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CFI’s Notes!
I’m glad to say that this year has been a huge improvement on last year’s doom and gloom.
There have been a few successful club expeditions, so congratulations to all those who have
achieved whatever they set out to do, no matter how trivial. It’s always satisfying to sit at
the end of the day with a G&T or cool beer and reflect on the day’s ups and downs.
Part-FCL is going forward as explained in the lectures I gave earlier this year and so far no
one has asked to verify information for an application, so just a word of caution. Whilst it
may seem like a good idea to wait until the last moment, the BGA will no doubt be
swamped with requests by the end of 2014. This will inevitably lead to delays and
disappointment should you require your license for any reason. From my point of view, I
will try and verify all the paperwork that will be required, but just bear in mind that I too
may well be in a similar position, as I have a professional life to lead too.
Launch Failures. There will more opportunities in the future to undergo further training if
you fail your annual launch failures. Your favorite instructor will explain in more detail about
it at the time, but of course if you feel you would like a refresher at anytime, please don’t
hesitate to ask, as they say.
Club Questionnaire. You should have received a questionnaire recently, which is
designed to further understand what we as instructors and indeed the club need to do, to
make your trip to the club worthwhile and more satisfying. Please let us know your
thoughts, however outrageous they may seem. If you don’t say anything and then moan
later, you know what the answer is going to be!
RMZ at Blackpool. On August Bank Holiday a small contingent from the club had a
meeting with ATC at Blackpool airport regarding the temporary RMZ imposed due to their
primary radar being upgraded. The purpose of the meeting was to make our feelings known
about how it was announced, with no consultation whatsoever and whether we could get
some dispensation due to the proximity to our airfield. I could go into this subject in great
depth, but I want you to stay awake to read the rest of this great publication. However, it
was made quite clear to us that Blackpool will be seeking to make the zone permanent. The
consultation will take around six months and we, as stakeholders, will be involved. Pete
Desmond in his capacity as our Airspace negotiator, with the full backing of your committee,
myself, the BGA and anyone else we can get involved, will be doing all they can to get a
satisfactory outcome. Watch this space!
As always, stay safe and happy soaring.
Phil Punt - CFI
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Spot the Astir!
Everyone had so much fun
playing ‘Spot the Astir’ with
Ged’s photo in the March
issue, that we’ve decided to
run the competition again.
This time, the photo was
taken by John Hough from
the back of the Duo Discus
when overflying the
Myerscough Open Day on
9th June. DSU was there of
course, doing a stalwart job
of advertising for the club
and raising money for the
NWAA.
It’s a rather more difficult
contest than Ged’s, but the
Astir is definitely there. You
get extra points if you can
spot Phil Punt running
around handing out leaflets!
(You can also read more about
the back seat of the Duo later in
this issue - Ed.)

