September 2019

Chairman’s Bit!
The August Committee meeting minutes prompted a number of conversations around the
clubhouse and launchpoint. Some of these I know, are being addressed elsewhere in the
Newsletter, so allow me to pick up on a couple of the others.
We are re-visiting the practicalities of aero-towing at Chipping. For those of you who aren't
aware, the club previously fought a protracted and tenacious battle to secure planning
consent to allow towing at BFGC, back in 1992 and 1993. The battle was ultimately lost,
primarily on concerns relating to the impact of noise in the immediate vicinity. Given the
passage of time and potentially the improvement in tug technology, we felt that it was worth
some initial exploration of the potential to belatedly secure a suitable consent. After all, who
wouldn't want the option of taking a tow directly into wave or away from the hill on a day
when Parlick is inaccessible due to the number of paragliders? How good would it be for P2's
to be able to take a tow to, say 3,000ft and guarantee an hour's stick time?
For now, all that has been done is to establish that planning and environmental considerations
have not fundamentally changed since 1993. This at least means that we wouldn't have to
overcome more onerous conditions. Quite how we overcome the noise issue remains open to
debate and whether the planners might be satisfied with a demonstration on site (as has
happened at at least one other gliding club) or whether we might need a costly Noise
Assessment Report remains to be resolved. If we went for a demonstration this is unlikely to
be practical until next spring, so this is very much a long burn. One positive cost element is
that, in planning terms, we simply need to secure a relaxation of an existing planning
condition, rather than requiring a full planning consent, which is a considerable saving.
Of course, planning is only the first of the issues we would need to address before we might
successfully introduce aero-towing at Chipping. From an operational perspective, we would
need to be satisfied that any tug could operate from our field and launch our fleet. We would
also need to establish how it might operate in conjunction with the winch. In other words,
would it need to be either solely tug or winch on any given day? Could a tug operate from
either end of the field? Even more practically, where would it be hangared and who
would fly it? I am sure you will have other questions of your own, which we
can all debate over the long cold winter ahead!
The other very real issue to be addressed is financial and how we
could pay for a tug and its upkeep. At the time of the original
application, the club had secured a grant for a tug purchase
and this is something we would need to explore again. We
would also need to calculate the cost/benefit of
operating a tug, in other words, how long would it
take to pay for itself in terms of increased
flying times and launches? All in all I am
sure you will appreciate that this is a
complex matter, but as it potentially
future-proofs our flying operation,
will continue to be explored.
N.B. In the .pdf version of this Newsletter, Internet links are active and can be clicked through - Ed
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Another item which has attracted attention is the need to
have BF1 re-finished. John Klunder and Nigel Dickensen are
researching what and whether work needs to be done and
also, critically, when? Some of us will have seen K21's at
other clubs which, superficially, appear to be in a worse
condition than our own and it may be that BF1 could secure
its ARC for another year without work being done, but this is
potentially short-sighted and simply putting off a problem
which will only deteriorate. Fortunately the club is blessed
with having members with a great deal of experience in
these matters and I have total confidence that the right way
forward will be agreed. A very similar debate has now
started with respect to the winch and the stand-by winch,
without which we simply can't fly. Just what needs to be
done and how we best keep on top of future maintenance
will be addressed, but inevitably will involve a degree of cost.
Fingers crossed for better soaring in Autumn!
- Richard Turpin - Chairman

Quick Quotes!
“I think it is a pity to lose the romantic side of flying and simply to accept it as a
common means of transport.” — Amy Johnson
“It’s congenital really. We’re an aspiring species that doesn’t have wings. What else
would we dream of?” — Mark Vanhoenacker

Where’s Richard?
Sometimes, the Chairman’s job can be very demanding.
Whenever there’s a question, or something goes wrong,
people will say, “Richard will know what to do,” or
“Richard will have to decide that”. As a result, the poor
man is inundated with questions and queries every time
he shows his face at the club. He bears it all with
surprising resilience and equanimity most of the time,
but sometimes it all just gets a bit too much and he feels
the need to escape.
Last week, for example, I found him trying to hide under
a K13, as a howling mob of members raced around the
apron shouting his name and trying to track him down.
When he spotted me behind him, he sheepishly stood up,
brushed himself off and explained, “The flying’s not up
to much today, so I thought they might appreciate a
quick game of ‘Hunt the Chairman’ to keep them
amused”.

Have they gone?

So, if you ever wonder where Richard’s disappeared to,
keep searching. He’s just trying to make your life more
interesting! What a star! - Ed.
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Annual checks

CFI’s Bit

Yes, it’s that time of year again. A reminder that all solo pilots have to complete annual
checks in the timescales as published in Flying Orders. You are also required to complete an
“Annual Return” and send to me before the deadline. I prefer electronic means please. Let’s
not cut trees down because you are stuck in the eighteenth century!
All documents are on the website and available for download.

Aerotow training/currency?
It has been suggested that we consider some
aerotow training/refreshers over winter. If
enough are interested, we could ask the
committee if we could “base” a two-seater at
another club for a short period, maybe Walney.
This would give our members the opportunity to
learn how to aerotow, maintain aerotow
currency, prepare for next season, or just get
some different experience. It would also give
the opportunity for solo pilots to get “spin
awareness” checks done, especially if there is
less chance at Chipping due to the weather/low
cloud etc.
If enough are interested, we can look at taking
this forward. Please let me know.

Solo
After a prolonged “new pilot” drought, we are having
a better year in getting a few members to “solo”
status. We offer massive congratulations to Wayne
Follett who gained his “wings” in June, and hasn’t
stopped smiling since. Well done Wayne.

Progress
The previous newsletter reported that Mike Cursons
had also gone solo. I am pleased to report that since
going solo, both Mike and Wayne are progressing
very well indeed, (despite the weather doing its best
to slow them down!!) These are two great, keen and
hard-working members and we will do all we can to
help them progress.
We also congratulate Kieran Thomas, who recently booked himself onto a course at
Shenington, leading to him going solo at the end of the week. It is anticipated that Kieran
should solo with us soon. Looking further ahead, and “hoping” that the weather doesn’t get
even worse, we may have at least another solo this season. Fingers crossed!

Faster progress?
Quite a few members have attended “off-site” courses this year in order to progress faster.
This is a good thing in my opinion, as it allows a period of concentrated flying rather than adhoc training. You do pay for the privilege of a course; these are usually run by professional
clubs with paid instructors. John Moxon, Betty Baldwin and Kieran Thomas have attended
courses this year and have all reported that they gained a lot from a period of concentrated
flying.
Ian Ashton - CFI
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Instructor News
New BI’s
We have had a pretty productive
year so far regarding the
instructional side of things. We
congratulate Matt Price on the
award of his BI rating, a superb
achievement. Well done Matt.
We look forward to watching you
progress further.
Continuing on, Geoff Hughes is also
currently working through his BI
course and, all being well, should be
completed soon, further
strengthening our instructor
numbers.

Further Instructor Training
We have commenced Laura’s training towards her flight instructor rating and are well on with
completing the necessary preparation work as required in the “B” module. This is great news
for our club.

