficial that the subject is not related to flying because this can attract
a wider audience. Music recitals have also proved to be popular and in all
cases, the rate of pay is terrible!

So if you have any ideas of subjects, speakers or events, please do get in
touch with me by e-mail at mike@philpott.tv I would also welcome any other
feedback as well as ideas for visits and ideas on how the organisation might
be improved. I reckon that having an event organised at the same time on
every Saturday throughout the winter has worked well. What do you think?

With 800 members, we have a wealth of talent within our club. There are
plenty of people with 'pet subjects' that they might like to talk about. The

mailto:mike@philpott.tv


standard has been pretty high and many speakers have commented how
much they enjoyed giving their presentation. The audiences have been
always sympathetic and appreciative that somebody has taken the time and
trouble to come to talk to them. So, do you have a pet subject that might
be of interest to members and visitors? Please get in touch. It need not be
intimidating.

These talks are for all of us. Please support the talks by coming along on a
Saturday. The schedule for the remainder of the season is below.

Finally, thanks to Jane Nash for her help in organising the talks. Thanks also
to those hardy souls who have braved the elements to attend on a Saturday
evening and most of all, thanks to all the speakers on Saturday evenings.
You are doing an excellent job in keeping Lasham buzzing throughout the
winter season.

Mike
mike@philpott.tv
07860 490263

Saturday 5th March – Please note changed date. A talk on improving
your personal performance by Dr. Al Nunn. Al is a prominent member at
Lasham and has done a lot of academic research on slowing the ageing
process. Something of increasing importance and relevance to many of us!

Saturday 12th March – Please note changed talk. - Colin Hales will
tell us about his homebuilt KR2 aircraft and how he he is flying it around
the world together with his adventures so far encountered. Thanks to
Afandi Darlington for arranging this one.

Saturday 19th March – Lasham Gliding Society's Annual General Meeting
is planned for this day. This event is for members only.

Saturday 26th March – Easter Saturday – To finish off the winter talks
season, a classical guitar recital by Jane Nash and Steve Grant. Both are
highly accomplished guitarists. Many members will know Jane, who is also

a member. Steve is a mate who lives nearby. He's not a glider pilot and
very kindly played for us last winter. His recital was very well received and
it will be a pleasure to hear them again. This event is subject to it not
being a 500km day. I'm sure that the audience will understand if one of
the players is a little late back from enjoying some early cross country.

16Winter Talks (continued)

Scholarships

Applications are now being accepted by the Honourable Company of Air Pilots
for 2016 scholarships under their Flying Scholarships Programme.

This year, a number of gliding scholarships are being offered to people over
the age of 16 to give the successful candidates the opportunity to fly on a
one week residential course at a BGA Junior Gliding Centre. This course could
take a candidate to first solo.

Courses will take place on 25-29 July and 13-19 August 2016. The selection
process will include an interview at which candidates will be asked to confirm
their preferred course dates. Applications must be received by 8th March
and full details are at https://www.airpilots.org/career-matters/scholarships/

In addition to the gliding scholarships, a number of PPL(A) and FIR(A)
scholarships are available.

Another world champion

Congratulations to Tom Arscott (Lasham) for his Gold Medal in the Club Class
and Sam Roddie (Pocklington) for his Bronze at the Junior World Gliding
Championships in Australia in December.

mailto:mike@philpott.tv
https://www.airpilots.org/career-matters/scholarships/
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The following hints can be of use to ruthless club
pilots and private owners, determined to succeed

Day before
Much useful work can be done here to reduce
the chances of other pilots successfully
completing a similar task to the one which you
have in mind. Syndicate members can be
telephoned with helpful news such as: "I have
had the panel out during the week and I haven't

had a chance to put it back. It will probably take half a day to install.” If you
fly the club fleet, members must be worked upon in the evening, probably
in the bar. Insist that you have a reliable duff forecast for the next day.
The more seasoned pilot may not be fully convinced but the seeds will have
been sown. Ply them with drinks having the maximum hangover potential.
The few pilots who get through this coarse filter can be worked on using:
"The PZL in so and so under reads by 50%, the zero in the electric vario
drifts, several people have reported intermittent faults in the turn and slip,
and the compass needs swinging." Finally suggest that you have had a hard
week and will kip until 12 o'clock the next day.