NWAA Gliding Vouchers
In April 2013, Garstang Patchwork Quilters held their bi-annual quilt show in Bilsborrow
Village Hall. The aim was to raise funds for the North West Air Ambulance. Over 3 days
we welcomed approximately 500 visitors to view our handicrafts, with home made
lunches, cakes and drinks to refresh them.
The public came from all over the North West, and we met a lot of lovely ladies, (and
their ‘bored husbands’, with free entry!)
Bowland Forest generously donated GPQ a gliding voucher for the Raffle. A generous
club member also donated one. When the draw was taken, the two vouchers were won
by ladies of a distinguished age, who did not relish the thought of going airborne.
The lady winner from Longridge gave her Voucher to the church where she is a member.
It was then passed to the Brigade group of younger members, who held a raffle and it
was eventually won by a young lad named Ray Saunders. This Voucher made more
money for a good cause.
The other Voucher was given to the lady’s grandson to use.
Garstang Patchworker’s raffle raised £500 for the NWAA, with a further £168 in
donations given in collection pots.
Garstang Patchworkers would like to thank both the Club, and its member, for donating
the Vouchers to raise money for this very important North West Air Ambulance service.
- Margaret Wooller
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How to Fly X-Country from BFGC
(The secrets revealed) Shhhhhhh!
Firstly, if your "thing" is to fly between Parlick and Fairsnape and
maybe a trip to the M6 on a stonking day if you are feeling brave,
and that rocks your boat, that's fine by me. Gliding is many things
to many people. That's the attraction and what makes it great.
However, if you wish for more, then read on.
Let's get the elephant out of the room straight away. Chipping is
never going to be Husbos, Gransden Lodge, Bicester, Saltby, or
indeed any of the other places members visit. That's simply down to
geography and our distance from the sea.
However, don't be too disheartened. We can do far more X-country than
is being done. We used to, regularly.
Long before i-Pads, GPS's, moving maps, digital cameras or mobile phones,
members flew machines such as Skylarks, Astirs, Cirrus's and the like. (Yes, I know
we still do.) We did X-countries in these machines, and we navigated by using paper
maps!!! (How ancient). The BGA even once ran a X-Country task week from Chipping and
pilots from other clubs came to fly.
Many X-countries were flown and individuals were collected from fields throughout the week.
This was when I experienced the best field landing ever in my Astir. It was not next to a pub,
or a nudist beach, or an ice cream van. The field was owned by riding stables, and I was
greeted by dozens of teenage girls dressed in tight jodhpurs, leather boots and whips. I was
so disappointed when my retrieve arrived!
Anyway, back to the main story.
So, what has changed? There are
many more high performance
gliders at BFGC than there used to
be. That should make it easier and
navigating with GPS is more
accurate. Surely, we should be
carrying out more X-countries? I
wish I knew the answer.
However, I do know that far more is
possible.
It can only be down to attitude and
perception. (OK, I know the weather
has not been great, but that’s not
the complete reason)
The Facts
BFGC encourages X-country flying. As long as you are current on type and have the relevant
bits ticked off, as required by the BGA and any local rules. That's it!
Get organised. Check the trailer, sort out a crew to retrieve you, have a current map, check
NOTAMS and the weather, have a chat with the Duty Instructor and write into the X-country
log where you intend to go, (or radio down when airborne). Put the logger on and enjoy!
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X-country flying is addictive and rewarding. For a 50k there is no rush. Just drift with the
wind and stay as high as you can.
I did my first 50k from Chipping (67km actually), landing in a field near Knaresborough.
Some say it's now difficult. Rubbish! You just have to be more aware of the airspace,
especially around Skipton. Those that say it's not possible are likely to be the ones that
don't fly X-country and never did. Don't let anyone tell you it's no longer possible. It is.
And the secret to flying cross country?
Before flight, you must say, "Today I am going to land out, but I will see how far I can get."
If you can't do that, you are not mentally ready to go X-country and cut the strings that
bind you to stay local. You will pretend to set off, blame the weather en-route, (usually at
the end of Longridge Fell near Clitheroe) and land back.
I know, because I had several fake attempts at my first 50k and did exactly that, as did
others. Then one day, I was ready. I set off, and have been doing so at every opportunity
since. Locally, I have visited fields at Dunsop Bridge twice, Settle area twice, Skipton twice
and Scorton once, as well as all of the others.
One BFGC Instructor has 38 field landings to his name. (Including one that was two landouts from the same X-country flight, but that's another story)
I have had some fantastic flights from Chipping in my Astir and then Cirrus, in thermal and
wave and occasionally I even made it back. And now I am still having lots of fun in KHK,
even more so due to being able to share the experiences with someone else. That is simply
magical.
There are still many days when X-country is possible. Don't let anyone tell you otherwise.
You just have to set off and
give it a go. You will be
surprised at how much better
the conditions usually are
just a few miles away inland.
Why don't some of you get
together and form an
"interested in X-country"
group, in order to help each
other in terms of retrieves etc.
(a sort of group within the
club).
If anyone has any questions
regarding going cross country
from BFGC, get in touch.
I look forward to seeing your
traces.
- Ian Ashton

Quick Quote!

If you are are sweating too much before a flight, you surely haven't asked enough
questions. If you are not sweating just a little during the flight, you may not be attentive
enough. And, if you are not sweating out the answers with all the experts you can think of
after the flight, you may never find that very beautiful pearl in all that pig litter.
- Corwin H. Meyer, Grumman test pilot W.W.II.
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Winchy Bits
In the last newsletter I reported that the
Skylaunch was losing brake fluid and cooling
water. The cooling water issue now appears
to be resolved, but I still do not know where
the brake fluid is going. I hope no one is
drinking it.
On a more positive note, the dodgy fuel gas
evaporator has been replaced with a new one,
so the reported gassy, smelly, freezy
problems have gone away. (Hurrah!)
Some of you may have noticed (joke) that
for some time, we have been using DIN
ferrules to repair cables. This appears to
have resulted in more frequent failures at the repairs, due to wear, or to the ferrules not
tightening sufficiently. As a result, henceforth, we will only be using proper British
Standard ferrules, which are now in stock. (Huzzah!)

