
Notes From The Chair – Alan Holden

This is my first contribution to
Shalmag but I intend to publish
something every month. Let’s start
with the thanks. Thank you to all
members who have pitched in during
the cold winter months to repair,
inspect, modify and improve a
plethora of club assets. I will not name all involved as I may 
miss someone but we all know who they are.

As I am sure you are all aware that the current SSS board is 
largely new. In our very short time in office we have faced 
various challenges and issues, most of them unforeseen. As 
chairman I have a 3 year plan submitted to the board and 
would like to share an abridged version of it with you. 
Contributions from other board members in a similar theme 
will be included in their respective sections.

Before I do that here are some essential caveats;

We can’t do any of it without the funds
We can’t do any of it without the mandate or direct 
and practical assistance of the membership
Doing nothing is not an option 

The plan is in three distinct parts. Consolidation, Development
and Growth. These are intended to each last one year.

Consolidation: This is to be year 1, now if you like and has 
already started. During our consolidation year we must put the
past behind us and get ourselves to where we can function 
more effectively as a flying club. The first steps of this process
have begun. For example we now have another more 
serviceable Land Rover as a retrieve vehicle (complete with 
the luxuries of heater, windows and clock), 2 functioning club 
winches and, therefore, the beginnings of a more reliable 
flying support system.  Our aircraft fleet is also being 
managed and we hope to have the full fleet available by the 
start of the soaring season. We will shortly be applying for 
aero tow planning permission. These first steps should 
produce a noticeable difference to the flying day. However 
there are other matters which we need to address which may 
take more time. 

Our clubhouse is doing its best to fall over and the airfield 
itself needs attention. During our consolidation year the board 
will do its best to address as many of these issues as possible.

For my part I will provide leadership and direction while 
actively participating in the hands on work. The board is not 
responsible for providing a service to members and we will be
actively asking people for help. I personally have never 
refused a request experienced any other member refusing to 
assist. We have a lot of good will and a lot of loyalty which 
we will utilise. You will shortly be receiving your membership
renewal notices and please pledge your support as detailed on 
that notice.

These are the most apparent issues which we are addressing 
but there are other matters which are just as important. We 
need to raise our game on safety and documentation. I will be 
giving my full backing to the implementation of more robust 
safety systems. We need an Airfield Manual which documents
all of our operating procedures. Our operation of the airfield 
must be safe, efficient and consistent. As party of this 
document we must have a set of Emergency Orders for all to 
follow in the event of an incident or accident. In order to 
achieve this, our CFI will be asking a suitable person to be our
safety officer and I would expect that the safety officer will 
gain the assistance of other members to compile these systems
and processes.

Development: This is intended to be year 2 but is dependant 
upon the success of the consolidation year and the state of our 
funds. It may be necessary to consult the membership on 
methods of raising further funds or income and this will be 
done at the appropriate time. The purpose of this development 
period is to subtly change our club. We cannot continue 
indefinitely as a local soaring club. We need to decide what 
we want. Some of our membership is perfectly happy to fly 
local only and enjoy the social experience of membership and 
association. I see absolutely nothing wrong with this in itself 
but, this is not my impression of the entire membership. Some 
of our membership would prefer to fly cross country tasks 
until their wings fall off or their nether regions wither and go 
numb. Likewise I see absolutely nothing wrong with this 
(excluding the withering nether regions) but neither is it for 
everybody. We have a section of membership in between 
these 2 groups. Either because they are not allowed to fly XC, 
or they wish to fly XC in a more gentle and refined form. 
Nothing wrong in that either. Finally we have our student 
pilots. I feel that this part of the membership is perhaps the 
most important because without new students and members 
our club will fade away. Any student may end up in any of the
3 previous groups, each of which adds to the club in its own 
right. During our development year we must be innovative and
work hard to attract and keep new members. 
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I would like to see each of our 3 membership types developed 
and accommodated in the development phase. This may mean 
changing the structure of our aircraft fleet.  In addition we 
must modernise our facilities to some extent. Ask a non-
gliding friend how they would feel about standing in a wet 
field with no facilities and see what there response is. It is too 
simplistic to say that if people wish to glide they will put up 
with anything, even if this is true for most of our existing 
members.  I do not intend for us to become a ‘Lasham’ clone 
but I have done some off the cuff research with potential 
female members (best not go there – Ed!!). A common 
comment has been “what the toilets are a mile away!”
We must also continue to develop our safety culture during 
this phase and refine our response to unforeseen situations.

Growth: Assuming the 2 previous phases have been 
successful I see this stage as the point where we can grow. 
Please rest assured that we are not merely aiming for ‘bigger 
and better’. Growth could be in terms of finances alone 
although I sincerely hope not. I would expect to see an 
increase in membership and students. Likewise I would expect
to see an increase in the amount and quality of our flying. 
Internal growth, occurring as an organic effect of a more 
fulfilling flying environment, resulting in members who want 
to fly more would be a very rewarding experience for us all.

Conclusion: As chairman I have now laid out the plan. As 
members I now ask you to comment. If you wish to email me 
my home email is alanholden@ntlworld.com. I am also at 
the club most weeks, so please grab me for a chat. If you 
disagree with the plan please tell me. I am happy to receive 
any kind of feedback from any member. If you have any 
observations or problems you have spotted please tell me or 
the rest of the board. When doing this please remember to 
include the phrase “and I will do….. to help solve it”. 

In closing I would wish you to remember that this is not a 
battle plan or the corporate business strategy of a 
multinational, if you ever hear the words “mission statement” 
from me please feel free to kick, hit or set fire to me. 

Summer Courses – Liz Sparrow

Our summer opening for 2006 will be from Sat 22nd  July until
Sunday 13th August.  As usual, the club will remain open 7 
days/week through the peak of the summer.  Given that the 
'loose' format of open week has never really worked, we're 
going to do a straight three weeks of course+course+task 
week.

Summer Courses: Courses will run from the week 
commencing Monday 24th July and Monday 31st July.   
Courses will be for ab-initios and improvers, so please register
your interest with Liz Sparrow ASAP.  Please also help to get 
the places filled by marketing them to other potential pilots 
and your work colleagues.  The precise details of prices etc. 

will follow shortly but are not expected to be hugely different 
to last year.  Volunteers will be required to help run the field 
and drive the winch.  Thus, offers of a day or more all helps to
improve your club would be appreciated.  Please let me know 
if you’re available.

Task Week: This will be from Saturday 5th August to Sunday 
13th August. This will include guaranteed good weather, 
stunning prizes, cunning task setting which will extend but not
over-reach pilots and gliders of all abilities and handicaps!  
The entry fee is negligible and entry forms will be available 
shortly on-line and in the launch caravan.  Don’t wait until 
nearer the time, book your leave NOW!  This year's event is 
going to be well-subscribed and a huge success - start laying 
in the barbie charcoal...

