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Polish up your x/c flying

A BUSY programme of flying weeks is
planned to reinforce our reputation as a
leading cross-country club.
Entries are limited to 20, with a nominal entry fee of £10 and half of the places
being available to members of other clubs.
A second tug will be available to minimise
grid delays.
Andy Davis’s X/C week: April 14- 22.
One or two places still available – contact
the office, if interested.
John McWilliams’ week May 12-19;
Chris Rollings’s June 9-17; Sid's task
week July 14-22 and in early September
Trevor Stuart’s Isle of Wight Rally.
Briefings and met on suitable days.
Promising youngsters’ week
Andy Davis will also be running a week
of British Team Development Training at
Nympsfield from April 2-9. He and G
Dale will be the British Team Coaches and
they have a number of promising young
pilots attending who were selected by the
British Team Coaches.
Our own Matt Davis and Jon Meyer will
be among the participants.

Open day off

THIS year’s open day has been cancelled
because several committee members will
not be around and there were no volunteer
to organise the event.

MIKE Strathern, above, who came fifth
in the NZ Club Class nationals at
Omarama in January. After several
years away from comps he won day 1 in
ASW 20 TJ at 111kph and got 1000
points. There was a field of nine. But he
dropped off by days 6, 7 and 8.

Giuseppe presented Gill Starling and Nancy
Barrett with gifts
at the Christmas
dinner for their
support. He’s
pointing out a
photo of himself
as a boy. A “full
house” enjoyed
his excellent meals

Good start, chairman reports

THE year had started well, with the ridges
working and wave up to 11,000ft, the
chairman reported to members in January.
Andy Townsend, helped by Dominic |Conway and others, had kept weekday flying
going.
The new committee had endorsed the
recommendations of the previous one and
had started on the programme. The key
need was to maintain and grow our membership. Dave Hallsworth is to be our summer instructor, starting from March.
The new tow-out truck is soon to be
joined by a new launchpoint bus. Ralph
Bowsfield has nearly completed the
electrics and a working party is to fit it out.
Over the past two years portions of the
landing areas had been re-seeded, with
moderate success. Having vehicles driving
across landing areas is bad practice and
damages the surface.
Fred Ballard is costing the refurbishment of the western peri-track and the creation of a track at the east end.
Once again, we are looking at ways to
improve our offering to new members
whilst maintaining the quality of service
for existing ones.
Colin reminded members about the new
marketing front end to the club website,
developed by Paulo and Christophe (now
active).
Colin also urged members to get in-

Guess who

Guess who this is above. The
answer is in the article on p9.
volved in the tasks around the club – a
great way to get to know people better and
make friends!

Big birthday bash and
club prizegiving

Saturday, March 10
Graham Morris, Ray Lemin, Fred Ballard, Lynn (Alan Moorcroft’s partner) and
Richard Starling are having a joint party to
celebrate their various big birthdays.
6.30pm prizegiving in the bar. There
will be a free beer and some wine.
7.30pm Giuseppe is doing a meal for
those who wish to join in at £20 a head for
three-courses. Book with G.
9.30pm Music and dancing downstairs.

Red Admirals the
first sign of spring

mals which truly hibernate
IT WAS still January when I
are dormice, hedgehogs and
started this spring article for the
bats, all for varying periods
Terra Firma Syndicate and I
of time, whereas mice, voles
was inspired to begin it followand shrews stay awake and
ing a weekend when, in spite of
busy all winter. Some resome very frisky northwest
sults of the mild autumn are
winds, there somehow seemed
still to be noted. There are
to be a hint of spring in the air.
certainly plenty of grey
A couple of butterflies
squirrels around, having enseemed to think so anyway as
joyed the rich autumn food
they flittered around the drybounty.
stone wall on the east boundary
Before the next edition of
of the field. I’m pretty certain
Severn Skies, all our winter
they were Red Admirals, who
visitors will have left, not
are among the few which hiberonly the redwing and fieldnate in this country.
fare but also those extras who
In February it felt more winlook just like our residents,
try however and, if I keep writsuch as robins, chaffinches,
ing bits of this every couple of
blackbirds, etc. but may well
weeks until the deadline, it will
be foreigners, just here for
almost certainly have changed
the milder winter.
yet again! As with other seaThey will be welcome
sons, spring is a moveable feast
next winter and it’s good to
but it will come and we shall
have seasons. It would just
see those familiar changes.
be boring if every day was a
Different bits of nature deal
perfect summer soaring day,
with the seasons in their own
wouldn’t it?
particular way. Robins, for inA blue tit by Daphne Malfiggiani
Nancy Barrett
stance, sometimes pair up at
Christmastime while birds which need open water may be preoccupied with finding some unfrozen patches.
THE year continues to be a positive one for university gliding. I
Other birds avoid winter by migrating, of course – as do
can’t help but feel the club is in the best position it has been in years
some glider pilots! Carrion crows are already starting to make
for encouraging students into gliding and flying. This is thanks to the
vision and perseverance my fellow BUGC committee members and
or repair nests for this year’s family and we can start to listen
also to the BGGC committee, who have trusted and allowed student
out for great spotted woodpeckers drumming now and green
ideas to materialise.
woodpeckers “yaffling” – these latter don’t drum. “HangersStudents now have the chance to train free of airtime fees. Reon” from the winter migration to our area include siskins,
moval of this cost barrier is a great step in the right direction of
which have not been noted this year so there’s still time to get a building a more substantial group of young pilots. Surely, short of a
winter 2011/12 first reported on the TFS clipboard, before they
scholarship, training doesn’t get cheaper than this! This is thanks to
return north to a later spring than ours.
training tickets, which are bought by the university from BGGC and
allow four students on any one day to train free of airtime.
The male siskin is very distinctive, green and yellow with a
Whilst this is a step forward, barriers still remain. The academic
black cap, smaller than a greenfinch. In Britain the only mam-