Pre-flight
If a private owner is unfortunate, a syndicate member may appear. I have
found a small magnet in the map pocket can be of extreme value. Lumpy
cushions also have their uses. If you get a chance reverse the turn and slip
connections. A less subtle ploy is to switch the tube to the flask to the vario
static port.

Club pilots will of course have to acquire an aircraft, which is done by early
rising and the ballot. Ballots can be manipulated using principles such as
edge crimping, loose folding, tight folding, late entry and early entry.

If you now have an aircraft, make a few wild declarations with observers
who will be sure to tell everyone else. Make three different declarations with
different, quiet observers. This involves flying with several cameras but
results have proved it to be worthwhile. Do not get the cameras mixed up!
When in the queue keep talking about overdevelopment, clag to the north
and west, deep sea-breezes etc. If all else fails , a foot accidentally placed

though an aileron is usually sufficient. Those of you without an aircraft must
resort to conning other pilots into an early launch hoping that you get the
glider when they fall down.

Flight
This section is mainly limited to those who have an aircraft, but nevertheless
much useful work can be done by a grounded pilot with access to a radio.

Having launched one must endeavour to get away. We all know how difficult
it is to centre properly when flying with other aircraft. If you are joined by
another machine, fly straight at it and one is then usually left alone. If you
are joining another machine, do the same and he will usually leave or, at
worst, come back well below you.

During the task you may be joined by or join other gliders when thermalling.
If this happens, turn in the opposite direction, the other pilot will change to
join your direction. Reverse your turn again and keep doing this during the
climb. If he is still with you at the top, leave for the next thermal at fantastic
speed and when out of sight, turn through 90 degrees and lurk. The other
pilot should now speed up and fly himself into the ground in his efforts to
catch you.

Pilots with radio can use basic procedures such as good reports from false
gliders in known duff areas and tales of gloom where you are, hoping that
the other pilots will turn back early. If there is only one large cloud for the
climb up the final glide height, report that you are halfway up it and
completely out of control.

Post-flight
The chances are that you have completed the longest declared flight of the
day. Repeat this to undermine the other members' confidence. Try to get
back the other declarations and do not allow the observers to communicate
with one another. This period can be a trifle tense. Even if you failed to get
to any of your turning points in any of your declarations, say you did,
throwing in things like grim visibility, half knot thermals, 20kt headwind etc.
If another pilot actually completes the task, ask him how long it took and
just say "slow". Give instances of the fantastic conditions you found in the
same area. Above all do not allow other pilots to read these notes.

Punditmanship
How to get ahead

Mick Wells proposed re-
printing an article for the
Lasham Magazine of
August 1969. Many of the
principles still hold true,
though these days it would
have been written with
less gender-specific
language!
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Like many readers, my flying practice is limited
to weekends with suitable weather. Therefore
soon after I started gliding at Lasham in May
2015, I was looking for ways to improve my
skills during the times I could not be at the
airfield.

Being an active user of the Microsoft Flight
Simulator for most of my computer-
accompanied-life, I tried to re-model gliding at
Lasham as accurately as possible in this
simulator. I wanted to be able to repeat the
procedures I had learnt, and to practice my
situational awareness to the airfield and thus
re-live what I had experienced in reality.

Note that this article is meant to be in favour
of the greatness of the real flying experience.
In my opinion, a simulator is only a tool to
become better in reality, but it can never
replace the experience of real flight.

Hardware
My computer at home has a high performance,
however you can use medium performance
systems: a multicore processor with at least
2.5 GHz, 8 Gb of RAM and a 1 Gb Video Card.
There are several companies in the UK that
have specialised in the setting up and selling
computers for flight simulation, such as
Chillblast (www.chillblast.com) or Wired2 Fire
(www.wired2fire.co.uk).  The prices are
between £600 and £1,700.

