September 2015

Bob’s Bit!
Greetings, fellow members! Although the weather has been a bit mixed, we are having a
good year. Welcome to all our new members, especially our younger ones. The future of
the club relies on a spread of ages in the membership, so we get continuity in instructors
and are able to keep our instructor strength up as the stalwarts over the last few years
begin to hang up their flying boots and take up less strenuous activities.
As you know, our club relies on volunteers to do all the tasks required to run the club, from
the committee, via the instructors, inspectors, field menders, carpenters, strop fairy, winch
master, tractor menders, coffee, tea and toilet roll fairy and those who may not have a
specific role in the club, but help by washing cups and tidying up when the weather is not
so good. If you have skills that you can use to help the club, please contact any committee
member, who will be able to put you in contact with others who can organise each activity.
Anything we do for ourselves saves money and makes our treasurer happy.
With respect to saving money, you may have noticed that all but one of the club aircraft are
now fitted with FLARM anti-collision aids to help with the keen lookout that we all achieve.
This was funded by a grant from Sport England, with installation and training carried out by
our own members.
We have two major jobs still outstanding, apart from routine maintenance. One of these is
to replace the asbestos wall of the hangar with plastic coated metal to improve security and
replace broken panels. The other is to re-render the wall of the workshop, replace the
windows and find out why the roof is leaking. This means we will be able to re-paint the
walls and tidy up the workshop to make the area more comfortable to work in.
At the last instructor meeting, it was decided that we need to obtain a new training glider to
take over from the K13’s as they get older and may have to be retired. The best option for
the club was to go for a new K21, so we have pencilled in an option with Alexander
Schleicher, which would be due for delivery in early 2017. This means that we need to save
up after this year’s expenditure. We will apply to Sport England for another grant for some
of the cost, but obtaining it is not a certainty.
We are at the end of the financial year, (end of September), so our Treasurer would be
pleased to receive any outstanding flying fees from members as soon as possible. (Now!)
Keep up the flying and congratulations to those recently solo and being promoted to the
duty roster. The more the merrier!
Thanks for your support from myself and the Committee. Have some safe FUN FLYING!
- Bob Petifer - Chairman BFGC

N.B. In the .pdf version of this Newsletter, Internet links are now active and can be clicked through - Ed
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Chipping Fly-In
Standing at the launch point in early August, a few of
us were so privileged to see the last flying Vulcan
XH558, in its last flying season, en route to Blackpool
Airshow.
Henry Stott was airborne at the time in JLO. The
Vulcan was initially only a FLARM target - (It is FLARM
equipped too!!)
This will probably
be the last
sighting of this
iconic aircraft in
our region ...
And as an
addendum to this,
I was fortunate
to be able to sit
in the cockpit of
this Vulcan in
2013, as a
consequence of connections, whilst it was undergoing
its ARC renewal at RAF Lynham, (shortly before the base closure). I attach a picture I took
at the time.
- John Knowles

School Visit!