Refreshers
On the weekend of the 24th and 25th August we ran a “5 year” refresher weekend for three
of our instructors, plus another from Sutton Bank. Despite the hot unsoarable weather, we
managed to get through the required syllabus with everyone completing. Thanks to all
members for your understanding and patience when we “nicked” the two-seaters.

Further congratulations
Whilst on the same theme again, we must offer huge congratulations to Dave Gethin for
completing the requirements for his “Full Category” rating. This was commenced at BFGC and
completed at the Midland gliding club. This is a very big step up. Well done Dave.
Ian Ashton - CFI

More Super News!
One of the massive steps in gliding is
to obtain the Bronze + Cross-Country
Endorsement. This is effectively the
‘glider pilot licence’. It opens up the
door to being able to cut the ‘apron
strings’ and set off cross-country.
We congratulate Richard Turpin and
Dave Stopford; both have recently
completed the requirements. Well
done both of you.
Ian Ashton - CFI
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Does It Matter?
I haven’t been at the club much in the last few months, but when I have, it seems to me that
some people are still being too casual about lookout when acting as launch marshals.
Presumably none of us thinks it wouldn’t matter if, when flying, we turned without checking if
it is safe to do so and nobody would state, “Brakes closed and locked!” without being sure
they were. Unfortunately some of us happily launch a glider without a proper search of the
airspace behind it and then shout “All clear above and behind!”
A few thoughtsAs far as accidents are concerned, we balance consequences and possible frequency against
the cost of minimising them. Winch launch failures, if appropriate precautions are not taken,
can have very serious consequences and be reasonably frequent. The precautions have a
considerable cost in terms of time, effort and money spent, but as an organisation we believe
these are worth it.
A collision between a glider being launched and another glider, or a vehicle, or pedestrian, can
have very serious consequences, so the club requires someone to act as a launch marshal and
carry out the lookout needed to minimise the risk. Yes, the frequency of such collisions is very
low, but the effort required is absolutely trivial and there is another factor. When we take on a
role that has safety implications, the rest of the membership trust us to fulfil it to the best of
our ability and such trust is an essential component of the safety culture of our club. We are
duty-bound to know how to do the job and be determined to do it properly. If in doubt there
is a PowerPoint presentation on our website, entitled ‘Ground Operations’, that includes
instructions on how to carry out the role of the launch marshal.
( Click HERE to view it- Ed)
Just a few final points.
I was once nearly launched from the top end into the path of a glider on a hangar flight. The
launch was stopped, not by the launch marshal, but by someone else who happened to be at
the launch point.
In Australia a few years ago, with just two gliders operating, one landing collided with one
being launched, producing two fatalities. A line of trees behind the launch point obscured
some of the view.
Once, standing at the bottom of the field, positioned as if I was signalling for a launch, i.e.
looking towards the line of trees, I saw a Tucano heading straight for the field. If a launch had
been in progress and I was the signaller, I could have stopped it immediately. However, if I
had been peering at the winch, as some people do when
signalling, there would probably have been a very close
encounter. In fact, at the last moment the Tucano did a
ninety degree turn away. The pilot later told me he spotted
the windsock just before over-flying the field and was
temporarily lost.
And of course I have been present when there have
been over-flights below launch height, as I’m sure
have plenty of other members
Last point.
It is difficult to always position oneself so that the D.P.
van is not obscuring some of the view. It is therefore
good practice for the log-keeper/lamp operator to carry out a
360 degree lookout when a launch is soon to be signalled. Better,
especially on busy days, for someone else to stand alongside the log
keeper and do the lookout. In fact it is such a cushy job, I can’t
understand why we don’t have a queue for that one!
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It might be difficult to believe, but I am not suggesting in this piece that people are
consciously careless about safety. The problem is that many of our safety procedures are, to
us, every-day, commonplace activities, with the chance of something going wrong perceived
as low. Of course we could introduce a regime in which a poor lookout by a launch marshal
results in someone running around the field for an hour in full kit, or peeling a sack of
potatoes. I don’t think that is going to happen and so it is something we, as individuals, need
to sort out. If we don’t, there is always the possibility that one day our hobby will jump up
and bite one of us very severely.
- Trevor Tutthill

Hangar Packing
You know how hard it can be sometimes, to squeeze
that last glider into our crowded hangar? Well,
maybe the Americans have come up with a possible
solution - a ‘Nose Dock Hangar’.
All we’d need to do is cut a hole in the middle of our
hangar doors and leave half the last aircraft outside
for the night. Brilliant!
Obviously, the bit left outside would get wet, iced up,
sun-damaged and be prey to birds / wild animals,
passing tractors and all the other hazards of outdoor
life in the north west of England, but none of that
seems to worry the Americans with a big expensive
aircraft like theirs, so maybe we’re just being overcautious. It could be worth a thought at least! - Ed.