Stand-by Winch
Our somewhat cosmetically tatty, but mechanically beautiful, stand by winch performed
impeccably during the period that the Skylaunch was out of action. God bless her and all
who etc. etc.

VACANCY NOTICE
I have given up looking for a Deputy Winch Master,
so you will just have to muddle through as best
you can, when I quit.
Happy flying!
John Harter - Winch Master

Customised Ged!
Sharp-eyed observers may have noticed that
Ged has had custom number plates fitted to his
trusty Corsa, but rather than go for the
somewhat common GED 01, he’s opted for
something that reflects his passion.
FE 03 CCZ
Flown Everything 3 times
(Can’t Count Zeppelins).
Apparently he asked to keep the brackets, but
the DVLA refused.
I was pretty sure that Ged must have passed his
test by now, so I asked what the ‘L’ was for. He
said “That’s what it’s like being an instructor at
Chipping”. Fair enough! - Ed.
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Scene from Above

The airfield, looking towards Longridge. Taken from above Fairsnape at the beginning of September.

A Sense of History

This time we have colour photos from the club’s
history archives, celebrating the year up to
September 1993, when BFGC operated its own
Pawnee tug and launched 312 aerotows from
Chipping. Happy days!
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Safe Winch Launching
We are all aware that winch launching is the
riskiest part of glider flying and of the efforts that
the BGA has made in recent years to reduce that
risk. Certainly it is taken seriously by BFGC at
every level; flying training, flying supervision,
annual checks, winch driver training and the
serviceability of our equipment. However, some
tweaking of our procedures is to occur.
In future, the safety officer will record the real and
simulated launch failure experiences of pilots
throughout the year and this record will build up
year by year. Most of the information will be
provided by instructors, although there may be
times when the log indicates a failure not initiated
or observed by an instructor, in which case the safety officer will contact the pilot directly.
This information will be used to improve the validity of our annual launch failure check
process by ensuring no individual is confronted with the same failure a number of years
running, (e.g. always getting a 300ft plus go-around). However, be assured, there are
enough options to make “second-guessing” a waste of time!
If a check is failed and it is felt appropriate, some “re-training” will result - the instructor
demonstrating the correct recovery with appropriate patter, then giving a de-briefing and
then the pilot repeating the demonstration. Before solo the pilot will then need to
complete two satisfactory checks, as at present.
For a number of years winch drivers have been required to record details of launch failures,
so that we can keep a check on the state of the cables. This will be refined, with a file kept
in the DP van to record details of failures, (runway in use, left or right cable, new break or
failure of an existing repair and glider type). The winch driver is to pass the details to the
DP van, but it will be the responsibility of the D.M. to ensure that this has been done and
the information recorded.
I’m sure everyone will agree that these are genuine attempts to improve the safety of our
flying. We are all creatures of habit and it will not be easy to embed some of these
practices into our method of operating, but with some perseverance we should be
successful, for the benefit of all of us. If anyone has any constructive suggestions, now or
as we gain experience, please let me know.
Happy flying.
Trevor Tutthill - Safety Officer
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One never refuses to sit
in the back of the Duo!
As I set off from home on the morning of Sunday 18th August, I had no ambition other
than to fly solo for a change, so having helped rig the Duo, I wasn’t quite sure whether
accepting to share the flight had been the right thing to do.
The forecast was for a North Westerly at around 20kts with an improving cloud base up to
three thousand feet late in the afternoon. Looking at the RASP website, wave was
predicted in the Settle Valley, although a burn with the engine might be needed to get
into it, but having rigged and watched the sky downwind develop into anything but
smooth lenticulars, Ian decided that a trip to the Howgills might be more appropriate.
We launched and the cable “broke” at 800’ and having lowered the nose to the appropriate
attitude and waited for the speed to build ... we went to the hill, did one beat, thermalled
to cloud base and headed out towards Garstang.
We checked the engine worked and with
it safely stowed away, decided that in
order to avoid some low clag over
Bleasdale way, the best route was
towards Settle, which for a moment over
Dunsop Bridge was touch and go as to
whether it was the right one or not, as
the clouds certainly didn’t want to play
ball and it took considerable skill to get
back to a reasonable height. (That’s
Ian’s skill not mine). Then, with a quick
top up at Stocks reservoir, we headed
north over the fells and after three more
thermals, following energy lines and an
hour and half after take off, we were
soaring the Howgills.