Although the simulator itself can be controlled
with a simple joystick and a keyboard, I would
strongly recommend the use of additional
controllers. I use a set of CH Pro Rudder Pedals
in combination with a force feedback joystick.

This equipment is essential when practicing rudder/aileron coordination. The
pedals are available through PC-retailers at about £85-110.

The simulation of turning your head and looking around can be controlled
with the joystick or the keyboard. A more sophisticated method is using a
“head-tracker”.  Since a continuous lookout is such an essential part of our
sport, I think it’s important to practice head movement during simulation.

A head-tracker can analyse movements and project the corresponding view
on the screen. This way you get a highly immersed experience even with
only one screen in front of you. A head-tracker (such as Track IR from
www.naturalpoint.com) is available through online retailers for about
£100-150. This would in my opinion be also an important addition to
Lasham’s simulator, to which I will refer to later.

Software
Microsoft Flight Simulator
(FSX) is no longer supported
by Microsoft. The franchise has
been recently taken over by
www.dovetailgames.com  The
downloadable version of FSX
including all recent updates
can be bought there for £20.
For gliding, the DG800 is
standard but a freeware K13
can be found on
www.fsglider.de . A K21 costs
£20 from www.aerosoft.de

There are lots of other
freeware downloads for FSX,
some of which are as good as
commercial products, see
www.flightsim.com.

“FTX EU England”, https://fullterrain.com/product/eng , gives British scenery
for £25. It captures the unique beauty of the English countryside very well,

Flying at home

Kai Ueberall is a pre-solo
pilot who joined in May
2015. We haven’t published
his e-mail address, but the
office can help. As he says,
Lasham also has a good
simulator. It is especially
good for learning to aerotow,
and cheaper!

http://www.chillblast.com
http://www.wired2fire.co.uk
http://www.naturalpoint.com
http://www.dovetailgames.com 
http://www.dovetailgames.com 
http://www.fsglider.de 
http://www.fsglider.de 
http://www.aerosoft.de
http://www.flightsim.com
http://https://fullterrain.com/product/eng


including airfields, such as Lasham. They do not use actual aerial
photography but the area around the Lasham airfield feels authentic.

The only means to launch the glider in the standard version of FSX is by
aerotow. A big disadvantage is that the tow-plane just flies in one straight
line while gaining height. So in order to get to a decent height you will be
tugged very far away from the airfield. You can re-program FSX in such way
that an aerotow with banked turns is possible but I have not tried it yet. A
detailed description of how to program an aerotow in banked turns in FSX
can be found here:
https://flyawaysimulation.com/downloads/files/17841/fsx-glider-towing-
tutorial-change-tow-plane

In order to simulate a winch launch in FSX yet another program called “Winch
X” is needed, it is excellent freeware that accurately simulates the aspects
of a winch-launch and furthermore offers to change the launch parameters

like cable length,
weak link and launch
speed. Even a
random cable break
is programmed in
every ten launches.

FSX simulates
thermals. You can
either choose to
indicate the lift by
huge, green spiral-
like shapes
throughout the
scenery or by birds
circling in the AI.
However there is no

simulation of ridge lift in FSX.  A program called “Cumulus X” is a great add-
on to make flying in thermals and sink more realistic. With this program it
becomes also possible to identify lift by searching for typical clouds. Winch
X and Cumulus X can be obtained here:
http://www.luerkens.homepage.t-online.de/peter/

FSX vs. the Lasham Simulator
I recently had a briefing on Lasham‘s simulator (thanks Jordan!)  It is truly
an excellent set-up that creates a very immersed atmosphere by using a
real  cockpit and large screens to project the outside view. This system has
some advantages over FSX, in particular when it comes to simulating
aerotows, an area in which FSX´s standard performance is unsatisfactory
to say the least.

Furthermore, since Silent Wings´
scenery is obviously based on real
aerial photography, the layout of the
airfield and the surroundings is
depicted more accurately than in
FSX. Circuit practice is therefore
slightly more accurate than in FSX.