 

Club Equipment– Alan  Saunders

Firstly my thanks to
those who do the work.
They are relatively few
and often the same
people who Instruct,
Inspect and make other major contributions to the Society. 

I fully support our Chairman’s plan, but  will try to limit my 
comments to the Ground Equipment, although much of what I 
have to say applies equally to other facilities.

Consolidation: I understand consolidation to mean returning 
all of our facilities to their best possible condition. We are 
now close to having two reliable Tost winches plus the option 
of using the Red Winch.  Before long we also expect to have 
three reliable vehicles. There are still some maintenance tasks 
outstanding but, assuming no unforeseen disasters, we should 
end the season with all equipment in a better state than it was 
at the beginning.

You can help with this task, by not abusing the equipment, 
and treating it better than if it were your own. If you suspect a 
problem with any of the equipment make sure you report it. If 
you believe you are able to fix the problem please volunteer, 
but discuss the proposed action with one of our regular 
engineers or myself first.

I intend to improve the reporting and recording of snags and 
maintenance. Relying on the collective memory, as at present, 
is the worst option. The existing records seem to have fallen 
into disuse a couple of years ago. Whilst the requirements are 
(mostly) less onerous than for the aircraft I see no reason why 
we should not adopt a similar system to ensure that Daily 
Inspections and Maintenance are done and all faults reported. 
This will require discipline and cooperation from the 
membership but will enable more efficient maintenance.
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Improvements are already planned for the RoundOut Bus but 
it needs a manager to make it really effective both as a service 
to members and visitors and as a source of considerable 
income. This is the ideal job for someone who claims to have 
no mechanical ability, a bad back etc. – please volunteer.

Development: Assuming that we continue to correctly 
maintain our present equipment I see no reason why it should 
not serve us through this period. We can support a hundred 
and thirty flying members with the existing equipment as well 
as we can support the present one hundred or less. Meanwhile,
as we cease ‘fire fighting’ we should move to a programme of 
continuous improvement.

I am endeared to the quaint appearance of our winches but 
perhaps they do not give the best impression to the casual 
observer. Given the resources we might ‘smarten them up’ a 
bit.  There is a long term plan to have spare engines and 
gearboxes available for the winches. We expect to resume this
work at the end of the season.

Growth: We can support two hundred flying members with 
the existing equipment as well as we can one hundred and 
thirty. However it is becoming difficult to obtain parts for the 
Green Winch and I fully expect it to be retired within the next 
few years. Assuming we have improved our financial position 
we must acquire another winch. I believe we should move 
towards trailer mounted winches as this will improve 
availability and reduce the maintenance overhead.

Otherwise, all we have to do to cater for membership growth 
is to look after the equipment and make sure the maintenance 
gets done. We must, however, recognise when equipment is 
reaching the end of its useful life and take action to replace it 
before it becomes an embarrassment and reduces our launch 
rate.

Conclusion: The Chairman’s article was the first I had heard 
that the lack of toilet facilities at the launch point is a problem.
Perhaps we could procure a ‘PortaLoo’ but who is going to 
volunteer to empty and maintain it? If you have any views that
you wish to be considered by the Board please lobby any of 
us, even if it is outside our particular responsibility. I promise 
to listen!

You can help your Club. Please turn up at the airfield 
whatever the weather, if it’s not soarable get some training 
done; if it’s not flyable get a briefing on some aspect of 
gliding; look in the ‘Job Book’ – there must be something you 
could do. Why not take a new member on a tour and make 
sure they understand all our facilities and handling rules?  
Otherwise, enter a project in the book and take responsibility 
to ensure that it gets done. Meanwhile, please don’t forget to 
fly a lot!

alan@saunders0.freeserve.co.uk

Safe Secs with Liz

This article may take just secs to read, but hopefully will help 
contribute to keeping you safe in the air for years.  I have 
taken over as Safety Officer as Jim is sadly on the verge of 
departing for northern latitudes.  As I have taken over on 
Shalmag copy-date, it really is secs rather than minutes.  
Remember that gliding is a game of risk management and that 
the risks increase when you are not current, when the glider 
you're sharing a thermal with is not current, when the day-
length is suddenly longer than you're used to etc etc.  If you 
plan to reduce the risks inherent in flying, you will fly better, 
faster, longer, safer.  

Happier Landings – Colin Baines

A very visible hallmark of a good pilot is the ability to 
complete the flight with a perfectly held-off spot landing. 
However, if the final phase of the circuit is not flown in a safe 
and professional manner, things may not go quite as planned. 
This item is as much about psychological barriers as it is about
flying skill.

Fixed minds – fixed circuits: Most of us have it in the back 
of our mind that the final turn should be completed with the 
wings level at a minimum of 300 feet but are we always 
conscious of the reason for this? At 300 ft, a 15 m glider is 
about six wing spans off the ground. On an average day, the 
wind gradient can start at about 200 feet; and you are no doubt
aware of what can happen when a steeply banked wing is 
dipped into a slower moving airflow. And what about that 
prompt from your instructor to perform the final turn with a 
good angle of bank with the speed on target and the string in 
the middle? Why? Because he’s scared to death of low slow 
flat turns with too much rudder, that’s why.

Now you may think that this is fairly basic stuff, so “why is it”
I ask myself, that so many people I have flown with are 
prepared to sacrifice these principles to make sure they end up
demonstrating that ‘perfect’ spot landing right opposite the 
launch point. I have been able to contrive this situation by 
arranging to arrive slightly lower than expected somewhere 
late in the downwind leg. More often than not the pilot will 
resume the circuit with a grim determination to land on the 
previously chosen spot, come what may, oblivious of our 
proximity to the ground.

This ‘homing instinct’ is the inevitable result of repeatedly 
flying the same circuit until it reduces to a ritual of flying over
the same fixed points on the ground every time. Some quite 
experienced pilots have flown me around the circuit at 
alarmingly low heights in this quest for the perfect short field 
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landing. And, to be charitable, I have to assume that they are 
blissfully unaware of the risks involved, else I would have to 
conclude that they would rather risk their life (and mine) than 
suffer a ribbing for landing long. (Say “It can’t happen to me” 
often enough and you may actually start to believe it.)

So what’s the remedy? The answer is simple – keep your mind
ahead of the aircraft, visually monitor your height (below 500 
ft the altimeter becomes progressively more unreliable) and be
prepared to change your circuit pattern at the drop of a hat. If 
you get low, or the landing area gets blocked, or someone cuts
in front of you in the circuit, etc., then fall back on the safe 
landing option that you should always have in reserve for 
these occasions. Above all, don’t get suckered into flying a 
low circuit just to save face.