28 Staff and pupils from Sedbergh School visited us for a flying day on 19th June . It
was a great success and it’s hoped that this will be the first step towards a long
association. The school has since awarded the club a bursary to facilitate junior flying.
Many thanks to the volunteers who gave up their time and made it all possible.
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Rear Seat Musings
The day is bright and sunny as you head off with anticipation of a good day’s flying at the
club and on arrival you notice the Duty Instructor leaving the club house with furrowed brow,
muttering something about the strength of the wind, approaching front and a plague of frogs.
As you watch, he marches out to the middle of the field and stands looking at the windsock.
Then he takes off his woolly hat, scratches his head and starts wandering aimlessly about
looking lost. Back in the clubhouse you overhear him in conversation, uttering “gusting 28”,
“crosswind limits” and “ground handling,” but these bother you not. When is he going to get
the kit out? Yes, it’s a bit windy, but we’ve flown before when it’s like this. Come on, get the
hangar doors open! Then finally, after much deliberation, consumption of far too much coffee
and a lecture or two, the day is scrubbed and everybody leaves in disappointment. Sound
familiar? Well it won’t be the first, or the last time it will happen and dear reader, this might
just help you to understand why.
When you train to become an instructor, amongst the many sessions of ground school,
lectures and what-not, the consideration of what might happen if it all goes horribly wrong
gets an airing. The worst case scenario, not good for several reasons, is that an accident
happens, people get hurt, lots of paperwork gets filled in and the instructor loses his rating,
perhaps for ever.
So the day starts for us mere mortals by looking at the weather and thinking about what the
members will get out of it. Will they all be able to fly? Will those who are solo be able to fly?
Will those who are pre-solo get any benefit from the day? It may be just circuits but if the
majority of the flying is done by the instructor, because it’s a bit of a handful, then it’s not
too helpful. I could go on, but you get the gist. It’s not as simple as it first seems.
When it’s “marginal,” then the brain really starts to hurt and nine times out of ten it involves
the strength of the wind. What I mean is, if it’s forecast rain, well we’re going to get wet; if
it’s forecast snow then we’re going to get cold - and most likely wet as well. If it’s forecast to
blow from one direction and at some point change, then we’ll be ready to change ends, but if
it’s forecast to be 20 - 25 knots then it will, without doubt, involve gusts. How strong are
those gusts going to be? We have a machine that will give us some indication, but the only
real way to get a feel for the day is to go out and stand in various parts of the field and wait
to see what happens. While you’re doing that, you’re considering ground handling problems,
because in the air you can normally handle rough
conditions, but a K13 can get pretty lively when it’s on
the ground and even when being held down by several
human beings, they’ve been known to blow over.
Something heavier, like a K21, is better but then some
idiot, just for fun, happens to mention cross wind limits,
because direction comes into the equation as well. If the
wind direction is straight down the run then it’s a bonus,
but a cross wind? Will the pilot lay off the drift or make a
hash of it, thereby giving the winch driver much-needed
practice on what to do with the unwieldy mass of steel
cable descending headlong towards the unsuspecting
flock of sheep in the field next door and where is the
cable going to land if there is a real launch failure? Over
the club house? Worse – the road!? So many questions!
So many variables.
So, the next time a perplexed Duty Instructor scrubs the
day, put yourself in his shoes, (sorry, this is Chipping Boots!) and remember that his decision was not made
easily or lightly.
- Phil Punt

The club windsock - a vital diagnostic tool
In the Duty Instructor’s armoury
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Instructor News

