September 2018

Chairman’s Bit!
In the last newsletter, I reported that the Committee was in an “information-gathering”
stage, but that we hoped to implement some of our ideas very shortly. I am pleased to say
that we have now started to do that. You will all have seen (and probably driven) Tonka by
now and will also have seen that we have had the workshop and clubhouse floors painted.
Tonka has been well-received and is proving its worth already, to the extent that one
member has asked me if we can buy another.
The workshop floor had to be done before the first gliders were booked in for September and
this will help keep dust levels at bay while the inspectors are at work. The clubhouse floor
was more an aesthetic matter, but it looks great and is a first step in making the clubhouse
look loved again. Thanks to everyone who gave up their time helping and particular thanks
to Steve Gronow, who sourced, negotiated, ordered, collected and applied the paint. A great
example of utilising previously untapped skills amongst our members.
We are also in the process of sourcing replacement windows for the clubhouse, which
hopefully we can get installed before the winter.
Another task we set ourselves is hardening an area of the field, parallel to Fiddler’s Lane, to
provide an alternative landing area during wet spells, with the aim of reducing our reliance
on the centre track. It should mean improved launch rates and reduce retrieve times, which
means more flying! The Committee can’t claim any particular credit for this improvement as
it was identified as a priority several years ago, but we have agreed the required
specification and method with Geoff Guttery and will be doing the work as soon as
practicable, so that it can be used through the autumn and winter.
Meanwhile, Tracy Ashton, Laura Maksymovicz and Pete Batterby have been exploring new
initiatives to encourage voucher holders and other visitors to become members. These
initiatives will continue to be developed. The recent all-day Flying Experience was wellreceived and will be repeated as and when we can.
We increased the cost of vouchers to £75 over the summer, but this hasn’t made any
difference to their popularity, with all available visitor slots being filled all season.
Interestingly, the BGA increased the cost of their voucher scheme at much the same time.
The visitor evening season has now ended but thanks to everyone who has helped in any
way. Particular thanks to Pete Desmond and Ged Terry for instructing and organising.

N.B. In the .pdf version of this Newsletter, Internet links are active and can be clicked through - Ed
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The recent glue delamination issue with JZE (thankfully rapidly resolved) led to discussions
within the Committee regarding how best we might secure the long-term stability of our
fleet and we have authorised the search for a third glass two-seater.
There are many aspects to this, including the likely longevity of the wooden fleet and their
depreciating value, likely forthcoming expenditure, such as the need for re-covering and the
capacity of our workshop inspectors, alongside the knowledge that other gliding clubs are
also stepping up their searches for glass training aircraft and reducing their reliance on
K13’s. Just as a point of note, we don’t know of any external workshops that would be
prepared to take on maintenance of wooden gliders if we found we couldn’t do it ourselves.
As always, members’ views are welcome in respect of any items
discussed by the Committee. We will continue to provide prior notice of
all our Committee meetings (the next two are scheduled for 27
September and 8 November) and I will let you know what we are likely to
be discussing over and beyond our standing agenda items. We will also
continue to get our minutes into circulation as quickly as we can.
Happy soaring!

Richard Turpin - Chairman

RAeC Bronze Medal
Our congratulations go to Dick Poole, who was
awarded a Royal Aero Club Bronze Medal in May
this year. It was presented to him by the Duke
of York, Patron of the RAeC.
Dick is a Trustee of the Royal Aero Club Trust,
which is an associate member of the Royal Aero
Club of Great Britain. For the past 14 years, he
has been responsible for managing the Club’s
collection of trophies and paintings, most of
which cannot be displayed, as the Club no longer
has premises for social events. It is an objective
of the Trust to loan as many items as possible to
the full members of the Club, to be put on public
display, which involves considerable liaison
effort, as it is necessary to ensure that items,
especially paintings, are protected from environmental damage. Some of the most
prestigious trophies, such as the Brittania Trophy are awarded annually for outstanding
achievements by members of the constituent members clubs, such as the BGA, the BPA, the
British Light Aircraft Club and the Helicopter Club for example. Dick is also responsible for
producing and maintaining a catalogue of all the Trust’s collection, as well as the sale,
auctioning or re-housing of items that are felt no longer of relevance to the Trust. For
instance, he was recently involved in re-settling the 1907 Clarke Glider, (an early biplane
hang glider with a conventional tail and skeleton fuselage), arranging for its move from the
RAF Museum in Hendon to its new home at the Glider Heritage Museum at Lasham.
In the official citation, it states: “His almost unequalled expertise in aviation engineering
has assisted him in his completely unpaid work on behalf of the Royal Aero Club and the
Royal Aero Club Trust. As one of the longest serving Trustees of the Trust and carrying out
invaluable work, not just for the Trust and the Club, but for the Nation, Dick richly deserves
this award.”
Well done Dick! We are all very pleased to see your hard work and painstaking efforts
recognised and rewarded in this way.
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CFI’s Bit
The “Thermal Season” is drawing to a close. The days are getting shorter. Oh dear! (Was
that it?) Fear not! It’s that time of year again!

Annual checks
Annual checks can commence. These generally start on October 1st, but the list is out now,
so get cracking with them. If I have missed your name off the list, it doesn’t mean you can
get away with it! Please let me know. (Own up before I find you out!)
If you have a check flight and pass, please make sure you get your instructor to sign it off
at the time.
If you fail any of the checks, you must not fly solo until you do pass. In the case of launch
failures, if you get one wrong, you must pass a minimum of two consecutive ones. All as
per flying orders, (which you have all read!)

