September 2016

CFI’s Bit!
I originally thought that "Wet Wet Wet" were a pop band from the 80's. They are of course,
but their name also sums up exactly the season we have had, which was just dreadful. The
weather has been the worst I can remember. Despite all of this, I understand that our
"launches" are up. Wow!!!
The weather has been bad, but at least we have managed to keep flying, mostly due to the
efforts of our hard-working ground experts; not only for what they are still doing for us, but
for all of the work in the past that we are now benefitting from. The hardened tracks were
once thought of as being for "winter" use, but without these, we would have been severely
restricted in summer too. Thanks gents. We owe you a lot.

So, what's been happening?
Pete Desmond and I have been steadily working through the feedback and suggestions
from earlier "open" discussion sessions and implementing changes that we believe are
required.
Card system
The BFGC card system has now been revamped and many members have received their
new ones. These changes are for the post-solo White, Red and Yellow cards. To receive a
replacement card, place your existing card in my "in-tray" in the office. If anyone is unsure
of the changes, grab me or Pete when around, (as long as it's on a non-flying day!!!)
New Instructors
Further to the previous newsletter and my intention to make instructing more open to all, I
am pleased to announce that Mike Desmond, Laura Maksymowicz and Lewis Gray attended
a basic instructor course recently. Yet again, the weather played its part and prevented all
three of them completing within the course, but they are all on track to finish soon. As I
write, Lewis and Laura have now completed fully and Mike is not far behind. Well done and
congratulations to all three of them. We wish them well with their instructing careers.
A super achievement for them all and great for BFGC too!

N.B. In the .pdf version of this Newsletter, Internet links are active and can be clicked through - Ed
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Congratulations!
Good news! Great achievements!
•
•
•
•
•
•
•
•

Mike Unsworth has converted to Astir ELN and achieved his silver duration.
Keith Clarke completed his Diamond distance with a flight of 513km.
Jon Hough flew 5 hrs one day and 122km the next, to complete his Silver.
Liz Whittaker, Jon Hough and Geoff Hughes have progressed to Yellow card; Geoff has
also completed his 5 hrs Silver duration.
Roger Shackleton has been awarded a Blue card.
Nusrat Khan has re-soloed after a very long spell away from gliding.
BFGC members have enjoyed some successful trips away to Fuentemilanos, Jaca,
Husbands Bosworth and Shenington. More trips are planned.
Many members both pre and post solo are progressing well.

Well done to all of you. Great achievements despite the bad weather.
Happy and safe flying.
Ian Ashton - CFI

Welcome!

Welcome to the new members on the
right, who joined us since the last
newsletter came out. I hope you will
make them feel very welcome around
the club and that they will enjoy many
happy hours with us.

Mark Robinson
Owen Vaudrey
Lucas Ulvenmoe
Daniel Martins - Junior
Alex Marsden - Junior

Lucy Healey - Junior
Tom Caunce - Junior
Joe Wright - Junior
Michael Makram - Junior
Natasha Noble - Junior

To all members
A Gasco Safety Evening is being held on the
11th October, at:
The Canberra Club, Samlesbury Airfield,
Myerscough Smithy Road, Balderstone,
Lancs BB2 7LF.
Time 19:30hrs
These events are really interesting and
informative and well worth going to.
The event will be attended by all "local"
clubs interested and involved in various
forms of aviation.
The last one was held at Warton last year,
and everyone of our members that attended
said it was worthwhile.
I have been in contact with the organiser,
and whilst they don't need "exact" numbers,
I have been asked to try to get a rough idea
of how many wish to attend. (Its free!) It
would be great to get as many of you as
possible. Please could I ask that anyone
interested send me an email.
Thanks - Ian Ashton
ian.ashton1@hotmail.com
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Annual checks

Instructor Notes

Yes, it will soon be that time of the year again. The one you all love so much!
To try to help to combat the worst of the weather for launch failures, all checks can be started
from the 1st October this year, but I will offer the following advice;
• Don't leave your checks until the last minute. Get them all done ASAP.
• The end dates are not being changed.
• Considering that the commencement date has been brought forward, it's highly unlikely
that there will be any "extension" at the end. When time runs out and the clock stops, no solo
flying.
Remember: Checks are done to try to ensure that standards are maintained, bad habits are
caught early and that eventualities can be dealt with correctly. They are for your benefit

Launch efficiency/best time to land?
We have all been there. Soaring day - hill working well - pre-flight checks completed - ready
to go - wings level. Then a call is heard on the radio,"xyz downwind". Dilemma then; "Do I
have time to launch? What if I have a launch failure in front of the landing glider?" Often the
correct decision is to release and wing down.
The glider lands in the way. Half an hour is now wasted, waiting for the landed glider to be
cleared. Every time, 10/15/20 minutes is wasted, which reduces the amount of launches and
flights in a day. Three 20 minute delays add up to an hour extra that someone has to wait for
their turn to fly.
Alternative
If you have to land because there is no lift, the hill becomes too busy, or whatever else, then
land, as this is the correct thing to do. However, if you have a choice and it's safe to keep
flying, please try to wait until both sets of cables have gone, or there is no-one ready to
launch. The best time is after the second cable has been used and when the tractor pulls in
front of the winch. Carrying out this simple change will improve the launch rate, increase the
speed at which someone gets to fly and also make more money for our club.
Simple changes can have big results throughout a day and massive results in a season.
Do you really have to land right now in front of gliders waiting to launch?

Hill Rules and Etiquette???
The Rules of the Air are not something you learn to pass an exam and then forget. They
apply every time you fly. If you don't know them, you shouldn't be flying. For head on
conflicts, "both gliders shall alter course to the right". In reality this generally means for hill
soaring, that if you have the hill on your right, you have right of way.
I have seen a few individuals recently refuse to move. There is no
excuse, because it's either;
1. You don't know the rules.
2. Your lookout is bad and you haven't seen the other glider.
3. You think the rules don't apply to you.
Exhibiting any of the above will immediately qualify you for a lovely
ride with a jolly nice instructor in a two-seat glider.
We all want to be able to stay airborne, but let's follow the rules please
and show consideration for all. Not following rules or showing lack of
consideration is dangerous.
Ian Ashton - CFI
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O.O. Woes!
This year, I have been asked to verify a couple of badge claims in my capacity as an Official
Observer and found the pilot lacking in their knowledge of what was expected of them, both
before and after the flight.
So, first of all, it’s most important to understand that the responsibility of knowing what you
have to do for any claim is YOURS and it’s not for the OO to give you an impromptu lecture on
the day. Now I understand that a height claim can be made after encountering unexpected
conditions, but that is no excuse. You should still be fully prepared to ensure a successful
claim.
All the information you need can be found on the BGA website but you will find the invaluable
document “FAI, Annex C Official Observer & Pilot Guide” on how to get it right at
www.fai.org/downloads/igc/SC3C

Silver Badge
Requirements;
a) A duration flight of not less than 5 hours from release to landing.
b) A flight from point of release to any logged point more than 50km from the point of release
and which meets the 1% rule. Once the point is logged, the pilot can fly anywhere else.
c) A height gain of at least 1,000 metres, (3,281 feet).

