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Have you seen the Sunship Game? It’s 
a remarkable video… now apparently 
rescanned and retransferred to DVD. Jim 
Staniforth says you must buy the DVD 
because the quality is excellent.

What’s remarkable about the DVD 
(apart from how straight everyone looks 
in the gliding scene in 1972) is the way 
they treat their gliders (apart from the 
many crashes.) The idea of someone 
sawing the wings off to extend them is 
fairly shocking to anyone who  has done 
a Form 2 course.

But in a way, why not? Why accept 
that the gliders produced by a factory are 
the best possible answer to the problem?   
We’d be nowhere without the meddlers, 
the fiddlers and the exerimenters. What 
saddens me is how little of this appears 
to be taking place in Australia. 

We do in fact have two world 
class glider manufacturers here in Oz, 
both of whom have won contests and 
world championships for decades. 
Unfortunately they don’t make 
sailplanes, they are make hang gliders.

Gol!!!!!
After flying with Dave Shorter for a 

few days last year, he forced me to buy 
George Moffat’s book Winning in the 
hope that the book would shame me 
into seeing the error of my ways. The 
forward to Winning ll is written by S&G’s 
Platypus, Mike Bird. In it he says this:

“Take a tip from the slimming clubs. 
Peer pressure is what works: you won’t 
eat that extra slice of cake when you 

know that you will be weighed in front of the 
others tomorrow and you will get a round 
of applause if you have lost 454 grams, and 
withering glances of pity and shame if you 
have put on 454 grams.  

Nothing is more stimulating to 
soaring performance than to have a 
bunch of friends set a task and race 
each other around it. And in the evening 
or on the wet days, you sit and analyse, 
preferably as a group, what you did right 
and what you did wrong.”

There are a few interesting points here 
(apart from the fact that I have changed the units 
of weight into something more 21st century). 

First, is it really possible to combine 
slimming and gliding? And if it is, would cake 
be the fattening food of choice? I have had a 
singular lack of success with Christmas cake 
at the club. On the face of it, this is nature’s 
perfect all-purpose gliding food but the 
Keepit ants seem to have the same idea 
and find ways of getting into supposedly 
sealed plastic containers to enjoy it. Maybe 
some other cake would do… and don’t 
mention cheesecake, banana cake or carrot 
cake which in any properly run country 
would have the maker lined up against a 
whitewashed wall at dawn.

Secondly (part one) is that you may 
note that I have got off topic in the blink of 
an eye… Like Aus-Soaring. This is actually 
a teaching point. Stay focussed!

Secondly, I have found that any “friend” 
who tried to analyse my gliding would 
be unlikely to call themselves a friend for 
long afterwards. This is not to say that I 
cannot take criticism, rather that anyone 

Welcome to 
the Late Late 

Spring 
(Experimental)

Edition of 
Keep Soaring.

Regrettably, these newsletters 
seem to get later every edition, mainly 
because the editions keep getting bigger 
because more people contribute. This is 
generally a good thing because I don’t 
have to make so much up. But it doesn’t 
happen in five minutes!

Another difficulty is that Mr. Pink 
has been seconded onto the committee 
and is in charge of 4 day X-C weekends, 
spelling and pedantry. (According to him, 
it’s pendantics). Mr. Pink is very picky 
about punctuation, so proofreading 
takes days. (You may not in fact believe 
that anyone proof reads this!) 

 Again there are articles which didn’t 
make it into this edition because of lack 
of space and lack of time. 44 pages seems 
enough for a club newsletter.

There are contributions from many 
people in this issue including Dave Shorter, 
Ken Flower, Todd Clark, Ross Edwards, Al 
Giles, Peter Sheils, Tim Carr, John Tresize, 
Harry Medlicott, Trevor West and Dermot 
McDermot. Thanks to all!

I would like to say that the club and 
editorial team do not agree with all the 
sentiments expressed by contributors 
but we do feel that alternative and 
experimental points of view are 
necessary, even as experiments to see 
how long the editor keeps his job.

October-November 2010
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that far… 250 km more or less and easy 
on an average day. There are plenty of 
airstrips on the way such as Gunnedah, 
Coonabarrabran etc. and the motel is 
close to the strip. It would also stick it to 
the Narromine types.

Fly up Glen Innes and run the 
eastern sea breeze front back to 
Keepit. Sounds daring, especially since 
we don’t see much of the sea breeze 
at Keepit. You can tell where the sea 
breeze line begins on a CU day because 
the clouds disappear. Bernard Eckey’s 
Advanced Soaring has info on this. 

Fly to Tamworth and back through 
the control zone. Very useful and 
IMHO and essential step in cross country 
soaring. At Keepit, we tend to keep out of 
control zones and it’s a good idea to be 
comfortable with them.

That’s all Todd has given me. Todd’s 
a bit of a quiet achiever and my guess is 
that he’s got a few more up his sleeve.

I’m not that interested in triangles.  
And doing a 3 hour task on a 5 hour day 
seems like a waste of a day. To me. Based 
on comments from people like James 
Cooper from WA and Harry Medlicott, 
here’s a few of my goals for this year.

I’m going to get up earlier, get my 
glider fettled early and I’m going to 
launch much earlier. 

I can remember only a few days last 
summer when I took off and didn’t think 
I had launched too late. If we only fly 
in the best few hours of the day, we’re 
not flying as far as we could and we 
are certainly not getting in practice for 
marginal days. I will set goals.

Based on getting up earlier, I will get 
more flying in and then the Authorities 
will not keep wittering on about 
repossessing her glider because of lack 
of use.

Complaints to the usual place…

Editor@keepitsoaring.com

Setting goals that spark your 
imagination is what’s important.