The Howgills

Navigation was relatively easy with Ingleton, Kirkby Lonsdale and Sedbergh School’s
immaculate lawns very easy to see. Otherwise it was keep the wet stuff on the left and
hills on the right.
We didn’t linger too long and with reasonable looking Cu ahead decided to keep west on
the return journey. Topping up as high as we could south of Sedbergh, we took a good
street into wind towards Milnthorpe before turning left and running down the Lune Valley
where, with the combination of my thermalling technique and some high thin cover which
threatened to ruin the day, we found ourselves quite low over Caton wind farm.

Caton Wind Farm

As P2, I had had the luxury of looking at
a real map during the flight and for the
first time looked at Winpilot, the
electronic GPS system and was
astonished to see our destination was
showing 77,000 feet below glide path! I
even took my glasses off and cleaned
them before realising that the “goto”
waypoint was set for “AUF thingymejig”
somewhere in Germany, which was a tad
ambitious even for a top of the range
glider being commanded by one as
talented as the DCFI.
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So I changed it to CHP.
Now it showed us a comfortable 482 feet above glide but only if we went through terrain,
so we still needed a bit more height to get over the fells and home.
“Just one more climb, that’s all we need,” pleaded Ian and, determined not to deploy the
engine, he sweated it out in front while I relaxed in the back and took a photo. Now,
despite the fact that they say the camera never lies, both of us distinctly remember being
MUCH lower than the result depicts. I blame the technology myself.
Finally, he stopped clawing at the sky and we headed for home on a 16km final glide to
complete a distance of just over 100k, lasting three and a bit hours.
What the flight showed me was that a decent cross country flight can be achieved from
Chipping even with a maximum cloud base of 3,100 feet. OK, we were in what Ian
described as “survival” mode for most of the time, but whilst the turbo could have been
deployed, it stayed firmly buried behind my head.
Could a lesser performance glider have done what we did? Of course it could. It wasn’t
easy, but if it was, then we wouldn’t do what we do anyhow. It just requires that decision
to turn your back on the field and go. And whilst having a turbo is nice, it’s a state of
mind. For those of us without one, we find ourselves saying things like “Ah yes, but you’ve
got a turbo,” but as a competition pilot I recently met showed, it cannot always be relied
upon. Having flown over 300k he had to abandon the flight as the turbo, like the rest of us,
doesn’t like to fly in the rain.
Did I make the right decision to accept the offer of the flight?
Are you mad?!!
- Phil Punt

A Classic Photo!

Stuart Kerr Senior, a customer of Tony Platt’s, saw some of our leaflets. He brought his Lotus 7 to the club
in July and took a series of beautiful pictures, of which, this is one. The power of advertising!
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Fuentemilanos
This summer, I flew at Fuentemilanos in central Spain and had
the expedition of a lifetime. It was an amazing experience and I
have many, many wonderful memories of the time spent there
with Ian, Tracy and Jonathan Ashton, Graham Rendell and Pete
and Maria Desmond.
The journey there was a long one, driving across England to
Portsmouth and then half-way across Spain from Bilbao to
Segovia. Mind you, the two day cruise in the middle made a very
pleasant break from the driving, but all the same, I’m glad I
upgraded my trailer suspension and tyres last year!
We arrived at the airfield in the midday heat to find a tarmac strip
in the middle of the wheat-growing plains north of the Sierra de
Guadarrama, burning under a Spanish sun and pitiless blue skies.
It gave every impression of being a serious soaring centre, with
the hangars, control tower, and admin building surrounded by a
camp site, swimming pool, café/restaurant and an international
fleet of top-class gliders, tethered
out and waiting for flight.
The daily routine soon set in. Each morning, Antonio, the CFI,
would give a Met briefing on a plasma screen set in the shade
outside the café. After this, we’d set off to the gliders to get
the covers off and D.I. before the sun got high. It was still
sweltering work, even that early in the day, with
temperatures approaching 30° and climbing well above that
by midday, so that by the time we’d finished, we were more
than ready to return to the café for a Fanta limón grande (a
pint of iced fizzy lemonade). They also gave you free tapas
with that, which used to set me up for the day! Then, as the
sun climbed inexorably into the sky and the temperature
soared, we would repair to a portable chair in the shade of a
clam-shell trailer and relax, reading books and chatting while
we waited for the thermals to pop. If you’re lucky, there’ll be
some Cu to show you it’s happening, but if not, you wait for
the breezes to kick in, or for the vultures, kites and storks to
take an interest in the sky, as they’d soon show you where
the thermals were.