100 km Diploma

(UK only award)

Requirements;
The 100 km Diploma consists of 2 parts which can be claimed individually or together;
a) Completion of a 100 km closed circuit flight, set either as a triangle or as an out-and–
return.
b) Completion of a similar flight to that above, but at a minimum handicapped speed of 65 km
per hour. The handicap list from the current Competition Handbook is to be used.
Flights must take place within Europe, under the supervision of a BGA Official Observer.

Gold Badge
Requirements;
a) A duration flight of not less than 5 hours from release to landing unless this has already
been done as a Silver duration.
b) A distance flight of not less than 300 km, (186.4 Statute miles). This may
be made as either a flight in a straight line, or a flight round up to 3 turn
points. The turn points may be rounded in any order or not at all but each
may only be turned once.
c) A gain of height of not less than 3,000 metres, (9,843 feet)

Diamonds
Requirements;
a) A goal flight of not less than 300 km, (186.4 Statute miles)
flight flown over an out and return or triangular course.
b) A distance flight of not less than 500 km, (310.7 Statute
miles) - requirements as for Gold Distance.
c) A gain of height of not less than 5,000 metres, (16,405 feet).
Diamonds may only be worn on Silver or Gold Badges.
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Badge Claims - Getting it right ...
• The definitive rules for the FAI Badge and Diploma claims are contained in the FAI
Sporting Code. The Sporting Code should be consulted for requirements for logger and
barograph evidence for FAI badge tests and diplomas.
• The candidate must be alone in the aircraft for each test, except for the UK 750 km and
UK 1,000 km Two-seater Diplomas. FAI badge attempts may be flown in a motor glider,
provided there is proof that the engine was stopped after launch and not re-started during
the period of the attempt.
• Any number of tests may be completed on any flight. Application for badges and diplomas
must be made on the approved form and, where required, flight evidence must be submitted
in an approved format.
• All flights using GPS data to verify turning points must be pre-declared. A declaration is
not required for badge duration and gain of height badge flights that use only a GPS position
recorder, a barograph, or the barograph part of a flight recorder for evidence. All record
flights require a declaration.
• For distance and goal flights, the loss of height between the start point, (release height or
logged point in the start zone) and the finish point, (landing point, logged point in the finish
zone or other suitable logged point chosen post flight), must not exceed 1% of the total
distance flown, with a maximum height loss of 1000m.
• GPS position recorders are allowed for Silver and Gold badge legs. They record GPS
altitude rather than pressure altitude. When position recorders are used to measure height
gains or losses a 100 metre penalty will be applied to the gain or loss. For example, a Silver
height gain would need to be at least 1100 metres when measured by GPS altitude.
Finally, by all means ask an OO for advice and what you need to do, just don’t leave it until
the day you decide to have a go, or even worse, after the flight!
- Phil Punt

Grateful thanks, (I think), to Ian Ashton for supplying these pictures for you all to enjoy.
(In my defence, I was just demonstrating what Dean looked like at the launch point! - Ed).

6

Scene from Above

The new Heysham Extension Road from the M6, as seen from overhead Halton, with Lancaster and Morecambe in the distance.

BREXIT - The Reality!