On the other hand, the scenery in
Microsoft Simulation is more
picturesque because it uses 3D
objects in the scenery. From time to
time, for example, you will see

ground movement such as vehicles towing gliders or people preparing gliders
near hangars. In general I would say that in comparison with Silent Wings,
FSX´s “eye candy factor” is higher.

So, has the use of my simulator actually helped me to improve my flying
and advance faster in acquiring the necessary skills? Well, I would leave
that up to the instructors who could have assessed my development in
consecutive sessions. Personally I feel that the repetition of certain
procedures in a simulator helps me with internalising them.

And another important aspect for me is that with the simulator I can
somehow re-live certain situations and so extend the joy and excitement of
flying a bit more, thus shortening the wait for the next flying lesson. I hope
that you have found this article helpful, but if you would like some more info
on the subject I would be more than happy to help.

Ed: Grimshaw reckons that http://rcsimulations.co.uk/ are the biz.
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Recap: Dear Intermediate Pilot, we were talking about moving off from
flying two-seaters solo and on to your first proper single-seater… which at
Lasham means the Grob 102 Astir… courtesy the old Surrey and Hants club.
Remember? And you’ll recall me saying that after a K13 it’s a hell of a shock.
For a start, you’re lying practically on your back. Halfway down the runway
on your first aero-tow you find that all you need to move the stick with...
and the rudder too for that matter… is a feather. By comparison with the
heavy two-seaters I mean. I have heard that more modern single-seaters
are even lighter on the controls… hard to imagine… but as no-one seems
keen to lend me theirs I can’t confirm this.

When they made Astirs, Grob went a bit crazy. For starters they dreamed
up the scariest method of attaching the wings to the fuselage you ever saw.
So don’t look. And then they made loads of versions. We have three
completely different ones and that’s less than half of all the types. So which
one of ours should you go for? SH8 has a fixed main wheel with a tail wheel,
SH9 has a fixed main with a nose-wheel, and SH7 has a retractable main
wheel. As you are bound to end up flying all of them at some point you really
need to remember which one you’re in at any given moment or it could get
embarrassing. The performance is generally good, but not so hot at speed
or in in marginal conditions… which in this country is mostly. So I continue
my mission to tell you what no-one else will… for this is the reason I was
sent to Earth.

Look… in gliding distractions are bad news. We all agree that un-necessary
alarums should be avoided (apart from FLARM). So here’s a situation:

Situation 1: You’re at Aboyne in scary mountain country on a toy-sized
airfield. Finally you get cleared (after many visits) to fly SH8 solo. And the
unexpected occurs… you see a wave-bar. “Gosh” you think, “the very thing
we’ve all been looking for - all these years…” It’s sharply defined, low down,
and straight as ruler across the back of the Tarland bowl so you take a sniff.
But winds are low (that’s why they’re letting you fly solo) and lift is feeble.
By the time you’ve scraped your way to three and a half thousand feet cloud
is thickening up above and below.  As always.

But being above cloud is a new situation for you and you are slightly
‘gripped’ as they say in rock-climbing parlance because this is supposed to

happen many thousands of feet up, but here you are low down…
practically at Dinnet at around 2300 feet QFE. It becomes very necessary
to get down through the shrinking hole ASAP so you speed up and put
some brake out, turning  right at the edge of the hole. And when the nose
goes down further it all starts… a loud shrieking screaming noise right
smack in front of you. I mean SERIOUSLY LOUD!  Have you got a
paraglider wrapped around your nose? Have you frightened a stray cat?

Or has something fallen off?
100% distracted, you start checking everything nervously because extra
stress is not what you want in a situation like this. Imagine trying to do
some other critical task requiring skill and judgement… say… motorcycling

Post-Initio… the Best Grob of All

All I know is I can scream louder than you!  Cartoon by Ross Martin



down the one-in-three hairpins on a rainy Hard Knott pass in the Western
Lakes. Or reassembling the family’s heirloom clock… and just as you come
to the tricky bit where you need to concentrate, someone starts shrieking
loudly just a few feet away. And you can’t see who, what, why or even where
it’s coming from. How do you think things will go!