More Hangar Packing
If you thought we had problems with hangar packing at Chipping, how about this little lot?
It looks like the US Navy have been getting in lots of practice moving this squadron of
Stearman trainers into and out of their tight hangar. Maybe they could come over and give
us some tips some time! (Making Bowland Great Again!) - Ed.
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Grass-Cutting FAQ
Can anyone do it? Yes. BFGC is not an employer. It does not supply
work equipment. However, it holds equipment including plant and
machinery to allow members to advance their joint endeavour of
gliding and soaring: equipment used by members is operated at their
own risk. To help reduce risks BFGC expects that members will be
briefed on operation and safe use by an experienced operator and
use it responsibly. All you need to do is ask an experienced ‘grass
cutter’ for a briefing. There is a golden rule though: Never go near
the topper whilst the tractor engine is running or it is raised. Several
farmers each year are maimed or killed by heavy machinery especially
PTO (power take-off shaft) machinery.
When can you do it? Anytime when it is safe and sensible. It is often not safe if aircraft are
operating and not sensible in rain.
Do we have the right equipment? Self-evidently, yes! BFGC has now operated for almost
a year without sheep and the airfield is in good, safe condition. Dropped cuttings are because
the grass is not cut often enough, not because the equipment is unsuitable. If you visit other
sites, you will see similar toppers. However, our tractor is old and has had to work hard this
year. It has failed twice. The Committee are beginning to consider a replacement.
Would a different cutter be better? No. We use a 9’ topper. It is designed to take the top
off a short sward of grass. A 4”sward is normal. This equipment will be seen at most other
gliding clubs, often with trailing wheels to help control cutting height to prevent it getting too
low if the runners sink into soft turf. Shorter cuts, such as for silage, are done with a disc
cutter. It looks similar, but is designed to cut close to the ground and not be damaged if
there is inadvertent contact. Cylinder cutters like lawn mowers, often drawn in gangs are
only good for a very short sward such as on golf courses and playing fields. Bicester use a
chain flail. It has a similar effect to a topper.
Is it better to cut the grass shorter? No. It increases the risk of “grounding” which
damages blades and gears and may break the shear bolt. It may “scalp” the turf leaving bare
earth: this is bad as it makes the turf more vulnerable to erosion, mud formation and
subsequent potholing. The notion that it will reduce the required frequency of cutting or the
amount of dropped grass is incorrect as, (science bit!) the rate of photosynthesis (and
therefore growth) is more affected by temperature, rainfall, sunshine and soil minerals than
the marginal reduction in leaf surface area. Everything will be the same except the sward will
be shorter and damage more likely.
How often should it be cut? The whole field needs cutting once a week in spring, summer
and a dry autumn. Not at all in most winters. This is double the grazed frequency.
How long does it take? 8-10 hours depending on driving speed. This will use a tank (about
70 litres) of diesel. Obviously, this is spread among the members each usually doing an hour
or two.
Wouldn’t a farmer want it? Livestock farmers would like the grass but would want to
harvest it in a much longer state. This would not be safe for flying.
What about wildlife? Cutting the field is environmental thuggery. The practice of early,
continuous cutting is believed to be largely responsible for the decline in lapwing, curlew,
skylark and brown hare in this area. Sadly, we cannot safely operate with long grass. We try
to mitigate some of the effect with care in the breeding season and better habitat in unused
parts of the field.
What is a “shear bolt”? It is a single bolt connecting the PTO (drive) shaft to the cutter. It
will snap if too much torque is applied such as when the blades ground. An experienced cutter
needs to show how to replace it when the topper is on the ground and the engine is off.
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Do we have enough cutters? No. The grass is not being cut often enough, which means
that the clippings are long and abundant. This leaves piles of cut grass on the field. This can
be a problem in several ways. It can clog wheel boxes, can lie in large heaps that will
ground-loop a glider if hit with a wingtip and can kill the grass underneath. If the grass is cut
more often, the clippings are small, dry quickly, blow around and are easily disposed of by
the soil organisms. This problem will increase as the field becomes more productive, owing to
recycling rather than removal of minerals.
Will the cuttings lead to “thatch”? This refers to a condition where the soil is sealed by a
layer of decomposing cuttings preventing gas exchange, evaporation, drainage and seedling
growth. It is sometimes evident on short, over mowed turf such as lawns and sports fields.
It is unlikely at BFGC. If it seems that there is a problem
we can buy a cheap chain harrow and drag it about.
What about if the field is soft? If it is too soft, the
ground can’t be cut. Fortunately, there are hardened
areas which means that we can continue to fly.
Should we cut the rushes? No. There is no benefit (it
does not prevent spread). It is wasted wear, tear and fuel.
What about around the trailers? There is a
strimmer/brush cutter and a mower available.
Who is in charge? Nobody. It is a club facility and a joint
endeavour by the members. Jon Hough is the current
point of contact on the Committee and Dean Eden has
done the most cutting over the past 20 years, but neither
are ‘in charge’. - Jon Hough

Chipping Folk
Life goes on at Chipping and here we see some of
our members happily engaged in common pursuits
around the airfield.
Bob, Frank, Geoff
and Stella stand
proudly by at
the recent
inauguration of
our club’s new
incineration
facility.
(But not too
closely, you’ll
notice - just in case!)
Elsewhere, Frank and Ian
engage in a friendly bout
of competitive lawnmowing. (Ian’s playing
white, so he got first
move). I wonder who won this time?
Meanwhile, Geoff has persuaded another member to join him
in practising the ancient art of towing dead tractors around
the airfield. (One of our more popular pastimes).
Sometimes, we fly too! - Ed.
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Thank You BFGC!
Thanks to Bowland Forest, I have been to
places, seen sights and experienced things I
had never thought possible. I owe a great
debt of gratitude to the club. It seriously
changed my life for the better!
15 years ago, I was a 55 year old teacher
facing impending retirement and wondering
what I was going to do with myself after my
60th birthday. It looked like the answer
would be ‘books and slippers’, but really, I
yearned to take on something new and
challenging. By sheer chance one day, I
discovered the existence of the gliding club
In wave, watching the sun set over the Firth of Forth.

Cunims building beyond the Sierra de Guadarrama.

at Chipping and, remembering a glider flight I’d
enjoyed as a teenager in the ATC, decided to
pay a visit. It wasn’t a good flying day! High
pressure and light winds meant no ridge or
thermal flying, so I had three short circuits
instead. The instructor apologised for the poor
conditions, but I was totally hooked! I realised
that this was the experience I’d been missing all
my life. I couldn’t imagine anything better than
soaring through the air looking down on the
world below. Learning to fly had been a

boyhood dream in the ATC, but the usual
financial constraints, lack of time, the
demands of work, bringing up a family and
paying the mortgage had made it impossible
up to that point.
Determined to make a go of this new-found
passion, I started training in earnest and
thanks to the dedication, skill, patience and
persistence of Chipping’s instructors (and in
spite of my own shortcomings), I have been
privileged to grow since then from a wideSoaring across moon country in the Cairngorms.

eyed newbie to a relatively experienced pilot,
clocking up 1,000 hours in my log book earlier
this summer and pocketing a couple of
Diamonds along the way for good measure.

Enjoying ridge and wave in the Southern French Alps.

The other great passion throughout my life has
been photography. (My father was a
professional photographer and I grew up with
a camera in my hands). I now found that I’d
been given a privileged view of the world and
that my flights were taking me to places of
great interest and unimagined beauty.
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Over the past 15 years, I have confronted
many challenges, learned new skills, made
good friends, flown 19 different aircraft types
from 14 different airfields and amassed many
wonderful memories; flying in sweltering heat
and freezing cold, soaring in wave, in strong
thermals and over ridges, in sun, rain, hail,
wind and snow, all over the UK as well as in
the mountains of France and over the Spanish
plains and sierras.
It has all been a stunning and satisfying
experience, a huge adventure and a privilege.
The city of Perth in Scotland.

I took up flying late and I realise I don’t have
that many years left before I’ll have to hang
up my wings, but in the meantime, I am very
grateful for all the experiences and sights I
have been blessed with. I treat each flying
year as if it will be my last and strive to enjoy
it to the full. And when I can’t do this any
longer, I will still have all my memories, my
photographs and my videos to pore over and
help me relive the happy times.
So thank you BFGC. I will always be grateful
for the opportunities you have brought me
and the huge difference you have made to my life.

Halton village, (where I live), with Lancaster and
Morecambe Bay in the background.

- Keith Clarke

A moment of deep contentment; floating at 8,000 feet down a cloud street over
the beautiful ski slopes of the Bola del Mund, north of Madrid.
By the way, if you’d be interested in seeing some more of my favourite photographs, I’d love to share them with
you. I have a website where I display the best each year. Click HERE to visit it.
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A Piece of History!