A photograph of a thermal!

Then, came the mad scramble to get off to the
launch point before the queues formed!
Camelback in, oxygen on (just in case), the
tug ticket filled out to say where you want to
be dropped off, a final scan of the crib sheet
to remind you of the Spanish radio calls to the
tug pilot, final checks and you’re ready to go!

The airfield at Fuentemilanos

The flying conditions there can be fierce, with
turbulent air and strong crosswinds. I learned
early on to tighten my straps right down on
the aerotow, as all too often I found myself
clinging onto the joystick with both hands
while my head bounced off the canopy!
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Once you find a thermal, the lift
can be wonderful, but there was
also some terrifying sink
between thermals. Added to
which, some of the thermals
were so rough I ended up
abandoning them because I was
worried about what they were
doing to my wings! When you
find a good thermal, it’s easy to
make the 9,500 feet airspace
ceiling over the airfield,
(watching out carefully for the
Boeings letting down above you,
heading south for Madrid airport).
However, if you head out to the
west or north, you can get out of
the TMA to places where there is
no effective ceiling and there you
Segovia from the air
can carry on up to find out just
how high the thermals do go. Of course, the higher the thermals, the farther apart they tend
to be, so even here, cross-country flying isn’t entirely stress free.
The airfield stands at 3,300’, and you are flying with the altimeter set on QNH, so you have to
continually factor that in to your height calculations. It seems strange to be nervous at 6,000’
but if you are in 8 down and if you can’t find another thermal in the blue, you’d soon have to
make arrangements for a landing! I spent a very hot and entertaining half-hour one day,
circling a field at 700’ AGL in zero lift, 20 miles from the airfield, trying desperately to avoid a
field landing. I was eventually saved by a pair of passing vultures, who joined me in my circle,
snorted derisively and headed downwind, where they promptly shot skywards in what looked
like an express lift. I risked leaving my field to join them and found myself in a 7-knot
thermal that climbed right up to over 11,000’. You’ve got to love those birds! With a six-foot
wingspan, they are interesting companions in a thermal. Even better, on one occasion in the
mountains, I climbed aloft surrounded by a flock of storks! You don’t get that at Chipping!
The best thermals start late and we often didn’t take off until after 3pm, but the lift goes on
until quite late in the evening. I tended to land down between 6 and 7:30pm, not because I
had run out of lift, but mainly so that I could be
back and ready in time for the evening meal!
I’d come down, manhandle the glider back to its
parking space, get the covers on and tether it
down for the night, (still a hot job, even at that
time of the evening!) Then it’d be back to the
house for a shower and change and an evening
spent at the table out in the courtyard, enjoying
the cool of the evening, eating delicious food,
drinking Rioja, and putting the world to rights
over a glass or two of iced Zoco. Bliss!

Tucked up for the night!