Annual returns
These must be completed and returned before 31st
December. All solo pilots (non-instructors) need to
complete one. They can be downloaded from the website.
Please send electronic copies by email if possible. Those of
you still trapped in the “middle ages” can print one off onto
parchment, fill it in with a quill and place into my in-tray if
you must, or alternatively, find a clay tablet, bash away
with rock and send your carving to me.

52 Laun
25 Hours
Bronze

(Please, please, please, could you try to return them
before the deadline. I am still amazed at just how utterly
disorganised some of you are. I received the final Annual
Return for last year on the 14th June this year, (some 9 months from the year-end).
I do not require your cards (White, Red, Yellow or Blue) as all info is electronically stored
now. I will not be in a rush to process late submissions beyond the deadline. You will be
restricted to dual flying until “I too can be bothered”. You have been warned. Sorry!

Déjà vu (Again!!)
Getting to the launch point (Yet again, repeated from the last newsletter).
• Walking to the launch point – bottom end mainly. You wouldn’t walk along a tarmac
runway whilst it is operating, would you? Well, the same goes for our field; keep to the
path against the hedge until opposite the DP van and then cross if clear. Don’t make a
short cut across the landing area. Do not walk south of the bomb hole on the grass.
Leaving the launch point. (Should I really have to write this?)
You couldn’t make it up. A few members recently started to walk straight from the launch
point to the clubhouse, or similar shortcut. Total and utter brain disengagement! All of the
field is available for landing, not walking. Walk the routes to and from the launch-points
that you should.
You might think that you know what you are doing, but what about less experienced
members watching you, or maybe visitors? They may follow your bad example.

Warton MATZ reminder (Yet again, see previous newsletter)
If you go near to Warton/Blackpool without calling them, as previously advised several
times, there may be consequences regarding your card status. Airspace and “airmanship”
are serious matters, and are not open to interpretation.
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Instructors
Congratulations to Tony Platt, Graham Rendell and Richard Peake on the completion of their
BI courses. Great achievements! I also welcome Andy Batty back into the instructor fold.
Andy has now regained his assistant rating after a few years off. All four of them will be a
massive asset to our club.
Well done all!

Sporting code changes
The rules for badges are being changed - in particular, Silver
distance, Diamond goal, Diamond distance and Diplomas. Written
declarations will no longer be allowed for some badges. (Flight
Recorder declarations only).
Make sure that you understand the changes before you do
that “magic flight” and that you know how to declare a task
to your logger, or it could all end in tears!
Reading the manual 5 minutes before your flight is only
going to end one way!
It’s your responsibility to know the rules, not the Official
Observer’s.

XC Endorsement
This “licence” to go Cross Country is probably the most important qualification you can
obtain in gliding, as it opens up a whole new world to you. Holders of the XC endorsement
are no longer required to stay within gliding range. I encourage all members to obtain this
rating when they have gained the appropriate experience.
This isn’t something to do just to “tick a box” on the Red card. My view is that before any
exam is taken, you should have the necessary experience to be able to take advantage of
the qualification should you pass. If you haven’t the experience to go X-country, you are not
ready for the test.
I must point out that the application form requires the signature of the CFI. I have to sign
that I “Approve this application”. In other words, this applicant has enough experience to go
X-country on their next flight if they wish. I will not sign if I don’t think you are ready. Sorry.
I advise that you have a chat with me prior to booking a course. We can then discuss
options.