Oh, the joyful days of early civil
aviation, when happy travellers in
their Dornier X seaplane could open
the windows to get some fresh air
and wave to their friends. How times
change - And they call that progress?
On the left, is a photo of the interior
of the onboard dining room. Not
what I’d call roughing it. Ryanair,
take note!
The 12-engined Dornier X was built in
1929 and at 52 tons laden weight,
was four times the weight of any
plane previously built.
It was designed to carry up to
100 passengers and 16 crew
on short-haul flights, with the
emphasis on luxury and had a
top speed of 131mph.
Crawl spaces in the wings
even allowed minor engine
repairs to be carried out in
flight!
Unfortunately, for a variety of
reasons, the concept didn’t
catch on and only three were
ever built, but I’m sure, like
me, you’d have loved to have
had the opportunity to fly in
one - Ed.
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Scene from Above

This time, we have a picture that’s very close to home. CHP from above in all its glory, basking in rare sunshine on
an easterly wind day and clearly displaying our new runway 30R

Why Don’t Birds Have Rudders?
There can be few glider pilots who, having been told about adverse yaw and struggled to coordinate rudder and ailerons, have not asked the question in the title. I certainly did and
made do with vague thoughts that they use their tail feathers in some way, controlled by
their large cerebellum, the part of their brain that enables these inherently unstable
creatures to fly.
It was therefore pleasant to find a series of videos
on YouTube giving a much more credible
explanation. These were produced by a bloke
called Al Bowers who works for NASA. He
developed his theory from consideration of the work
of Prandtl, about how winglets reduce the fuel burn
of airliners and the examination of photographs of
large bird in flight. His students have built a
number of rudderless, radio-controlled flying wings
and even one large enough to be flown by a pilot,
all using the control mechanism Bowers believes
birds use.
I’ve no intention of including an account of his
theory, which I would probably fill with aerodynamic howlers. Nor do I wish to spoil the
pleasure, for those who haven’t encountered the theory before, that I got when I first saw
his videos. As a starting point I suggest you search out “Prandtl Wing” on YouTube, or click
the link below. I Hope you enjoy it.
- Trevor Tutthill

Click Here
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Something to Think About?
Flying list; an outdated system, not fit for purpose?
Sadly, it is a fact that gliding is in decline
and has been for some time. This is not
just a UK problem. There are so many
reasons for this, not just one; the amount
of time that gliding requires to progress,
the effort, the study, the cost, the
changeable weather, family or work
factors etc.
I think society has also changed. There
seems less interest in taking up ‘hobbies’
in general. Many clubs are confirming the
same, whether that be photography,
model engineering, radio control, yachting,
walking etc. In fact, it seems to be anything requiring commitment and effort. Less effort and
quick reward seem to be the norm. Instant gratification!!
As a club, we can of course just ignore all of this, bury our heads in the sand, refuse to change,
carry on with the same ways of doing things that we had forty years ago, or we can look at
things, try to identify where we can improve and where our weaknesses are and at least try
something! We get a lot of people coming through our system with visitors and trial lessons.
The vast majority are without doubt doing something different for fun. They could be bungee
jumping or water skiing the week afterwards. They are not really interested in gliding. They
just want to experience a flight. There’s nothing wrong with that! Then of course, there are a
small percentage of people that are keen and loved their trial lesson. They return within their
three months of membership eager to give it a go. They are the potential new members.
In my opinion, this is where it goes wrong.
Instead of a ‘booked lesson’, all organised like their initial flight, they arrive reasonable early
and are told to “put their name on a list”. They can wait all day, hanging around for another
lesson. If they are lucky it happens, but it could be late afternoon, maybe just a few 3-minute
circuits. How many drop out at this stage? I suspect quite a lot. They may try again, but that
is probably it. The ‘really keen ones’ see this through, maybe join for a year, give it a go, fail
to progress, get frustrated and don’t renew after their first full year. They have drifted away.
We have lost them.
I recently kept tabs on a keen new member. (I was working on my glider and not flying). The
member arrived before 08:30 but didn’t fly until 15:45. How many will continue their
membership beyond a year or so if this happens repeatedly? Just imagine if you wanted to
learn to play golf, (I don’t understand why, but just imagine). You would expect to join a club
and be able to book a lesson with an instructor would you not? After all, you would be keen
and eager to learn and you would want to progress. What would you do if you had to arrive
around 8:00am to stand a chance, put your name on a list in the hope that you “may” get
some instructor time in an entire day? How long would you last at the golf club with an adhoc training system like that? I suspect you would give up, frustrated at the lack of progress.
You would decide that either golf wasn’t for you, or the club wasn’t.
I recently had a few chats with a fellow CFI of another club. He stated that in his opinion,
members ideally need at least 3-4 flights a day to make good progress and I agreed. I believe
that our “flying list” system needs an overhaul and is no longer fit for purpose; it hasn’t been
for years.
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I believe we need a ‘booking’ system for lessons, rather than ad-hoc. We
need to be able to limit how many can have lessons in a day, so those
that do have lessons actually stand a chance of progressing. At present
we have no limits and no restrictions, it’s a free-for-all. It needs to be
‘online’ for all to see. On some days we have too many people
needing instruction, on other days we have had instructors sat in
chairs with no one to fly! We need a system where members can
‘book in’ and advise they are going to be at the club, and state
what they would like to do, (check flight/annual check etc.)

Bookings

At present we could have a dozen requiring instruction in a day,
so we limit the length of everyone’s flight/flights to try to ‘fit
everyone in’. The result is that we try to fly everyone, but noone makes much progress. This method is no good for our members and it’s no good for the
club. On the books, we have quite a lot of pilots in training. How many are progressing well
enough under our current system of training? Some have been in training for years. We have
a log jam.
We are down on membership. Some are going elsewhere for concentrated training. We are
losing duty teams at a vast rate because we are not getting enough members to solo. We are
not retaining new members. Solo pilots are the next winch drivers, duty managers or future
instructors. They are the life blood of a club like ours.
Entrenched ideas have to change too. The days of expecting members to be around from dawn
till dusk should have gone. Very few are able to commit to that now and they shouldn’t be
expected to. Most people have other things in their lives. It’s time to accept this and to adapt,
and maybe even prosper again. Who knows? We should recognise that not everyone can
attend for a full day. As long as they help out and ‘do their bit’ when on site, this is perfectly
fine to me. Members shouldn’t be made to feel guilty for ‘leaving early’ if they have been at
the club from the start, helping to get the kit out. For the system to be fair and work, anyone
arriving later should really help to put the stuff away. Someone has to do it!
As your CFI, I would rather fly fewer people in a day, but see them progress, than fly who
knows how many, but do none of them any good. That’s just paying lip service and a waste of
everyone’s time.
This change in how we operate would also apply to those requiring check flights/cable
breaks/spins etc. and not just those learning to fly from beginner. In my opinion, we need a
more organised and flexible way of offering training/instructor time. We are looking at
introducing some sort of booking system for instructor time, in an attempt to improve the
situation and at least try something. We are not yet sure of the details of how we will achieve
this. It seems to work for other clubs.
We could never have a definite ‘slot booking time’ like ‘10:00am to 11:00am’ etc. as the
weather would prove far too problematic, but we could maybe offer 3-4 pre-booked slots in
each day and those pre booked slots get a higher priority and more instructor attention. Other
members on that day may fly with an instructor, but this would be more ad-hoc as now, (fitted
in around the pre-booked slots). It would be ideal if the Duty instructor could fly the ‘Pre
booked’ and any other instructor around could fly the ad-hocs. This could work well.
It’s radical and some won’t like it. There will always be those that don’t like change or can’t
adapt to change. Sadly, there will be some that don’t see the need to change. The fact
remains that we are losing members, we are not getting enough to solo and we are not
keeping hold of the potential keen new members. Ultimately this will only lead to one outcome
in the end ... Do we give up, or do we try something new?
If anyone has any comments, please let me know, especially if you have ideas or suggestions.
Ian Ashton - CFI
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Bowland Forest XC Group
In the bar one evening, after flying at the Pocklington 2 Seater competition, conversation
amongst Team Bowland turned to the perennial subject of how best to develop cross country
skills. The problem is well understood; having got your Bronze badge and XCE, you’ve pretty
much reached the end of the well-defined training syllabus. From here on it’s more coaching
than closely-supervised training and whilst there are several sources of support and
encouragement, to a large extent, your rate of progress is down to you. Personally I think
that’s healthy up to a point - this is an adventure sport after all. But the next step to Silver
is a big one; particularly so at Bowland, where the local terrain and weather make it that bit
harder to cut the cord and venture away from site. It’s easy to get discouraged, which is not
good, either for the individual’s progress, or for the future of the sport as a whole.
So, we’re aware of the problem, but what can we do about it? A straw poll of those present
suggested that organised coaching expeditions to easier, flatland sites nearby would be very
helpful. Pocklington, Rufforth, Burn, Seighford and Husbands Bosworth were suggested.
Ideally, these should be arranged to take advantage of suitable weather,
which means they would have to be at short notice - typically less
than a week. The target group would be solo pilots of Bronze
standard or above, wanting to develop their cross country
flying skills, preferably with access to their own glider,
though we could make use of one of the Astirs for
those who do not.
That’s the bare bones of the idea.
Pete Desmond and I are happy to take ownership of
developing it and we’ve spoken with Ian Ashton, who
supports it - including the use of one of the Astirs for those
without a glider. There is a lot of detail to work out, not least
getting agreement from suitable clubs for us to descend upon
them at short notice and of course, it will all be subject to Ian’s
approval. But the next step is to get some idea of how many
would be interested in taking part. So if that’s you, then please get in touch with Pete or me
with a brief description of your aims for the next year or so and we’ll take it from there.
Hopefully we can have a plan in place for the start of next season.
Safe flying!
- John Klunder