Student club continues to soar
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year means end-of-year exams often block the first part of the soaring season and then everyone goes home! Only to come back when
all the x/c fun is over!
Travel to the club is better this year as more cars are available,
this has mainly resulted in more trial lessons being flown. Greg
O’Hagan has kindly been offering his travel services. The key must
now lie in providing opportunities to train.
Clearly, we are attracting students with many trial lessons being
flown and website hits more than 4,000 since year start. However,
Turn to page 5

Welcome to new members

Mervyn McKenna
Laura Meyer
Bryan Tucker
Douglas Garland
Nick Hart
Alexander Jones
Elisa Dubois
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Student flying
Cadet
Associate (modeller)
Associate (modeller)
Bristol Uni Student
Bristol Uni Student
Bristol Uni Student

More members a must, AGM told
TREASURER Andy Townsend reported
to the club AGM in December that it had
been a difficult period with a 12.5pc drop
in membership and a 14pc drop in
launches.
Chairman Colin McEwen said the club
really needed more new members so we
had to get on with marketing, making
things attractive.
Doug Jones if we had inquired why
members had left and was told that only
one ex-member had been unhappy with
what the club had provided.
Colin reported that only £108 of the
£2,000 marketing budget had been spent
and the club had made a small residual of
almost £10,000 after allowing for wear
and tear etc. The K-21 had cost £26,000 to
regel and fit a new canopy.
He said the aim was to have sustainable
trading. He reported a new launchpoint
bus had been bought; new tow-out beast
purchased and fitted out; and the Scout
sold.
The airfield had been repaired and the
car park park re-surfaced.
Volunteers appreciated
He thanked the members who had tackled the south hangar doors and bought new
vehicles. He also mentioned the work
done on clearing the southern boundary.
Members had again got involved and the
work of all the volunteers was appreciated.
Next year it was planned to have four
cross-country courses and an open day in
April. The website redesign was under
way and the office software was being upgraded.
Colin said MY needed regelling in January and whether we kept the LS4 was to
be discussed in the new year.
Andy Townsend gave the stats for year:
143 flying members (161); 35 associates;
231 days flown (229); 4,126 launches
(4,794); 1,347 aerotows (1,448); 2,779
winch (3,346); 831 club hrs (1,038);
3,338,
total hrs (4,556); 524 trial lessons flown (581).
Accounts: (previous year figures in
parenthesis): Sales: £211,892 (£229,127);
costs: £202,148 (£228,011); wear and tear:
£19,179; trial lesson income £48,957; T/L
aerotow income £26,400; residual: £9,744
(£1,116); *BGGC £51,698 (£33,965);
BGC Pty £59,098 (£54,439); TOTAL
CASH £110,796 (£88,404).
*NB This includes cash held of £26,418;
trial lessons £16,108; members’ accounts
£10,310.

The accounts for the year and the budget
for 2012 were approved.
The committee proposed that subs for
2012 should be up 3pc and this was agreed
by the meeting with one vote against. The
new subs are £414 for adults (£402); £643
for family membership ((£624); £300 for
country/retired (£291); £192 for Juniors
(£186); £66 for cadets (£64); £102 for students (£99) and £58 for associates ((£56).
It was agreed to end the facility for
members to pay by April at the old rates.
The facility for two equal payments of half
the subs remains in force.
Solo and Beyond is to go up to £1,050,
with pro rata rises for the various versions.
Trial lessons will go up by £6 for a
2,000ft tow and the one-day courses will
be reviewed during the year. Reciprocal
membership will go up to £2 to £12 a day.
The increases would cover wear and tear
and leave a few thousand for other things.
In answer to questions on the level of
cover, Peter Bray confirmed that gliders
were insured for mid-market values.
The post of treasurer was not filled on
the resignation of Andy Townsend, but
Peter Bray will oversee the role with the
office staff until the vacancy can be filled.
Colin was re-elected chairman and Phil
Lees secretary. There was no nomination
for vice-chairman.
Committee members elected: Alan