I was talking to this with Todd Clark 
(no relation) who had some pressing 
goals of his own, one of which was 
the Dalby comp, another was wishing 
enough rain would fall on the LKSC strip 
to get the grass growing and no doubt 
the other was to pretend to Lisa that he 
was really working on the house. 

After an amount of arm twisting, 
Todd took time off from his other goals 
to give me list a list of his own.

Fly a loop. I did this in my old 
Ventus A after a few in the ASK 21 
(presumably with a grown-up in the back 
seat to talk him through it.) Allbutts once 
volunteered to do aerobatic training. If 
this appeals to you, then badger the man 
in pink.

Fly around Kaputar tower. This 
is a fairly cool one. One of the Bros. 
Carr has flown around the tower close 
enough to count the rivets. Even if you 
leave a bit more air between you and the 
metalwork, the scenery is great out that 
way and there’s plenty of flat country all 
around for the nervous.

Fly east far enough and high 
enough to see the sea. This is easier 
than it sounds. When you eyes are 
watering with fear, you can kid yourself 
you are seeing the sea. In fact, Todd says 
you don’t have to go that far at all and 
it’s a good adventure… most of us go 
anywhere else other than east.

Visit new towns! How many times 
do you want to go to Gunnedah, how 
about Inverell of Glen Innes for a 
change? It’s possible that this is also a 
reasonable goal. There are ways of getting 
up that way without seeing too much tiger 
country. Bruce Edwards is your man for 
this. Ask him how. It’s also possible that 
these highland towns look less bleak and 
uninviting from the air.  

Fly to Narromine for a beer and 
back the next day. Narromine is not 

attempting to analyse the way I fly would 
come away seriously concerned for my 
mental health and remain at a healthy 
distance afterwards.

The trouble with clubs like Keepit 
is that many of us are natural slackers 
and only in it for the fun of it. (Or am 
I speaking just for myself!) I remember 
turning up at an early hang gliding comp 
on an October long weekend in 1997.  
The sport was barely 4 years old. 

Pilots and the “committee” got 
together on the top of the hill at about 
11 in the morning and started talking 
about the rules and tasks. Everyone 
rigged and stood around listening while 
the few people not involved in the comp 
started launching. 

One by one, pilots drifted away from 
the meeting to watch the gliders in the 
air until the temptation got too much 
and they hooked themselves into their 
own gliders and launched… until there 
was nobody left interested enough to 
have a comp. It was the same every day.  

So I’ve belatedly come to the 
conclusion that goal setting is important. 
Without goals, we’re just colouring-
in between the lines and we will find 
that we’re not advancing at all. More 
importantly, we risk losing the picture 
altogether.

I’d never thought about goals too 
much until I heard hang gliding legend 
Paul Mollison briefing his three year old 
daughter at some hill-top launch near 
Manilla about setting goals, planning 
properly and then committing to them. 

Without goals, gliding will get boring 
and sooner or later, you’ll make that last 
excuse to not go flying and hang up your 
wings for good. 

It doesn’t matter what your goal 
is, but unless you are expanding the 
horizons of your imagination, you’re 
limiting yourself. As Robert Browning 
nearly said. “Ah, but a man's reach should 
exceed his grasp, or what's gliding for?”
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to make the effort to assist. If everyone 
did one hour each visit we would have 
these jobs well in hand. Please remember 
this call prior to heading to the bar!

Keepit is also proud to be hosting the 
NSW State Gliding Comp from the 28th 
of November this year. Ian Downes has 
accepted the role of Comp Director for 
the week, however in order for Keepit 
to hold a competition such as this, it 
requires the assistance and support of all 
club members. 

We need officials to perform the 
required roles under the competition 
guidelines, but also general assistance to 
marshal gliders, run ropes, man the bar, 
etc etc. 

Can we ask members who are able to 
assist, even if only for a day or two, to 
contact Ian to register their involvement. 
Only together can we make this a comp 
to remember.

The new hangars are coming along 
very well. The concrete floor is laid and 
the roof and walls are about to go on.

See you at Keepit for some happy 
and safe soaring.

Tim Carr

keep it running smoothly. Whilst Ian 
is our Mid Week Manager, he is not 
accountable for the ongoing maintenance 
duties at the club. However, as the man 
on the pulse, he will be more than 
happy to show members how to use the 
equipment safely and direct members as 
to tasks needing to be undertaken. 

With the start of the soaring season 
upon us, can I put out an impassioned 
call to all members to lend a hand when 
they can at the club. There are many one-
off jobs which need attention, including 
plumbing, electrical, minor equipment 
repairs, but equally important is the 
general upkeep of our grounds to 
maintain these to a standard we can all 
be proud of. 

We have 134 hectares of club land 
which requires regular attention, even 
more so after the last couple of wet 
months. We have the large Chamberlain 
slasher for the airfield, the green Deutz 
slasher for other areas, the red ride 
on mower for around the hangars and 
accommodation and a hand mower for 
the tighter spaces. 

It’s been a good season for growth at 
the club, in more ways than one! There 
are more than a few areas which need a 
gardener’s hand.

Next time you are at the club if you 
have even an hour to spare, can I ask you 

Presidents 
Report

The soaring season is certainly upon 
us, and the club is buzzing with activity. 
Apart from lots of gliding activity, the 
most notable activity is the work being 
undertaken to improve the condition of 
our airfield. 

A big thanks to Todd, Sam and Rod, and 
their helpers who have spent many weeks 
working at the club to recultivate about 
1/3rd of the southern end of the clubs main 
runway. 

This area has been ripped, rotary hoed, 
levelled, sprayed, fertilised, limed, seeded 
and watered. With hopefully the right 
weather conditions over the coming weeks, 
this will sprout into a superb new grass 
runway in time for the State comps later 
in the year. In order to allow this area to 
rejuvenate, we ask all members to do their 
best to stay off this fragile area.