Low energy landings – (or “Why does the glider always flop 
onto the ground when I try to hold off?”).

A glider relies on its stored energy to stay aloft. This comes in 
two forms; potential energy and kinetic energy. The glider’s 
Potential energy is directly proportional to its height above 
datum; twice the height = twice the energy. Its kinetic energy 
is proportional to the square of its speed; twice the speed = 
four times the energy. Stationary on the ground the glider’s 
mechanical energy is zero; so when you finish your landing 
run your ‘gas tank’ is empty.

As you fly the approach you are losing potential energy. The 
potential energy in a glider suspended from a crane at 100 ft is
about the same as the kinetic energy of a glider at ground level
travelling at 50 kts. I.e. the effect would be the same if it hit 
you! At 120 ft the potential energy is about the same as a 
landing glider at 55 kts. i.e. you require 20% more energy to 
get only 10% more speed. So the point is . . ?

Quite simply this; when you fly a low flat approach with only 
a feather of airbrake, your ‘gas tank’ is perilously close to 
empty. You have little or no height to trade off for speed and 
as the above example shows, you have to lose quite a lot of 
height to gain very little extra speed. Thus, if there’s any kind 
of unexpected wind gradient on the approach, at best you may 
end up landing short; and a shortened short field landing is 
likely to be in the hedge.

Couldn’t happen to you? I’ve seen several very experienced 
pilots just about stagger over the hedge and ‘stall-on’ at the 
South end of our field. One gold badge pundit actually ‘auto 
rotated’ from about 10 ft in a Ka8 and ended up 20 yards from
the hedge facing in the wrong direction. Now had that been his
shiny glass ship . . !

So when you see a ‘pundit’ landing low and slow with 
minimum airbrake, just making it in over the hedge, offer up a
prayer for fair winds and a strong undercarriage.

A steeper approach with 2/3 airbrake is better because:

 you’ve planned for a slightly higher approach so 
you’ll have more ‘gas in the tank’,

 you’ll have better obstacle clearance,
 if you discipline yourself to maintain the angle to the 

reference point using either 2/3 airbrake or no airbrake,
you can maintain the high energy approach right down 
to the round-out.

 the aircraft becomes more stable as airbrakes are 
deployed,

 you have a better chance of maintaining airspeed in a 
wind gradient,

 you have more options as to where you can land, e.g. 
if it all suddenly looks a little congested, or you’ve 
picked a field full of rocks. (Or like when I landed out 
at Hus Bos last summer and I was able to avoid the 
ignominy of landing in a crop on the undershoot, 
because I was using a lot of brake.)

And finally you’ve a better chance of arriving at the Roundout
with enough airspeed to do a properly held off landing.

Footnote: In discussing this article with the CFI he also invites
us to consider the likely outcome of a stalled launch failure at 
30 ft.

Instructor Fun Day – Liz Sparrow

Shalbourne members are really lucky to have a genuinely 
committed instructor team (no, Ed, none of them have actually
been committed [it’s only a matter of time – Ed!!]) - witness 
the fact that 19 of them turned up at a day's notice for the 
instructor meeting convened by the new CFI.  It is these 
largely unsung heroes who ensure that you can fly three times 
a week through the year plus the summer evenings - and now 
is your chance to give them a day off.  On the Sunday of 
Whitsun weekend, 28 May, we will be running an Instructor 
Fun Day where they all get to frolic together and not do 
instructing.  We may run a second one over August Bank 
Holiday weekend.  This doesn't mean that non-instructors can't
fly that day, but it does mean that two-seat places will be 
reduced or unavailable, and that anyone possessing a BGA 
rating will get launch queue priority over anyone who doesn't. 
We hope you will think that is a reasonable price to pay for 
the effort that the instructor team put in on your behalf every 
other day of the year, and we hope that those who benefit from
their efforts will turn up to run the field and retrieve the silly 
sods when they all land out etc etc.  I'm sure the rumours are 
untrue that the CFI has commissioned a list of who does and 
doesn't turn up and will adjust annual checks accordingly...

Night Flying on Wednesday 11th January 2006 –
Siegried Vallei

Like most of us, I have flown on Airliners quite a bit. I have 
once crouched in the cockpit of a 747 while the Capt.  and the 
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No. 2 showed me the VOR navigation system over the far 
north of Siberia on a moonlit flight back from Tokyo. 
Actually, the best one was an approach into Stuttgart one 
lunchtime in a thunderstorm when I had been invited forward 
but he was then asked to go in immediately by ATC, despite 
the weather; just imagine !!!

I had flown with Colin at Thruxton as P2 when I was 
preparing for my Bronze, and occasionally since then.  So 
when I reported to Andy, my instructor, I was quite relaxed to 
go through the usual pre-flight checks with him. But when he 
insisted that I take the LH seat, alarm bells started to ring, but 
at this stage I was still thinking that he would fly the take-off. 
Well, he didn’t, he made me do it, and eventually,  it turned 
out much easier than I had feared. The runway lights and the 
narrow beam of the landing light give a very clear view ahead,
making the task of keeping the aircraft on the centre line 
relatively simple. 

The conditions were absolutely ideal: Wind 3 - 5 knts at 250 –
280, i.e. straight down the 250 runway. QNH of 1029, 
Visibility > 10 km, no cloud-cover with a full moon. Thruxton
instructed us on a RH circuit which I started very gently at 500
ft, heading at first towards Ludgershall, which is the first 
island of lights one sees at ca. 2 o’clock, but then coming 
further round to achieve a heading of 090, climbing all the 
time to 1500 ft. Andy informed Thruxton who told us that 
Boscombe had shut down for the night and that we should stay
with him.

We now started to set the VOR on Compton, i.e. to 114.35 
MHz. The GPS’s first way-point had previously been 
programmed to the same location and we left the squawk at 
7000.

Having agreed in the pre-flight briefing on a heading of 010 to
achieve the beacon, I turned left and climbed to our cruising 
level of 2800 ft. The VOR came round exactly as predicted, 
although there was quite a bit of damping built in. After 
trimming the aircraft and applying some carb-heat we had 
ample time to discuss the details and fly exercises, whilst 
constantly keeping a sharp look-out. Visibility was so good 
that we could actually see the light chain of aircraft going into 
LHR and a constant rising of lights out of there, climbing to 
pass very high over us.

The ground is dotted with light islands, some quite easy to 
identify, e.g. Swindon in the West or 
Newbury/Thatcham/Reading in the East with Andover in the 
South and Didcot/Abingdon in the North. Those in the far 
distance were not quite that easy, e.g. Brize at 10 o’clock, 
Oxford directly ahead and straight past Didcot’s chimney 
lights. Membury Transmitter stands out very clearly with its 
red lights and so does the M4 and Chievely Junction; mind 
you, when you then start to say “.. there is Membury, then that
is Hungerford and just 6 miles Sth. of it is Rivar Hill”,  you 
see just a big black void!