The fact is that both SH8 and SH9 do this to you above 63 knots or so and
it always feels
thoroughly un-
nerving. Why they
do it is a
mystery… it could
be a resonance or
a failed seal in the
cavity by the
nose-hook or
something but
what is certain is
that no-one warns
you about it.

I don’t know
about you but

even though I consider myself a Man Of The World and a survivor of the
London Dungeon I’m still reluctant to associate soaring with screaming. I
would have been grateful for a label attached to the instrument panel reading
‘WARNING: MAY SCREAM LOUDLY ABOVE 63 KNOTS… DON’T PANIC… IT’S
NOT YOU’. Well it’s a thought for the single-seater committee…

Situation2: Or here’s another totally unrelated scenario: You’ve slowly
thermalled up at Lasham to around 2,800 feet or so in marginal lift and now
it looks like it’s all petering out. You fly carefully along a vague street at
around 44 knots keeping turns shallow. For a moment you almost hold your
own but then slowly you don’t. Before long the whole lift area drifts away
and down you come. Ring a bell? Well my point is that in SH7 you just about
stay up, but in SH8 and 9 you just about don’t. The retractable undercarriage
in SH7 makes a difference, especially when you need to fly a bit faster to
get back upwind.

Conclusion: The fact is that SH7 is clearly the better glider… not only does
it stay up better but it doesn’t ever scream at you the way SH8 will when
you shove her nose down. Not even the wife does that!
Some say that SH7 is too heavy due to repairs from inexpert field landings
and that she doesn’t climb as well as the other two. But I don’t detect that.
It climbs perfectly well with me in it and I’m hardly on the light side. What
more do you need? You’re not going to be racing her! (are you?) She
definitely thermals better at slow speeds with a very slight slip-in which
helps to centre and which neither SH8 or 9 quite manage.

Slight snag: The only tiny thing wrong with SH7 is that even with my long
arms I can’t reach the release knob. How people with shorter arms manage
it is a mystery but we’ll gloss over that as it’s a minor problem. Compared
to the screaming. Oh and the wheel brake is only ever noticeable on
ground-handling… but we’ll gloss over that as well… it’s a big airfield.

Mystery: You would think then, performance being the god that it is, that
SH7 would be in endless demand, but what do you find? For years this sad
machine lurked at the back of the T2 hangar, covered in bird-poo,
abandoned, tatty, filthy, with dead flies, a dead radio and a duff wheel-brake.
Until the single-seater committee revamped all the Grob panels this was the
very last club glider that anybody wanted to fly. But why? What on earth
was wrong with poor old Cinderella? Even today with her excitingly
unfathomable Glider Guider and exotic working radio I always seek out her
company for very fundamental reasons:

1) She never screams at you. Not even doing 95 knots along a Cu street
over Alton. OK it’s noisy and whooshy… 95 knots usually is… but there’s no
actual screaming.

2) She stays up longer than the others in crummy lift. And gets you back
when you’ve inadvertently wandered nearly to Popham…

3) She looks better with the wheel up. And thus I look better too… despite
everything… unless landing of course.

4) Like me, she’s usually available…

21Grimshaw
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5) and always pleased to see me again. I think she just knows that she and
I have a special ‘thing’ going and when I’m snug inside her with my Trish
Emck Confor foam custom cushion (see next edition) we both know it’s all
just going to be absolutely splendid…

Shock: However a certain Senior Member of the LGS establishment saw me
with her in the winch queue last season and started making unforgivably
rude remarks. He not only accused me of being over-weight myself but
actually went as far as calling SH7 a … well I can’t bring myself to say it…
but he accused her of having canine originations… and of the wrong sex…
imagine! I mean you just don’t say that to a lady… especially a trim elegant
fifteen metre one… and even more especially when she’s within earshot and
just about to unfurl herself and leap to the skies… I was, frankly, shocked.