I would also like to thank the many 
member volunteers who assist with all the 
aspects of keeping our club going. There 
are too many individuals to specifically 
mention here, but these volunteers are 
vital to ensure the smooth operation of our 
facility. 

As noted we are a Gliding Club, and all 
members need to offer their assistance to 
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and  got his lights kicked out by what 
passes for an Emu in that country. After 
that, Australia seems a nice place to fly, 
even in crocodile country (where the 
crocs appear to eat only Japanese and 
Germans judging by the warning signs 
only in those languages.)

I’m not sure whether this is what a 
Tuggies Ball is normally like…pilots 
slinking home in the cold grip of fear, 
but it was certainly interesting. And 
another big thank you to the Dirks!

Had the Saint done more coastal 
soaring he would have known not to 
fly there in the first place. The story was 
so tense that some of us were comatose 
with fear. Either that, or it was some old 
‘listen with mother’ experience which 
Uncle Ron was in the grip of…The Tuggies Ball is normally held during 

the middle of the year when pleasantly cool 
weather is normal at night. This year, the 
weather met or exceeded all expectations. 
Although plenty of people frocked up in 
dinner jackets, bow ties and party dresses, 
with ball gowns for the ladies, beanies were 
very much the chapeau du jour. 

The gala event was again held at the 
Dirks’ place. Bob claimed he’d been hard 
at work adding extensions to their natural 
trust property and earned a rest while his 
long suffering wife and family cooked 40 or 
so dinners and served them up in a flash to 
keep them warm.

Courses were woolfed down one by one 
and immediately the eaters sprinted inside 
for the entertainment and a little warmth. 
Nick Singer and Phil Anderton played a gay 
and slightly eccentric duet for piano and 
tuba after the entrée. This was followed by 
a frankly terrifying reading by Garry Speight 
from Saint Exupery’s adventures in South 
America where he got caught for what 
seemed like a lifetime in a nasty lee wave 
rotor over the sea. 

The 
T-T-T-T-UGGIES 

B-B-B-ALL

October-November 2010
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After the main course, or maybe it was 
after the pudding, Ken Flower gave what 
was another frankly terrifying talk on flying 
and other experiences in South Africa. 
Specifically the poor pilot who outlanded 
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Ouch!
This is the wingtip of the Pawnee VH-

PIJ which is parked in the open hangar 
of the club quadrangle and it has had 
a whack. The wooden hoop has been 
damaged and the covering will need to 
be removed to make the repair.

No doubt this accident happened 
when the aircraft was pulled out of the 
hangar, either to make way for Brad 
Edward’s tug or to get the K21 out. The 
wing tip may have hit the hangar, a car 
or a trailer.

Nobody wants a witch hunt over 
this but it would be good to sort it out. 
Quite possibly nobody saw it happen but 
it would be nice if anyone knows what 
might have happened that they contact 
Michael Shirley. If the wing tip hit a 
vehicle or a trailer, then a simple motor 
vehicle claim can be easily made and the 
repair done.

A New Season Of 
Opportunities

By CFI Care
Well yet another soaring season is upon 

us. This year is looking like there will be 
more water, and more clouds around 
that last year. This will be good for the 
land owners, and for Regional Australia’s 
economy. For our soaring climate it should 
mean slightly lower ceilings and a lot more 
days with nice puffy clouds marking our 
potential tracks in the sky.

So what of the new season? It is good to 
make sure that you are familiar with your 
flying and the equipment again after flying 
less over the winter. If you have had a break 
make sure that you are checked out and 
back up to a safe standard before flying. 

The CASA requirement on power pilots 
is at least 3 take off and landings in last 90 
days otherwise do not take passengers, and 
if not 3 in last 180 days then must have 
check ride with 3 T/O and landings with 
an instructor.  Please be on the safe side of 
good rules and ensure that you are current 
and proficient after the winter period.

Radio calls

There has been a bit of a change with 
requirements from CASA as of 1 July this 
year. 

Example of the New rules at CTAF 
is: A call inbound at 10 km or 8 minutes 
whichever come first

And then on joining circuit.

Typical calls at 10 km: “Traffic 
Gunnedah - Glider KF – 10 km west – at 
3000 – inbound - expect circuit time 7 
minutes – Gunnedah”. 

Typical call joining circuit: “Traffic 
Gunnedah – Glider KF – joining downwind 
18 – full stop – Gunnedah”

It is important to do good calls. It shows 
our professionalism, also being comfortable 
with calls keeps us relaxed and flying much 
better. 

So can I suggest that you practice your 
calls driving to Keepit in the car? This way 
you will get better and more comfortable at 
it, but practice the correct sequence which 
is:

Traffic at the location,
Who you are, 
Where you are, 
How high you are, 
Your intentions
Finish with Location so everybody can 
recall where you are again.
 

So for the new season on the trip up 
first job is practice your calls and second job 
is go through your emergency procedures. 
The old adage of never fly where your mind 
has not gone before is a good one.

The O = options in CHAOTIC and I like 
to hear when winching
If I get a cable break or too slow I will 
nose over and establish a normal flying 
attitude… 
Finger on the ASI to show I have safe 
speed near ground which is say 60 kts 
today…
Release twice
Conduct landing as per best options for 
this location and height

Justin and I are off to Burketown to 
see if we can get lucky again and get some 
more fabulous rides on the Morning Glory. 
I hope I can share some good pictures and 
stories when we get back

I look forward to another safe soaring 
season flying with you-all

Ken Flower     CFI Care
( Care = Constantly Actively Reviewing 

Everybody)

Contact: Michael Shirley  
michael.shirley@bigpond.com
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Ccccaption 
Cccompetition
Yes, it was cool at the Tuggies Ball, but 

is that any excuse for Trevor’s Llama hat? 
Apparently this fashion item was not knitted 
by Trevor’s mum but  hand-imported all the 
way from wherever Llamas come from. 