Successful trips away.
We do have active groups of members wanting to fly from other sites. This is good and I
believe related to the health of our club. There have been many trips by BFGC members this
year and some good flying has been done. Members have been to Portmoak, Feshiebridge,
Skelling Farm, Saltby, HusBos, Burn, Sutton Bank and Fuentemilanos. I think it’s important
to visit other clubs. This is how true “experience” is gained. Flying from different sites, in
different conditions and maybe in different gliders.
Whilst Chipping is of course our home club, it is easy to become institutionalized if you only
fly the same glider, on the same ridge and do the same thing repeatedly. If this is “your
thing”, that’s fine of course.
I encourage everyone to spread their wings from
time to time.
Ian Ashton - CFI
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The Going Rates!
We are intent on hardening an area of the field parallel to
Fiddler’s Lane to provide an alternative landing area during wet
spells and I am aware that there is nervousness amongst some
members, that this work in particular, will have an adverse
visual impact from the road and an equally adverse impact on
our Rates.
Both of these things may well be true, but both can be
mitigated. If the appearance of the hardened strip, (it will be
gravel rolled over a retaining membrane) causes problems, we
can lay topsoil and seed over the area and restore the grass
appearance. As for the Rates, it is a fact that any material
improvement we make at the club could mean that our Rating
Assessment is increased at some point in the future. (It might
be picked up at some future Re-valuation, which are supposed
to take place five-yearly). I struggle to accept however, that
this is a good enough reason not to try to improve our facilities
and our ability to fly throughout the year.
On the subject of Rates, many of you will be aware that Ian Hamilton has soldiered on
single-handedly in appealing against the club’s 2010 Rating Assessment, (which lies behind
our Rates Payable increasing by something like 3,000% since that time) and which is based
upon the District Valuer’s opinion of what our facilities were worth as at April 2008. That
appeal is caught up in a backlog of more than 230,000 cases nationally, but the arguments
and basis of our appeal and the ultimate resolution, will all be based on those 2008 values
and anything we do to the club in 2018 will have no bearing on the outcome.
Anyone who wants to know more about the Rates or the DV Contractor’s Method of Valuation
just ask me, but for now, let me add that I am trying to move things along by rattling cages
at both the District Valuer’s Office and at the BGA, (who are apparently spearheading a
national approach). To date I have only succeeded in having our case file passed to the
National Valuation Unit, but they assure me that they have reviewed the papers and promise
to get back to me soon ... I will let you all know. By the way, it is worth remembering that
if we secure any reduction of the Rateable Value, we are entitled to recover all overpayments of Rates back to 2011. (Yes, I know that is a different date again, but they are the
rules...) And if we are really lucky, we get small business rate relief as well!
On a related note, I have also taken on the baton of our CASC application. You will recall
that CASC status would mean, amongst other things, an 80% reduction in our Rates. An
application was made last year, but rejected by HMRC, which led to the Committee asking
for and receiving agreement to changes to the club Articles of Association at the last AGM in
a bid to satisfy the Revenue’s requirements. The BGA have led on a
number of CASC applications for gliding clubs and so I asked
them to review our application. Better than that, they have
offered to tackle HMRC on our behalf to ensure that our
next application is well-received. We are currently
awaiting the outcome of those discussions, but the
intention is to submit a fresh application as soon as
possible.
A satisfactory outcome of our Rates and CASC positions
remain priorities for the Committee, as they could
significantly improve our financial position.
Richard Turpin - Chairman
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CHP Farewell?
As most of you will know by now, I will not be renewing my Membership at BFGC at the end
of September. Having been a member since 1997, this decision has not been taken lightly
and it has more to do with how I can maximise cross-country kilometres and flying hours per
day spent on a gliding site, than with BFGC itself. With being a member of a Gliding Club
come Duties and Duty Rotas of course, but with competing priorities on whatever time I
have of active flying to go, I am exploring joining a Club which is only fully active during the
soaring season and/or joining a flying group.
The grass on the other side of the hill (ridge?) may well turn out to be not as green as
anticipated and I hope to continue coming to Chipping to fly as a non-member.
In the years immediately following joining, I found myself very frustrated with trying to gain
access to the Club’s only “glass” machine, having flown 90% “glass” (dual and solo) in the
preceding four years. All that is now water well under the bridge and this scenario would be
very unlikely to happen now. This frustration led me to turn down the first invitation to start
on the road to instructing by becoming a BI, but thankfully, I stayed and was given a second
“shot” by Pete Desmond as our CFI at the time. The BI Course with Bob Pettifer was the best
spent flying time of my gliding “career” and the satisfaction of the BI flying was very high.
Almost every flight that has been necessary or prudent to have with a (proper) Instructor
since gaining my Blue Card, has resulted in me getting out of the cockpit a better and/or a
wiser pilot and I thank those Instructors for the occasional metaphorical “clip round the ear”
when required and deserved. That's the sort of thing that helps you to become an old pilot!
Phil Punt and Ian Ashton have been instrumental in encouraging and developing crosscountry flying at CHP, which is very close to my heart and their success is demonstrated in
the slowly, but surely increasing activity in “The Leagues”.
Although sometimes our local ridges can result in “ridge fixation”, the skills I have honed at
CHP have helped me to loiter in scrappy hill lift and be rewarded with a “save” when flying
cross-country. One time, when Mike Blocksidge and I were at “the Mynd,” I flew a local task
from there upwind to Welshpool and return. By the time I turned Welshpool there was no
sun on the ground upwind and halfway back to the Mynd there was no sun anywhere! I got
low, picked a field and then noticed that the wind arrow on the glide computer pointed
directly onto the face of a small knoll, (about half the size of the south face of Parlick). Using
skills developed sharing the south face with other Chipping gliders, I managed to hold on
until a thermal was triggered by the knoll, climbed to cloud base and was “home”. What
generated the thermal? I can only assume it was residual heat from Welshpool itself or
possibly Welshpool airfield. So, you never know when or where Chipping knowledge will
come in handy.
I will miss your company, “West Bowl Soaring”, the satisfaction of triggering “15K from CHP”
and have obviously not been “trying hard enough” as I've not (yet) landed out from CHP!
I've already “booked” Hus. Bos. for 2019 and look forward to our next Ski Trip. Thankfully
paths cross even when not flying from the same “Club”. I wish the rapidly improving Club
every success and will follow its development with genuine interest.
- Robin McVean
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Call of Duty!
Most of you will be aware that I am responsible for the poison chalice that is the duty rota!
For some time, we have been short of instructors, including BIs and happily this has started
to improve with a couple of new/revalidated duty instructors and several people becoming,
or about to become, BIs.
Unfortunately, as they progress to the instructor section of the rota, that leaves us short of
duty crews. We have lost the equivalent of one full team so far and with training in
progress, we will shortly lose another one.
The current rota runs to the end of November, by which time I expect we will be down to
10 duty teams. With 2 teams per weekend that will mean duties coming round every 5
weeks.
I am not aware that we have many pilots approaching solo to form new teams, so I would
welcome your views on how you think we should manage this.
Are you happy to be on duty every 5th weekend?
Should we consider only having 2 members per team?
That may mean not flying when on duty or asking
another member to take over ad hoc while you do.
We previously had an “ab initio” section on the rota –
a fourth person, nominally to help out. I haven’t
continued this as, with one or two notable exceptions,
the people in that section of the rota did not usually
attend for their duties.
We have always waited until a pilot went solo before
including them on the duty rota. Is this still tenable or
should people start to be involved earlier in their presolo training?
Would more experienced P2s who fly on Wednesdays
or Fridays be prepared to be involved in the rota at
weekends?
Please let either me, or any other committee member,
know your views, particularly if you have any other
potential solutions.
- Tracy Ashton

Looking Back!