The Castille region is stunning and when we
weren’t flying for any reason, we became
tourists, visiting beautiful Segovia, having meals
out, or touring formal gardens. The locals were
very friendly. We once went to Café Luis, (the
local bar in Abades) for a beer or two before
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dinner. Luis insisted on giving us a free round of beer as
well and showered so much tapas on us with the drinks,
that we had to abandon dinner! On another occasion, we
bought a couple of bottles of Rioja from him and when he
heard we’d be drinking it out of tumblers at the house, he
looked horrified at the sacrilege and gave us a set of 6
beautiful wineglasses, so we could appreciate it properly!
Apparently, this year, the weather was not ideal for gliding
(although there were a number of 1,000k flights the week
before we arrived - typical!) Conditions while we were
there were mostly blue and very hot. (Maria loved it!)
Ian said that this year was the worst weather he had ever
experienced at Fuentemilanos!! All I can say is that I
would love to be there when it’s ‘good’. He was hoping for
a 750k day, but the conditions made 300 - 400k’s pretty
much the limit for him and
Pete Desmond. As for me,
given the blue conditions, I
happily confined myself to
“local soaring.” This actually translated into a number of 130 to
150k triangles as I went off to have a look at different places
of interest within visual range (and you can see a long way
from 10,000 feet!) In fact, I had an absolute ball, clocking up
about 23 hours of flying while I was there, circling over
Segovia and viewing the tourist spots (the Roman aqueduct,
the cathedral, the castle of Alcazar etc.) or playing ‘spot the
bull ring’ with the towns and villages. (Most towns had one and
some communities of just a few dozen houses had their own!)
Or else I’d soar the ridges of the Sierra de Guadarrama, test
out my oxygen system over to the west and generally fill my
boots, my camera and my memory banks. What a wonderful
Some tourists in Segovia!
place to fly and what a wonderful way to spend a couple of
summer weeks!
I owe many thanks to Ian, Tracy, Jonathan and Graham for sharing their beautiful house in
Abades with me. To them and to Pete and Maria, I am very grateful for the good food, good
company and many kindnesses that made this such a special holiday. I can’t wait to go back!
- Keith Clarke
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What Weather do you Need
for a X-Country Flight?
In a nutshell, that depends on what X-country you
intend. If it's a 100k or more, then you certainly
need a reasonable day in order to have a chance of
getting back, (unless you intend landing at another
airfield in Yorkshire etc.)
You will often find that when the cloud base at
BFGC is a bit lower, you can actually drift off
downwind towards Clitheroe quite easily. From
there, cloud base often starts to rise and conditions
improve. You will be on your way.
As you drift away, look for areas in which to land as
you travel, (just in case). Make a mental note of
where they are. If you see a really good field, use
that as your new base and travel further. Select another good area on your route, that now
becoming your new base etc.
By doing this, you should always have an area, or a field that you like the look of if things don't
work out. If conditions are improving and cloud base is rising, maybe you don't have to spend as
much time thinking about fields.
The higher the cloud base, the more time you will have to find your next source of lift.
If you wait for perfect conditions for your X country, you will be waiting a long time!
50k flights are possible on many days at BFGC. But you have to set off and be mentally ready to
turn your back on the airfield.
Bearing in mind that with a westerly wind, conditions often improve inland, here is the simple
test:
Fully prepared for X-country, with all the required stuff completed, take a launch. Use the hill as
a sort of aerotow and as a backup whilst you get established. Take thermals and leave the
comfort of the hill ASAP.
If you can stay airborne without the hill, you should be able to set off. Why would thermals only
work west of the club?
If you cannot stay up without the hill, it's probably not the day to set off, especially if it's your
first attempt.
Any glider pilot that can stay airborne without the hill, is capable of flying cross country. It's all in
the mind.
I will put the champagne on ice!
- Ian Ashton.
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Patent Thermal Detector
How would you like to set off on cross-country flights, certain of returning and
without fear of landing out? How would you like to do this without the expense of
buying a Turbo glider? Read on!
One evening in Fuentemilanos, over a few glasses of iced Zoco, the conversation
naturally strayed to the topic of throwing chickens out of aircraft! Apparently, according
to Ian, in an RAF mess some years before, a group of well-oiled Pilot Officers at the end of
a long day, had got into an argument over whether chickens were capable of flight. After all, they
have the wings and the feathers, maybe they don’t fly because they just can’t be bothered! One thing
led to another and a heated debate turned into a wager. Wanting to determine the issue once and for
all, they decided to conduct a practical experiment. And so it was that early the next morning, an
aircraft with a rather bleary pilot took off with a bag of chickens on board. He “let them out” at 5,000’
and followed them down to see what would happen. To cut a long story short - chickens can’t fly!
Birds were a firm favourite for conversation that evening in Spain, because it happened to be the day
that a couple of passing vultures had saved me from a field landing some 20 miles away. (See the
Fuentemilanos report on p10 - Ed.) Suddenly, in a Eureka moment, a stunning idea for a soaring aid
flashed into my mind. It was a seriously amazing concept that really cried out for development. We
discussed it around the table at some length, (several more Zocos!) and slowly fleshed it out and I
now feel that I am in a position to start organizing serious production. Startup funding could be a
problem, so I have decided to ‘crowdsource’ the venture. I will share my idea with you here and ask
each of you to submit just £500 to establish a production unit behind the caravan park. We have
about 100 members in the club, so this would equate to a startup fund of £50,000. That should be
more than enough to produce and sell some initial units on Gliderpilot.net so that I can start paying
you back.
The idea goes as follows. Turbos are expensive. They are high maintenance. They use fuel. They are
noisy and a fire hazard. Why not use a more natural approach to staying in the air when the going
gets tough? Ian has already volunteered to test the first prototype unit in his Duo. All he will have to
do is remove his engine and in its place, install one of our patent triple-cage units. Two of the cages
will hold a Spanish vulture and the cage between them will hold a chicken. (The chicken can be
Spanish or English of course - This is immaterial).
How does the system work? Well, imagine you go off soaring and you overstretch yourself and find
yourself in sink somewhere over the Howgills. (Ian will know that feeling well!) Where is the nearest
thermal? How can you tell? You use all your craft and skill to no avail and you are down to 900’ and
looking at fields. Is it time to turn on the turbo? No! Because you no longer need one! By use of a
pull cord in the cockpit, you release your first vulture from its cage in the fuselage. They are
magnificent soaring birds and will find the best local thermal in no time. Follow it, climb to safety and
continue on your way! Better still, if conditions are poor, you have a reserve vulture in the back for a
second shot later. You are guaranteed to get back to the airfield! The system is simple and infallible!
But why do you need the chicken? I hear you ask. The chicken is the vultures’ packed lunch and
because they know it, they won’t stray far! It’s kept in the central cage to whet their appetities. You’ll
be able to hear them smacking their lips (beaks) throughout the flight. So, when you are on finals and
within the bounds of the airfield, release the
Lifting release flap
chicken from its cage. It will naturally head
straight downwards with great commotion,
Schematic cross-section of a Patent Thermal flapping and clucking all the way and draw the
Detector installed in a Discus engine bay.
vultures back for a post flight snack, making it
easy for you to collect your vultures after you land,
ready for the next flight. Like all great ideas, it is
the simplicity that makes it a winner!
Please make out your £500 cheques personally to
me, next time you see me at the club and I will
make sure you get on the list for an early postproduction “Patent Thermal Detector.”
It’s nice doing business with you!
Nose