This year so far
It certainly hasn't been a fantastic year for great flying weather and I seem to recall quite a
few really windy days in summer - most unusual. There have also been recent days with
members seen wearing jumpers/coats/woolly hats in what was supposed to be "hot August!!"
Anyway, despite this, we have done pretty well in getting a few more through to solo.
Congratulations to Richard Peake, David Stopford, Adam Stach, Richard Turpin and Marek
Radozycki.
We have also seen a few members "re-solo". These have either been away from us for some
time, or have lost their currency. We welcome back Geoff and Liz Whittaker, both of whom
re-soloed on the same day. Marjorie Morris has re-soloed and already moved up to the K8
and, as I write, Neal Morgan has just completed the last of his "annual checks" and re-soloed
too, as well as Stacey and Ged McCann who re-gained their wings after some time away from
gliding. Saturday 5th September also saw Tracy Ashton regain her solo wings. Fantastic news.
Well done to you all!
Earlier this year, many took advantage of the bronze lectures, passing the exam and a few
then took on the local "C" paper and passed that too.
One encouraging thing I see at the moment is an increasing number of younger/junior
members. Please encourage them and keep them busy and engaged at the launchpoint. If
they are "head down" playing with a mobile phone, (as they do), it means they need a job!!!
If there are any "parents" around, as there should be, they do make excellent tractor drivers
and it gets them involved too!!
Top tip
Not far around the corner is the favourite time of the year for many members. I mean, of
course, annual check time. Each year, lots of members put them off and then find they are
not completed before time runs out and then they are grounded. My advice would be to do
them all early and avoid the start of season spring rush. Don't delay them. Get them done.
They are for your benefit and they start from 1st November.
Post-solo progress
We want you to progress as much as possible and to do this whilst gaining experience. Don't
just "dilly-dally" on each flight. Try to get things done on whatever card you are on, if
conditions allow. If your goal is to progress to the next glider in the club fleet, then find out
what you have to do to achieve that. We are already seeing hot competition amongst a good
group of keen members to try to get into the Astir, following in Malcolm Baldwin's footsteps.
Well done to Tony Platt for flying the Astir for the first time on Sept 5th.
If you have made it to ELN, try to
move towards DSU. If unsure of
the requirements, just ask, (or
read flying orders). Gliders are no
good whatsoever in the hangar.
Early starts
I do get frustrated when I am on
site at around 8:15-ish in
readiness for my duty, only to
have insufficient bodies to get
everything out until the late
"sleepers-in" arrive. Getting kit out
early can make a massive
difference to the amount of
flights/flying we can achieve.
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Please be on site as early as possible and get on with getting stuff out. There’s no reason
why we can't be flying well before 10:00 a.m. It benefits everyone if we can also get the
entire fleet out at the start. Far too often, many gliders are left in the hangar, because there
are not enough of us to do it at the start. Please help if you can.
Church notice - Low approaches on 30
There are too many low approaches between the trees on 30. You should be no lower than
tree height when crossing the main road.
Moving on up
I am sure many of you are aware, but if not, the club has placed an order for an option on a
new K21. This is to try to future proof the club for many years. Delivery is scheduled for
2017 and this is great news.
In terms of private gliders, we welcome Keith Clarke's "new baby", a 16.6m Ventus bT
(Comp No. 510). John Hough has purchased Keith’s ASW 19, (M80) and we may also see a
Libelle on site, with its proud new owners, Laura and Andy. New members Ged and Stacey
McCann, having joined us from Pocklington, should also be flying their Cirrus soon, so, many
new gliders to watch out for. We wish you all well
with your new or existing toys.
Flarm
Flarm has been fitted to all but one club aircraft
and in addition to that, is also now installed on
many private gliders too. At the last count, 18
gliders in total. Thanks to Henry, Steve and Ian for
installing the kit
There have already been a few flights that have
been reported to have had "Red" alerts with
conflicting traffic that had not been seen before the
alert. Each one of those had the potential for a
mid-air.
We have also recently had a "Close encounter of
the Vulcan kind", when XH558 came rather too
close to one of our K13's whilst hill soaring. This
just proves that even experienced jet pilots can
make mistakes. Fortunately, the K13's Flarm unit lit up like a Christmas tree whilst the audio
warning also gave a severe ‘watch-out’ alert to Henry Stott, (who, along with his passenger,
had a really good view of the Vulcan flying away).
Flarm works, it's as simple as that. On a busy day, when hill soaring is poor and many gliders
are occupying a small space, you will get more alarms. Flarm does not know you have seen
the other glider. It's only doing what it is supposed to and if you have seen the other traffic
before the alarm? - Great lookout!
One of Flarm's greatest benefits is the audio. This allows normal lookout without having to
view the Flarm display constantly. Do not reduce the volume. Doing so will downgrade the
device's ability to warn you in the event of a real potential collision.
If you are getting many alerts, then stay further away from other traffic. Flarm is here to
stay, and has been proven to improve flight safety. Get used to it with all of its features.
Finally
Autumn has officially arrived, but there’s still plenty of time for more solos and points
gathering for the A&B leagues, as well as type conversions and great flights. Keep current,
fly as often as you can and fly within your limits and experience.
Happy flying!

- Ian Ashton DCFI
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Scene from Above

This time, I bring you a picture taken from a Ventus! - This giant cyclist, (made from horticultural fleece apparently), was
temporarily installed at the beginning of September behind Clitheroe, on Pendle Hill, to celebrate the Tour of Britain Race 2015.

A Sense of History

Helen Bailey is friends with Miss Betty
Charnley, now in her eighties, whose
parents owned and farmed Cock Hill around
the 1940's and 1950's.
She recently found some photos of the farm
taken at this time and Geoff Bailey has
kindly passed them on to us.