Just in case you thought the
Shark Jet was an exciting new
21st Century concept, I bring you
this photo of its elder sister,
snapped in Hyde Park in
September 1945, when the allies
were showing off captured
experimental German aircraft.
It even has winglets! And I
especially like the dual tailplane
to prevent the rear control
surfaces melting!
It just goes to show, there’s
nothing new under the sun! - Ed.
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Congratulations!
Some great things have been done recently, despite a mediocre summer.
•

Nusrat Khan has obtained his XC Endorsement and Yellow card

• We congratulate Matt Price on the completion of his first X-Country, achieving his Silver
distance, flying from Husbands Bosworth to Nene Valley G/C. Matt then did his 5 hour
duration from BFGC, flying above his house in the process. This completes his Silver badge.
•

We congratulate all of the HusBos task week and day winners.

• John Klunder did very well in the inter club league, held at Burn GC in May and, on the
1st September, flew from Chipping to Sutton Bank, Burn, Sutton Bank and back for 302km.
An excellent flight, clearly demonstrating yet again, that XC can be done from Chipping.
• Malcolm Baldwin recently completed the local “Hogben” triangle. This is worthy of a
special mention, as it was not the best of days, not the highest of cloud-bases, but he did
it. Well done. If you set off and give it a go ...
• Graham Alexander came a respectable 10th in the recent “Northern’s” held at Sutton
Bank.
• Peter Whitehead recently attained his Silver Height at Chipping and Tracy Ashton
converted to and soloed the Acro.
Well done all that have achieved something this summer, whether that be a huge step or a
small one. Lets hope for a good Autumn.
Ian Ashton - CFI

UFO!?

I was unable to be at the club on Friday 31st August, (probably the best XC day of the
season). Whilst feeling sorry for myself and watching Flarm radar to see “just how good it
was,” I was surprised to see an “unidentified flying object” on the screen. What was this
strange craft flying in our airspace?
It was a DG 1000 that had crossed over “the border” from Yorkshireland into sunny
Lancashireland. (A rare event in itself).
The DG continued to the west coast, flew beyond Blackpool beach and up towards Poulton Le
Fylde, before returning east, past BFGC, before “bunking out and heading home”. So, it was
clearly a great day! Shame not more of you took advantage with a trip to the seaside. It was
clearly possible. Surely a nice photo opportunity missed and a chance to sing along. “Oh, I do
like to be beside the seaside. Oh”... etc.
Ian Ashton - CFI
Visitor from Yorkshireland (Sutton Bank) on 31st August
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The Ordnance Survey of Ireland
Given that the flying has dried up here in Shannon, I thought I would give you all a little
insight into the survey flying I’ve been doing on behalf of the OSI (Ordnance Survey Ireland).
I hope you will enjoy reading about where the imagery for your aeronautical charts and road
maps comes from.
I fly for a company called Westair, based at
Shannon airport on the west coast of Ireland and
Westair has an ongoing partnership with the OSI
which has been in place for 30 years now.
Simply, the OSI pay to have us pilots and
several survey aircraft on standby at all times,
so that whenever there is a break in the weather,
we can be airborne within 90 minutes. We have
2 multi-engine Aztec’s which are equipped with
Leica ADS80 cameras that cost over 1 million
euros each, so I’m told. So it’s essential we fly
smoothly and make soft landings! What normally happens is that the OSI will request an
early morning take-off 24hours in advance and advise which areas they wish to survey. We
will then start making preparations by printing the survey maps and advising Shannon airport
operations, the PSNI (Police Service of Northern Ireland) if we intended to survey across the
border and finally requesting clearance from Prestwick to cross the Scottish FIR boundary.
The survey maps are just standard road maps with lines overlaid that represent the tracks we
must fly in the air. We always operate in the FL’s (Flight Levels) between FL100 and FL140
with supplementary oxygen. The map below is for Galway East and the survey lines always
run East/West, sometimes for up to 80km. which can be quite tiring especially when you
have 20 of them to do!
So on the day of the flight, we must report on duty 2 hours prior to scheduled departure time.
We then print weather, NOTAM’s, mass and balance, performance, file the flight plan and
advise Shannon, the Garda, Prestwick and Dublin if we intend to survey over that way. We
then do the standard stuff, complete the walk around, pull the aircraft out the hangar and
drink tea!
At Shannon airport we get the latest weather over
the ATIS frequency, then request start up
clearance. The runway at Shannon is the longest
in Ireland at 3,199 metres, so we always perform
an intersection departure from approximately the
midpoint of the runway. I am familiar enough
with Ireland now to fly around without using a
map/GPS but I still renew my Sky demon
subscription just in case I am ever temporarily
uncertain of my position! After take-off, we
complete the standard checks, change from
Tower frequency to Approach and finally onto
Shannon Information as we exit the CTA.
Before we commence surveying, we have to
perform 1 left and 1 right hand orbit to align the camera, followed by 3 minutes of straight
and level flight. Then once the camera is aligned, we use a small LCD screen in the cockpit
like the one shown on the next page, to self-position ourselves onto the line. It just displays
our position relative to the line, our ground speed, pitch/bank angle and a number of other
parameters. Now we get to the most challenging part of all - Staying on the line! The ground
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speed must be kept at 140kts +/- 5 kts otherwise you will
get a warning telling you that image quality has been
compromised. The pitch/bank angle must not exceed 5° or
you will tilt the camera off its gyro stabilised mounting. To
stay within these boundaries, sometimes we have to use
flaps and lots of power if we have a tailwind. Which is very
uncomfortable when you have to bring the speed right
back to blue line speed, which is the minimum speed at
which you can control the aircraft following failure of an
off-centre engine. Flying into a headwind is naturally a
pleasure in comparison. To prevent over banking we use
crossed controls to maintain the line, steering with your
feet and keeping the wings level with aileron. This is a little unnatural at first, but you soon
get used to it. After some practice you learn to make regular small inputs with your feet and
thenceforth the yawing effect is barely noticeable. We inform ATC before, during and after
completion of the line. The Aztecs have 4 fuel tanks so fuel management and changing tanks
at the right time is very important and if it becomes necessary to change fuel tanks during a
line, you can imagine how the pressure ramps up!
If we are operating a long way from base,
for example over Derry or Donegal, we
would land at a nearby airport for fuel and
then continue surveying. It’s an
interesting mix flying in Ireland though,
because you take off from Shannon’s
3.2km runway and potentially find
yourself landing in the Aran Islands for
fuel on a 600m long strip!
I think most of the survey pilots agree
that the actual flying along the lines gets quite boring, but the bits before and after the flight,
where you get to land at some interesting places, makes it worthwhile. Occasionally we are
asked to fly the aircraft to Kerry airport, which is only 20 minutes away from Shannon, for
fuel before returning to Shannon, because Westair begrudge buying tonnes of Avgas only for
it to evaporate away or turn to sludge. These flights are fantastic because you’re flying alone
and can utilise the full IFR capability of the aircraft, which is necessary at times because you
can be asked to go for fuel in all weathers and at any time.
I had an interesting occurrence in May, when one day I took off from Shannon at 05:30am
inbound to Kerry for fuel and the weather completely closed up on me. Before take-off I
printed the latest METAR for Kerry, which I remember indicated 5km visibility was present,
but on changeover from Tower to Approach frequency, the controller said to me, “Please be
advised there is some weather down in Kerry”. I knew this already, because I couldn’t see
out the window, but I was flying a well-equipped aircraft, so I carried on. As it turned out, a
dense early morning fog had descended over Kerry Airport, which is sort of in a valley
surrounded by hills on one side and the Atlantic Ocean on the other. I flew a DME arc
procedure, which is where you maintain a constant distance from a ground transmitter and
fly a circular track over the ground until you intercept the ILS (Instrument landing system)
localizer, which guides you down to the runway threshold. The whole approach was flown
completely in IMC and I had actually crossed the runway threshold before I made visual
contact with the ground. We all have personal minimums and I say that if I am not perfectly
on the Localizer/Glide slope and at the correct speed by 500ft, go-around, but this time I was
and it worked out well. So that gives you an idea of how changeable it can be on the west
coast of Ireland; very similar I suppose to the West coast of England!
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I have a 12 month contract with Westair, which
takes me to January next year. In case you
haven’t heard, Ryanair offer fully sponsored
type ratings now and I had another interview
with them on 29th August for a place on one of
their courses starting next year. Hopefully my
application will be successful.
I hope you’re getting lots of flying in and I
intend to come across soon. It’s been over a
year since I flew a glider, so I might need a
check flight!
- Lewis Grey