The truth is, we’re just
fundamentally different to the
Europeans, as these two
photographs clearly illustrate.
They were taken just minutes
apart, at around midday in
Fuentemilanos. The first
shows the Europeans, who
have had their gliders lined
up at the launch point since
the crack of dawn, (like towels on sunbeds!) and are all bustling around their machines in the
sweltering heat, waiting for the first thermal to pop, so they can race off into the sky. The
second picture shows the Brits, Ian and Pete, relaxing in their trailers. (I would have been
sitting in the left-hand trailer, reading a book, if I hadn’t been taking the photo). After the
photo session, we all strolled off for a roll and a pint of iced lemonade in the aerodrome café
and then took our gliders
to the now-empty launch
point to enjoy 300km+
flights before returning
for a pleasant evening of
tapas and Rioja.
“Keep Calm and Carry on!”
- Keith
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I’ll have a ‘P’ please Rachel!
Well, I suppose it was bound to happen sooner or later – I got caught short whilst flying a
glider.
I was flying my new toy for the first time, the ASW 19B ‘M80’ (ex Keith Clarke), in Portmoak.
I was having a great time, hopping from one thermal to another and I had been up for a
couple of hours. My feet had gone a bit numb with the cold and I was trying to ignore the
uncomfortable signals my bladder was sending to my brain. After another half hour or so I
could ignore it no longer ... It was time to use what Keith had described in his sales pitch as
‘the en-suite facility’.
The en-suite facility consisted of a clear plastic cylinder, of an appropriate diameter,
attached to a small diameter flexible silicone tube leading to the outside of the aircraft and
exiting somewhere near the main wheel.
I got the plastic cylinder into position – that was the easy bit. Now, I’d just like to point out
that the flying position in the ASW is almost lying down and I was wearing many layers, and
it was cold. Let’s just say, my gentleman’s area wasn’t exactly at its most impressive.
Anyway, after much rummaging, tugging and thinking of Rachel Riley, (the very nice blonde
off ‘8 Out of 10 Cats Does Countdown’), I managed to coax a bit if life into the old fella and
everything was set. And guess what? I couldn’t go. Concentrate Jonny! I stopped thinking of
Rachel Riley and started thinking of running water. That seemed to do the trick and
eventually things started flowing, to my great relief!
All was going well, sheer bliss in fact, until I realised that the en-suite tube was just filling up
and wasn’t actually emptying – Oh bugger! I just managed to stop ‘going’ when the level got
to about ¼” from the top of the tube.
Now what? I had the tube in my left hand and my joystick, (no, the other one), in my right
hand. I stared at the liquid within the receptacle, which was now perilously close to the top
and I prayed that I didn’t hit any turbulence whilst I worked out what to do.
I considered the options:
Chuck it out of the DV panel? ... Nope, the tube wouldn’t reach.
Land whilst holding the tube? ... Nope, I needed my left hand for the airbrakes, and the
bumpy ground run would inevitably result in me chucking it all over the cockpit and myself.
Pour it on the floor? ... Nope, it would run all down the fuselage and stink like a gent’s
urinal forever.
Pour it all over me? ... A possibility I suppose. It would be embarrassing, but my clothes
could always be washed. But I didn’t fancy it to be honest.
Reluctantly I realised that there was another option ... The Bear Grylls
option. I could drink it!
I stared at the pale yellow liquid in the tube. Could I really bring
myself to drink it? I’d seen Bear do it lots of times without any
problem. I’d even seen him drink his own pee out of a dead
snake that he’d beheaded and turned inside out. (Oh what I
would have given for an inside out dead snake, but I didn’t have
one handy). However, even he retched a couple of times on that
occasion!
I stared at it. I stared at it for a long time. And then for a bit longer,
(whilst maintaining a good look out at all times - honest). No, I
couldn’t bring myself to do it; there must be a better solution. I
loosened my straps and started fidgeting and tugging. (No, not at
what you’re thinking), at the flexible tubing. I lifted my weight off
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the seat and, to my great relief, the contents slowly started to drain from the receptacle. Oh
Joy! I can’t begin to describe how pleased I was!!
The rest of the flight was less eventful, but much more enjoyable and comfortable for having
had half a pee. After just over 3 hours, I decided to land and treat myself to the other half in
the gents at the clubhouse.
On later inspection, I discovered that the en-suite exit tube was trapped under the seat
backrest. I’ve now included this in my DI checks and would advise anyone with a similar
system to do the same, if you want to avoid an unexpected, warm, mid-flight drink that is.
All in all, it was a very memorable flight - I had my first pee in a glider, got my Silver height
and fell in love with the ASW 19B. Thanks Keith - it’s everything you said it was – apart from
the en-suite!
- Jon Hough
P.S. Dean has been doing some research on this subject – maybe you should ask him about
it next time you see him at the club.

All-Day Duties
In the recent newsletter (and via an all-member email), I sought views and preferences to
the suggestion of moving to all-day duties for crews, in line with the approach already
adopted by instructors.
My thanks to everyone who has taken the time to respond. Of those that have got in touch
with me, there is almost unanimous support for the change proposed. The very small
number of members who have expressed concerns have valid health reasons, that I’m sure
we can accommodate with a new system.
Given this response, we therefore intend to move to the new system from the next rota; i.e.
from the start of September. This will have the advantage that the daylight hours will be
reducing, thus giving a long period of time to get used to and evaluate the new system
before we again hit the long summer days.
We will move to teams of 3 with at least 2 of each team being able to winch. We will also
allocate our ab-initios to teams over and above this complement, so some teams will
effectively have 4 in total. Duties will run from 08:30 to 17:30 in line with the instructor
duties; with the option to continue beyond, conditions permitting, if instructors and crew
feel able/willing. We also expect all members of the crew to be able to fly on their duty
days and look to fellow crew members and the wider membership to support them in this.
Carol will now arrange for the necessary website changes to be made and re-organise the
teams to accommodate this new model. Please bear with us on this and come back to Carol,
myself or Ian Ashton if you have any individual issues that need to be accommodated.
Pete Desmond - DCFI
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A & B Leagues 2016/17
We have thrashed out a new set of rules for the A league, so pay
attention! But before that, there’s no change regarding the B league
- about which, the details are on the club website here:
http://www.bfgc.co.uk/crosscountry.html
Briefly, if you are a pre-Silver pilot and that includes you abinitios, you could win ten free launches and for everyone who
amasses more than 150 points, their names will be put into a
hat and the winner, thanks to Ian Ashton’s kind offer
again, will accompany him in his Duo Discus on a
flight, hopefully to go cross-country.
Meantime, the A League was discussed by a
working party of cross-country pilots over the
summer months and they came to an agreed set of
rules that has been designed to be as fair as possible
to all pilots flying a wide range of gliders with differing
performance.
So why the changes?
Well, firstly it was felt that some of the flights claimed were not actually cross-country flights.
That is, they were not going out of gliding range from the club, which is loosely defined as a
glider that can’t get back, based upon its performance. (Please don’t confuse this with the
five-mile radius limit around the club, put in place to protect those without X/C qualifications).
So, the minimum distance from CHP that a claim can be submitted is now 15km. Not so far?
Maybe not, but we don’t want to discourage anyone from attempting something and that
includes those in wooden ships, who will have a different opinion on that distance.
We have now amended the necessity of going around a turn point more than 30km from site
to, “any part of the flight”, thus encouraging pilots to be more daring and adventurous.
The use of an engine was hotly debated and it was agreed to incorporate the current BGA
Comp Rules on the matter and finally, to give added fairness to those with lower
performance gliders, bonus points will also be handicapped.
So, the following will take effect as of Oct 1st 2016:
A LEAGUE 2016-17
• All attempted Cross-country flights should be recorded in the file in the DP van, either
prior to take off or over the radio once on task.
• The start of any task will be assumed on completing a successful winch launch. The finish
will be assumed as a landing anywhere back at BFGC's field.
• All claims must be accompanied with an .igc file. If using a club aircraft logger, then an
OO must remove the micro-SD card, download the file and put the card back in the aircraft.
You must tell the League Steward who the OO was.
• If you pre-declare a task of 60km or more before take off, either electronically or with a
paper declaration AND you complete the task, then you will get an additional 50 bonus points.
• If any part of the flight is more than 30km away from CHP, then you will automatically
get 100 bonus points.
•

The minimum distance from CHP before a claim can be submitted is 15km.

• MOP: The engine may be run after launching and prior to starting a task for a single
period of not more than 30 seconds, as required by the pilot, to establish engine
serviceability.
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• If the engine is used after the task has started, then the flight is deemed to have finished
and points will be calculated up to that position accordingly.
•

Scoring: A system of handicapping based on the SI (Speed Index) of the glider is in place.