Fiddlers Lane 1940
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The Air That I Breathe!
In a previous newsletter article, Paul Myers wrote about his wave flight in Scotland and the
danger of hypoxia. In Fuentemilanos, we spend a lot of time flying between 9500-12000 ft.
I was interested to see how much this affected blood oxygen saturation and hence, the risk
of hypoxia, so on this trip I took with me a pulse oximeter*
What I knew:
1) At sea level, my oxygen saturation is always 99%.
I've never smoked, have no lung or heart conditions
and have slightly above average lung function for my
age/ height
2) We give supplementary oxygen to patients whose
oxygen saturations are 92% or less. These are
patients having heart attacks, asthma exacerbations,
pneumonia etc. They are significantly unwell and are
usually hospitalised. You would expect mental
impairment to start below 85%.
3) Laws and Rules states that oxygen must be
carried on all flights above 10000 and is mandatory above 12000 ft
4) I had previously looked at some research on oxygen use at altitude. I had found some
French studies of oxygen saturation when flying at high altitude, which also suggested
supplementary oxygen should be used when saturation levels fall below 92%. The ability to
solve novel problems particularly, deteriorates as oxygen levels fall.
What I was expecting:
This wasn't high altitude wave flying in Scotland.
I was expecting oxygen saturations of around 95%
under 12000 feet
What happened:
Fuente is at 3300 ft amsl. Oxygen saturation on
the ground was 97%
At 8000 ft saturation 94%
At 9000 ft saturation 92%
At 10000 ft saturation 90%
At this point I decided to put the oxygen on.
Unfortunately, I couldn't get it to work. I think it
was a mechanical issue with the valve being over tightened, rather than my not being able
to work out which way was anti-clockwise, but can't be absolutely sure.
By 11000 ft, my oxygen saturation was down to 88% ** - not a problem in the Duo. Ian
was flying and had gone on oxygen at 9500 ft. It took a few minutes so get the flow to
start. I felt completely fine but realised that solving the problem had taken 100% of my
concentration and that I'd completely lost track of our location, I hadn't been looking out
and I wasn't having to fly the glider at the same time. Oxygen saturation returned to 95%
within a few breaths.
* Pulse Oximeter - a non-invasive medical device that fits on the finger and uses light and a photodetector to
measure the percentage of haemoglobin bound with oxygen in the blood. Normal levels are 95-99% at sea
level.
** In the interests of scientific accuracy (Mr Eden!) all readings were checked on subsequent flights and the
results were reproducible!
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What I learnt:
1) As with all equipment, check your oxygen
is working before you need it - preferably on
the ground!
2) In my opinion, you need oxygen above
10000 ft - lower if you're a smoker or have
any heart or lung conditions, (Maybe you
should avoid flying at high altitude altogether?)
I was genuinely shocked at how fast and by
how much oxygen saturation levels fell, at
comparatively medium altitudes.
Should you buy a pulse oximeter? Well, it
was reassuring to know that the oxygen
worked when I eventually got it turned on and it might be useful to check that everything's
OK if you're going very high, but most importantly, check your oxygen system works and
use it early.
- Tracy Ashton

Winch Things

The observant among you will have noted that we have been using the stand-by winch, for a
while. This is due to the pay-out brake on the Skylaunch being unreliable and the radiator
leaking.
Happily, the Skylaunch is now back in service, having had a new brake master cylinder and
the back up radiator fitted.
Our collective thanks go to Geoff, John, Roger, Bob and Reg, plus any others who had a
hand in completing the work whilst
I was away.
For the future, the intention is to
replace the brake discs and pads
on the Skylaunch. This will involve
a fairly major strip down of the
drum end and may take some time
to complete, thus necessitating the
use of the stand-by once more.
Thank goodness we have a spare,
eh!
The plan is to undertake this work
over the winter period, when flying
opportunities tend to be more
limited.
Happy flying.
- John Harter Winch Master

Winching is a fascinating pastime which can present you with
many interesting and fulfilling problem-solving opportunities!

Quick Quote!
What is chiefly needed is skill rather than machinery.
- Wilbur Wright, 1902.
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Congratulations!

It has been a wonderful summer season for personal
achievements at the club. Well done to all, both trainees
and instructors!
Above, I bring you a sprinkling of happy faces bathing in
their recent achievements. I’m sure you’ll recognise them
all, (even if you’re not accustomed to seeing some of
them smiling much).
(For a full list of the achievements of our pilots this summer,
see Ian Ashton’s break-down on page 4) - Ed.