Ged’s Gems!

“The hardest fellows to teach to fly are those who know more about it from the start than the
instructor. When we instructors got a fellow of that sort on our hands, we used to dive
steeply and then bring the stick back with a jerk. That bumped his nut on the dashboard
and stopped him talking!
Seriously though, the "know-all" is very difficult to deal with, because he never by any
chance knows as much as he thinks he does.
The dude and the know-alls frayed my temper at the time, but looking back I realise now
that they served a good purpose - they kept me up to scratch. No slacking when one was up
with them. It was too jolly risky!”
W.E. Johns (creator of Biggles) recounting his own experience as a flying instructor in World
War One. (Nothing much has changed! - Ged.)

Radio Repartee
Voice - “Yes, we hear you very loud and clear; what did you say again? …
From Lasham and Gliding – No12 June 1965

I’m sure Reg Wooller and
Ian Bannister would
heartily approve of this
safety poster from the
Gliding Federation of
Australia!
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Safety First!
As CSO, it’s often difficult to gauge if the safety messages are being understood, especially
when I see the same mistakes again and again. So, I thought I’d just share my observations
during the last few months.

The good stuffMembers of the club are reporting incidents, near misses and issues and for the right
reasons. I have seen many potential incidents averted due to good calls and stops
implemented in a timely way such as:
•

Tractors towing cables across the apron- stopped

•

Incorrect cables attached to glider- stopped

•

Spare cable under nose of glider- several launches delayed or stopped

•

DI issues- spotted

•

Glider mechanical problems during the flying day - spotted

•

Cables being towed across the airfield (near miss)- reported

•

Glider recovery incident- reported

These are just a few and it’s good to see we are using the safety email as well as verbal
reports appropriately.

The not so good stuff- For the same periodThis contains a few and not all of the incidents. It is not meant as a vehicle to resolve at this
point. I hope you recognise them.
•

Incorrect selection of cables not spotted – caused a near miss

•

Cables recovered after launch failure before getting clearance- near miss

•

Cable tractors bringing the cables too close into the launch area- creating problems

•

Spare Cables left near gliders when attaching
and often launching the other glider- potential
serious incident

•

Instructor hit by wing of aircraft when the
towing vehicle moved inappropriately- minor
injury

•

Severe acceleration on winch launch – near
miss, potentially fatal, may damage gliders

The insidious stuff
This is the incident that creeps in when one control
fails, goes unnoticed, then another and so on.
•

Experienced members taking shortcuts across
the active airfield- potential serious incident

•

Visitors following our bad examples and
taking short cuts also - primacy
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•

Members sat in the chairs chatting, whilst the Duty Crew are struggling- little jobs not
done delaying flying