Mirror Image!

Once again, science (and in this case, aviation) appears to have copied nature, although I
have a feeling that the nose flap on this Boeing 747 has more to do with load capacity
than with making big noises down its nostrils - but, who knows? There’s no sound with
these pictures. Perhaps the Boeing’s yelling its head off! What do you think? - Ed
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Wolds GC 34th Two-Seater Comp 2019
Mike Cursons, Pete Batterby, Nusrat Kahn and Matt Price report from Pocklington
On 25th February, when I saw Pete Desmond's email offering P2 spaces at Pocklington, it
took me about 4 nanoseconds to reply. I didn’t even bother to get clearance from Air Traffic
Control first; I thought I’d face that discussion later!
Joining me would be Pete Batterby, Nusrat Kahn and Matt Price, all under the hugely
experienced wings of Pete Desmond and John Klunder. What follows is my (Mike’s) run down
of the exciting events, followed by the other three ‘noobs’ giving their impressions of our first
gliding competition! Anyway, back to it …
I had promised Pete I’d buy a towbar if I could go. Little did I know
that I’d bought maybe the only car on the planet that you couldn’t
fit a towbar to. When Pete later told me that I’d been selected, I
set about buying the towbar and discovered that Whitter don’t
make one for my car. I did find a used one on eBay, but when I
tried to fit it, I just couldn’t make it work. After more research and
discussion with Geoff Davies who said, ‘Don’t modify it whatever
you do’. I figured out that there isn’t one for a 5 door and the one
I’d bought was for a 3 door. Why are they different?
As I now couldn’t tow my caravan to site either, I set out to find an
Airbnb for the stay. As I could only find a cabin a couple of miles
from the airfield, I booked it and tried to get someone to share the
cost, as I could only book for 10 days because I needed more than
7. An embarrassing moment then occurred, when I had 2
simultaneous replies, meaning how would I choose my cooccupant? Anyway, the good nature of the gliding community
prevailed and we split the digs 3 ways. It was not ideal, but better
than a tent in the field for one of us.
When the teams had to be split by weight, it all worked out OK as we had 3 heavyweights for
the K21 and 3 skinny-Minnie’s for the Acro. I decided to get ahead of the game by washing
and polishing the K21 beforehand. Unfortunately, I couldn’t quite get the wax to fill the
gaping chasms in the gel coat!
The members kindly put the K21 in the trailer on the Wednesday before and I went over on
the Friday evening to help de-rig the Acro. As it was absolutely lashing down again, I ended
up going home with the aircraft still in the hangar. Pete said he would de-rig it on the
Saturday morning and give me a call on his entry to Yorkshire so that I could be there for
rigging.
17/08/19 As it happened, he had major grief making the trailer
fit the wings, so I left earlier as John was on his way already and I
went via the digs to pick up the keys. I then went to Pockington and
arrived within moments of Nusrat. We had a quick look round and
then John arrived with the K21 and it was time to rig.
The Acro arrived later with Pete and we rigged that too and then we
were off to the bar for Top Hat lessons from Pete Desmond and
childish giggles at the abbreviation for Scunthorpe.
On the first evening, we decided to toss a coin to see who would fly first. A nervous moment,
as it looked as though some days would be much better than others. We had already decided
to fly alternate days and carry our day over if flying was scrubbed. Nusrat won our toss and
as Matt couldn’t tow a glider trailer, that meant they had first day, leaving Pete B and myself
to be the B team.
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Top Gun Day 1 18/8/19
(Well TSC day 1 actually), but we all lined up on the grid armed
with our task sheets and newly programmed Top Gun, sorry Top
Hat devices.
The task for the day was: POC, NDU, BRN, MAW, BUS, TUJ, SCU,
POC a total of 212.6km.
After a fair bit of scratching about
by both crews, BF1 got away and
EWP came back to join quite a long
queue waiting for a re-light. Pete B
and I settled into the clubroom to watch the progress. We saw
BF1 make the first turn point and head off towards Burn and
EWP heading back to POC after a 10k flight. As we watched
Glidernet in the clubroom, we could see that BF1 was slowly but
steadily losing height whilst flying a straight course for Burn. It
looked very much like a final glide and that’s exactly what it turned out to be. I had a tannoy
message from control to go to organise their recovery. The crew asked me to arrange an
aerotow, so I sent the Eurofox to fetch them while they finished the cups of tea that Burn had
hospitably laid on.
Top Gun Day 2 19/8/19
OK, OK, TSC day 2, but it dawned with the news that BF1 had
won the intermediate class with their run to Burn. Sadly, it was
also a scrub day as we expected rain. The crews organised
themselves into trips to the railway museum, the nuclear
bunker, domestic harmony and all sorts, but one sad puppy
stayed home and did the Bronze Confuser!
Day 2 V2.0 20/8/19
With our new tasks loaded up, I was full of anticipation as we
got into the glider. We watched EWP leave as they were always
on the row ahead of us, although the rows rotated every day.
We took our launch and landed again after what can only be described as an east bowl soar in
a westerly. This was further rubbed in by the fact that EWP had got away. The only
consolation was that we joined quite a long queue waiting for a re-light and some of them
were hot ships.
We took our re-light and landed after a west bowl soar in an easterly. We just couldn’t find a
smidgeon of lift. We parked the glider up and John and I went for a 5½ mile walk in the
Wolds. Some of those hills are quite steep, so we were glad to finish at The Gait Inn, meeting
Nusrat for a couple of Black Sheep and a nice steak pie. Meanwhile EWP had made it to
Rufforth and aerotowed back to POC. We finished the evening singing ‘You’ve lost that loving
feeling’. Oh no! Not Top Gun again!
Day 3 21/8/19
When day 3 started the EWP team were obviously pretty keen,
as they managed to get the front row of the briefing room. After
a long delay we got going, but only after the organisers
agonised for hours about whether to send us at all.
Unfortunately, it was also today that we had our first land-out
with BF1 in a stubble field. To add insult to injury, they were on
the wrong side of the Humber at Burton-upon-Stather. The
organisers handed me yet another land-out form, this one for a
road recovery. Pete and I set off on the long drive around the
estuary to get the crew back. On the way back it was getting
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late, so we stopped in Holme for possibly the worst chips we’d
ever had. EWP meanwhile did 2 turnpoints completing task B.
Day 4 22/8/19
The EWP crew’s keenness the morning before obviously paid off,
as they managed to win the intermediate class on the day. So
far, a good showing for the CHP teams.
Day 4 V2.0 23/8/19
My turn again today and it turned out scorching hot. We had a
delayed start again, but eventually we went. I told John that I
wanted a land-out, as I’d never had one and we came bloody
close to it a couple of times. We set off and made Foston
relatively easily. Beverly was a little more difficult and we
began to see aircraft heading back towards POC. I chickened
at this stage and suggested to John that as we weren’t very far
below gliding range for POC,
maybe we should go for a shorter
time and return, but he had seen a street to our west which he
thought could take us over the river. Most of the clouds had
finished by now really, so we were picking up the first wisps of
baby clouds and trying to use them to get to the street. We
joined a gaggle of gliders trying to either get across or return to
POC and they all left us one by one. It was so hot with all this
feverish concentration that I had to devise a supplementary
cooling system for the rear cockpit. My radio and task sheets got
rolled together to try to blow a
little more air my way.
We eventually reached the street and crossed the river, even
picking up a small thermal halfway across and headed south
towards Scunthorpe. We found another thermal that got us
within gliding range of the turnpoint above some chicken sheds
and John said to remember where it was, as we might be able
to use it on the way back. If it didn’t work, we would be
landing. We flew down to the turnpoint which seemed to take
ages as the height bled away and eventually turned back for
the sheds. Fortunately, the thermal was still working and we
got back to the river on it. We then had to wait to get enough
height to get back across. We eventually made this too and got
within a final glide of POC, but probably about 30k out. We
obviously wouldn’t make it without some help along the way.
We set off for a couple of wisps of cloud that were by now only
that - wisps. It looked like we were going to land-out anyway,
when I spotted a windfarm where we had found thermals on
both the east and west sides on the way down. We made it to
the west side and found just enough to put us back on final glide.
So, this was my longest flight ever by far. We took off at 13:06
and landed back at POC at 17:42. Hard work, but an amazing experience! I was quite hopeful
of another good showing for CHP, but sadly, we were beaten by another K21 and a Twin Astir.
During all this, EWP had also filled their boots with not one, but two tasks. They completed
task A, returned to POC, took a re-light and completed task B!
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Day 5 24/8/19 (or the longest day of all)