Tail

- Keith Clarke
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Not every old idea goes out of date
The photos of the early BFGC gliders
in the June Newsletter brought back
many fond memories. I must say I
had forgotten the vandalizing of the
T.21. Its graceful outer wings had
been hacked off into a squaretipped short span travesty, its
streamlined wing struts thrown
away and replaced by wire bracing
above and below, the front fuselage
sliced down the middle and rejoined
as a single seater, and the rear
fuselage cut off altogether and
replaced with open-work steel tubes. The members seem happy enough, though. (Hang on!
Thinks!) No, my mistake. It’s a Dagling!
This was a version of the German Zoegling (Pupil). Designed by Lippisch in 1926 and
modified by Hirth, some were built in England by R.F. Dagnall in 1931-1932 (hence
Dag+ling). It was produced by Slingsby as the Type 3 in 1934. The name seems often to
have been adopted for this type of primary glider, but with its cockpit enclosure on the
usually open-air "plank on edge with a seat on it" of the period, I think it was a genuine
Dagling. These predated the improved German SG 38 ("School Glider" of 1938) known as
the Slingsby Grasshopper and Eon Primary built after WWII for the ATC. It was unairworthy,
with a broken spar held together with a short plank fixed across the break. It was only used
for ground slides to get pupils used to keeping the wings level. Until a winch was obtained,
the Cadet was used for low hops, pulled by an Austin saloon with the rear half body
removed, steered by the driver but speed-controlled by Jack Aked sitting on his throne at
the back with a hand throttle, also giving signals by bat to the pilot. It was 1954 when the
real T.21 arrived after enough members were recruited, (I was one), to justify the cost to
Jack, who bought it, the Wilde Winch and the fuel-hungry retrieve vehicle cut down from a
Standard armoured car with its upper steel plating removed, with the proceeds of his Kite
Club bar and social club at Squires Gate.
And pathetic though my tally of 45 glider types may be if set against Ged’s reputed 400 or
so, it includes three types not flown by him, the Cadet, the Pratt-Read LNE-1 US Navy
glider trainer from 1940, and the Breguet Fauvette. The Pratt-Read was a very superior
closed cockpit T.21 type, best known for the pair in the Sierra Wave Project at Owens
Valley in the 1950s. One set an altitude record for two-seat gliders of 44,255 feet in 1952
that was unbroken for 54 years, though the other disintegrated in violent rotor. My modest
achievement in the prototype was 80 minutes in weak thermals at Hawksbury, Ontario, in
1978.
A particularly fond memory from Squires Gate was the excellent winch launching which
delivered the glider to a perfectly smooth, peaceful release, usually requiring only a
precautionary pull on the release knob by the pilot to make sure there was no hang-up, but
mostly with a quiet click as the cable dropped off by itself. The cable then progressively laid
itself down straight along the ground towards the launch point. I see from Winchy Bits in
the June issue that keeping the winch power going for too long has not entirely gone away.
It is a pernicious practice that has long been hard to eradicate, inexplicably because it is so
obviously wrong. I wrote about this in a 1992 newsletter and again in briefing notes
circulated by the CFI in May 2009. I repeat some abbreviated extracts from the latter,
amended to suit.
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"Keeping launch power on for too long: It ought to be blindingly obvious that if the
cable is still being wound in when it is approaching the vertical, the glider can only descend
along with the end of the cable, accelerating as gliders can’t help doing even in a shallow
dive regardless of how hard the pilot tries to stop it by pulling back. To avoid releasing
under tension, the pilot’s only option is to dive temporarily more steeply. Spoiling the launch
in this way is not much of a service to pilots. It isn't rocket science to understand this."
Just because the Skylaunch has two throttle gates for wind and glider type, it is not an
invitation to keep it against them all the way. With the Launch Assistant in operation any
driver should easily learn how much the power needs to be eased off as the climb
progresses and apply the same principle to any glider without this aid fitted. So:"Once the cable has reached an angle of 20 degrees or less to the vertical, a significant climb
angle is impossible because the pull of the sagging cable at the glider is mostly across the
now shallow flight path. The required cable speed decreases towards this point and
throttling back must be done continuously in the second half of the launch. It should be
stopped by closing the throttle, preferably abruptly, to encourage cable slack and back
release."
Any member who would like to read the full briefing can email me for a copy.
- John Gibson