•

Over-long briefs for P2’s when sat in the glider – causes delays

•

De briefing on the airfield after a landing- potential for creating a landing incident

And the most insidious of all
• Duty Managers getting too involved, or just chatting when they should be overseeing
the flying operation- delayed flights or lost flights, frustrated pilots and visitors
leading to rushing actions. A slow day where pilots tend to switch from alert when
busy to sludge when it gets slow and frustrating, and incidents start to occur, or are
more likely to occur.
Everyone, should strive to achieve a positive safety culture and so I give you-

The Four Cs,
• Co-operation – We rely on every member of the club to adopt a positive attitude to
safety and to encourage colleagues and visitors to do the same.
• Communication - It is important to have regular and open communication - put
safety on the agenda for all briefings, meetings and when running a flying day.
• Control – Duty Instructors and the Duty Managers must ensure that control
measures are followed and educate those who do not.
• Competence - Competence means having the knowledge, experience and skills
needed to work safely and properly when we start flying.
There is also a fifth C: OK Sue me!
• Compliance – All of us are responsible for ensuring that anyone who is a member or
visitor complies with our safety policies.
The usual safety links
The BGA safety webpages are at https://members.gliding.co.uk/bga-safety-management/
BGA Website Information Library
The website library includes safety documents under
various categories at:
https://members.gliding.co.uk/library/safety/ ;

Remember- Safety is no accident!
Our channels are simple. We have Duty Instructors, Pilots,
CFI and DCFI and me as your Club Safety Officer, to
discuss any or all issues through a verbal report or
discussion, a telephone call, a note into the office, email to
an individual, or to the Club Safety mailbox.
safety@bfgc.co.uk
Richard Peake - CSO
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Scene from Above

This month, we have a grandstand view of the Chipping Show, which took place last August Bank Holiday weekend.

Oops!

We have two astonishing photos from
the Second World War this month. The
first, on the left, caused me some
problems as I couldn’t work out which
way up it went! I tried all four and none
of them looked right! In the end, it was
the people standing in the bottom left
that give the game away. He’s a very
lucky pilot to have been snagged in
whatever caught him before his aircraft
plunged down into the Pacific!

And this brave pilot on the right, proves that
it’s actually possible to fly straight and level
in an aircraft with just one aileron. (If
you’re mad enough to try it and if you are
absolutely committed to the principle of
never voluntarily leaving a functioning
aircraft!) Respect! - Ed.
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Club Batteries
Batteries don’t last forever! Club batteries have quite a hard life, compared to those in private
aircraft. Club aircraft are being used quite a few times a week and therefore, they start to show
their age early (typically after about 18 months). The installation of more electronic gizmos and
the new, more power-hungry radios, show up weak batteries earlier than before. We have a
regime to test and replace club batteries when they are below an acceptable life, (about 50%
capacity). Higher capacity and more exotic technology batteries are available, at significantly
higher cost, but they will still age and lose capacity over time and use. If you don’t believe me,
think of how long your old mobile phone battery lasts compared to when it was new! So, if you
think a particular club battery isn’t lasting, don’t just swap it and put it back on charge, put a
label on it and put it to one side for checking later! Some weak batteries can be recovered and
put back in service, extending their useful life.

Fixed Aircraft Batteries
K21
The K21 has 2 independent batteries, each charged individually via the two white cables and
plugs. Each of the individual charger circuits has a telltale red LED. This dims as the battery
reaches full charge. (It’s called a fixed voltage taper charge). If one of the batteries has not
been used over the day, the LED for that battery may not light. Due to the vagaries of the
electronics, a flat battery may mask the charging of an almost charged battery, but before next
flying day, they should both reach a decent charge level.
If you are concerned about the charger not working, try switching on the aircraft master switch
and monitor the charger LEDs. One should slowly brighten. Switch the aircraft to the
alternative battery and the second LED should then slowly brighten while the first will start
dimming. If this doesn’t work, press the aircraft PTT. The additional current draw will light the
LED, unless the charger is faulty of course. There are individual 20mm fuses for each channel
inside the case which may have blown. REMOVE THE MAINS PLUG before opening the case.
ASTIR DSU
DSU has 2 batteries installed and 2 separate chargers connected via a single 3 pin plug and
socket on the side of the instrument panel. Each charger has various LEDs giving an indication
of the state of charge on the relevant battery. Fitting the plug should be indicated on both
chargers. These chargers are controlled by advanced electronic circuits with no user
replacement parts. Each battery should reach full charge overnight.

Removable Batteries.
All the club aircraft use the same type of battery, using a common connector. Therefore any
club battery can be charged by any charger except the DSU charger, (unique plug). Each of the
chargers in the clubhouse has a yellow telltale LED. This will light when a used battery is
connected and extinguish when fully charged. The storage LED should light when the battery is
fully charged. A completely flat battery (one that’s been left switched on in an aircraft) will not
activate the charger when plugged in. Only the K21 charger will get this battery started.

DP Van
The DP van has 2 separate 12v battery circuits, charged by
2 chargers in the parachute store window. When the
chargers are plugged in, the charge light should illuminate
and as the charge levels increase, these LEDs will start
flashing, slowing down when the batteries are charged.
When the chargers are plugged in, the on-board systems are
switched off. One battery powers the control systems, the
other the auxiliaries i.e. lights, water pump and cool box socket.
There are two aircraft battery charger sockets in the DP van.
These should keep spare batteries charged, but will only operate
when the DP van is on charge.
- Henry Stott
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On a Wing and a Prayer!
You will perhaps remember, that in the last issue, I lightheartedly printed the photo on the left and referred to it
as a “back to basics” approach to aircraft security.
As always, Ged was quick to spot it and he sent me the
following information about genuine attempts to attach
valiant airmen to aircraft wings! Thanks Ged. - Ed.