All bonus points are handicapped in the same way. So, for example, on a flight going more
than 30km from CHP, that SeeYou optimises as 70km, the following calculations and results
would apply ...

GLIDER

K8
Mosquito
Jeans Astir

HANDICAP

KMS FLOWN

Bonus Pts

Total

Handicapped
Points Total

69
98
86

70
70
70

100
100
100

170
170
170

246.4
173.5
197.7

Thanks to all those pilots who have made an effort to make claims this year. What we
started a few years ago is slowly growing into a culture of realising that there is more to this
gliding lark than just trolling up and down a hill and this will stand you in good stead when
visiting other sites.

Ged’s Gems!

On low level display flying “If you do it long enough it will kill you”
- Roger Searle (one-time test pilot). And it nearly did ...

I went to see the latest Star Trek yesterday, hoping it would provide a bit of mindless
escapism. It certainly did ... However, I never thought it would provide something which
might serve as a philosophical underpinning for our lives. Here it is:
Starfleet Commander: The Vice-Admiral job is yours, Kirk. There’s nobody better for it
than you.
Captain James T Kirk: Vice-Admirals don’t fly, do they?
Starfleet Commander: No, they don’t.
Captain James T Kirk: With all due respect
Ma’am, where’s the fun in that?

Oops!

- Keep on aviating!

Or maybe the Astir pilot knows something the
others don’t! ...
(Thanks to Richard Turpin for sending this in - Ed.)
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Gyrocopter Trip!
Some time ago, I discovered that one of my
customers has an interest in aviation. I
don’t recall how this came about, but we
now regularly chat about the subject when I
bump into Peter on the corridor, or in the
theatre coffee room between cases.
Peter was intrigued to find that I fly gliders.
(Ged, I use that term loosely!) I was presolo at the time and in the midst of
attending lectures and mentally digesting
information for the Bronze exam. So, open
discussion about anything aviation was fair
game to me. Peter revealed to me that he
had once flown in a glider but the
Intrepid Aviators
experience hadn’t exactly left him with a
deep love of the sport - more a shallow feeling of trepidation and anxiety resulting in
avoidance of a repeat performance.
His pilot that day was on a mission to expand his hours and kept Peter in the air for far too
long on an inaugural flight, after which, with a bladder set to burst and an increasing need to
void his stomach from constant rotation in thermal, he was eventually brought back to earth
and released from the aircraft, vowing never to repeat the experience. However, this did not
put Peter off his quest for flight completely. After several successful powered flights, he and a
colleague decided to invest in their own gyrocopter.
During our coffee room conversations, we talked quite a bit about this acquisition of Peter’s
and he offered me the opportunity of flying with him at some point. I, of course, pounced on
the opportunity. As Ged would say, an empty cockpit is there for the taking.
Things went quiet over the next few wintry months and into spring and then I saw Peter in
the hospital corridor and he asked if I was still interested in a flight in the gyrocopter. Of
course, by this stage I had lost all interest!! I knew that the gyrocopter was housed at
Barton Aerodrome. I expected that we would perhaps go for a short flight around that side of
Manchester, but Peter asked about the possibility of flying into Chipping and visiting our club.
So, back in June, I contacted Ian Ashton and asked about the possibility of making this
happen and both he and Pete Desmond were very supportive. I put Peter in touch with Ian
and after several emails between them Peter was granted permission to land. All he had to
do was choose a good weather day and follow the procedure that had been agreed.
A couple of weeks went by and then I got a call from Peter to say that the weather was
looking promising this coming Saturday, did I want to take the trip to Chipping? Ha-ha, silly
question! I arranged to meet him at 08:30 on Saturday 23rd July. I was there early and sat
in my car, watching people having lessons in microlights. They were being towed along a
grass strip by a 4X4 on the end of a cable, not too dissimilar to our winch launch, releasing at
the top and flying back to the start point. The 4X4 would turn and head back to the start and
tow the next victim several hundred feet into the air before repeating the journey.
After meeting with Peter, I watched quietly as he went through his aircraft DI, checking every
detail of his machine’s flight controls, engine and rotors. He then explained how the aircraft
flew and how it maintained the rotor speed when it was disengaged from the power train.
The machine is completely open to the elements, as can be seen from the photos and
although a little disconcerting, I was excited about the prospect of getting airborne. A few of
Peter’s fellow power pilots came by and Peter introduced me as a glider pilot. (Yes, I know,
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but they took it on face value). They seem to hold us in great esteem. The only true pilots
who can fly like the birds. I took the plaudits of course.
Check complete, it was time to get into
the flying suits. Not the easiest of tasks
on the first attempt and having a pee
when wearing one of these is a quest all
on its own. It was a warm day and being
covered with this additional layer of
flying suit was extremely hot, so once
the helmet was on and we were strapped
into the cockpit, I was glad to be on the
move. Taxiing out to the runway, I was
struck by the difference in
communication requirements for
powered flight in relation to our needs. I
Macron Stadium
had to tune my ear in, which wasn’t easy
at first. Not simply with the speed of communication but also the noise from the engine.
We taxied out, waiting behind a few other aeroplanes and watched as they took off and
moved forward ever closer to the grass strip that was to serve as our runway. Once in place,
Peter engaged the prop shaft to the rotor above us and, as it built up speed, we had
clearance from the control tower, (who I later learned are only there to provide assistance on
the ground not in the air) and we were off.
The ground run was much smoother than I had expected and was much longer than I was
used to. The aircraft accelerated to its rotation speed, which I believe is 60mph and we lifted
into the air. Climbing quickly, we turned right and headed out across the M60 motorway and
on towards Bolton. It was fantastic to look down on the many buildings and places that I
recognised with such a bird’s eye view. The open cockpit was great and the wind passing
through helped to cool things off and maintain a very comfortable temperature.
The gyro was surprisingly stable and didn’t seem to suffer from any kind of buffet at all.
We flew out towards Rivington at around 1000 feet and over the Macron stadium (Bolton
Wanderers’ football ground), Bolton arena and on towards the side of Horwich where I live.
Having identified my house, Peter started to circle it at about 500 feet. The noise from the
gyrocopter drew my wife Ann from the house and we all waved at one another before
continuing on alongside the reservoirs and out towards Chorley.
I wish that I could give you the detail of
our flight path to Chipping but I can’t. I
was so busy looking at the countryside
and the fantastic views, together with
some of the grandest houses that I
never knew existed. It all simply passed
me by.
Before long I could see Beacon Fell and
Parlick in the distance and we were
making our plan to enter circuit to land.
Peter put in a call to the DP van for
permission to land and we were told in
Over the Winch
no uncertain terms that power aircraft
were not allowed to land. Unfortunately, the recipient of our message had not been informed
of our planned arrival and quite rightly refused permission. However, he was quickly
appraised of the situation and permission was granted.
We entered a left hand circuit coming in on 30, passed the DP van and continued up the field,
landing by the clubhouse, where we stowed the aircraft out of the way. We were met by
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several club members and others came up from the DP area to have a look at this fine
machine and to ask questions of Peter about gyrocopters and flying them.
We stayed for about an hour at the club and Peter was introduced to numerous members and
was provided with a very warm welcome. He was very impressed with the set up and facilities
at Chipping. (He must be easily pleased!) and has asked that I thank everyone for their
hospitality and for making him so welcome.
On leaving Chipping, we taxied up the hill of 07 and waited at the top for clearance to leave.
Two of our gliders were launched to ensure that there were no cables out that may catch the
gyro as it ran down the hill past the clubhouse towards the 30 runway. However, we were
airborne by the time we reached the clubhouse and turned to fly out over the winch and out
towards Preston.
The journey into Chipping took us about 50 minutes, with deviations to look at various points
of interest and the return journey lasted about 1 hour and 10.
From Preston we headed out across towards Liverpool and we circled some very interesting
sights and buildings. We flew across the racecourse at Haydock Park, where they had some
sort of event on. There were marquees in the centre of the course. I was flying the gyro at
this point. Peter kindly gave me the controls and although the instrumentation and forward
view is limited in the rear seat, it was great fun. I flew it all the way back to Manchester,
where Peter took control again for the landing.
It was an absolute pleasure to make this
journey with Peter and to see the
countryside that we so often take for
granted in all its glory. I would like to thank
all the BFGC members for making Peter feel
welcome at our club and a special thanks to
our CFI and deputy CFI, Ian and Pete, for
making this possible.
Peter has said that if he’s allowed to fly in
again at some point, he will offer the
opportunity of a couple of flights to
members.
- Dave Stopford