What’s Going On Here?
Look up others

In the last issue, I showed you a photo
of a huddle of club members staring
East (inset). No one seemed to know
why, but it seems to have started a
trend for aimless gazing up the field.
Oh well, as long as they’re happy!
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Ged’s Gems!
This month, Ged has come up with a prime selection of aviation quotes for us. Thank
you once again Ged!.

Pilots are people who drive aeroplanes for other people who can't fly. Passengers are
people who say they fly, but really just ride.
Fighter pilots are steely-eyed, weapons systems managers who kill bad people and break
things. However, they can also be very charming and personable. The average fighter pilot,
despite sometimes having a swaggering exterior, is very much capable of such feelings as
love, affection, intimacy and caring. (However, these feelings don't necessarily involve
anyone else).
Both optimists and pessimists contribute to society. The optimist invented the aeroplane;
the pessimist, the parachute.
Death is just nature's way of telling you to watch your airspeed.
As a pilot, only two bad things can happen to you - and one of them will:
a) One day you will walk out to the aircraft, knowing it is your last flight.
b) One day you will walk out to the aircraft, not knowing it is your last flight.
There are rules and there are laws. The rules are made by men who think that they know
how to fly your aeroplane better than you. The laws (of physics) were made by God. You
can (and sometimes should), suspend the rules, but you can never suspend the laws.
About rules:
a) The rules are a good place to hide if you don't have a better idea or the talent to
execute it.
b) If you deviate from a rule, it must be a flawless performance, (e.g. if you fly under a
bridge, don't hit the bridge).
Before each flight, make sure that your bladder is empty and your fuel tanks are full.
He who demands everything that his aircraft can give him is a pilot, but he who demands
one iota more is a fool.
There are certain aircraft sounds that can only be heard at night and
over the sea. Most of them are scary.
I've flown in both pilot seats. Can someone tell me why
the other one is always occupied by an idiot?
You have to make up your mind
about growing up and becoming a
pilot. You can do one or the other,
not both.