Montague, Fred Hill, Steve Eyles, Greg
O’Hagan, Pete Bagnall and Fred Ballard.
Colin thanked outgoing committee
members Pete Bunniss and Elaine and
treasurer Andy for their efforts on the
club’s behalf.
CFI Chris Edwards reported that safety
had improved except for damage to
canopies. The one-day courses had proved
popular and the emphasis would be on
these in the coming year.
New website unveiled

Paolo Nicolai showed members the new
front page of the revamped website, which
will take over from the old one in 2012,
with Severn Skies available in a page-turning version in full colour.
Nancy Barrett announced an evening of
talks and photographs on flying in the
Alps.
Afterwards Colin gave a presentation
on the business plan, which received general approval, with acceptance that it was
for the committee to ensure that all equipment is in good order and for members to
maximise launch efficiency by being
ready to launch and drive the tow-out
truck.
Also it was agreed that the committee
was sensible to outsource the catering, as
this was not core business.

Tim drops in for wedding

Tim Dutton, who flies at Upavon, came to Nympsfield and had a check flight so he
could rig his glider, a Junior, to fly the 5km and land in a field next to Kingscote
Barn where he was to marry Catherine. He was lucky to get a chance as the fog was
a bit slow to clear that November day. Tim wrote to our office: “The farmer and
his wife turned up to watch as well, so it was all very good farmer relations PR.
Please can you thank everyone at BGGC for their help preparing me and helping
me with the project? I was really chuffed with the way everything went. I hope I
can come back to the club in the near future to gain some ridge flying experience.”
Inset: Tim and his bride.
Pictures: http://www.chrispowellphotography.com/
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Aquarius Furniture

You may be pleasantly
surprised at just how
affordable bespoke is.
Handmade in Stroud, Gloucestershire
t: 01453 882247
m: 07875 047767

www.aquariusfurniture.co.uk
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Jed reveals Alpine soaring secrets
THERE was a good turnout for the “Gliding in the Alps” evening in the bar on Saturday, January 21.
First off with some of the background
was Jed Barrett, who has been flying in
the Alps every year for more than 30
years.
He explained the special met conditions
that lead to the superb soaring conditions
in the area and the high percentage of
soarable days (86% in his experience) and
then described the airfield of Gap-Tallard
and the local flying area, where many
Nympsfield pilots have in the past been introduced to safe mountain flying, mostly
by James Metcalfe in our DG-505.
Jed then described a long cross-country
circuit from Gap in Ventus 242, taking in
the Matterhorn and Mont Blanc with some
excellent stills and very exciting video.
Alan Montague then gave us his entertaining take on two successful trips, firstly
flying with James and then taking his own
glider. He included some practical advice
on the paperwork needed and also regaled
us with his tale of landing out at another
gliding site.
Fred Ballard concluded this part of the
evening with maps and slides showing
other delights of the area such as mountain
walking and flora and fauna.
At the end of the formal bit, James Metcalfe, who will be flying the Usk twoseater again at Gap this summer, was on
hand to answer questions and indeed take
some bookings. Socialising in the bar ensued and nearly 20 members moved
downstairs to sup at Giuseppe’s.
NB

Committee jobs for 2012

Colin McEwen: Chair. Marketing liaison.
Building strategy liaison
Phil Lee: Secretary. ‘To do’ calendar. H&S
liaison
Fred Ballard: Airfield. Juniors and Cadets.
Winch Master
Fred Hill: Vehicle, winch and equipment
maintenance
Gred O’Hagan: Buildings. Vehicle projects.
Glider maintenance liaison
Pete Bagnall: IT, web development and
maintenance.
Alan Montague: Rota maintenance, new
member integration
Steve Eyles: Flying events, tugmaster liaison
Pete Bray: Hon Treasurer, accounts,
insurance.
Non-committee responsibilities:
Alan Moorcroft: Health and safety
Andy and Elaine Townsend: Bar
Kevin Neave: Glider maintenance
Martin Talbot: Tugmaster
Peter Bunniss: Marketing

Jed in 242 on the south side of the Grivola, south of the Aosta Valley, near Aosta

Some new year soaring resolutions to keep

WITH the main soaring season not so far
away, here are some suggestions for new
(soaring) year resolutions:

 Do not be distracted while rigging and
daily inspecting
 Do not distract anyone who is rigging
or inspecting

 Update your maps (both paper and electronic)
 Check your glider has (and the condition of) Dynafoam seat cushions

 Make sure you are current on type and
for the conditions
 Familiarise and practise with all your instruments before flying