And to give you twice as much fun, the 
beanie is cunningly double sided. When 
it gets too grubby on one side, you invert 
it and sport the other side which oddly is 
quite different to the side shown here.

This is not the first time that Trevor has 
appeared in the Caption Comp and Keep 
Soaring is grateful for Trevor’s continuing 
efforts to provide good pictures and copy. 
Would that more members took up the 
challenge so readily!

Anyway, the competition this time is 
simple… It’s not to guess what was Chris 
Carr thinking… that’s obvious. It’s to 
guess what Trevor was thinking when he 
bought the hat… or what Trevor’s wife was 
thinking when she let him. 

The prize is an annual flight review, 
gratis, with our Trevor. You would not want 
to miss that!

I s n ’t  i t  a m a z i n g t h e d i f fe re n c e a few ye a rs m a ke? On c e u p o n a t i m e we we re 
a l l  yo u n g a n d da n g e ro u s .  N o w… t h ey c a n s c a rc e l y re m e m b e r o u r n a m e !
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which was for Soviet aircraft and with 
the fall of the iron curtain, they started 
to look around for other work, including 
the manufacture of low-cost aircraft. 
Rather than take on the Germans at their 
own game they started to make ultralight 
gliders instead of certified ones.

Now we are at a time where there 
are more or less four different gliding 
movements. Certified gliders, ultralight 
gliders, hang gliders and paragliders with 
their various offshoots and variations 
such as touring motorgliders, self 
launchers, microlights and paramotors. 
It's probable that we have far more in 
common than we have differences and 
some greater association would bring 
benefits to all of us.

Anyway, enough of that. Before 
going any further, let's get one thing 
straight. There's nothing at all wrong 
with the majority of these ultralight 
gliders. They're well made, strong, they 
look good and they're very cheap to buy 
compared with certified gliders. 

never happened. With alternatives to 
conventional gliding, pilot numbers 
fell. And with the unknowns of the new 
composite materials coming into use, 
glider manufacturing contracted to just a 
few countries who took the time to learn 
these new techniques… and glider 
prices continued to rise.

For most of this period, if you 
wanted to go gliding and wanted better 
performance than a hang glider, your 
options were limited to certified gliders 
which were and still are expensive and to 
some extent limited to club ownership. 

This was the mother which invented 
the ultralight glider. Many of these 
ultralight gliders are not technically 
speaking  ultralight under the FAI 
category which requires a MTOW of 
220kg. With most having a MTOW of 
around 300-320 kg, technically they’re 
Lightweight Sailplanes, but they appear 
to fall under the RAA UL classification.

Eastern Europe has a long history of 
manufacturing composite parts, a lot of 

Looking back over the 
last 40 years, perhaps the most 
influential aircraft in sport aviation was 
the hang glider. Hang gliders reinvented 
free flight and within a few years 
spawned ultralights. In the early 80s, the 
explosion of new UL aircraft and new 
constructors was phenomenal. 

Just as with the Wright brothers, the 
majority of people seemed to want to 
put motors on their aircraft and drone 
off into the sunset and only hang gliders 
pursued the dream of low-cost silent 
flight.

As in the early years of aviation, 
designers had a lot to learn about 
stressing an airframe and there were 
accidents and when the first UL 
regulations were developed in the 
USA they were regrettably wrong. The 
weight limit set was just too low to allow 
designers to build a strong airframe. 

In the UK, BCAR section S allowed a 
slightly greater weight and it was soon 
possible to buy an aircraft for under 
£5,000 which exceeded the performance 
of small GA aircraft and which could be 
packed up into a small van.

As a whole, the established gliding 
movement seemed to miss the idea of 
low-cost flying. In the UK, Australia and 
the USA, there were sailplane pilots 
who wanted to include hang gliders in 
the established associations and there 
were hang glider pilots who wanted to 
join, but for a number of reasons this 

An Ultralight Glider!… Doesn’t look like a PW5 does it?
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commercially should have the option 
of Experimental. The standard factory 
gliders are a commercial product made 
just good enough to sell. Individuals 
may wish to add features which weren't 
thought of at the time of manufacture like 
tail tanks, winglets, aerofoil mods etc." 

"Yes, Experimental is the only way 
to go for privately owned aircraft. Many 
excellent options aren't available from 
the manufacturers or weren't developed 
at the time of construction. Without 
Experimental, how could the likes of 
Dick Butler build "Frankengliders" that 
push the state of the art?"   Yes.

Anyone who has read much of George 
Moffat or seen him saw off the wing tips 
off a glider to extend the span would 
understand that there are many things 
you can do to extend the performance 
of a stock glider, some of which are fairly 
alarming to a conservative pilot. And 
most pilots are conservative. 

Fair enough, but accident statistics 
do not bear out that ultralight aircraft 
are any more likely to auger in than a 
certified aircraft.

The Canadian equivalent of 
CASA recently introduced an Owner-
maintenance aircraft category so private 

to adjust is our preconceptions… that 
good gliders come from Germany alone.  

The JS1 and Diana are both doing 
well in major competitions, but it’s 
unlikely you’ll see any ultralight 
sailplanes in these results partly because 
ultralight sailplanes slip through the 
cracks, being too heavy for the DU class 
and not having the span or wing loading 
to compete in the D15 class.

The FAI record for a real ultralight, 
the  70kg Sparrowhawk, is  1,003 km 
which is probably a bit better than your 
average club pilot can manage. 