The Barracuda MkII
In its time, the Barracuda carried a most
extraordinary assortment of ‘external stores’.
Apart from routine objects, like torpedoes,
bombs, mines and depth charges, this
workhorse was used for experiments with
different radomes and at least one Mk.II,
MX613, flew with an air/sea rescue lifeboat
under its fuselage. One of the more
interesting experiments for which the Barracuda was used,
involved the fitting of a container, or nacelle, under each
wing, for the dropping of paratroops (not secret agents, as
has sometimes been suggested). These nacelles were
fitted to MkII. P9795 for tests by the Airborne Forces
Experimental Establishment. Each carried, sitting in
tandem, two men, who were released through pilot
operated trapdoors. Successful live drops were made, but
the plan was abandoned when it was realised that the
psychological effect on the paratroopers – cooped up for
relatively long periods in the nacelles – was too severe to
be acceptable.

The Junkers Ju87D (Stuka)
In Germany, meanwhile, at the Graf Zeppelin Research Institute near Stuttgart, a standard
Ju 87D-3 was fitted with two large overwing pods to carry two men each. Mounted on each
wing at almost centre span, the huge, non-jettisonable
pods had large transparent windows to assist the
pilot’s sideways vision. Despite extensive tests, the
scheme, which was to enable agents to be dropped
behind the Allied lines, was not adopted.
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A Grand Day Out!
Since joining the club in February, I’ve wanted to explore the cross-country potential from
Chipping, but between the weather and various distractions, I’ve not managed to do anything
about it. The last day of Club Week, Friday 31 August, looked like a good opportunity to break
the duck. Good forecast, airfield open, glider available and – most important of all- day pass
stamped by Higher Management. No more excuses then! I thoroughly enjoyed my day out
and learned a lot about the local terrain and conditions. In writing it up, I’ve tried to explain
my thinking in pre-flight planning, during the flight and post-flight analysis. I always find it
interesting to see how others go about this, so I
hope it’s useful.
The first big decision was where to go? The
weather runes suggest that the day will start with
a light south easterly wind, veering south and
strengthening a bit during the day. A reasonably
early start with thermals to about 3,500’ alt locally
by midday and getting to 5,000’ alt later, perhaps
5,500’ over the Vale of York. Good XC conditions
over a wide area from midday to 5pm, particularly
to the east, then weakening to a shutoff around
6pm. but a suggestion of spreadout over the
RASP thermal predictions for 12 Noon. The red line
Pennines in the afternoon, with a risk of an early is the task
shut down there and hints of sea air incursion on
the east coast.
RASP thermal predictions for midday and 4pm are
given alongside, which show the problem. Given
this, going North seems inadvisable. I can’t go far
West or South, so East it is then. Leeds Bradford
airspace sets the southern boundary, but there are
no other major airspace worries, so long as
Teeside is given a wide berth and no significant
Notams affecting the task area. The string of
MATZs in the Vale of York shouldn’t be too difficult
to cross with cloudbase up around 5,000’ alt. So, I RASP thermal prediction for 4pm. Blue areas indicate
decide on Sutton Bank first, then south to take
spreadout. Very good in the Vale of York!
advantage of the best conditions, but not too far,
thinking of spreadout on the way back and the high ground between Ripon and Gisburn.
Down to Burn and back via Sutton Bank South stays in the best area and gives just over
300km, which should take around four
hours. So a midday start should get
me back around four-ish, leaving a bit
of spare time if I’m late starting, or for
scrabbling about if it gets sticky. And if
all else fails, there’s always the cheat
button!