We had to use the GPS, as the DME on this aircraft was u/s, 
and when it told us that we were within 2 miles of the 
transmitter, the VOR started to get quite sensitive, which 
Andy explained as the increasingly narrower beam. Eventually
and as anticipated, it flicked from To to From after we had 
passed it by just over a mile.

Because the VOR exercises had been such fun, I decided to 
turn left on a heading of 270, i.e. straight towards the very 
prominent light island of Swindon. When we had passed 
Membury and Lambourn on our left and Wantage on our 
right, Andy suggested to select Southampton so that I could 
work out with him headings etc. which would bring us home. 
Incidentally, Southampton is one of those beacons which has 
weather reports superimposed on the Morse Code identifier. 
Heading 180 initially, there is a lot of black ground ahead. 
Basingstoke and Andover are prominent light islands with the 
Winchester/Southampton conurbation as a glow just on the 
horizon.

Somewhere over Highclere I started a gentle descent, while 
heading straight for the centre of Andover. Knowing that 
Thruxton is directly west of it, it was reasonably easy to find 
the beacon and, eventually the runway which was kept lit as 
there was three of us doing IFR flying that evening. Andy 
made me fly a classic approach, i.e. straight over the centre of 
the runway at 1500 ft, then turning right for a RH circuit.

Once again, I thought he would now take over, but alas, the “I 
have control” never came. I had cramped the circuit a bit so, 
when I was heading towards the light island directly East of 
the threshold where you turn right for the final approach I had 
to go through the flaps fairly sharpish while setting the 70 knts
landing speed.

The rest of the approach is then made comparatively easy by 
the VASI. You hold your speed absolutely steady and keep 
one white and one red light, indicating that your approach 
slope is just right. There comes a point when the beam of the 
landing light ‘touches’ the ground which gives a surprisingly 
clear and almost three-dimensional view, allowing you to 
round out properly.

It went well and as we started to run out Andy suggested to 
throttle up to go round again. Wow !!! It was great ! although 
the second landing was slightly ballooned, because I had 
started to play with the throttle during the finals. This was the 
only occasion when he actually took a hand in helping, which 
says a lot for his incredible confidence and character.

What have I learned ? Flying to IFR is quite do-able. 
Thorough pre-flight briefing is the secret of a relaxed flight, as
nothing, or at least very little, comes as a surprise. As always 
when navigating, stay one step ahead when identifying 
features on the ground with the pre-planned instrument 
readings and the map. Also, if you can’t see anything on the 
ground, trust your instruments.
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The final verdict Wow !!! It is as if one floats on a cushion of 
light. Now I am beginning to understand why old professional 
pilots can wax lyrically about January nights coming into 
LHR. I recommend it to any student of flying.
 
What’s left  to do ? (5) Fly a Hercules C130 (6) Fly 
across the Straights of Dover in FRS (7) Do a Parachute jump
(with a parachute – Ed!!)

Appendix

ATC Air Traffic Control
DME Distance Measuring Equipment
IFR Instrument Flight Rules
LHR London Heathrow
VASI Variable Approach Slope Indicator)
VOR VeryHighFrequency Omnidirectional 

Ranging
Carb-heat A method of  heating the air intake in the 

Carburettor. Ice can form very quickly there,
restricting the air volume to the combustion 
chamber and, thus, reducing the engine 
power dramatically. Ask Colin for his very 
instructive “carb-heat” story

Squawk A Radio which transmits automatically a 
serious of Pulses which can be programmed 
by a four-bank number switch to contain 
information which a RADAR receiver 
understands. An early version of the 
Identification Friend/Foe system, developed 
by the USAF. The setting 7000 is the basic 
signal which everybody understands

For further information, why not check out the following 
websites:-

http://www.navfltsm.addr.com/vor-nav.htm 
http://www.longwater-systems.co.uk/
http://www.visi.com/~mim/nav/ 

Computer says “No” – Kay Draper

We were travelling
home on 10th May from
a failed 315k O/R when
David Masson rang
stating “It could be on
tomorrow”. I woke at
3am already excited as
to what the day might
bring whilst trying to tell
myself the weather owed me nothing and I needed more sleep.

We set off for Lasham in our remaining car (Dave’s having 
been written off the previous weekend). At Ludgershall my 

car developed a niggling new problem and we were unable to 
achieve more than 40mph (Dave – it was your turn to put 
petrol in!! – Ed). The car was dieing. “We had two choices” 
Dave declared “either we went home and felt sorry for 
ourselves for the rest of the day or we got to Lasham and sort 
the problem out later” There was no debate.

Frantic activity saw me watered up and at launch by 9:30 with 
Oakhampton, Bullington Cross, Crediton declared in the 
logger for 756.9 km. Andy Hall ahead of me on the tarmac 
suggested Odiham and North Hill as alternative second and 
third turn points but I discounted this not wanting to entertain 
a turn point immediately behind a parachute zone. I was to 
live to regret this decision.

At 9:40 I launched to 3000’ over the clubhouse. I had never 
started so early or above cloud base before and was not sure 
what to do next but as there seemed no options I set off on 
track. I flew fairly slowly from wisp to wisp weaving between 
the stepping-stones with cloud base at 3000’ amsl. The first 
climb was a surprising 3kt average and I felt relieved that I 
wasn’t going to plonk it 30k down track.

The light easterly was producing cloud streets which I 
managed to line myself up with. Tucked up against the cloud I
followed the dotted line of shadow on the ground for 63km 
(Middle Wallop to beyond Sturminster) without turning. I 
couldn’t believe I could glide so far, so early in the day. By 
now I had teamed up with Andy and we flew the rest of the 
first leg together. 107kph for 211km to the first turn. I was 
way ahead of schedule and my confidence was high.

I picked up a corking 5.8 average climb on the edge of 
Dartmoor with cloud base now up to 4700’. The next section 
was straightforward until my brain took a holiday [blonde 
moment – Ed, but not for much longer!!]. And I failed to 
locate climbs under perfectly decent looking clouds. At Yeovil
I was down to 1300’, faced crossing a large cloud shadow, and
so I gave myself a good talking to. I turned back to get a 
decent climb in the sunshine before pressing on but the 
exercise lost me some valuable time as it took me a while to 
pick up speed again.

Bullington Cross was rounded at 2:20 and I set off back 
towards Salisbury with a sense of déjà vu. The next section 
went brilliantly with cloud base rising to over 5000’. Just short
of Shaftesbury I connected with a 7.2 average climb and saw 
10kts on the averager for several turns. This was on – I was 
going to make it.