 Allow for a lag in your instruments,
even electronic ones, especially when
close to airspace
 Park gliders to keep grid widths to a
minimum
 Remove cars from the launchpoint to a
suitable parking area as soon is practical
 Ensure the log shows that you have
landed (or there is a note to say you have
landed out)
 Do not cross the field in daylight hours.
Even if the hangar doors are shut there
might be power traffic in circuit.
 Review the BGGC Flying and Information Manual, notes and briefings (available
in the briefings section of the club website)
Wishing you a happy and safe soaring
season and please report any incidents and
accident you witness
Hywel Moss
flightsafety@bggc.co.uk
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Uni flying news from page 2
only a very few students actually begin to do
something that represents training. I am sure
this could be more. At our recent committee
meeting we proposed the idea of evening flying
trips. This would hopefully allow an opportunity for students to train when there is less
competition for aircraft and instructor attention
is a bit more exclusive. More regular training
opportunities may also allow students to learn
to drive the winch and, as we do have some
PPL holders, fly the tug. If anyone has any enterprising ideas or initiatives that could help us
out send us an email (contact details found on
our BUGC website) or post on www.facebook.com/groups/bugliding.
More good news! For the second year in a
row, Bristol have won the BGA University
gliding ladder. This is due to some great flying
by Alex Ward. We hope to continue to produce
pilots able to retain this honour. We would display the trophy proudly in the bar but unfortunately it’s not allowed to come home!
Our able single-seat Astir is still in its box as
our funding has gone to our new training initiative. We would rather not sell our only asset
and so if anybody would be interested in insurance shares please contact us. It is a good
first glider with a nice LX160si variometer system, well capable of a 300km!
Finally, as some of you may have seen the
Junior National Championships is being held
at Lasham this year from August 18-26.
Lasham are pushing for it to be a great turnout
with funded launches and no entry fee. If anyone is interested taking an aircraft to fly with
BUGC pilots to introduce them to the competition environment, offers would be very welcome!
Having spent last Sunday, Feb 19, flying
85kts, climbing at 4up under a cloud street it
looks like the season has started, of course I’d
never be stupid enough to actually say it…
Oli Llewellyn

A trip to the seaside
MAY 4 2011. The forecast is for good
soaring conditions to the east, but a 20kt
westerly. To complicate matters, there’s a
10k radius NOTAM around Little Ris.
I pitch up to rig my Ventus 2cxt KNO and
see Tim Macfadyen, who is already on the
grid (of course). “Where to today, Tim?”
“Great Yarmouth,” he replies. “Got to be.
The wind will take us there and it will be
streeting to get us back in the afternoon.
I’ve done it before. No problem. 600k-ish
to GYS.”
Right…! I finish rigging and go for
Giuseppe’s full English as the pundits roar
off on aerotow. I haven’t done many crosscountries this year. Still… I return to KNO
and try to put GYS into the LX. Not recog-

nised. Too late to mess about re-programming. What can I find in that direction?
Diss. That’ll do. 503k via Bidford, to
avoid the Little Ris zone.
The tug pilot has disappeared, so I take
a winch launch at 10.30, get a good climb
to 2,500ft and set off towards Gloucester...... Why do I always struggle there???
Setting off on a 500k and I’m pratting
about on the first leg.
In fact it’s a bit of a struggle to Bidford,
but as I turn downwind, the world becomes
an easier place. The cloudbase lifts and it’s
a romp to Diss, just like Tim promised. I
wonder how the others are getting on?
A voice with a trace of Hungarian comes
over the radio. “Steve, I say Steve, did you

  
funeral company

for a more personal funeral
The Old Painswic k Inn • Stroud GL5 1QG
014 5 3 7 6 7 7 6 9
w w w. fa m i ly t r eef un er a l s . c o . uk
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know that Trevor is already down?” Silence. I feel that I ought to chat to George.
What to say? I am still up? I had a nice
breakfast? Where are you? Perhaps not.
Oh well, what to do. I am at Diss at
13.00-ish. Conditions into East Anglia
look excellent. It is not yet streeting like
Tim said it would. Turn for home or press
on and see if it streets in a bit? I’ve never
been this far east before... I’ll try for Great
Yarmouth with the others. Much re-folding of the map. Map? This takes me back
to the “before children” days in my K-6cr!
A double town on the coast appears,
river, straight road. That must be Bungay
down there, Lowestoft on the coast.
There’s another town to the north. The
map predicts a wind farm off the Great
Yarmouth coast..... Oooh look! There is,
too. But where is the turning point?
I call up “Nympsfield pilots, KNO approaching Great Yarmouth. Can anyone
tell me what the turnpoint looks like.” Silence. I try again. No reply. They probably
think that it is too silly a question to be associated with. Hmm. Well, there is a jetty
jutting into the sea, with a light thing on it.
If I turn that, it should cover it.
The wind is blowing cu offshore, and I
thermal over the North Sea (which I can
only describe as “shit brown”) for a while
before deciding that this is probably not
sensible in a 20kt westerly.
I can’t seem to thermal
So, 13.30 and time to go home. It’s still
not streeting! Ho hum. Cracking clouds
and I am making good speed. Cruising at
85kts between thermals, MacCready set
on 2.4. What is puzzling me is that I can’t
seem to thermal. Straight on only..... Aha!
Perhaps these are the mythical “lines of
energy” of which the pundits talk!
Refold the map back to central parts, but
where am I? West of Cambridge by now,
but where? The PDA shows Sodham.
Where? Refer to map. Unfold. Sodham!
I’m nowhere near Cambridge yet!
“Sod’em” more like! The true significance
of the headwind, now 24kts, strikes home.
This is going to be a slog. Perhaps pressing on beyond Diss was not a good idea.
On we go, and look! There is Grafham
Water to the north. I greet it like an old
friend. Terra cognito! Practically home
ground! Monster climb north of Bedford
to almost 6,000ft. On to Northampton
South, still aiming to stay north of the Little Ris zone.
This is where things traditionally get a
bit sticky and, sure enough, the day is beginning to die. Cloudbase still high … but
the areas of blue are growing. Am getting
Continued on page 7