Apologies - John was not the only reader to spot
my deliberate mistake in the last issue, when I
wrongly mistook the nacelled primary Dagling for a
T21. Personally, I’m just thrilled to note that people
actually read the newsletter! - It won’t happen
again - (Then again, it might!) - Ed.
The club’s T21 in 1954

BFGC in Wartime

Oops!

Have you established
2-way communication with
Blackpool ATC yet?

Yes.
We’ve been ordered to climb
immediately to 5,000 ft
and maintain until we
leave the RMZ!!!

Pilot Officer Henderson knew that
yesterday’s late-night vindaloo session
had been a mistake as soon as he
started to pull extra G in the turns!
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Watch this Airspace!
Chipping RMZ

In an effort to preserve sustainable flying, the club’s committees met in joint session last
month and submitted a formal request to the CAA for a Radio Mandatory Zone to be
declared around Chipping. As a result, you should soon be receiving a copy of the map
above from the BGA and the CAA outlining the requirements for flying inside the black area.
From 30th September until further notice, any aircraft wishing to enter or fly within the
RMZ will have to establish two-way communication with Chipping Base on 130.1Mhz and
obtain prior permission. They must then maintain contact with that station until they leave
the area or land. No aircraft without a radio, (this includes parascenders), may enter or fly
within the zone and permission is unlikely to be granted to any aircraft that would be
deemed disadvantageous to the unfettered flight of soaring gliders (i.e. anything with an
engine).
In accordance with accepted procedures of course, neither Blackpool nor Warton were
consulted about this move and neither will be warned of the new airspace requirements
until they appear in Notams. And why, you may ask, does the zone have to extend so
close to the Blackpool and Warton ATZ’s? - Because we can!
Your Club, looking after your interests!

Editor’s Endbit

And that was the September edition of your favourite newsletter! I hope you enjoyed reading it.
As usual, a big thank you to all the contributors (and there were many this time). It seems that
the more people do, the more they have something to talk about, so stay active folks! If you
haven’t contributed to this issue, please share your summer memories with us next time. We’ll all
be ready to hear them by the time the winter weather arrives! The deadline date will be Sunday
1st December and I look forward to hearing from you. As always, you don’t have to wait until then.
Send me your stuff at any time and I’ll keep it safe until the next deadline. Please send all copy to
soaringkeith@gmail.com I’m looking forward to the next issue already!
Keith Clarke - Editor