After another huge delay, where the conditions just wouldn’t kick
off, we eventually got going and the CHP teams launched at
almost 15:00. It didn’t bode well for long flights, but we didn’t
realise just how bad it was going to be. Pete B and I watched on
the screens as both crews circled together for ages in very weak
lift and eventually EWP made a break for it. A short time later
BF1 followed and the task was on. We watched and willed but it
was not to be. EWP managed 2 turnpoints, but after a couple of
hours, we saw their height dwindle and I was off to the control
room for yet another land-out sheet. ‘I bloody hope John
behaves himself now’ I said to Pete B. No sooner had I said this
than; ‘Would the crew of Bravo Foxtrot 1 report to the control
room?’ came over the tannoy.
Lucky us had multiple land-outs to deal with. At least they were
both on our side of the Humber, but as the organisers had
declared in the rules that field landings would not be aero
recovered, we had to trailer them both. We set off for Flaxton
where Pete and Matt had landed, formulating plans as to how we would get to the evening’s
barbeque that we’d all bought tickets for. John and Nusrat decided to walk to the Angel Hotel in
Topcliffe for their dinner while they waited. That was ‘TOPCLIFFE’.
We collected EWP from a harvested rape field. It was like trying
to walk through 18-inch garden canes stuck upright in the
ground. You would not want to land in that stuff pre-harvest!
That aside and the fact that the farmer skanked Pete for 50 quid,
we did a pretty good two-hour total recovery time.
By this time, it was about 8pm, so we were tired, hungry and
determined to at least scoff some barbie stuff down. We
grabbed a burger and some chicken each and set off again. By
now it was almost dark and we had a 1-hour drive to Topcliffe
and as luck would have it, Pete and Matt came to help in a
second vehicle. On the way, I got a text from John asking for a pickup from Dishforth as it was a
45-minute walk back to the glider from the pub. That was
‘DISHFORTH’. “Oh well that accounts for the 45-minute walk,” I
thought, so I rang Matt and asked them to do the pick-up while
we went more slowly direct to the aircraft. We got to the field
and I got out to look for the glider. I couldn’t see it, but as I
was searching, a car pulled up with John in and he told us the
glider was on the skyline halfway across this massive field.
Matt had duly been to Dishforth, not found John and Nusrat
and then gone to the original rendezvous in Topcliffe and found
them. (Knot Trophy candidate or what?)
We found the glider using headlights and with one set of lights
on the aircraft and the other into the trailer, BF1 had its pyjamas on in no time at all.
Day 6 25/8/19
Day 6 was sadly scrubbed due to the similarity to the day before. If anything, it was possibly
even worse. As we had littered Yorkshire with stranded gliders the day before and it would have
been a short-task day anyway, the organisers, probably wisely, decided to scrub the day. As the
gliders were already in their trailers, we had only to pack the crews in too and we were off to
tidy out the digs early and head off home.
A great experience and great camaraderie was enjoyed throughout the week. It was also an
honour to represent the club, but more importantly, a huge insight into the world of XC for the
P2s from a couple of absolute pundits who unstintingly shared their vast knowledge and
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experience with us numpties and who have seriously tempted
all of us to cut those apron strings. My sincere thanks to all
those involved. The final Top Gun positions for the CHP crews
were EWP 24th and BF1 25th and all without the amazing sex
with an instructor or the loss of Goose.
Anyway, enough from me, time for Pete Batterby to convince
you all to give it a go in the future.
A Red card pilot’s ( Pete B) perspective
When I first saw Pete Desmond’s email earlier this year, I
wasn’t sure whether somebody in my position could benefit from such an event and also
whether I had the experience to be able to contribute in a worthwhile way. A chat with Pete
and comments from other club members soon assuaged any doubts I had as to my
participation. Comments from a number of club members indicated that such events, whilst
having a competition element, were nonetheless events from which a deal of fun could be had.
My gliding experience at the time was that of a reasonable Red card level pilot having been
with the club some 13 years, 8 of which were solo. I had been on several club expeditions to
Shenington and Saltby, but had not done any true cross country, nor had I done any
competitions – effectively, I was a complete cross country novice. I was not cleared for aerotow,
but had had a couple of goes at Saltby. I did however qualify because I had a tow-bar and
would therefore be able to retrieve.
Flying started on the Sunday and was to continue to the following
Sunday. My first flight was on the Tuesday and I opted for the
back seat of EWP, the Acro, which I had not previously occupied.
Waypoints for the flight comprised:-Pocklington, Rufforth South,
Goole NE, Scunthorpe N, Cottam, Bottesford and Pocklington.
My primary role was to provide a second pair of eyes for lookout –
vital when you consider the number of gliders (40+) being
airborne, in close proximity to each other. This also gave me the
chance to observe how the P1 (Pete Desmond) managed the
flying, how he read the sky and found thermals to allow us to
keep flying. I had thought that there was a particular skill to
finding thermals and I’m sure this comes with experience and
counts for a lot, but it was obvious that luck plays a considerable
part in success or failure. This was admitted even by people who
had won prizes.
We passed York on our way and had a great view of the Minster
and spotted some sunshine, but this proved to be of little use and
provided no lift. The flight eventually took us to Rufforth, the first
task turn-point, where we landed. This was an enjoyable flight.
It allowed me to attempt to recognise places on my map and have this confirmed or otherwise
by the P1. I also gained experience of flying the aircraft from the back seat – a first for me.
My second flight waypoint list comprised:-Pocklington, Foston, Beverley, Scunthorpe N, Cottam,
Malton, Northallerton and Pocklington. We had two flights; the first to Foston (the first turnpoint) followed by a relight (a second attempt) again to Foston and then on to Beverly (the
second turn point). The main feature of this flight was the difficulty in finding decent lift, much
to the frustration of the P1, to keep us going. I also had the experience of being in a thermal
with a number of other aircraft, one of which was flying in the opposite direction. This was
quite exhilarating with aircraft above and below you.
This flight demonstrated the need to be ready to find a landable area and when at the
appropriate height, select a field. We came close to both but were saved by the experience of
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our P1 and the appropriate amount of luck. The latter example was on our return from
Beverly to Pocklington. Having lost lift halfway back, we approached Market Weighton. The P1
advised that he would head for the town and hopefully get some lift or else it was a field.
Sure enough we flew over the town and there was the lift. This gave us enough height to get
back to Pocklington.
This flight also demonstrated the need for hydration and protection from the sun, as
temperatures soon rose once the canopy was closed. Having taken sufficient fluid for the
flight on our return, I exited the cockpit leaving the parachute on the seat. The other aspect
of the event of course was retrievals. We had three in total over the 8 days. I have to confess
that these had never appealed to me and were a factor in my not rushing into cross country.
However, whilst they did take some time, they were not as onerous as I had imagined – even
though one took place in the dark.
So what did I think of it all? My expectations were simply to experience what I had learnt
from various lectures and presentations related to Cross Country flying and see how a flight is
managed. It was a good and worthwhile experience. I did find it tiring, but slept very well.
You get to know people. You see people you’ve met at other sites and some who’ve even been
to BFGC. It is a friendly experience, even though it’s a competition. It gives you experience to
add to what you get at Chipping, so if you get the chance to do it - grab it with both hands.
Right, over to Nusrat for his take.
Nusrat's take, by a Yellow card Pilot
After qualifying as a Yellow card pilot last year, I began seeking cross-country instruction and
sought a course for the same. I did contact a couple of clubs last year, but unfortunately
could not get on a course. When I heard that the BFGC
were entering two gliders in the 34th Two Seater
Competition at Pocklington, I enquired about joining the
team. I fully expected to be advised that all places were
filled and was delighted to be accepted and that I would be
flying with the heavier boys in BF1, as the lighter boys
would be flying in EWP, due to its lower weight limitation.
Once accepted on the team, I was filled with doubts. How
will I shape up? Will I be able to physically last the course
of the competition? Where will I stay? However, people
who have experienced the competition before advised that
it is a friendly competition with the emphasis on taking
part and learning from the experience and it was
tremendous fun. This was also the impression gained
during the pre-competition meeting with the P1s, John