After North Hill the sky developed a sinister gloomy 
appearance and I still had another 30km to go to Crediton. It 
was clear that the sea air had come up the Ex valley and I had 
to either give it my best shot or turn back. No chance. 530k 
behind me I couldn’t stop now. I tip toed my way along a 
broad band of weak convergence in an arch to the north of the 
turn with cloud base now down to 4000’ amsl and then 

6



Issue 01/06

April 2006

sneaked into the turn and out again the same way I had 
entered.

Mmmm, things didn’t look so cleaver now. The weak 
converging line was casting huge areas of shadow on the 
ground and although there was sun and scrappy cu to the south
I wasn’t convinced they were genuine thermals and thought 
they might be sea air thermals out to sucker me in. So my 
choices were  to go to the unconvincing scraps or back under 
the murk? I elected to stick to the route I had come in on under
the gloom and hoped I wouldn’t get too low to connect with it.
2000’ didn’t seem that high and I tried to dismiss the thought 
of going down as far as I could get from home. I also had no 
idea what task Dave was flying and whether he would be 
around to collect me, let alone whether the car would make it!

I eventually picked my way out of trouble but the exercise had
slowed me up. “Only 200km to go – that’s only a short cross 
country really” I told myself and in spite of the thermals 
dropping to around 2 – 2.5 on the averager I was still 
convinced I had it in the bag. 

I reached Salisbury at 6:40 and took what turned out to be my 
last climb, a 3 knotter to cloud base at 5600’. Beyond 
Salisbury the sky was empty except for a couple of moth eaten
scraps of dying cu. Holding my breath I optimistically wove 
my way under them without a blip. “Come on – play the 
game. I only need 1000’ “. Computer says “no”. I punched the
IPAQ Macready down to 0. Computer still says “no”. Over the
woods to the south of Popham I hoped for a little magic 
evening glass off from the trees – ever the optimist – but it 
was not to be and I made a hurried abbreviated circuit into 
Popham. The power boys there were welcoming and 
complementary but they had no idea how disappointed I felt – 
742.5km. DOHHH!!

I may not have broken any records but it was a day of personal
bests for me. Earliest launch, longest inter thermal glide, 
strongest climb in Britain, longest time in the air and furthest 
distance flown. My husband and I are in negotiations over the 
next 750 day……

Wun too niner dayseemal niner – Colin Baines

This is a simple guide to using the radio in the caravan or 
winch. If you want full training to get a RT licence you have 
to go a lot further!

Why does it matter?

 If messages are unclear or ambiguous you have 
accidents.

 We share our frequency with many other users who 
expect us to be professional and considerate in our use.

 You might as well get it right from the beginning 
instead of trying to break bad habits later when you go 
for the full licence. If you want to learn the full 

procedure take a look at CAP 413 on the CAA website,
or drum up enough interest to justify running another 
training course!

Aside from safety issues, the operator’s professionalism, or 
lack of it, influences the motivation of everyone who is 
listening. So, as with all aspects of flight training, you should 
start the way you intend to continue. If you develop bad habits
as an ab-initio, e.g. when communicating with the winch, then 
you are not likely to perform much better when using a radio 
in flight. So here are a few good habits that you can develop 
while practicing radiotelephony (RT) on the ground.

1. Establishing communication

Listen out on the frequency for a few seconds before you start 
to transmit to ensure that you will not ‘stamp on’ some else’s 
broadcast.

When establishing communications, say the name of the 
station being called followed by the name of the broadcasting 
station:

Example – ‘Shalbourne Winch, Shalbourne Base’

Nothing else is required; embroidering with such words such 
as ‘receiving?’, ‘over’, or ‘over and out’ is unnecessary and 
may brand you as an amateur trying to sound good, or just 
plain sloppy.

NB: Failing to release the transmit button promptly after you 
have finished broadcasting not only prevents the other station 
from communicating with you, but also jams the frequency for
all other users in the local area.

The receiving station should acknowledge your transmission 
as follows:

‘Shalbourne Base, Shalbourne Winch, pass your message’

NB: Saying ‘Shalbourne Base - Shalbourne Winch’, when 
addressing the winch from the launch point deserves to cause 
confusion. If three, or more stations are communicating, e.g. 
people using hand-held sets around the airfield, there may be 
dangerous ambiguity about who is doing what.

CAP 413 is prescriptive about the correct use of callsigns, and 
our identifiers ‘Shalbourne Base’ and ‘Shalbourne Winch’ 
were not just selected at random. They give important 
information to third parties who may be using the frequency 
and help to avoid ambiguity. Now no matter how much of a 
David Bowie fan you may be ‘Winch to Control’ is just not 
cool. So please use callsigns correctly.

2. Radio check
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On first use of the radio, say the name of the station being 
called, followed by the name of the broadcasting station, and 
followed by the words ‘radio check’:

Example - 

‘Shalbourne Winch, Shalbourne Base, radio check’

The receiving station should reply:

‘Shalbourne Base, Shalbourne Winch, reading you strength x’

Where x is the readability of the message according to the 
following scale:

1 Unreadable
2 Readable now and then
3 Readable but with difficulty
4 Readable
5 Perfectly readable

The state of communication is only established when the 
receiving station replies:

 ‘Shalbourne Winch, Shalbourne Base, reading you strength x
’
(I will not comment on what may cause transmission/reception
problems other than to say that our radio equipment presently 
lacks a ‘buddy’, so if there’s someone out there with 
appropriate skills don’t wait to be asked.)

3. Ground operations

The majority of our communications between launch point 
and winch seem to be glider identification. Ideally, every new 
dialogue should commence as described in paragraph 1 with 
each station unambiguously identifying itself. However, if the 
message is brief it is entirely sensible to pass the message at 
the same time, saying:

‘Shalbourne Winch, Shalbourne Base, launching Ka8 ’

It is deemed by some that responding with a click on the 
carrier wave (the background hiss) by the winch driver briefly 
pressing the transmit button is an expedient way of concluding
matters. However, that procedure can’t be found in CAP 413 
for at least two good reasons. First, how do you know that 
there is someone in the winch? Second, how do you know that
the click on the carrier wave came from the winch? OK – the 
worst that can happen is that the glider doesn’t get launched, 
but it’s sloppy RT and it gets you into bad habits. A lot of 
information passed in RT communications requires a read-
back. How long does it take to say:

‘Shalbourne Base, Shalbourne Winch, launching Ka8 ’

4. Air operations

A creditable number of us now hold current FRTO licences 
and there is a burgeoning interest in cross-country activities.  
So considering the effort that goes into preparing for a XC 
task, it seems a shame that most do not include a radio check 
in their ‘pre-flights’. How would you feel if you had psyched 
yourself up to make that call to Lyneham only to find that 
your expensive 720 channel box is only so much ballast? In 
addition, only by pressing the button and practicing do you get
to think about correct phraseology and procedures.