I READ the article in the last Severn Skies
about turbulent northwesterlies with interest. It is a very good article describing the
environment very well. What it does not
do is to tell you what you might do to successfully tackle it. I decided to put
pen to paper to tell you what I do
which I hope will be of some use to
some of the less experienced pilots.
I find it imperative to make some
obvious decisions before I tackle
such difficult tasks. First of all I tell
myself to wake up and really focus on
what I am about to do and also make a
plan. I go through in my mind where and
why and what I am about to do every time
I do it. I do not leave anything to chance.
Now this presupposes that I am comfortably sitting on the ridge at a good height
and there is no hurry to do anything.
Conversely I do not want to get too low
and have no time to make these plans and
decisions even though I have done this
many times before. I do not like getting
too low or too far away and having to
make quick decisions usually for the sake
of staying up for a little longer. It just is
not worth doing that.
NW or westerly wind conditions can
vary very greatly depending on wind direction strength any wave and thermal activity etc. What I do does not change very
greatly whether the wind is NW or W in
direction. The main difference is that if it
is NW I may have ridge lift downwind and
if it is W I will be down the downwind leg
very quickly and have to be more careful
about where I turn finals, making sure that
I do not drift too far away from the line of
the boundary wall. So what is the plan:
 I first of all make sure that the airfield
and circuit are clear. I do not like sharing
air or airfield space when I land in such
difficult conditions. I then decide on the
approach speed which in my view does
not lend itself to a formula. What I am
looking for is a speed which gives me lots
of control and free use of flaps and airbrakes. This is not really difficult in an
LS3. My normal flying speed is 60kts for
still air best performance. Because I can
not pull the brakes without the flap operating and if I do it together there is a terrific trim change I start downwind at 60kts
at a comfortable 800ft minimum and put
down landing flaps and trim I do it this
way because it requires a lot of left arm
strength to operate the landing flap at
higher speeds.
 I next put on approach/landing speed
and trim. Now I am at a height which is
definitely enough to reach the field and do
a normal landing and if this changes in any
way to achieve the plan I describe I just

turn in early to keep to my heights. Turning in early should always be an option to
my mind rather than getting too low at any
time. I consider that I need 75kts at least
for benign conditions but 80 or even 85 if

at 300ft. Landing before the main hangar
is not a good option, particularly landing
on top of the hill. We have had many accidents and at least one write-off that I know
of because at that point the turbulence and
sink can knock you on to the
ground as you are trying to land
and losing control because of the
speed decreasing. To the left of
the centre nearer the track it gets
very rough. I think one can catch
all the turbulence from the trees.
It seems to me to be more benign slightly
to the right of the centre line as above.
All I have to do now is concentrate and
execute with only the sink and turbulence
to bother me. Once I am near the ground I
pull more brakes as necessary and land. It
is as simple as that. Well almost.
Here are some of the key points again:
 Do not attempt short landings on the top
of the hill
 Ensure ample height and a final turn
within the airfield boundary
 Maintain approach speed all the way to
the landing to allow for wind gradient and
turbulence and control until the glider stops
 Use lots of airbrake to get through the
turbulence quickly but maintain approach
speed at all times
 Keep the glider flying until stationary:
gusts can affect the round-out and ground
run.
I hope that the above will help some of
you. I must stress that I describe what I do
and what works for me. I think each one
of us has to think through these conditions
and work out the best way, taking into account skill level and glider performance.
Above all, seek advice if in doubt and do
not be afraid to tackle the conditions because getting it right will give you great
satisfaction and the soaring can be very rewarding.
George