Klunder and Pete Desmond. Also, after many enquiries re
accommodation, B&Bs, or whether to camp on site, Mike
Cursons was able to arrange for a nice lodge near Pocklington, which Mike, Pete B and I
shared. This was comfortable and convenient.
Having never taken part in a gliding competition, the whole experience on the ground and in
the air was new, rewarding and enjoyable throughout, right from the opening meeting,
through the daily briefings and task declarations, placing the gliders on the grid etc. as well as
flying P2 with John and following the flights of BF1 and EWP on Glidertracker on my non-flying
days.
As three of the competition days were scratched, I had three flights during the week. The first
flight task started with the first turn-point being Northfleet about 15km away, the second,
Burn airfield about 25km away with the others south of the river Humber and others well
south of the river with the farthest near Newark. BF1 was placed towards the middle of the
grid and so after the aero-tow, we were able to join other gliders in thermals marked by
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clouds, which were 3-4knots in strength and
which John was able to climb in, but we kept
drifting back well behind the start line. After about
30 minutes John decided we were high enough to
head for the first turn-point. John climbed in
another couple of thermals on the way and we
made Northfleet. John then made another couple
of climbs, but the thermals were weaker. However,
we had enough height to head for Burn. We got
down to 2,000’ on the way and started looking for
landing options while heading for Burn, where we
landed.
We decided on an aero-tow retrieve and called the
competition office to ask for a tug. At Burn, the
duty pilot was very welcoming and took us to the clubhouse for a drink. We had barely
finished our drink when the competition Eurofox was on its way. We were soon on our way
back and surprisingly, the conditions had improved by then and John released the tug over
Melbourne airfield and we had a nice soaring flight up to 4,000’ before landing at Pocklington.
Next morning, we were pleasantly surprised to hear that we and BF1 had been placed first in
the intermediate class.
My second flight, again in strong headwind conditions, took us to our first turn-point, Burn,
the second, Goole and the third just south of the Humber. Again, getting going was not easy
but with John’s excellent thermalling, we made it to Burn and Goole, but were getting low and
were considering landing options. We found a nice thermal under a cloud which took us high
enough to cross the Humber towards our next turn-point, which was going to be our goal for
the day. We made the turn-point, albeit quite low. It was clear that we were not going to
make it back and so John landed BF1 in a stubble field near a village called Winteringham.
While waiting for the trailer we were able to explore the pretty little village. Pete B and Mike
came to retrieve us and BF1 a couple of hours later.
For my last flight, the weather had changed and we now had high pressure and a clear sky.
The task’s first turn-point was Castle Howard, the second was Sutton bank and the third
Harrogate, which was going to be our goal for the day. We launched and joined five other
gliders in a thermal and John showed his thermalling skills by out-climbing an Arcus. We were
soon on our way to Castle Howard and Sutton Bank. In a cloudless sky, it was a case of flying
on and climbing if we encountered lift. We got quite low near Sutton bank, but contacted a
thermal over Ampleforth, which took us to over 2,500’. It was a nice sight to see Sutton
Bank from the air again, as that is where I started my gliding 38+ years ago. As the day was
ending and lift dying, we were forced down and landed in a field near Toppcliffe. We were now
advised that EWP had also landed out near York and the retrieve crew were on their way to it.
It was 10pm by the time the crew came to get BF1.
The flight crew of EWP came too and BF1 was soon
in its trailer and on its way back to Pocklington,
along with the whole BFGC team.
I found the competition a very rewarding
experience, both in the air and on the ground. It
was very nice to sit in the back of BF1 with a very
skilled and experienced cross country pilot,
observing other gliders, looking out for other
gliders, not only from a safety point of view, but
also to see where they were thermalling and where
the lift was, discussing landing options and being
able to get experience with TopHat Soaring in the
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air without having to fly the aircraft. It was nice to find that BF1 finished about a third of the
way up the results table and was not the lowest scorer of the K21s. I would certainly like to
take part in a similar competition again and hope that the discussions over dinners of having
ad-hoc cross country experience days for BFGC pilots at other airfields will come to fruition!
Last but not least, here’s what Matt thought of it all.
Matt’s take-aways. Ahhhh… this is what cross country is all about!
Well, what can I say that’s not already been said?
Lots actually! (Sorry)
On the BFGC ski trip during one of the many
gliding related chats, Alan Roberts had lots of
good things to say about the POC two seater
comp and should I ever get the chance, I should
bite the hand off of anyone offering a seat. Suffice
to say, when Pete later suggested we put a BFGC
team together, I put my name in the hat that
instant!
Having recently reached the lofty heights of BI,
you’d be forgiven for thinking I’d know a thing or
two, (well… a little bit!) about cross country. After
all, I have my silver and bravely completed a
flight of 62km whilst clinging to every scrap of lift
I could find as the wind helped me along my way. How wrong you would be! As I too would
discover during the week flying with Pete, ‘the gliding wizard’ Desmond!
My first flying day was one to chalk up to bad luck, not having a ‘hot ship’, launching at a bad
time and all other excuses us glider pilots can pick from. Despite both Pete and I trying our
best, we failed to get away… TWICE.
The next flight was a whole different story! It wasn’t the best of days, with scrappy thermals
and quite a strong wind, not ideal XC conditions. None of this seemed to phase Pete and like
that, we were ‘on task’! - “But, but, but Pete, what are you doing? We were in a thermal.
Why did you throw that away?” “We need to make progress” was the answer and like that we
were heading in the direction of our first turn point, attempting to find better lift.
At this point, we weren’t especially high, already out of gliding range of POC and flying
alongside an ASH25 or one of the other exotic ships taking part in the competition. But Pete
wasn’t phased one bit, so on we went in our trusty Acro. ‘Making progress’ was to be the
flavour of the day, as Pete judged the thermals we encountered, only turning when the lift
was decent or when it was prudent to gain a
little height.
I already had an appreciation for how a XC
task was conducted from completing a
modest task at Hus Bos the previous year,
but this was quite a different attitude to flying
XC than my rather conservative methods!
Having reached our first turn point in double
quick time, it was about now that the
excitement of racing set in and we started to
look out for our close competition, mainly in
the form of a Pocklington club K21 flown by
the competition’s task setter. This adds a
whole different dimension to flying as you
have other people to benchmark against,
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especially in today’s Flarm enhanced world where you can
sneakily check up on how your competition are going in real
time. Fantastic fun!
Pete’s tactics paid off too, as once we had turned our final turn
point for the day, we successfully found a decent climb over
the Humber, which put us on a final glide back to POC. 120
knots over the finish line and we were home, 1st place in the
intermediate class for the day and heads held high. Take that
flat landers!
Some of you are probably thinking “It sounds good and all,
but isn’t it a bit dull on the days your team mates are flying?”
Enter the recent innovation of gliding, the spectator’s sport!
I’ve never known gliding without the wide adoption of Flarm
and it’s difficult to imagine gliding without this marvellous
invention. The safety aspects are obviously its primary
purpose and the gliding world is no doubt a safer sport as a
result, but it’s the possibly unintentional side effect of being
able to see where every glider is, what height they are at and
if they’re in lift or sink that makes for a fantastic pastime.
Having successfully got your team mates into the air and made sure they ‘got away’, the
remaining crew retreat back to the clubhouse and start the obsession of tracking their fellow
team members’ every move!
“Oooooh they’re getting low”, “I reckon they’re heading to Rufforth”. “Surely they’re not going
for it at this late hour?” “Shall we hook the trailer on?” All a huge part of the fun. Well, until
both gliders land out and you find yourself in a field at 10pm… Oh, that’s when I was flying!
I could go on and tell you about doing a XC task in the
blue with a 2,500’ inversion whilst quoting the words
“If they send us, we’ll go,” or the great skills and
experience Pete and John possess! But the others have
already done a great job of that and I’m sure you’re
wishing you’d never embarked on reading this epic
article!
I do however, have to finish by thanking Pete and John
for inviting us XC noobs to join them at Pocklington
and for sharing their hard earned knowledge with us
throughout the week. Hugely appreciated!
Pockets Goons over and out! - (ask one of us later)