It is not unusual for the military, or an approaching tug to call 
in on 129.9 requesting an approach, or airfield information. If 
you are manning the radio at the time, the procedure is just as 
simple as previously stated. Once communication has been 
established give the information requested calmly and clearly, 
and if you need to consult, say an instructor, WRITE DOWN 
the aircraft call sign and say ‘stand by’ while you get things 
together. When you have the requisite information 
recommence a new transmission, as in paragraph 1.

Generally

The radio chatter emanating from Shalbourne operations 
broadcasts an image of our level of skill and professionalism. I
have heard the following comments used on RT in the last six 
months:

‘The instructor is just having a sandwich’.
This is irrelevant twaddle and invites further ribald remarks – 
if you want to have a conversation use your mobile.

‘What on earth happened on that last ****** launch?’
Argumentative and bad language is not acceptable in a 
medium where cool precise thinking is at a premium.

‘Shalbourne Winch – Go!’
Our winch is not known for its agility in aerobatic 
manoeuvres, ‘Shalbourne Winch, pass your message’ will do 
quite nicely.

These improvisations do little to impress professionals who 
may be guarding the frequency.

RT communications are for the passing of information for the 
efficient operation of aircraft and the safe conduct of their 
flights. Remember that you do not have the ‘privacy’ of a 
telephone when using air band communications. Radio 
frequencies are communal and often crowded. Everything you
say is open to scrutiny. 129.9 doesn’t belong to us, it is a 
utility ground/air frequency, often shared with professional 
pilots, e.g. parachute drops and formations. Just because you 
can’t hear anything, it doesn’t mean that the frequency is not 
in use – some distant station may be communicating with a 
more local station. VHF comms are line of sight, so you may 
not be able to hear what they can.

For this reason, be clear, be concise, be polite and don’t hog 
the frequency.
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The following paragraph is copied from CAA CAP 413 
Radiotelephony manual:

“Radiotelephony provides the means by which pilots and 
ground personnel communicate with each other. Used 
properly, the information and instructions transmitted are of 
vital importance in assisting in the safe and expeditious 
operation of aircraft. However, the use of non-standard 
procedures and phraseology can cause misunderstanding. 
Incidents and accidents have occurred in which a contributing 
factor has been the misunderstanding caused by the use of 
non-standard phraseology. The importance of using correct 
and precise standard phraseology cannot be over-
emphasised.”

A free copy of CAP 413 can be found in the CAA website at 
http://www.caa.co.uk/docs/33/CAP413.PDF

Colin Baines – with acknowledgements to Jim 
Thompson.

Summer Evening Air Experience Flights 
– John Cuthbert

These events offer us an ideal opportunity to not only swell 
the club coffers with much needed cash, but to introduce more
people to the sport of gliding.  This provides the possibility of 
increasing our membership and hopefully, keeping the cost of 
flying within affordable budgets for everyone concerned. 
However these evenings do not organise themselves.  We need
people/members with various airfield expertises to help run 
them. The more people - the easier the workload can be 
spread.

Back in January, I put out a message on the Shalbourne web 
asking for volunteers and received a very encouraging 
response. 12 members immediately volunteered to help. Since 
then I have, not only been asking individuals on a one to one 
basis for their commitment to help out occasionally, but have 
e-mailed members who, in the past, have helped out. This, so 
far, has resulted in a further 8 volunteers.

As we anticipate a large number of air experience evenings 
this summer there will be a lot of work for these volunteers. 
Ideally we still need more people willing to come along and 
help out in all capacities. I am looking for about 30 people in  
total so that I can arrange some sort of rota system. It does not 
matter if you cannot be available on a regular basis, just so 
long as you can help occasionally. It does help to spread the 
workload such that it does not always fall to the same people 
every time.

Anyone, and everyone willing to help please feel free to 
contact me at any time either by e-mail to 
‘j_cuthbert@tiscali.co.uk’, by telephone on 01189 786823 or 
by direct contact at the airfield. 

Thank you all very much for your co-operation, it is very 
much appreciated. I would like to thank you all in person but, 
at the moment, I only fly on Wednesdays and I have not had 
the opportunity of getting to know you all. Hopefully this will 
change during the coming months.  

Interclub – Steve Barber

Dates for the interclub league have been arranged as follows:-

29th - 30th  April at Halesland (Mendip GC)
10th – 11th June at North Hill (Devon & Somerset GC)
1st – 2nd July at Upavon (Wyvern GC)
22nd – 23rd July at The Park (Bath, Wilts & N Dorset GC)
12th – 13th  August at Shalbourne

Our home leg is the spare day, in case the others are washed 
out.  We will need volunteers for Novice, Intermediate and 
Pundit classes.  [Novice = no 300km, no rated comps, 
standard class or wood glider Intermediate = no 500km
Pundit = anyone else]

3rd Women’s World Championships, Klix,
Germany – Liz Sparrow

Klix is in eastern Germany, right up against the borders with 
both Poland and the Czech Republic. Team GB comprised 
Gill Spreckley and Sarah Kelman in Standard Class, Lucy 
Withall in 15m, and Rose Johnson and myself in Club Class.  
Team GB were early arrivals at Klix, and Camp GB took the 
best area in the camp site, establishing an impregnable 
position on the higher ground.  Little did we know at that 
stage how important this would become…

The official practice period was marked by temperatures up to 
39C, coupled with low blue conditions.  Lovely!?!  Actually, 
it had its advantages, by stopping us examining the local 
territory too closely.  From the ground the area looks pleasant,
but once airborne the picture is quite different. To the north of 
the airfield is a mixture of forest and industrial wasteland with
huge open cast coal mines and lakes which were previously 
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kaolin mines.   Landing possibilities extremely intermittent!  
To the south and east is rolling arable countryside, mostly cut 
– sadly, as our history will relate, we never went that way….
The hot spell started to break up at the end of practice week, 
producing wild thunderstorms overnight and 100kt winds 
recorded a few miles north.  We were lucky to get away with 
minor damage to the camp and only the smallest of lakes (!?!) 
in Lucy’s tent, which we moved to higher ground ‘just in case’
– a wise move as it transpired!

The Opening Ceremony was in the nearby town of Bautzen, 
and was thoroughly well done.  So, to the contest.  

Day 1 was reasonable.  We were set an Area task, going north 
and west.  The weather conspired against us, and most people 
landed out.  Nonetheless, a good day for Team GB with Sarah 
2nd and Gill 3rd in Standard Class, and Rose 2nd in Club.