Northwesterlies:
And this is what I do
it is really rough. One could speculate on
proportions of speed to the normal to work
out what it should be but what I describe
works for me. If you take the 60kts normal speed you could say the you need another 20% minimum that is 72kts and 30%
for rough conditions that is 78kts or say 80
rounded up.
 The plan I think through is very simple. I turn base leg not much after the
boundary wall at about 600ft and over the
wall at not less than 300ft on a line which
is to the right of the centre line between
the track and the petrol pump. I KEEP
THE SPEED UP all the way to close to the
ground and get through the turbulence as
soon as possible using a bit of airbrake and
aim to land not before the main hangar.
I do not need a lot of airbrake on the
LS3 since I already have landing flaps on,
which is 20 degrees. This is a very powerful combination. On other particularly unflapped gliders a lot more airbrake may be
necessary to get through the turbulence but
at all times the approach speed needs to be
maintained. I keep the speed up and have
full control until the glider stops. Particularly because of wind gradient and turbulence. These are the key points to a
successful landing. Why?
Lower than 300ft over the wall is very
turbulent with lots of sink. It is bad enough

From page 6
Trip to the seaside
a bit tired, losing concentration. The batteries are running down. I turn off the PDA
and radio. Another good climb to 4,000ft
by Gaydon, but now it’s all getting a bit
unlikely. Still the odd cu showing, but the
street tracks too far north and I have to
leave it. Clouds to the distant south, but
that’s over Little Ris. Now gentling along,
trying to stay high. I angle south of Bidford. Straight glide. One or two bits of
nothing. The air to the south is now rubbish. Blue and hazy.
700ft QFE Nympsfield, still 20kts westerly. Railway siding thing, with car storage area. Might still be working. Possible
landing area to the north. Let’s see. Half a
knot up, nothing, half, one up, round and
round. Back into wind. One up, half, two
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up, round and round. Back into wind. Up
to 1,000ft. This may be silly, but you have
to play the game out.
There is still cu along the Cotswold
edge... if only....Two knots. Half a knot.
300ft below final glide… hard work…Cu
within reach east of the edge, let’s see…
Yes, lift, a couple of knots. Above final
glide…press on. Suddenly, more cu, more
lift…4 knots up!!!! This is silly. Great, but
silly. I go to 5,000ft and romp off along a
line of…what? Convergence presumably.
I roll to a stop opposite the clubhouse at
19.00. Trevor Stuart comes over. “Where
have you been?”
“I’ve been to Great Yarmouth,” I reply.
“Hasn’t everyone?”
Apparently not.
Colin McEwen
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THE communist regime in Hungary did
not have many redeeming features but one
of them was their keenness on sport. I suppose they thought that it would keep people happy, particularly young people. It
also gave them yet another opportunity to
organise and indoctrinate or control every
citizen in their image.
Every kind of sport was well
funded and organised. Flying particularly so because of the need to
get young people to go on and join
the airforce. For this reason our activities under the communists were
paramilitary, which included a simple uniform so that we could be ordered about. Also we had an annual
medical in the airforce institute.
My first one was at the age of just
15 and I had my flying certificate
marked that I was suitable for flying for up to 34,000hp. Vow! At
that age it was quite something.
I took interest in various sports as
a teenager and eventually through
a friend I became interested in
model flying. I designed and built
all kinds of models, eventually specialising in indoor ones. Now I suppose that most of you have never
seen one of these. In those days, as probably now, one started with the basic raw
materials: a sheet of balsa, a stick of wood,
two beads for the bearing, a piece of steel
wire, a few rubber bands and a bottle of
shellack.
The finished result must be described as
a work of art because it all came out of my
head and hands and experience without
plans or design. There was usually no
chance to alter or repair because the wings
usually broke on each flight. Every bit of
it was hand made, had to be light and set
up aerodynamically so as to precisely fill
the volume of the available hall that it was
to fly in. If not then the maximum time
would not be taken and this would mean
being beaten by the opposition.
The end result was a light model driven
by rubber bands and all made by hand to
be just right for the job. Eventually I got
quite good at this and just before the age of
15 I became Hungarian youth champion.
My model took 45 minutes to fly to the top
of the biggest sports hall in Budapest and
to glide down all the time going round and
round taking up the entire volume of the
hall in three dimensions.
By this time I was making models in the
cellar of the Hungarian state railways flying club and could not possibly contemplate going on with making models at the
age of 15. I did not have the patience any
more. In any case I have been eyeing the

upstairs lot who did the proper flying. So
I presented myself upstairs and was accepted for training in gliders.
This club had been flying from an enclosed valley with hills of varying heights
in the hills west of Budapest using bungey
launch since 1936. The place is called
Farkashegy – wolfhill. There was a bunch