Complex?
If you’ve ever felt
overwhelmed, keeping
an eye on all the dials
and instruments in a
modern glider cockpit,
spare a thought for the
engineer on a Convair
B-36 strategic bomber,
who had to sit in front of
this lot every flight!
- Ed.
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Heave-ho!

Anyone familiar with rigging a Skylark will know that the wing centre section is a great way to
get a large group of grown men grunting, heaving, sweating and swearing and leave them with
aching muscles and a raging backache! However, when Ian Bannister announced in the
clubhouse at Saltby that he was rigging the Skylark that morning, instead of the usual rush of
feet and hastily made excuses, everyone gathered round to watch, because Ian had come up
with an ingenious and painless system to take the hard work out of the job.
With a hoist mounted on the back of his car, he lifted the wing section up to the necessary
height and then slid the fuselage into place beneath it, before lowering the wing gently into
place. Fantastic! Meanwhile, the grown men could stand back appreciatively and admire the
ingenuity of the system, saving their backs and muscles for other tasks, like dragging their
aircraft all the way to the end of 07 in blistering summer heat. (You have to go to Saltby to
appreciate that one!)
So, well done Ian. The Skylark has always been a joy to fly and now your skill and ingenuity
have made it a joy to rig as well! Even more impressive, was that while he was hoisting up the
wing section, Ian suddenly burst into song with an impromptu medley of sea-shanties while
Mick Unsworth harmonised in a surprisingly rich baritone. What a party piece! It was amazing!
You must ask them to do it again for you next time you see them! - Ed.

Editor’s Endbit

And so we come to the end of this (bumper) September 2019 edition of the BFGC Newsletter.
I hope you enjoyed it. Many thanks, as always, to those who contributed. Don’t forget that
the next issue will only be as good as this one if you, the members, write in to share your
thoughts and experiences with us. The deadline date for the next newsletter will be Sunday,
8th 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 your articles.
Keith Clarke - Editor