You can buy a Sparrowhawk new for 
$44,500 and it looks like a real glider.

However the Sparrowhawk and 
its stablemate the Duckhawk are not 
entirely made like a real glider. Windward 
performance use carbon/epoxy prepreg 
materials cured in a high temperature 
autoclave like the ones Boeing, Airbus 
and other aerospace companies use so 
they can come in colours. 

Most German manufacturers use 
heritage methods of wet layup and 
low temperature resins that soften 
at anything over 55º and white is the 
colour option.

If you take apart almost any middle 
aged glider, you’ll no doubt find that 
there are many things which could 
be done a lot better with modern 
techniques and materials, but that’s not 
permitted unless the glider moves into 
the experimental category.

Here are a few comments from the 
Aus-Soaring website.

"Of course all sailplanes not used 

In fact, they make gliders like the 
PW-5 look very sick! And ultralight 
gliders also perform well.

To put this into perspective, the 
majority of ultralight gliders weigh about 
the same and perform rather better 
than the last generation of wood and 
fabric gliders. Except they’re build with 
modern, low maintenance materials and 
to comply with European legislation, 
almost all can be fitted with a ballistic 
parachute to bring down the entire 
glider and pilot.

The famous Ka6-Cr has an empty 
weight of 190kg a VNE of about 108 
knots and an L/D of 34:1 at 48 knots. 

You’ve probably seen the Silent 2. 
It’s the jet-powered one used to do the 
all the displays in the USA. The Alisport 
Silent 2 Targa has an empty weight of 
185 kg, a VNE of about 108 knots and 
an L/D of about 40:1 at 50 knots. Snap. 
Most other ultralight glides have similar 
specs with a best L/D of around 40:1.

There's a lot of invention and 
innovation going on with ultralight 
gliders. Almost all can be bought as 
self launchers and many bought as kits. 
There are at least 6 electric types, almost 
all of which appeared well before the 
certified German electric types were 
conceived. All this for 30%-50% of the 
cost of a new certified glider.

There are a few drawbacks to 
ultralight gliders. One is the lack of 
certification. This is mainly a drawback 
for bureaucrats and regulators. Wings fall 
off certified gliders and having a certified 
glider appears to be no guarantee of 
improved safety compared to ultralight 
types.

At the moment, light weight is a 
problem. We’re not used to launching 
light gliders any more and you’d have to 
watch weak links on winches and tugs 
and adjust launch speeds. 

Perhaps the biggest thing we’d have 

George Moffat and wing saw.
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Other gliders are more basic in finish 
and fittings but not a lot more basic than 
many 20-30 year old gliders in clubs 
around the country.

One might ask, why are we in 
Australia walking away from this? The 
interest is there from pilots. Here 
are two comments on from aviation 
newsgroups…

“I’ve often toyed with the idea of 
building a small, light glider. I was hoping 
to not have to rejoin GFA, or HGFA, but 
register as a 95:10.”

“They’re administered by the FAI 
Gliding but I don’t know if UL is a class in 
the GFA, however I understand that there 
may be some who have chosen to put their 
Sailplanes through the RAA.”

Does this sound as if outsiders don’t 
like us? 

tandem-seating. Flying the Taurus is a 
lot more fun;
• The ballistic total-rescue system is 
huge advantage when compared to 
conventional motorgliders;
• Taxiing with the double-wheel 
undercarriage is a luxury, especially 
for training flights;
• The overall quality and finish is 
surprisingly good;
• It has self fitting connections for all 
flight controls - big plus;
• Although being an ultralight, the 
glider feels like a real glider;
• Taurus will definitely convince some 
of the ultralight pilots to start gliding;
• The price is about 50% of what you 
would pay for another self-launching 
two-seat glider.

The Taurus is fairly typical of higher 
end ultralights and at a list price of 
€€€€8€9,900 Euro, it’s at the top end. 

owners of certified aircraft could do their 
own maintenance. In the preamble for 
this it was noted that the safety record 
of ultralight aircraft was no worse than 
for GA aircraft and human nature tended 
to  mitigate against any other situation.  
In most cases, accidents are pilot error 
rather than structural or mechanical 
failure. Remember that paragliders 
and hang gliders have similar accident 
statistics to certified gliders and who 
maintains them?

Anyway, here’s an example of an 
ultralight glider we prepared earlier. The 
Pipistrelle Taurus. 

The Taurus is the first two seat self 
launching ultralight glider to receive a 
type certificate as a microlight (UL) in 
Germany. You can’t buy one, at least 
not right away, because there’s a three 
year waiting list. With an electric self 
launching version announced in 2007, it 
was one of the first electric two seaters 
to fly. 

In a flight test last year, Jochen Ewald 
said “I very much liked the Taurus. As 
regards design and craftsmanship, it is 
comparable to heavier EASA handled 
(certified) self launchers and with its 
club class performance, it is an attractive 
cross country soarer.”

“The Taurus is invaluable for training 
beginners how to fly a sailplane and 
without the extra cost of maintenance 
programs and certification, it would 
appear to be cheaper to operate than 
motorgliders.” 

That’s probably why multiple world 
record holder Klaus Ohlman bought one 
a few years ago. This is what he has to 
say…

“Taurus has some great advantages, 
which originate from the ultralight 
world…

• The glider has enough space in the 
cockpit for two very large pilots;
• Side-by-side seating arrangement 
is a real reward in comparison to the 

The Taurus. It’s the Stemme you have when you can’t have a Stemme.