Landing back at Barton

Another Adventurer!
While we’re on the subject of intrepid
aviators, here’s a photo of Norman Cox
which came into my possession last week.
Apparently, his children bought him a
sky-dive as a Birthday present last year
and here he is enjoying it! (You might
want to review the level of your Life
Insurance Norman. I bet if you cancelled
it, you’d get socks next year, like I did!)
To quote Norman, “Whilst I have
successfully mastered both getting into
an aeroplane and exiting it, I still
struggle with all the bits in between!”
Nice one Norman! - Ed.
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HusBos Expedition
I’d never flown at The Gliding Centre, Husbands Bosworth before. What a great place it is!
Seven of us set off from Chipping on the Saturday morning of the 13th August – Phil, Pauline
and Dean with the Nimbus ‘Alpha Mike’, Robin and John with the ASW 24 ‘Tango 54’, (Mike
was to join us later in the week due to work commitments), Paul with the DG200 ‘191’ and
me with the ASW19 ‘M80’.
The journey was pretty straightforward and uneventful. Hus Bos is an easy place to get to;
down the M6 to where it meets the M1, onto the A14 for a bit and then turn left and you’re
there. We all arrived within 20 mins of each other and, after a nice lunch in the clubhouse, we
wandered down to the launch point.
The airfield is an ex-WW2 bomber base, but the hard runway has long gone and has been
replaced with grass. Needless to say, it’s pretty huge and pretty flat. There’s a nice clubhouse
with a big briefing room that could accommodate over 50 pilots, a fully stocked bar with
draught beers, all at a very reasonable £2.50 per pint and a self-service canteen run by Hilary
and her, as she described him, “attractive assistant”, Colin. (I had to disagree with her
description, but he was a very nice chap). The standard of the food was excellent and very
good value. A full English breakfast with as much tea or coffee as you can drink cost just
£4.50. The evening meals were also great, with a pudding thrown in too. Although I would
recommend getting in the queue before Dean
goes back for seconds.
We each had our own bunk room which cost
£15.00 per night including bedding. They were
basic, but clean and comfortable. However,
mine had an intermittent pneumatic drill type
of noise coming from next door, which I
subsequently found out was Dean snoring.
We were made most welcome at the launch
point and Robin, John and I got an Aerotow
check ride in one of the clubs K21’s, which
rounded off the Saturday afternoon nicely.
After a comfortable night listening to the
‘drilling’ coming from next door, we assembled
for a ‘cholesterol fest’ breakfast and then we all rigged. Sunday was a reasonable day –
sunny with some Cu scattered around the sky. Better pilots than me were managing to stay
up and go places. I took an aerotow to 3000’ in M80 and managed to stay up for only 48
mins and didn’t venture far from the airfield. I then took a winch launch and managed a
further 41mins. Then it was covers on and time for beer in the sunshine outside the
clubhouse, accompanied by some excellent cake made by Robin’s wife Olwena. More beer,
followed by a lovely home-cooked roast beef dinner and another night of ‘drilling’.
Off to the launch point