11

Feeling Low!
Flying can be emotional! One evening last summer, I was soaring over the Sierra del
Guadarrama in central Spain after a 3 hour flight in blue conditions with a blistering Spanish
sun pouring through the canopy. I was calm, relaxed, admiring the view from 8,000 feet and
thinking about slowly heading back to Fuentemilanos, my base airfield some 30 miles away,
for a well-deserved cold beer. And then the sink hit! Spanish sink! The 8,000 feet melted
away frighteningly quickly as I cast around for something to slow my descent. The ridges
weren’t working in the light evening breeze and there were no clouds in sight to indicate a
potential escape. So, on I went relentlessly downwards, with that horrible tight feeling in my
stomach that you all know so well, thinking, “No! Not again! Why do I do this to myself!”
Nothing brought relief and all too soon I found myself at 1,500 feet above the ground
searching for fields. “Fields” however, is a relative concept in the particular bit of Spain I was
flying over. Far away, out of reach, I could see endless hectares of welcoming stubble fields
stretching away into the distance. But, where I was, there was not a field to be seen. It was
all mountains, rocky outcrops, forests, olive groves and occasional parcels of scrub that you
might just be able to put down into without doing too much damage to the glider.
A frantic scrabble with the buttons on the Glider Guider indicated that I was only a couple of
miles from the microlight strip at Arcones. I turned east with mounting anxiety and
eventually spotted the extremely short runway of an airfield that was obviously closed. The
only sign of life was a glider, whose pilot had flown into the same Bermuda Triangle as me
and ended up defeated. My heart sank! The glider on the ground was a big-wing job with
much better performance than my ASW. If he had been sucked in, what possible chance did I
have? The dream of a cold beer melted away, replaced with the prospect of endless hours of
phone calls, inconveniences, retrieve problems and apologies to expedition partners. (And
that’s if I managed to get past the big-wing and pull off a safe landing on this tiny field!)
By now I was at 700-800 feet agl and lined up ready for a truncated circuit. The Spanish pilot
on the ground was watching me, obviously anticipating company. I could feel his
shadenfreude from where I sat! However, I was trained at Chipping (and Chipping is brilliant
at teaching pilots how to make the most out of rubbish conditions!) I had one last chance.
Near the end of the runway, there was a quarry. I know from experience that you can often
get lift from quarries, so I did a tentative turn overhead. 360° later, the vario reported ‘0’ –
disappointing, but I hadn’t actually lost any height and so tried a second turn, ‘+2’ this time.
Yes! On and on I went, trying to centre in this tiny bit of lift, alternating between elation and
despair in sympathy with the vario and when the thermal dried up about 10 minutes later, I
had gained nearly 100 feet. (Oh dear!) However, it was just enough to move on to a tiny
village a little further away. Pantile roofs and a village square basking in the evening sun
gave me another 100 feet before the thermal died again. So, on to another village, then back
to the quarry, on and on I battled, circling tortuously in the sweltering heat for nearly 45
minutes before I’d even managed to get my 1500 feet back. By then, I was literally shaking
with the tension and heat. However, I’d managed to edge over to more promising territory
whilst still having the airfield in reach and it was a scar of white rock standing proud of a
forested ridge that gave me my first taste of a decent thermal, followed soon afterwards by
the sighting of two vultures circling nearby, (a guaranteed 4-5 up at least!) Hot, exhausted,
very fed up with my experience, but intensely relieved, I finally set course for Fuentemilanos
an hour after I’d started. It was definitely not the most fun I’ve ever had in a glider!
And people wonder why I’ve just bought a Turbo!
- Keith Clarke
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The Walrus and the Carp
You may recall that in the last edition, I printed
an accident report concerning a Walrus 1 aircraft
in 1944 that damaged a wheel while taxiing on
water and then landed wheels-up on land.
I printed a picture with the item, (downloaded
from the Internet and clearly labelled a “Walrus
1”). Of course, I should have known better

Supermarine Walrus 1

Supermarine Stranraer

and double-checked the idiot who posted the
picture, because it was in fact a
Supermarine Stranraer and not a Walrus at
all! (It’s a “push-me-pull-you” thing
apparently!) The error was immediately
spotted by Ged of course and at his behest,
I humbly submit here a grovelling editor’s
apology and a corrected picture. (- Ed.)

What’s Wrong With This Picture?

I was working on the apron the other Sunday, when I looked up the field and saw
something that just didn’t look quite right. In fact it seemed so out of place that I
took the photo on the left. It’s not often you see a glider parked right next to the
winch and facing the same way! I wondered at first if it was an amazing piece of
aviation that allowed said pilot to make an extremely short spot landing in a tailwind.
But of course the answer was simpler. It was a cable break from the bottom end
that was a marginal land ahead/go round and the pilot had decided to land ahead,
(thereby getting very friendly with the winch driver!) By the time I spotted it, they
had turned the glider round while waiting for the retrieve. Thanks to Richard Turpin
for later submitting his own photo of the incident, (on the right), taken just after the
landing.

Quick Quote!