Apparently in official circles mystery had surrounded SH7. ‘We’ (that is the
aforementioned and his henchmen on behalf of LGS) had to phone Grobs
due to all this Euro nonsense. We had to establish a load of unnecessary data
for all the ghastly Euroforms that now have to filled-in by some poor
pen-pusher. And when SH7’s chassis number was read out to them (or
whatever it is) Mr and Mrs Grob denied all knowledge of their lovely daughter!
They said that such a model did not ever have a retractable undercarriage
and there must have been a cock-up somewhere. So that started an
investigation and eventually they rang us back and said research now showed
she’d been an unofficial creation using spare placard numbers. Not exactly
‘cut-and-shunt’ (say that carefully) but a sort of Private Job by enterprising
workers who had assembled various spare parts and put them together for
their own… um… er… personal use. Well!

I mean it’s not SH7’s fault! A lady cannot help her parentage can she? What
matters is how well she looks… how well she flies and responds… how well
she fits you. And anyway it means she’s unique! I mentioned this to the
Nasty Bloke Doing Launch Point Who Should Have Known Better and know
what he said? “We only keep it on for the Juniors… make us an offer then!”

Just like that… right out in the open where everyone could hear!

Ladies and Gentleman… boys and girls… I fear we are led by nefarious men…
nihilists… Philistines… bovines… roughneck vulgarians. Call me odd if you
like, but just as I don’t think it’s a good idea to take an aircraft that screams

at you when you try to dive it through a hole in the cloud neither do I think
a winch launch immediately after a profound shock like that is a good idea
either. Needless to say though SH7 has seen me through these traumas
perfectly. She couldn’t actually speak in words of course but somehow she
just knew I was on her side.
She’s a lovely girl. And if only she wasn’t such a scary pig to rig I might well
consider having her all to myself for a modest sum.

So next time you see SH7 give her a friendly pat on the derriere from me
(it’s not illegal… yet) and say ‘there there’… you’re a really nice girl… honest.
Grimshaw loves you… even if no-one else does.’

Next time: Cockpit comfort… yet another Shocking Truth they never told
you about…

Launch-point logging - update
In the last issue we announced the imminent arrival of launch-point logging.
Well, it will have to be imminent for a little while longer. It seemed to work
and then it would stop. Was it the software? Was it the comms? Was it Bill
or was it Ben? (that ages me).

Our software developer, Cecil Ricardo, couldn’t see a problem. It worked OK
for him. Almost every day we wanted to test the system again, it rained.
Eventually we narrowed down the problem. In the real world with real flights,
we occasionally deleted a record because we had logged an aerotow as a
winch launch. That was enough to stop it. Cecil delivered a new version on
1 March. We hope it’s bug-less.

Now the weather is better, Ed Lockhart and I will be able to do a few more
tests, before we do some parallel runs with ordinary club-members. It might
actually happen!

Grimshaw
(continued)
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(all lists are alphabetical)
Committee of Management
Mike Clarke (Chairman)
Chris Marren
Mike Philpott
Julian Richardson
Colin Short

General Manager
Zenon Marczynski (Interim manager)
Gavin Spink (w.e. 2 May 2016)

Flying staff
Colin Watt (Chief Flying Instructor)

Estates Manager
Zenon Marczynski

Hon Treasurer
John McCullagh

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

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

Facilities and winch
Tom Bicknell
Scott Thompson
Quintin Wheelwright (Facilities manager)

Restaurant and bar franchisees
Chefs2U (Matt & Dan Smith)

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

Sub-committee chairmen
Caravan - Jill Atkinson
Competitions - Joan Bickers
Flying - Colin Watt
Marketing - vacant
Social - vacant
Single-seaters - Colin Simpson

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

Lasham Trust
The place for donations to make Lasham even
better. The trustees are: Graham Garnett and
Nigel Mallender, Mike Philpott and the Society’s
chairman

Lasham Charitable Trust
Awaiting HMRC approval
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