It was task week at Hus Bos and every morning there was an excellent briefing, which
included a really detailed weather and RASP report and also a NOTAMs update. Tasks were
set, which consisted of various turnpoints which could be rounded in any order. Some were
close to the airfield, some were pretty far away, with various others in between. It was run on
an honesty basis; if you said you’d turned it - then that was good enough. Bottles of wine and
beer were given out as prizes the next day for the previous day’s achievements. Some of the
local guys were clocking up distances of 250k’s and more and at the end of the week, our
own Alpha Mike and Tango 54 syndicates clocked up enough points to get respectable midtable placings.
Monday’s sky started off looking really promising for a 50k. I’d planned to go to Upwood via
Lyveden, but I got as far as Market Harborough, (not very far) and the clouds ran out. I
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stared out into the blue distance looking for a Cu and thought ‘stuff that’! I turned back. I
was down to about 1200’ when I hit a thermal over Husbands Bosworth village and got a
climb to about 3000’. I spent the day jumping from village to village, dark field to dark field,
stumbling into blue thermals and hoping for the best. In the end I managed my 5 hours and
I landed, busting for a pee. (I didn’t want to use the en-suite again!) I was then forced to
buy G&T’s all round.
The clubhouse has a lovely atmosphere in the evenings, very relaxed and, with the cheap bar
and good food, there was really no point in going anywhere else. I retired to bed early,
desperate to fall asleep before the ‘drilling’ started.
Tuesday looked like it was going to be the best day and after the morning briefing it looked
like it was now or never for the 50k. I looked at Upwood, (Nene Valley Gliding Club) on the
Internet and discovered it was closed on a Tuesday. I was concerned that if I landed out
there I may not be able to get my trailer in/glider out if the gates were locked. Dean said to
ask “Pooh Bear” pointing at a rotund gentleman who did rather resemble Winnie the Pooh.
“He’s a member of Upwood” he added. The portly gentleman was very helpful and he said if I
landed there he would arrange for the gate to be unlocked. I stored his number in my phone,
what’s your name? I enquired. Just call me Poh –
P.O.H, he replied ... I’d just assumed it was
another one of Dean’s made up nicknames!
I packed my cockpit with a butty, crisps and a
drink and off I set from the top of a 1200’ winch
launch. All was going swimmingly well until my
Glider Guider packed up half way there. I dug
out my map. I knew I was heading towards
Peterborough ATZ, which I had intended to skirt
around with the aid of the Glider Guider.
However it’s not as easy to be as accurate using
a map, so I headed south towards Grafham
Water – a large, easily identifiable lake. In
retrospect this was much further south than I
really needed to go, but I knew I was safe there
Upwood Airfield
- well away from any airspace. After a tense
search, I found a good thermal and flew the rest of the way to Upwood using the map and
compass. I came back via the same route just to be sure of avoiding the ATZ.
What I didn’t realise at the time, was that my every move was being watched on Flarm, not
only by the BFGC members back at Hus Bos clubhouse, but also by others who really should
have been getting some work done on a Tuesday afternoon. I won’t mention any names, but
the minute I landed back at Hus Bos, I received a text message of congratulations from our
CFI. I hadn’t even had time to take my
parachute off! – That’s Flarm for you. Big
Brother is watching! And then I had to buy
more G&T’s all round. It was becoming
expensive.
The rest of the week was similarly enjoyable
and eventful. Robin landed out in a field near
Towcester and had to be retrieved. Mike B
came and joined us and got a flight in T54 on
the Thursday. The T54 team and AM team
clocked up respectable scores for the task
week and Paul had some good flights despite
having vario problems.
Silverstone from 3,000 feet
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I flew to Silverstone and back on the Wednesday
and then, on the Thursday, brimming with new
found over-confidence, I ran out of lift and talent
over Saltby airfield and had to land. It was my
first land out. They made me very welcome
indeed. The duty instructor ran me to the
clubhouse in a golf buggy to await my retrieve
and he even opened up the bar for me. What a
result! I helped them to pack the hangar. (It was
the least I could do) and they all came and
joined me for a beer in the sunshine. Ain’t gliding
great, (sometimes).

Saltby Airfield - Where did all the Cu go?

Just like to say a big thanks to Paul for coming to
get me! We were late back for tea, but thankfully
Dean hadn’t eaten it all.
What a great week!

Daily Inspections

Some Concerns!

- Jon Hough

Yet again, sloppy DI's are at the forefront. One instance of a battery cable able to wrap
around a rear stick on a K13 and two consecutive DI's that were not even signed in the book.
Who carried out the DI? Who carried out the release checks/positive checks? They must have
used that special invisible ink. Carrying out a DI is one of the most critical things we do and
MUST be done with full concentration in a methodical way. It's time to think what you are
doing folks!
If we can't even sign a book in the relevant columns, how good was the actual DI?
Would you want to fly in this glider, DI'd by this member?

Is this really fit to fly?

Mystery DIs on two consecutive days

Tractor speed limit?
It's great to have a fast turnaround when driving the cable
tractor, but it has recently been reported to me by a very
experienced member that some have been seen travelling at
breakneck speed. When I say "breakneck", that's exactly what
I mean. If you hit a bump and roll the tractor, it's what might
happen. Not much of our field is level, flat or smooth. Please
drive sensibly. The tractors are not new and are not designed
for racing. More time can be saved by having pilots ready at
the launchpoint when the cables arrive than is probably saved
by racing. Be efficient, yes. Think ahead of the action, yes, but
please think of the consequences of "rallying".