During one of the summer visitor evenings, a young lady turned up in flip-flops.
Having discussed matters at the launch point, it was decided that she would be
better off flying without them. I passed on the news to Henry that his next passenger
would be flying barefoot. "That's nothing," Henry replied instantly, "my dad flew in
Wellingtons in the war!"
- Richard Turpin
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Safety Matters
And Summer’s Lease Hath all too Short a Date.
The Bard was clearly stating the “b....... obvious”, but correct that
“never-resting time leads summer on to hideous winter”. Not so
hideous if we keep flying, but when the winds are at the top end of
our operating range, we will certainly need to be careful. In
flying terms, we can rely on our instructors to manage things,
but they can’t be everywhere, or supervise everything that
happens down on the ground. Under these conditions, our
gliders are particularly vulnerable there and everyone present
must be prepared to take responsibility for their safety. While
I’m sure most of us know what to do when it is blowing, this
piece is for those new to the game, or who, like me, can always benefit from a reminder
In fact, most of the standard procedures we use to handle gliders were developed to protect
them from the effects of the wind. If we always stick to these on the lightest of light wind
days, then when the wind is strong we will be halfway there, with a few additions.
1. In strong winds, ground handling of gliders is a much more labour intensive activity than
when winds are light. This means that everyone at the launch point should be on the lookout
for when help is needed and be prepared to provide it immediately.
2. Wind saps our energy and reduces our physical and mental performance. Something for
individuals to take into account and also Duty Instructors and Duty Managers.
3. An increase in wind speed can creep up on us. We need to be on the lookout for such
changes and adapt our behaviour, without anyone having to tell us to do it – more tyres on
wing tips, more people attending to each glider, appropriate parking, (see below), etc.
4. If the glider type allows, its airbrakes should be left open when it is being towed,
manoeuvred, or is parked.
5. Of course, it is standard practice that when a glider is being turned, the wingtip that is to
pass through the wind is the one that is held. However in windy conditions we must be
particularly careful, with someone positioned to take a wingtip as soon as it moves to point
into the wind. The “My wing”, “Your wing” sequence ensures that people always know who is
responsible for holding a wing tip and that the into-wind wing is always being held. It is good
practice to “roll” the glider by lowering a wingtip as it comes into the wind so that the wind
blows onto the wing’s upper surfaces.
6. An empty glider can take off at a low airspeed. When turning such a glider to point into a
strong wind, e.g. when lining it up to fly, someone must position his or herself on the nose
and apply some downward pressure until the pilot is strapped into the glider. (When towing a
glider into a very strong wind, for example back to the hangar if flying has been stopped, at
an instructor’s discretion and with his/her supervision, it may be required for someone to be
strapped into the cockpit).
7. If the wind comes from behind a glider, the rudder can easily sustain damage. Ideally a
rudder stop should be placed on any glider being towed with the wind behind it, or being
turned with its tail passing through the wind. If a rudder stop is not available someone should
take on the job of holding the rudder.
8. Once on the ground, the pilot-in-command of a glider is still responsible for its safety until
it is safely parked, or passed to another pilot. He/she must change from flying to ground
handling “mode” and give thought to such things as the direction in which it is to be turned,
which tip to be held, etc. Tales of the wonderful flight must wait. Tractor drivers retrieving
the glider should dismount when reaching it and assist the crew.

14

9. Whilst we normally leave gliders pointing into wind while waiting to be flown, unattended
in launch lines, this is not acceptable in windy conditions. Any such glider must be parked
across the wind and secured in the standard way.
10.Canopies are very expensive and difficult to replace. Also a canopy slamming shut can
cause a serious injury. Canopies must never be left open when unattended, but certainly not
when it is windy. If people are getting in and out of a glider, it should always be made clear
who is holding the canopy. (Another reason why it is useful to have an extra body around,
who can be given the job).
11.When a solo pilot lands in windy conditions, he/she should remain strapped in until
“rescued” by the retrieve crew.
12. Squalls can cause rapid increases in wind speed and direction. If any are seen
approaching then appropriate precautions, (proper parking, extra tyres etc.) must be taken.
13.When a glider is left unattended on the apron, perhaps just for the time it takes to
prepare the hangar for its reception, it can be damaged by the wind and must be parked
securely. In fact on the apron, the surrounding buildings can make the wind very variable
and more of a problem. Glass gliders that, at the launch point can be safely parked with the
downwind wingtip on the ground, may start bouncing from tip to tip in the swirling wind that
can be found at the apron. A trestle under the raised wind will prevents this.
And if you don’t know how to park a glider securely.
Gliders are parked with the fuselage across the wind, such that it blows at a slight angle
across their wings’ trailing edges and for non-glass gliders, with the into-wind wingtip on the
ground, weighted with an appropriate number of tyres. In a light wind a single tyre will
suffice, but on stronger wind days, or if the wind starts to increase, more are required. They
are placed so that their weight is taken by the stronger forward part of the wing’s structure,
but with all of a tyre on the wing and if more than two are required, one is placed alongside
the others, (i.e. no more than two stacked one on the other). It is a good idea to check that
there are no stones where the wing tip is to be laid, otherwise the weight of the tyres may
drive one through the wing’s skin. It is then important to stop the glider weathercocking, i.e.
turn itself into the wind. (Remember an empty glider will “fly” at a low airspeed). This is done
by placing a tyre against the tail skid or tail wheel on the lee side, (i.e. on the side opposite
to the direction of the wind).
To make sure the glider cannot move forwards and therefore escape the restraining effect of
this tyre, we gently wedge another under the nose, or against the main wheel. Glass gliders
are parked in exactly the same way except the downwind tip is placed on the ground without
any tyres on it. They tend to be heavier and therefore less likely to be blown over and people
don’t like messy tyres being placed on glass gliders. They have been known to blow over
when parked in this way however. If, when parked in the standard way, they are getting
lively, they should be heading for the hangar.
So, that just leaves the wet and the cold. I’ll leave
these for another time, but we can’t predict
when we will have to start using the track
for towing out the cables. Remember
that when that happens, it may not be
appropriate to use the downwind cable
first. It’s all explained in Flying Orders
and of course, we all know about those,
(appendix 5).
- Trevor Tutthill