‘ABC’ by
bungey

of about 12 people who started out in 1952
to learn to fly. The glider was a primary
but it had struts instead of the original
parasol and cables holding up the wings
courtesy of Erno Rubik, father of the guy
who designed the cube of that name. He
designed most Hungarian gliders after the
war. There is a story that he was asked
when landing his latest creation after a test
flight how he got on with judging distances with only one eye. He lost one in
the war flying an ME 109. He remarked
that he has been doing it for so long that he
could probably do it without any eye.
I am sure that the original primary we
flew had just an open keel. Eventually a
bit of an open cockpit was added and some
idiot even put an ASI in it. This was superfluous since the glider made so much
singing noise that the pilot knew exactly
what it was doing anyway!
If you have not seen a primary go and
visit Roger Targett’s. He has one hanging
from the ceiling of his workshop. Our primary had a skid at the end of which there
is a ring and a simple hook at the nose.
We used to hammer a very large metal
spike into the ground and attach to this a
release mechanism with a long cable. The
bungeys were about an inch thick canvas
covered multiple strands of rubber
arranged in a V shape so that the glider
passed between the two rows of people
pulling. The pilot was strapped into the
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seat, the bungey hooked on, the slack
taken up so that the ring stayed on the
hook and the release mechanism attached
to the ring at the end of the skid. There
were usually four people on each bungey.
Now it was just a question of how much
elastic pull on the bungey and at what
height the glider was to do what was
needed.
We were set up on just about the
only level ground in the valley
below an old quarry face. Initially
we did slides so that all we were
asked to do was to keep the wings
level and the nose straight. Of
course we were given copious
amounts of briefing and attended
courses on all relevant subjects during the week in the club in the city
so that we knew exactly what was
required of us.
After about four of these slides
the amount of bungey power was
increased so the glider did an automatic take-off and landing. After
some of these we were then given
enough pull to properly take off and
combined all that we learned so far
with a proper landing. The glider
was lifted on to a two-wheeled
dolly and the skid arrested so that we
could roll it back to the start. Once we
were proficient in all of these manoeuvres
we went up the “A” hill.
This was a hill to the left of our current
level ground and quite steep and about
150ft from the valley bottom. From here
we got the full force of the bungey and
headed into the valley straight and level
and landed. This was the “A” badge and
we were solo pilots. Vow!
There were some adventures along the
way by some of us. There was the case of
the young lady who did a perfect stall from
the “A” hill and hit the ground head on. I
was on the bungey and all I could see was
the glider resting on the wing leading
edge, no fuselage visible. We rushed down
the rest of the hill and pulled the tail down
– only to find that the glider must have
been sliding sideways sufficiently for the
fuselage to neatly fold into the space between wing and the rest of it. We pulled
the cockpit straight and out stepped the
young lady without a hair out of place. She
happened to be my girlfriend at the time.
There was also the story of the young
lady who did a perfect half roll and landed
without damaging the glider upside down.
So as not to lose confidence she was sent
off again straight away and told to do it
properly this time but again did a perfect
Continued on p10

Continued from p9

landing from a half roll. You guessed it – upside
down. The instructor gave up on her after that.
We did this a few times to get nice and familiar with what we have learned so far and
after much briefing went up the “B” hill,
which was about 300ft above the valley bottom. The idea of the “B” badge was to learn
to turn the glider and it consisted of three
flights. We had to be able to turn 90, 180 and
360 degree turns. After the “B” badge we
were considered to be soaring pilots and got
taken up to the “C” hill when the wind blew
for our 10 minutes of soaring.
This enclosed valley was rather a unique
place both for gliding by bungey launch and
also visually. I enclose a simple sketch to give
you some idea. When I showed Nick O’Brien
the “C” hill with its concrete platform to put
the glider on it was too steep a point otherwise to put a glider on he had a good look and
asked again if we were actually bungeyd off
from there on aley bottom. The idea of the
“B” badge was to learn to turn the glider and
it consisted of three flights. We had to be able
to turn 90, 180 and 360 degree turns. After the
“B” badge we were considered to be soaring
pilots and got taken up to the “C” hill when
the wind blew for our 10 minutes of soaring.
This enclosed valley was rather a unique
place both for gliding by bungey launch and
also visually. I enclose a simple sketch to give
you some idea. When I showed Nick O’Brien
the “C” hill with its concrete platform to put
the glider on it was too steep a point otherwise to put a glider on he had a good look and