Keep Soaring October November 2010  Page 11

October-November 2010Keep Soaring

Keep Soaring October November 2010  Page 11

Surely, it would be better to welcome 
alternative types of gliding rather than 
have them move under the banner of 
the RAA who probably know as much 
about gliding as they did about trikes in 
the early days. Or is this our attitude… 

“Only a handful of ultralight gliders 
are available in Australia????? You 
may import what you like, the fact that 
nobody has may mean they are soon to 
be failures!”

Well, failures they’re not. Or at least 
they’re not in Europe and the USA. 
You might ask whether the failure is on 
our part, to accept that there are more 
things flying around in the heavens than 
dreamed of in our philosophy…  and 
we’re missing out on something good.

All the aircraft on this page are 
electric powered. The interior is the 
Taurus. Luxury you can afford?

Yuneek

Yuneek Apis-Bee

Taurus

Electravia
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Find thermal enter right turn (so 
glider can release and continue turning 
right), rate of climb goes from 400’ up 
to 1200’ up (“YES!!”). Hopefully glider 
releases .

When glider releases glance at 
Altimeter and make a mental note to 
write it down later. Straighten up, 
look out left turn left, and allow tug to 
accelerate, reduce throttle setting to 
avoid red-lining. Looking out always, 
especially for the released glider at this 
height. Trickle power back if necessary.

When temp starts to decline (15-30 
sec), maintain sufficient power to avoid 
cooling rate faster than 1 deg C every 2 
seconds. This is always a critical phase, 
and it varies with the height and the day. 

As the engine cools more reduction 
in power can be achieved until it gets 
back to 150 deg C. The important thing 
is to avoid engine shock cooling and 
possible cracked cylinders. Remember 
to look out for gliders all the time.

Look for sink. If found, establish 
descending turn in sink to get back to 
the ground. Always looking out.

Look for gliders on approach 
or in circuit as approaching. Make 
“downwind” call.

readers who are mere glider pilots, this 
is my somewhat ad hoc summary of what 
we tug pilots “do” during each tug flight:

Approaching glider, note glider reg 
and names of persons on board – enter 
details into sheet. Start up if necessary

Canopy closed at time hh:mm. Add 
two minutes and write in sheet. Store 
sheet securely in cockpit. Move into 
position in front of glider, wait for “take 
up slack” signal

On “take up slack” signal – final 
checks – fuel, controls, windsock, 
options, no “STOP STOP STOP” signals 
anywhere. Fuel pump “ON”. At “FULL 
POWER” signal, slowly (5 sec) move to 
full throttle 

During early roll, a number of 
glances in mirror to see all OK behind 
– whatever happens always be ready to 
roll forward to give glider room to stop 
(e.g. if rope breaks). Sense how the take-
off is going (power , acceleration, length 
of strip used,  and lift  as expected)

After lift-off, stay low and accelerate 
to required airspeed+ 5-10 kt, then 
gradually change to climb attitude. 
Always checking options ahead. Once 
climbing, allow tug to drift to one side 
in case rope breaks. At 200’, Fuel pump 
OFF. The high airspeed is a safety margin 
for engine failure options.

By 400’ establish required attitude/
airspeed, check mirror – seek out 
thermals. Scan instruments and look 
out, look out, look out (glider behind 
should also look out as if your life 
depends on it… (it does). Ensure steady 
airspeed. Head for nearest Cu/thermal/
rising gaggle

By 2000’ the engine cylinder head 
temp is nearing 200 degrees C. The max 
allowable is 232 deg C. On hot summer 
days it sometimes gets to 215 deg C

Be Kind to 
Your Tuggie
  At Lake Keepit there is a generous 

tradition of mutual support between 
gliding instructors and tug pilots. Indeed 
many of our old hands have been well-
experienced in both disciplines.  We 
(tug pilots) all love the flying, and the 
opportunity to make a safe and valued 
contribution to the main game (soaring, 
gliding and flying long distances). 

However it is well to remember that 
the job of tug pilot can be onerous, even 
tedious at times, and it is fraught with 
serious responsibilities. This little article 
is a “beginning of season” plea for all 
those using aerotows this season to look 
after your tug pilots.

Some years back the club ran out of 
people willing to give up a day or two a 
year to be “duty pilot”. This honourable 
now-extinct position involved spending 
the day recording who flew what, when, 
how high and for how long – for the 
club records. The data was used to 
charge for tows and glider hire. Now 
the job has been added to the normal 
duties of the “tug pilot” and it includes 
the simultaneous job of flying safe tows 
recording who flies what, when etc.  

We can argue about the safety and 
workload implications of this procedure, 
but it is clear that it forces the tug pilot 
to devote much of his/her concentration 
to these actions of record-keeping, at the 
same time as also having to perform the 
usual tasks of airmanship, engine care, 
lookout, finding thermals, and keeping 
an appropriate attitude and airspeed 
during a tow.

This is probably best illustrated as a 
typical flight work sequence – for those 
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Seriously, flight data entry does not 
need to be done exclusively by the tug 
pilot – have a go one day and see if you 
can conquer Fltops.

In the end, we are all about enjoying 
our unique fascinating hobby, where we 
regularly hop into heavy machines (with, 
or without engines) and leave the ground 
for a while. The pleasure is enhanced 
when we support each other with our 
various tasks and responsibilities to 
maintain a smooth, safe and enjoyable 
experience. Happy soaring! 

Phil Anderton ~ Tugmeister

You can imagine that all this can 
become a significant workload on a hot 
booming day with a long rows of gliders 
waiting for a launch.

So what can you, as a glider pilot, 
do to help? 