Looking up the Ribble valley to Settle. Plenty of
good fields here

The start goes more or less to plan. I
get a launch at 12:30 and head for a
climb marked by Geoff Hughes in ESJ.
Thanks, Geoff! I spend a few minutes
getting a feel for the day, test run the
motor, then set off on task just before
1pm. Cloudbase is around 4,500’ alt
locally and most of the clouds seem to
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be working. I take a good look at the landing options on the way out, thinking I might well
need them on the way back! Actually, not bad. The first 20km up to Bolton by Bowland
would need care if low, but there do seem to be good fields within reach. The next 20km up
to Gargrave has some fine, friendly-looking fields in the Ribble valley. I guess many of them
will have sheep in, though I can’t see them from this height; but there are plenty of fields to
choose from. After Gargrave it gets trickier but there still do seem to be some useable fields,
particularly around Grassington. From there to the end of the moors, just before Ripon,
looks distinctly unfriendly. Ripon to Grassington is around 30km, with another 10km to
Gargrave. Ground level is around 500 feet AMSL in the valleys, 1,600 feet on the tops.
Getting low here would be very uncomfortable! I’d want a minimum of 4,500’ alt to start
that crossing on the way back, and higher would be better.
Crossing the high ground outward is easy, with good climbs to 4,500’ alt. Just before Ripon
at 3,000’ alt and approaching the Topcliffe/ Leeming MATZ, I divert left to join a circling
glider and top up to 4,500’ for the crossing. As it happens, I can’t see any activity or hear
anything on their frequency. A friend in the Army tells me he doesn’t work Friday afternoons.
Perhaps it’s the same with the RAF. I wonder if the Russians know that?
Rounding Sutton Bank gives 1 hour 8 minutes and 88 kph for the first leg, not too shabby,
and a fine view of the site. Very busy on the ground and not all the gliders are white with
slender wings- is there a vintage meet
going on? Then it’s an easy run down to
Burn and back. Into wind out,
downwind return, with 10 kt at 175° so
I jink crosswind to line up with a
promising looking street. The day’s now
reaching its peak with cloudbase a bit
over 5,000’ alt and good climbs. Leg
speeds of 79 and 98 kph, showing the
effect of the wind and fine views of York
both ways. Back to Sutton Bank at
3:20 pm and on the final leg home. It’s
still good across to Ripon, but from
there I can see that the spreadout has
extended a lot further east than RASP
predicted- almost up to Ripon.
Sutton Bank
8/8 cover in various shades of mid-grey
and no sun on the ground. That’ll be the cue to change gear then! I tiptoe into the gloom,
finding weak lift under some of the darker bits with slow climbs to 5,500’ alt. Perhaps this
won’t be too hard after all. From Pateley Bridge onwards the sky is solid lead grey and dead
as mutton, but by now it hardly matters. I can see the edge of the shaded area, a long way
ahead, but within range and I’m confident of reaching good fields in the Ribble valley if
need be. Swinden Quarry near Grassington delivers a welcome 400-foot top-up and I press
on at best glide towards the sunshine, which I reach at 1,800’ alt near Bolton by Bowland.
I find a good climb there and take it to 3,700’ alt; no point racing now, let’s just get home.
I was half expecting a bit of sea-breeze headwind here, but there’s no sign of it. Perhaps it’s
there lower down.
I arrive back just before 5pm and it’s still booming locally, so I explore a bit before landing.
There’s a line of high, flat cumulus running roughly north to south over the site. Seaward of
that, the sky is entirely blue, landward there are scattered high flat cumulus, whilst in the
distance to the east, the shade cast by the spreadout can just be seen. Wandering up and
down the boundary, there’s steady, moderate lift to 5,000’ alt or so. A sea breeze
convergence line, I’m thinking. I see the club is still operating on 12, so the sea breeze
hasn’t come through there yet. I float up and down it, enjoying the views of this beautiful
corner of the world we live in. A very pleasant end to an excellent day out.
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Looking back on the flight afterwards,
how did it go and would I have done
anything differently? Well first and
foremost, the weather forecast was
accurate and that made the flight
possible. We are so fortunate to have
such good information these days- (at
least some of the time). The big issue
to work around was the area of
spreadout over the moors. RASP
predicted that, but put it a bit further
to the west than actually occurred.
TopMeteo was a bit closer, but either
of them was good enough for flight
planning. Both got the wind, thermal
strength, cloudbase and day duration
Looking back up track over good ol' Parlick.
pretty much spot on. Overall task
speed was 77kph in 3 hours 54 mins, so my guesstimate of 4 hours and 75 kph was
reasonable if a bit conservative. Leg speeds were 87, 79, 98 and 62 kph; correcting for the
headwind/ tailwind components gives a consistent speed of just under 90kph for the first
three legs and the last leg shows the effect of the gear change. I could have extended the
second and third legs to give a longer task; the sky looked stunning there, but, getting back
over the moors might have been hard later on. Also, I could have gone a bit faster,
particularly on the second and third legs, had I been firmer in rejecting weak lift. Overall,
whilst on task, I used 28 thermals for 35,000 feet of climb. That’s too many! Average climb
rate was 3 kt, but the best was over 5 kt. Gliding deeper and taking only the stronger
thermals could have saved perhaps 20 mins, pushing task speed up towards 90kph. And I
could then have used the time saved to go a bit further in the best area. So overall- the task
planning was fine, but I wasted time in weak lift. Nothing new there then. Must try harder
next time!
- John Klunder

It’s a Domestic!
You know that moment when a relationship
temporarily descends into stony silences and
bitter recrimination? When words can just no
longer be found to express the inner turmoil,
stress and pent-up frustrations you feel?
Apparently, fed-up with being left at the DP van
while Frank ‘goes off enjoying himself’ in a glider,
Stella buried his parachute and, in spite of all his
pleading, threats, remonstrations and tears,
wouldn’t tell him where! So here we find Frank,
stressed out and incandescent with impotent
rage, watching the Cu dance in the sunshine on
the hillsides, while Stella watches on in selfsatisfied doggy contentment. Ladies and
gentlemen, I give you a Greek tragedy in all its
primal power, played out on a modern stage!
Many thanks to David Lyon for capturing this
seminal moment of the human (and canine)
condition for posterity.
(I just hope they made it up eventually! - Ed).
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Too Fast!!

This amazing shot of a low pass shows one of our instructors, in the back seat of BF1,
demonstrating what can happen if you don’t pay attention to attitude and speed control
on the approach. With a slippery glass ship, the speed can soon run away with you and
it’s surprising just how quickly you can find yourself going WAY too fast! Remember,
“Keep an eye on the ASI” - I’m glad I was there to capture such a rare photo, but my
ears are still ringing! - Ed.

Quick Quotes!

To most people, the sky is the limit. To those who love aviation, the sky is home.
- Jerry Crawford
Pilots take no special joy in walking. Pilots like flying.
- Neil Armstrong
Aeronautics was neither an industry nor a science. It was a miracle.
- Igor Sikorsky

Editor’s Endbit

And that was the September 2018 edition of the BFGC Newsletter. I hope you enjoyed it.
Many thanks, as always, to all the contributors. Don’t forget that the next issue will need your
input to be successful, so please make an effort to put your thoughts and experiences on paper
and share them with us. The deadline date for the next newsletter will be Sunday, 2nd
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 my e-mail address at
soaringkeith@gmail.com We’re all looking forward to reading about your experiences.
Keith Clarke - Editor