Ian Ashton - CFI

17

Inadvertent IMC
Accident statistics show that inadvertent entry into IMC by VFR
pilots remains a significant threat to general aviation flights
worldwide. Despite loss of control and controlled flight into
terrain accidents, accounting for a proportion of the total
number of general aviation accidents, such occurrences
account for 75% of weather related fatalities. Understandably,
the PPL syllabus now incorporates mandatory “flight by sole
reference to instruments” training. Nevertheless, pilots are still
placing priority on the wrong things, demonstrating
overconfidence and allowing internal as well as external
pressures to influence their decision making. On 25/08/16, I
departed from Blackbushe Airport in Hampshire at 08:49 as P1 flying a Cessna 150. The
purpose of the flight was to expand my knowledge of the local area and acclimatize myself to
Farnborough’s hectic LARS. Unbeknownst to me, within a time frame of around 10 minutes,
almost unlimited visibility, with few scattered clouds at 1500ft, would reduce to below VFR
minimums.
After exiting the Blackbushe ATZ, I contacted Farnborough and requested a basic service.
After setting the Farnborough QNH and squawking 0443, I headed NorthWest towards
Reading with the intention of picking up the M4 motorway and following it Westwards towards
Newbury. (It should be noted that on the previous day to the aforementioned flight, I flew the
same aircraft for over 4 hours and was able to commit many of the major
towns/railways/motorways, etc. to memory). Once overhead Reading, I turned westbound to
follow the M4 motorway to Newbury and with the muffled rumble of the engine in the
background, the occasional crackle over the radio, the control column in one hand and flask
of tea in the other, I settled into the flight. Regular scans of temperatures and pressures
revealed that everything was operating soundly, the only engine groans occurring during the
application of carburettor heat as part of the FREDA check. After a short while, Hampstead
Norris airfield appeared on my Starboard side, allowing me to confirm my position. A few
minutes later, the large motorway services, which is located a couple of miles North of
Newbury, appeared on the horizon. Once I started the gentle left turn to follow the motorway
into Newbury, it dawned on me that my turning point should be straight ahead, but all I could
see was a wall of cloud blocking my intended route. I turned through 180 degrees to go back
the way I came, but this low level murk had also engulfed my escape route.
I turned back onto a southerly heading and looked down below, which revealed that I was
directly overhead the motorway services. I now had two options to consider. I could go back
the way I came, or I could follow the motorway into Newbury and then follow the railway line
back to Reading, which is what I did the previous day in good
visibility. Another factor to consider, was that surrounding the M4
is some moderately high ground, which could be difficult to
navigate around at low level. I therefore decided to fly South,
confirm my position over Newbury and then follow the railway line
East back to Reading. Flying South towards Newbury forced me to
descend below 1000ft QNH as cloud base was around
1000/1100ft at this time. I picked up the railway line that runs
through Newbury and turned East, keeping the railway line on my
left at all times. The map revealed that there were no
obstructions to worry about, so I flew Eastwards between 900 and
1000ft QNH en route to Reading, with cloudbase varying between
1000ft and 1100ft along the way.
A short while later, Brimpton Airfield, which is a short grass strip
of a few hundred metres, appeared on my right. I considered
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landing there, but I wasn’t satisfied that the landing distance available would meet my
requirements, given that I was full of fuel and there was no wind at the time. I stumbled
upon Reading and circled overhead a wind turbine that I recognised from the previous day’s
flying. After establishing my position, I contacted Farnborough and told them that I was
returning to Blackbushe due to low cloud and requested a frequency change. After
establishing contact with Blackbushe Information, I told them that I was returning due to low
cloud and I was approximately 8nm NorthWest of the Airfield, inbound for a full stop landing.
I looked towards the South West which is where the Airfield was roughly located and couldn’t
see anything recognisable. I gathered my thoughts and considered what to do next. I knew
the airfield was roughly to the South East of my present position, so I flew a heading of 120
degrees and after a few very nervous minutes, the airfield appeared on my left and I rapidly
reported overhead and landed.
As this occurrence relates to a power flying experience and not a gliding one, you might be
thinking, how does it relate to flying at Chipping or gliding in general for that matter? Well,
there are in fact several lessons to be taken from the above, some subtle and some not so.
In my opinion, the most crucial decision that determined the successful outcome of the flight
occurred 24hrs prior. Gaining 4hrs experience on the previous day in good visibility, allowed
me to navigate around the local area with only occasional reference to the map. This was an
absolutely crucial factor, because my workload was reduced considerably by having prior
knowledge of the terrain over which my flight was to take place. Thus, more of my attention
could be directed towards flying the aeroplane and maintaining good situational awareness. It
all amounts to doing as much preparation on the ground as humanly possible to reduce your
workload in the air. I made sure that my first flight in 6 months from Blackbushe, on the
previous day, was undertaken in excellent visibility, with full fuel tanks and with a sound
knowledge of the aeroplane that I was flying. This left only one variable that I had to consider
when airborne, which was of course navigation. After 4hrs practising navigation exercises
around Blackbushe, the ‘navigation factor’ had almost disappeared and my mental workload
was reduced to almost nil. Thus, on the following day when I was caught out by low cloud, a
relatively dangerous situation that has claimed countless lives was reduced to little more than
‘a bit stressful’.
Gliding’s biggest asset, in my opinion, is that it is highly regulated where it needs to be.
Gliding sites are properly controlled and nobody flies without the duty instructor at the very
least knowing about it. Sadly, this is not the situation in power flying and after you have your
license, you can literally go and please yourself. This demands an even greater discipline to
decide when and when not to fly. The point I’m making here is that we should all appreciate
the excellent grounding that we receive during training. It has paid dividends for me.
- Lewis Gray