Many things – please! At briefing:
Make sure the tug pilot knows who 

you are and what glider you are flying
Make sure he/she has your name and 

details entered correctly
If you are flying heavy (e.g. with 

water on board, or two heavy pilots in a 
twin), select a safe airspeed and ask for 
it AT BRIEFING. Don’t expect to get it 
if you have not informed the tug pilot 
of your requirements. Don’t rely in the 
radio as they are currently too unreliable

During gliding operations:

Keep your own separate records of 
the time the flight started and finished, 
and the height of the release. If the tug 
pilot was on a long tow, or a retrieve, 
when you landed, he/she will not have 
an entry for the end of your flight. You 
can give him/her the details later. Also 
it is good airmanship to keep your own 
log of your own hours flown. All power 
pilots are taught to do this meticulously 
– all glider pilots should do the same.

Keep a steady station behind the 
tug during tow. If you change vertical 
position during a tow (e.g. fly lower 
than normal), the downward force on 
the rope alters the attitude of the tug 
(nose up, slower flight). If the tug pilot 
is not quick to counter this with forward 
stick pressure, the whole combination 
will slow down with potentially unsafe 
effects (flight at or below stall for heavy 
gliders)

After the day is finished, look in 
the office to see if the poor old tug 
pilot is entering records into the 
computer. If he/she is on their own, 
offer to help by reading the numbers 
out. Even better, offer to take over 
the job so the tug pilot can go and 
have a beer! 

On downwind look for gliders on 
base and long straight in final. BUMPF 
check (“Brakes off, Undercarriage down, 
Mixture rich, Prop fine pitch, Fuel pump 
“ON”)

Base, final, land – taxi up to position 
for next glider.

When stopped, write down height 
of last glider launched, and enter new 
glider and pilot details for the next flight. 
Write tug tachometer reading for last 
flight. Ignore glares and nasty looks from 
people wondering what the delay is all 
about while you write this stuff down (it 
is the price of not having a “duty pilot”))

While all this is happening (points 
1-15 above), if another glider calls 
downwind or lands, look to see who 
it is, and make another mental note to 
write their landing time in the flight 
sheet at the end of this flight.

Monitor fuel levels, and refuel 
as required. My policy is to refuel at 
¼ capacity. Some may think this is 
too conservative, but you can rely on 
someone calling for a long instructional 
tow when the tanks are nearly empty.

At the end of the day, refuel and 
clean the tug, put it away, sign the 
maintenance release and take the 
flight sheet to the computer to enter 
the numbers into Dave’s marvellous 
program “Fltops”. Work away at this, 
alone in the office, while everyone else 
is attacking the beers €
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Lubrication can be difficult. The LS6 
annual maintenance program calls for 
lubrication of all 28 aileron and flap 
hinge points. To do this properly, these 
components have to be removed which 
involves quite a bit of work including 
replacement of the mylar seals. 

However, the maintenance manual 
suggests it might all be too difficult. So 
how often should we do this? I would 
suggest we formalise a frequency and 
stick to this. 

It goes without saying that it is far 
cheaper to lubricate than to have to deal 
with a worn component. So here we 
need products (secured), worksheets, 
and firm lubrication plans.

Repairs:  

Here we need to aim to fix things as 
they break to minimise the possibility 
small defects causing more significant 
problems later. 

I am pleased that more minor defects 
are being written up in maintenance 
releases as they are found, however, 
rectification of these minor defects 
often takes too long. I would urge our 
growing band of qualified members to 
check through maintenance releases in 
their spare moments, and see if there 
is anything which they feel comfortable 
about fixing.  

For many months, I heard about 
the faulty brakes on the LS6 and LS7. 
Adjustment of these (Tost units) is 
critical, but only takes about 10 minutes 
to do. 

Earlier in the year, the LS7 had about 
a dozen screws missing from around the 
panel and the Flarm was not connected. 

The LS6 flarm and nav circuits were 
not fuse-protected. 

I think here we need two things:

More inspection equipment, and 
for all inspection equipment we have to 
be in serviceable condition (during the 
Form 2 week, we found the manometer 
we were using was faulty). 

There is not a big cost here, but we 
need to be able to secure any inspection 
equipment so we can be sure it is always 
available to those needing to use it.

Work sheets detailing inspection 
areas and criteria (these have been 
prepared for gliders requiring hourly 
servicings ... we just need to extend 
these to the others (ie LS6, LS7, Duo).

As the gliders age, inspection 
will become increasingly important, 
with considerable potential savings 
achievable for early detection of wear 
and deterioration. 

Maintenance: 

The aim of maintenance activities 
must be to minimise deterioration so 
that gliders and components achieve the 
longest possible lives.

My concerns here are:

Lack of availability of suitable 
lubricants.  
Flexibility of lubrication schedules

Maintenance manuals usually call 
up specific lubricants to be used in 
various applications. We need to convert 
this information (eg Polish Specs) to 
products we actually have locked away 
for specific use on gliders. 

Not just use WD40, or any other 
lubricant hanging around the place for 
use on tractors or the like. We also need 
documented lubrication plans which 
indicate which products to use, and 
where lubricant needs to be applied. 

Preserving 
the Fleet

Now that the mandatory inspection 
and servicing requirements are out of the 
way for another year, we need to consider 
how we ensure the value of our fleet is 
maintained, and each glider has the best 
chance of remaining airworthy until its end 
of life. 

By any normal standards for mechanical 
equipment our gliders are “old”, however, 
most still have considerable potential life 
ahead. On current rates of utilisation, our 
gliders will reach end-of-life as follows:

 Junior:  5-6 years
Jantar:  10 years
Puchatek:  12-13 years
LS7:  35 years
LS6:  40 years
Grob 103:  40 years
Duo: ?
So I have given some thought as to 

what we need to do differently to have the 
best possible chance of these lives being 
economically achieved. 