Day 2 weather looked better.  We were set a racing task north 
and west, 330km for 15m, 280km for Standards and 250km 
for Clubbies.  I had the happy feeling of storming back to an 
empty airfield, if only I’d started a little later…  Gill romped 
round for our first day win.  The Aeroteam Klix ground team 
did a fine job of presenting the sport to the world, over 3000 
people turned up to watch during the first weekend – with 
running commentary, chuck-glider competition etc to keep 
them amused.  

Day 3 we were sent… again... north and west.  190km/160km.
Learning my lesson, I started later and was first back to score 
us another day win.

Day 4 Met was not so good.  Se tasked to the…N&W, an Area
task of 1h50 for Std & 15m, and 1h20 for Club; our minimum 
distance was 137km… Hmmm!!  Many people landed out 
after over convection killed the day.

One of the fun things about the Women’s Worlds is the 
traditional events.  One is an international food evening, 
where the clever planners bring traditional food from their 
home country.  Team GB never remembers this and has 
always done curried eggs, don’t ask me why.  But this time, 
inspired by Lucy (cordon blue chef) we made that other Great 
British standby, the profiterole…  By the time I got there, 
they’d all been eaten.

Day 5 looked reasonable.  Racing tasks were set from 215km 
to 185km, go on, and guess which direction…  Good result 
with Sarah 2nd and Gill 3rd.

At this point, we must have offended the weather gods.  We 
learnt the useful German phrase ‘My Control Room has been 
Struck by Lightning’.  The airfield sank.

Day 6 was not much better.  We were set short Area tasks to, 
yes, N&W.  Club class launched under cloudbase varying 
from 2200ish.  They held the rest of the grid.  They held the 
start line.  They opened the start line.  When the only cloud 

mass we could get to failed to work, and bearing in mind the 
territory we were crossing, I turned back to a field and landed 
with the two (previously) top Germans 10km down track.  
Amazingly three got round – enough to make it a competition 
day, but which completely overturned the results of the hard-
fought racing to date. 
Tuesday was scrubbed, but we had the induction of the new 
Witches.  Keen followers of women’s international comps will
know that this involves witch costumes, an outrageously large 
bonfire, and an even more outrageously large amount of 
indigenous strong spirits.  New competitors swear an oath to 
be good competitors, never dump water on the opposition 
even if it gains them an advantage, etc.  They drink alcohol 
and join their Witch Mother for a two-seater ride round the 
fire on a broomstick.  The middle European countries have a 
strong tradition of good witches, and they come beautifully 
made up – literally warts and all.  We decided this year to be 
white witches and dressed in fetching white tu-tus made from 
mosquito netting, wellies and wings.  The crew dressed as 
Elves, which in retrospect was a bad idea as it gave them 
licence to be naughty…

The following day, they didn’t dare send the Club class into 
the awful conditions, but just for a laugh, sent the Std and 15m
classes...   People slogged under black skies and rain, the last 
land-out arrived back home wet and muddy at 2am, and when 
the last loggers had been checked, it was decided that it wasn’t
a competition day.  The airfield sank further under water and 
into a sea of sense-of-humour failures.  Gill (and Gill’s crew) 
gave thanks to the Thermal Gods that she’d gone so far off 
track avoiding storms that she was on glide home when 
everyone else fell out of the sky.

We sat there on the grid in unchanging dreadful weather with 
that well known gliding myth, the ‘task-setters window’, 
promised for later but, Godot-like, never arriving.  By 
Thursday we were so depressed that we declared an 
international Welly Whanging Challenge – rest assured it was 
the highlight of the second week.  One member of the Czech 
team wouldn’t stop even after we’d awarded the prizes!! I 
suspect she is in a quiet corner of Bohemia teaching the locals 
about the finer points of ‘Foul Boots’.  

The weather on Friday morning was sunny and nice.  Day 7 in
the 15m class gave Lucy 4th place, leaving her 9th overall 
behind Mette Schmeltz Pedersen of Denmark.  I was frustrated
to have an unflyable migraine, and had to land; Rose had a 
storming flight before being nabbed by the sink trolls on her 
final glide and landing short.  This left Rose 15th & me 16th 
behind Hana Vokrinkova, Czech Republic.  Gill and Sarah 
proved their consistent good flying by beating the eventual 
winner, but not by quite enough, leaving Jana Veprekova, 
Czech Republic, the Standard class World Champion, Gill 
with Silver and Sarah with Gold.

Overall, the organisation of the event was good, with the slight
exception of the task setting which avoided the best soaring 
areas and didn’t show much imagination.   One of the great 

10



Issue 01/06

April 2006

bits of the organisation was the video footage which was shot 
and edited by a club member, to an incredibly professional 
standard.  I’m waiting for a copy of it right now.  And the 
atmosphere at an international competition is great.   I 
thoroughly enjoy meeting people from around the world, and 
it’s nice to discover that some of the people you met last time 
have now become friends.  In particular the German Club 
Class team are great fun, and the running banter between us 
adds to the fun of the competition.  When the three of us 
landed out on Day 6 to ruin our chances of a medal, Kathrin 
rummaged behind her seat and produced a bottle of 
Beckerovka and also a shot-glass to drown our sorrows.  
How’s that for preparation!?!?

I’d just like to mention one of our sponsors here, the Caroline 
Trust, who provided the uniforms for the women’s team.  
They are a charity established to offer support to young, 
disabled and women pilots to help them realise their dreams 
when they wouldn’t otherwise be able to afford it.  See their 
website at www.carolinetrust.org.uk (they are in the process of
setting it up at present) or contact me direct for further 
information.

From the Team GB point of view, the team including the 
crews worked well, much better than last time.  In spite of the 
weather we enjoyed ourselves, and with 2 medals from 5 
pilots, another good result for the British Team!  

Bank angle – Steve Barber

Elsewhere in this issue is the Chairman’s
article explaining about the three-year plan
of Consolidation – Development – Growth,
which has enormous bearing on the
financial planning required.

Financing the club is always tricky.  We have
had several years in which we would have shown 
a deficit, had it not been for windfalls.  Last year it was the 
transfer in of several years’ Roundout profits that prevented us
showing a loss. Last year, we tried keeping the club fees 
constant, hoping for a good year’s flying, but it was not to be. 
For the “Consolidation” year we must make sure we don’t go 
backwards, so we have taken the decision to raise fees. We 
recognise that it has the risk that members will fly less in order
to save money – but this is actually a false economy. The 
club’s costs (mostly airfield rent & maintenance and 
insurance) are fairly constant regardless of how much flying 
we do or how many members we have; relatively little of our 
costs are variable, proportional to flying or membership 
numbers.  So as individuals, the less we fly, the more each 
flight has to cost and we each finish up flying less but paying 
the same. 