Lest We Forget!
On a recent visit to the Arboretum in
Staffordshire, my wife spotted this
memorial to members of the Glider Pilot
Regiment and photographed it to show me.
I thought I’d share it with you, so we
could all spend a moment remembering
brave souls who, for the sake of our
future, were willing to carry out field
landings in the pitch dark while under
enemy fire. Respect!
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... And Still They Come!
Here we are at the gliding club again. The sun is shining, (obviously). There is a healthy
breeze stoking the hill. The field is dry. The sheep are gone and the prospects for the day
are as always excellent ...
Then, an unfamiliar vehicle of some sort or other drives
into the car park, with a little less exuberance than normal.
Inside, innocent faces gaze wide eyed at the hive of
activity taking place amongst the tractors, aircraft, big
yellow machines being towed by even bigger tractors and
the biggest red and white caravan they have ever seen,
which has one leg of the biggest pair of orange pants
you’ve ever seen attached to it.
Strange beings, clad in a variety of garments, usually topped off with the strangest of
headgear, ranging from a Bill and Ben type hat, through to a complete Boris Yeltsin jobbie,
busy themselves amongst the seemingly endless bits of machinery and things with wings,
apparently orchestrated by some kind of supreme being called “thinstructor”.
Yes, they’ve arrived, today’s trial lesson hopefuls!
Buoyed up by a mix of emotions and swept along by the encouraging remarks and gestures
of their family and friends, they willingly surrender themselves to the meteorologically
dependent wizardry that is the sport of Gliding.
Now you could be forgiven for thinking that they had simply made an error in their navigation
and turned off Fiddlers Lane by accident, instead of continuing their journey to some local
landmark or an onward journey to the coast.
But you would be wrong!
Unbeknown to many, the whole thing has been orchestrated!
Hidden away in the garret of a mental institution dwells a
strange creature, (there does), who is behind this
endless stream of humanity and whose sole aim in life is
to offset the membership subscriptions of the good folks at
Chipping. Maybe also luring some innocent into believing
that they too can leap into the air at a modest cost.
Tirelessly, he slaves over an ancient keyboard, printer and
telephone, ensuring that the majority of the trial lesson folks
arrive on time, in a planned fashion, clutching the giveaway
yellow card for identification.
But now, increasingly conscious of his mortality, he lies awake
at night, worrying about the future and he often calls the
Samaritans to discuss the potential cost increases that may
indeed befall the good people of Bowland Forest should he be
deemed to be far enough “out of his tree”, or too old to carry
on. (The Samaritans now just hang up!)
So, “What has this to do with me”? I hear you ask.
I have taken pity on our lonesome, misguided, but brave little soldier and decided to see if I
can get some like-minded individual to assist him in his quest.
He said he will even act as mentor and coach to his new friend, should the need arise, until
they are fully up to speed with how to help.
Apparently there are two parts to his mission:
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The first is to access the club database and see if anyone has purchased a voucher. If they
have, he simply prints off the voucher, puts an information sheet with it and sends it off to
some expectant little punter by snail mail. He even gets reimbursed for the stationery and the
club’s printer (which he has at home) consumables. So how easy is that then?
The second part of his quest, is to monitor the club “Voucher Phone”!
This is the line that the public use to call, when they have a query that they
think our wise and sage little soldier may be able to assist them with. It is also
the number that they call to book their Trial Lesson Experience.
When he receives the call, or picks up one of the voicemails that our would-be
“Aces” have left on the telecommunication device, he calls them back and, using
the database again, books them in on a Saturday or Sunday, either at 9:00 or
1:00pm. “Piece of cake!” I hear you cry.
Occasionally, the calls are just for information and he tells me they can
sometimes, but not always, last well into the coming night. But with his
eternal patience, humour, tenacity and only the occasional grimace and
sticking out of tongue, our wrinkly big-eared warrior provides endless
information and anecdotes to his unseen congregation, allowing them to skip
merrily off into the distance, extolling the virtues of silent flight to
anyone who is unfortunate enough to listen.
Sometimes, when the phone is silent and the printer at rest, he allows
himself to drift off to a fanciful place where thermals really do exist,
turn points abound and someone has invented an automatic system for
the provision of vouchers and he has found a friend ... One who has
offered to join him in his quest and has taken over one of his tasks to
allow him the odd quiet time, commensurate with his age. Time which
he can use to polish his light sabre, iron his face and cut his toe nails.
If you feel a little sorry for our lonely warrior and think you could
indeed be the very chap(s) and lifelong friend(s) he needs, we would
love to hear from you.
Please contact Graham Rendell at the club, by email or by phone, 07734 818946.
- Graham

Weather-Wise!
If you’ve recently been disappointed by
the hit-and-miss accuracy of BBC
weather forecasts, I am pleased to
report a new “on-line” resource
discovered by Reg Wooller on a recent
trip to Scotland and shown on the left.
I have studied it and can’t find any fault
in its claims. They all seem rock solid
to me!
Thank you Reg for thinking of us and
sending it in. - Ed.
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Winch Things
The Skylaunch has had a new water thermostat fitted, following a recent occasion when it
began to overheat, quite badly, in service. One of our motor-engineering-minded members
was kind enough to remove the stat so that flying could continue. (Thanks Ron).
Unfortunately, as a result of having no thermostat, the gas evaporator froze solid, as soon as
the ambient temperature fell a few degrees.
This did result in the loss of a few potential flights, but more importantly, caused a very nasty
launch failure on the first attempted flight. Fortunately, the pilots and the winch driver
involved, all carried out the correct procedures and no harm was done. It could all have been
so different. Thank goodness for our training regimes.
The stand-by winch has suffered from a jammed starter. This occurred when it was brought
into service due to the Skylaunch overheating. The problem resulted in damage to the starter
ring gear on the engine and will require a new flex-plate, (ring gear), to be fitted.
Hopefully, by the time you are reading this, the work will have been completed and the standby will be serviceable one more.
Fly safe!
John Harter - Winchmaster

The Stand-By Winch - A Guide
Squawk Box

Throttle settings for
different glider types

Ka8

K13

Many thanks to Tony Perry
for supplying this invaluable
guide to the stand-by winch.
New initiates will find it
useful and instructive and
old-hands will know only too
well how true it all is.

Stand-by winch
Duo Discus
Driver, (after too
K21
many close encounters
aligning the dog clutch).
On the bright side - the
stand-by winch works! And
it’s proven its worth on
numerous occasions, by
allowing us to fly on days
when the Skylaunch was out
of commission. Long may it
continue to do so!

Coal
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Aviation Fashion Through the Ages!

1908

1944

In a misguided attempt to
minimise the dangers of
flying in heavier-than-air
machines, Mario Caduto, an
inventive ironmonger from
Milan, developed a range of
protective headgear at the
turn of the century, to
prevent cranial damage
when falling from aircraft.
We see him here with his
son, modelling his futuristic
creations. In the event, his
enterprise foundered, as
aviators found it hard to
control their aircraft while
holding onto the hats with
both hands.

The New Millennium

Advances in synthetic
By the time of the second
materials and effective waterworld war, the desire for
proofing allow the modern
effective flying equipment
pilot to look stylish, while still
had become a necessity, so
being protected from the
looks and comfort came
elements. Peter Whitehead is
second to practicality. Here
seen here sporting a very
we see an American airman
in front of his Flying Fortress, fetching, Navy Blue onesie,
set off with a jauntily coloured
bundled up from head to
cloche headpiece. As you can
foot in the latest gear for
see, this elegant ensemble
high altitude bombing. Note
manages to stay highly
the special adaptations to
fashionable while still being
protect the aviator from the
practical and allows him the
effects of the cold and lack
freedom to move gracefully
of oxygen during bombing
around the airfield without
runs. All this came at a price
however and movement was fear of the damp and cold.
No wonder he looks so happy!
difficult.

Do the Maths!

What was that about computers? - Garbage in, Garbage out? I spotted this on the club
website not long ago and wondered what alternative universe it got its calculations from! - Ed.

Editor’s Endbit

And that was the September 2016 edition of the BFGC newsletter! All 22 pages of it! A huge
thank you to the many contributors who made this the largest and best issue we have ever
produced. I hope you enjoy reading it! Of course, the need for fresh articles never diminishes
and I am already collecting material for the December issue. If you haven’t sent anything this
time, please get ready to put something together for the next edition. We’d all love to hear
from you. The deadline date for the next issue will be Sunday 4th December. 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 deadline. Please send all copy to soaringkeith@gmail.com Thanks.
- Keith Clarke - Editor