asked again if we were actually bungeed off
from there on a windy day in a primary.
It was not so bad with higher performance
gliders that had a turn of speed to get to the
ridge. We were actually briefed on the best
technique for landing on the trees, which happened lots of times since flying started on this
site in the twenties. There was usually no
damage and no injury unless the pilot disobeyed the instruction to stay put by climbing down and made the glider fall or rather
dive to the ground head first. The briefing was
to stay put until help came.
The first thing we did was to rope the glider
to the trees so that it would not fall. After that
the pilot was taken down and then the glider
with usually no damage except perhaps the
odd tear in the fabric. As you can see from the
sketch we had a nice NW ridge which in the
right wind direction and a better glider than a
primary could be soared for about 15km. We
had lots of NW winds except in summer after
an Atlantic low went through just like here.
The “C” hill was approached from a saddle
from the valley. On the windward side it was
steep a gully the other side of which was the
back of the ridge. Once the primary was catapulted the form was to put the stick to the
stop forward and hope for the best.
Of course the wind speed had to be just
right. Apart from anything else one could go
backwards and forwards on the stick even in
moderate winds because of the tremendous
drag from all those cables.
Now we had to land behind the ridge in the
valley so that if one did not get up sufficient
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speed because the wind had strengthened one
had a serious problem. It was possible to land
at the bottom of the ridge but it was very unpopular because the glider had to be transported on a rutted track in the gully unsuitable
for vehicles several kms by a gang which always included the pilot.
The large valley at the bottom has now got
a proper GA airfield where my club now operates. We did eventually winch and even
aerotow from this enclosed valley. The wind
had to be right and the hills were too steep to
retrieve winch cables by vehicle so that we
had to pull it out by hand. Winching in strong
winds was quite exciting since one took of
from the opposite hilltop behind the ridge
with the winch on the other hilltop in the old
quarry.
So I was catapulted off the “C”hill one early
summer day and I became a soaring pilot during those 15 minutes at the age of 15. All this
from early April to about the end of June.
My group was the last to learn to fly in this
way because it was too difficult to cater for
more than a handful of people at a time so that
it is now all in the large valley at the bottom
of the ridge.
The enclosed valley was also a unique
ecosystem which was never ploughed or cut.
We did have a few sheep in it occasionally.
You would not believe the amount of spring
flowers, birds, maybugs etc we had in there.
It was quite magical. Sadly it is now all used
by motocross riders, who are making tracks
all over it but it is still all there (and can be
visited).
George

The move to Nympsfield
Summary of talk at the club by Ken Brown

IN the spring of 1954, the club was informed that Bristol City Council intended
to move Bristol Airport to Lulsgate, where
the club had been operating for about
seven years. So the club had to look for a
new home.
Ken then “introduced” the main players:
Chairman John Cochrane, Vice Chairman
and CFI John Parry-Jones, Secretary John
Burleigh, Committee member John Hahn
and Secretary of Kemsley Flying Trust,
Basil Meads, and described the Kemsley
Trust’s function of using loans to help revive private flying by making loans.
The club considered its options and investigated the Cotswolds with a series of
flights at three sites during the Autumn of
1954. A 30-acre field, part of our present
site, came up for sale at £25 an acre and
the club immediately contacted the Kemsley Trust.
While John Cochrane was negotiating
with the Trust, John Parry-Jones was talking to the farmer, and week by week persuaded him to part with more and more of
his land, so that by the time the Trust had
agreed to make a loan, the land on offer
had risen to 75 acres with two buildings.
A problem arose because the Trust had a
rule that it would not lend more than
£5,000 to any one recipient. As the club al-

ready had £900 outstanding, the balance
of £4,100 would not do much more than
pay for the field, leaving very little to set
up the club.
Basil Meads persuaded the trustees of
the Trust to get round this by giving the
club a £3,250 mortgage to buy the field in
addition to topping up the loan to £5,000.
So the field was bought in March 1955.
The task then was to set the site up with
a hangar and clubhouse and it took the rest
of that year to arrange the purchase of a
hangar and to get an acceptable quote to
upgrade the cow shed.
In the meantime the field was fenced
and ploughed and seeded, and left to settle
down.
A camp was organised at Easter 1956
and the club moved at Whitsun, two years
after we had been warned that we would
have to move from Lulsgate.

Badger cull trials

BADGER cull pilots aimed at reducing
cattle tuberculosis can take place in west
Gloucestershire and west Somerset this
year, the government has said. The exact
areas are not being revealed for security
reasons.

HUGH Browning has been awarded the 2011
CAA General Aviation Safety Award for the
ground-breaking work carried out by the BGA
Safe Winch Launching Initiative team.
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EASA: Relax,
says Stratten

BGA chairman Pete Stratten denied rumours
about changes in the pipeline from EASA.
Despite the law changing in April, recreational aviation/GA will not fall under
EASA flight crew licensing or training requirements until April 2015.
This is because there is three-year opt-out
available to allow for transition. So carry on
exactly as we do now under BGA requirements, including training.
The BGA is discussing with CAA how we
can all work together to change from BGA
to EASA compliant training and so on by
April 2015.

New winchie wanted
as Lionel retires

LIONEL has retired from operating the
winch. The club thanked him for all his
hard work and loyal service for the past 12
or so years, which has been very much appreciated. We wish him a speedy recovery
from his illness. We are advertising in
Woodchester Word for a new driver.

Shop has new look

THE BGA shop now offers a greatly expanded range of products, including gliding accessories, books and clothing. If you
have not visited recently, take a look at
http://www.bgashop.co.uk

Specialist Sailplane
& Sport Aircraft
Repair and
Maintenance Centre

We also manufacture bespoke aircraft
performance improving lightweight carbon
aerodynamic components Visit our Website: (new address)

www.targettaviation.com
or Phone: 01453 860861 / Mobile: 07850 769060