This would not be the case if we had more members.  With 
more members, the costs are shared among more people, so 

each pays less.  We believe the poor facilities do us no favours
in terms of club membership, and so one focus must be to 
improve those facilities and thus attract more members.  This 
possibly means erecting a new clubhouse, which would allow 
the existing clubhouse to be used as a glider workshop. This 
could be a target for the Development year, and hopefully it 
would in itself contribute to future Growth

Unfortunately, there are short-term problems which also need 
to be addressed, requiring money to be spent soon.  The 
existing clubhouse is falling down having problems with 
subsidence, and possibly woodworm.  We have had a 
professional surveyor to assess the situation and are 
considering his report.  Maybe the plan outlined above has to 
be dropped and a new building project developed.  The Board 
is also concerned at the state of the hangar floor.  It can only 
be a matter of time before the Puchacz runs down a hole and 
hits one of the other aircraft.  Mowing has cost us £10k over 
the last three years. For less than that money we could have 
bought equipment and done it ourselves, and finished up with 
a machine of our own to continue to use in subsequent years.  
Therefore the Board has decided to progress towards this 
solution.  

The aircraft fleet is a cause of concern too. Apart from the 
current short-term problems with JMX and HCF, there are 
long term issues with wooden aircraft. The Ka7 had to be 
written off due to extensive glue failure in the wings.  One of 
the Ka8s (DLD) is going the same way; it is not too late to 
save it, but to do so economically means that it will have to be
repaired by voluntary labour in slow time.  DLD is unlikely to 
be flying again this season.  The ASK13s are built in the same 
way with the same materials, so it is likely that the same fate 
will befall them in due course.  Therefore we will have to 
consider buying another two-seater – and what is there 
available in our price range at the moment?  

Back to the three-year plan. As I see it, if we don’t grow we 
decline, which could be an accelerating downward spiral to 
closure.  We assume that that is not the way we want to go. 
We have a fine site with excellent soaring and relatively free 
of airspace restrictions; we should be aiming to develop it.

So make the most of your club.  Come and fly, you’ll have fun
and it won’t cost you any more in the long run, and we should 
end up with a better club which costs each of us less to belong 
to.

Now on to more everyday matters.  

Trial lessons.  New members start with a trial lesson – as ever
we need to keep people coming.  To encourage them to return,
they will be given a month’s temporary membership entitling 
them to fly at club rates from the day after their lesson.  They 
need to have a good experience when they come, so we will 
be allocating time-slots at weekends – 11.00 and 3.30 
(hopefully these times will give a big slot in the middle for 
gridding solo flying on good days).  Booked TLs will take 
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priority over anyone turning up on-spec. Colin has agreed to 
co-ordinate bookings using the Yahoo group calendar, and 
Alan Sparrow has come up with some magic which texts the 
bookings to the launch point phone, from where they can be 
written onto the flying list.

Log keeping.  Please try to keep the log accurately and 
legibly.  It is very helpful when it comes to data entry if you 
ensure that flights are entered in the order in which they take 
place, as is entering the account number of the person who is 
paying, or the appropriate code for the various types of trial 
lesson.  The charge will be calculated by the program using 
launch and landing times, but manual calculations of flight 
duration and cost can act as a useful cross-check. Simon 
Holland has kindly volunteered to take on data entry; please 
co-operate and make his life as easy as possible.  Logsheets 
can be passed directly to Simon, and Richard Dann has also 
agreed to look after logsheets when Simon and I are not there 
to take them personally.    

Launch failures.  Some guesswork is often required when 
entering up the logs. If a flight is less than about three 
minutes, it will normally be treated as a launch failure – in 
two-seaters it will be assumed that it was a training launch 
failure and incur a charge.  You must therefore ensure that it is
clearly marked.

Payment envelopes.  Please give me a few clues when you 
put money in an envelope – who, why, when and what for 
would be nice.  Club members paying by cheque don’t need to
use an envelope if the cheque is signed by you and is simply 
to be credited to your individual flying account.     

23 August 2005.  Did you fly that day? It was a Tuesday.  
Unfortunately half of the log went missing, and so we are 
short of over £100 worth of flying.  Please check your logbook
and let me know what you did that day.  Some people have 
already volunteered the information, but it would be unfair to 
charge them and not the others.  Remember, if you took a free 
flight that day, you are robbing the rest of your friends at the 
club.

Words From the Back Seat – Jim Gavin

Well, I finally got my
crack at being CFI. It
has taken me a while to
get here but now I’ve
arrived, I intend to make the
most of it. The thought of all the
power, the glory and the uniform
really makes my head spin.
Talking of spinning, I hope
everyone will have got their annual 
checks out of the way by now and be ready for the new 

soaring season that has begun with such variable weather 
conditions.

The problems with the club fleet are hopefully being resolved 
and I noticed this morning the welcome return of JMX. My 
thanks have to go to the committee for the hard work they 
have been putting in on your behalf. 

As I said the new season is upon us and I will be starting my 
first cross country as P234 on an Airbus heading for the 
Caribbean. If it is your first cross-country of the season please 
talk to an instructor before your flight just as an aide memoir 
to yourselves that your preparation for the flight is complete. 
Also if you need a chat with anyone in my absence, please talk
to Martin (or indeed any instructor). If you want me in person,
I will be returning after the first week in May.

The BGA guidelines for safe winch launching are in the 
Clubhouse. Please discuss the pamphlet with an instructor if 
they are not clear to you, especially the section on High 
speeds. It is hard for the person winching to gauge your speed 
just after you leave the ground and until you are established in 
the climb. A slight overspeed may be acceptable until then but
must be controlled for the rest of the launch. 
While on the subject of launching, please start the launch with 
your hand on the cable release and if a wing touches the 
ground release immediately. If you are not sure why, ask!

Although this is a short opening article, I promise (threaten) to
talk at greater length in the future.   I would also like to take 
this opportunity to thank the previous CFIs Martin, Liz, Carol,
Bob and Jonathan [my mud, dad, Wendy, the dog – Ed!!] for 
all the help they have given to the club and also to me over the
years. I am just starting to understand now that the novelty has
worn off, what they did for the club (and me personally). I 
hope I can follow in their footsteps.

I would also like to thank Colin Baines for the excellent RT 
course that he ran this year and for standing in as the mid-
week instructor. Many thanks, Colin. 

Colin B pointed out to me during the RT course that, 
statistically, pilots who attended a safety briefing were less 
likely to have an accident than those who don’t! Soooo make a
note in your diaries to attend the BGA safety lecture on the 
27th May in Shalbourne village hall. This, by a huge 
coincidence, is also my duty day!  It should be a good lecture 
because it is aimed at glider pilots. Worst case, it’s near the 
pub and it’s after flying finishes.

Lastly the bit about the power, uniform etc was very much 
bull-whotsit but I would like to see on the field next winter a 
more exciting form of head-gear amongst the membership!

Have fun, fly safe
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