Safety Officer
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Webcam Corner!
A rather spooky picture in this edition, from
our avid Webcam watcher, Frank Gill.
He tuned in the other week and spotted
this giant insect with raised antennae
climbing laboriously up the outside of the
building to peer in at the club webcam.
Anyone who’s seen Starship Troopers will
be quaking in their boots!
Super Beetle? Mutant ant? I leave it to
you to decide, but I know that Frank is now
nervously wondering who is watching the
watchers and won’t come down to the club
unless he has a large dog with him!
Keep an eye on the club webcams - You
never know what you’ll see next!

BFGC in Wartime
All was peaceful in the club bunkhouse until Harry had a few too many
beers and claimed a K6 could beat the pants off any Oly!
Disgraceful! Absolutely
disgraceful!

Yes ... But you have to
admit, he has a point!

Oops!
With winter just around
the corner, this may
serve as a timely
warning, perhaps, about
field landings in snow.
If it looks very flat,
there’s probably a good
reason!
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Ancient Gliding Lore

For those of you who are new to gliding, I am privileged to be able to introduce you to one
of the secret magical rites that underpin successful soaring expeditions. Above, you will see
some rare pictures taken in Saltby this summer, of an arcane traditional ritual whose origins
are lost in the mists of time and which is carried out on the evening of the first day of an
expedition to appease the gods of weather. As you can see, the expedition leader has to
kneel, facing west, (into the prevailing winds), carrying a hammer and a length of brightly
coloured rope, (representing the snake spirit of temperature and pressure, commonly
known as “the Weather Boa”). He then chants an ancient weather lay, (in this case, it was
“Raindrops keep falling on my head”), while beating out the rhythm with the hammer on the
Boa’s head, thereby weakening the snake’s evil power over freak gusts, hail and cunims.
Meanwhile, his acolyte, (the senior member of the expedition), has to perform a traditional
dance, (a cross between a shuffling Morris dance and a hornpipe), while holding a large
piece of rigging equipment as a ‘partner’. The steps to be performed are laid down according
to strict ancient rules and must be meticulously
adhered to. (Ask Roger and he’ll show you how
it goes!)
If the song and dance are both precisely carried
out, according to the age-old laws and customs,
the expedition will be blessed with fine weather,
but if they make a mistake, (fluff the lines or trip
up), you might as well pack up and go home!
Obviously, Bob and Roger played a blinder this
year at Saltby, as can be seen from this group
photo taken at the launch point later that week.
- Keith Clarke

Editor’s Endbit

And that was the September 2015 edition of the BFGC newsletter! - (Soon be Christmas!)
I hope you enjoyed reading it. As usual, a big thank you to all the contributors for their
articles. If you haven’t contributed anything to this issue, please get ready to put
something together for the next time. We’d all love to hear from you. The deadline date
for the next issue will be Sunday 6th December and I look forward to receiving your
contributions. As always, you don’t have to wait until then. Send me your submissions at
any time and I’ll keep them safe until the next deadline. Please send all copy to
soaringkeith@gmail.com
Keith Clarke - Editor