I have broken consideration of the issue 
into four key elements:

Inspection
Maintenance
Repair, and
Refurbishment

Inspection:

Our aim during the inspection 
process must be to detect deterioration 
or unserviceability in a timely manner. To 
do this, we need good equipment and an 
inspection plan so we know what to look 
for, where to look for it, and what the 
acceptance criteria are for what we are 
inspecting. 
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Conclusion:

I am hopeful that we can use our 
considerable resource of maintenance-
qualified members to step up and 
undertake most of the small changes 
necessary to ensure our fleet achieves its 
usable life. 

Professional work-shops will 
continue to get their share of work from 
us when major repairs and life-extension 
servicing is required. However, we need 
to take greater responsibility ourselves 
for doing what is within our capability 
and preventing deterioration which will 
require big bucks later. 

Overall, I can see a bit of work for 
me to do (more work-sheets, lubrication 
selection, lubrication frequency 
determination), a few issues for the 
Committee to address (secure storage, 
inspection equipment, lubricants), but 
the rest is up to you.

John Trezise.

amount of time was spent during the 
Form 2 week repairing the Junior after a 
fall from the trolley. So, we just have to 
look at all potential damage threats and 
eliminate them.

Refurbishment: 

To maintain reliability, serviceability 
and appearance, we need to periodically 
re-furbish gliders. The Junior was re-
furbished earlier this year and provides 
an example of the finished product. 

Apart from the obviously improved 
appearance, the refurbishment saw the 
wiring, switches, circuit breakers and 
tubing replaced and a number of other 
minor enhancements incorporated. 

Most of the parts necessary to 
refurbish the remainder of the fleet have 
been purchased, but it is a big job and 
will have to be done as time permits. 
Our aim at this stage is one per year.

The Junior did not have back-up 
power batteries fitted for the vario ... 
and so the list goes on. We must try to 
establish a culture of “everything works”.

Other areas where we need to keep 
on top of repairs to save on significant 
downstream costs are: surface finish 
(we must protect the epoxy core), 
canopy cracks (we need to get on top 
of any cracks as soon as they appear), 
Puchatek (we need to protect any 
aluminium exposed by scratches as soon 
as possible), fix water ballast problems 
as they are discovered (don’t just accept 
that this feature is not required). 

As well as the gliders, we must make 
sure the tow-out gear works and is not 
likely to damage the gliders (eg LS7 
wing walker). Also, the trailers need 
to be checked to ensure that they are 
not another potential cause of glider 
damage. Ditto the trolleys on the tracks 
leading into the hangers: a significant 

Oils Ain’t Oils
Oiling and greasing gliders is a 

complex business and you need to 
think a little before spraying on the first 
thing that comes to hand. Even though 
it is genetically difficult for most of us, 
the first thing to do is to consult the 
maintenance manual. In most cases 
this will suggest the right grease but if it 
doesn’t here are a few things to consider.

Temperature. Gliders are often 
exposed to low temperatures, especially 
when wave flying. Some greases will 
solidify and stiffen up or even freeze 
controls. Aviation grease such as 
Aeroshell 7 is rated to -73ºC and while 
this may seem extreme, temperatures 
below -30º are not unknown in wave.

Spray grease is commonly used to 
grease control linkages because it’s 
convenient to do so but most spray 
greases have no temperature markings 
on the can. If there’s nothing marked, 

then don’t spray!  Even for a training 
glider such as the Puchatek which is 
unlikely to do wave flying, make sure the 
grease is rated down to -20º C or better.

Brinelling. Most ball bearings 
are intended to be used in rotating 
mechanisms. Where there’s no rotation 
and the load varies over a very small angle, 
the balls can form depressions in the ball 
race giving rise to a notchy feel called 
Brinelling (presumably after Isambard.)

Most greases are intended for 
bearings which rotate and few work 
well in very low speed or oscillating 
conditions. 

Corrosion. Many types of grease 
are intended to prevent corrosion 
in bearings but some such as PFTE 
(Teflon) greases may not have good anti-
corrosion properties.

Water Resistance. Bearing grease 
should ideally prevent the ingress 

of water. PTFE grease may not be as 
waterproof as conventional grease.

Compatibility. Some greases 
will destroy some bearing materials! 
Typically, a mineral oil based grease 
should never be used on plastic 
bearings. Plastic bearings are commonly 
used in slide bearings on airbrakes, flaps 
and rudder pedal adjustments. Greasing 
these linkages with conventional grease 
will guarantee the bearing will sooner 
or later seize up. (See Puchatek pedal 
adjustment.)

PTFE grease or dry Teflon spray can 
normally be used on plastic bearings.

It’s impossible to give more than 
a tiny clue as to the complexity of the 
subject of modern lubricants in a short 
note such as this. So please, read the 
manual and… 

think before you 
grease!
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LKSC is a club, not a commercial 
operation, and for most members, their 
primary aim of belonging to the club is to 
glide. How many hours does the average 
LKSC pilot manage each year? Probably 
less than 50. How many hours does an 
aluminium glider like the Puchatek take 
to maintain every year? Around 120 
hours assuming nothing like the rudder 
happens. 

The people doing this work are 
going to have to try very hard indeed to 
fly more hours than they spend doing 
maintenance. What’s the long term effect 
of this? Burn-out of maintenance people? 
Poor maintenance to aluminium gliders? 
Form 2 inspectors resigning their metal 
endorsements? All of the above.

Everyone who has flown the Puchatek 
and Blanik has praise for their handling 
qualities and many students who learn 
in these gliders retain fond memories 
of flying them. Does this mean they are 
great training gliders?

Talking to instructors, you’ll find that 
the biggest factor in their favour appears 
to be that they will spin easily. Does this 
alone make them great training gliders? 
Might it not be better to train students 
in glass gliders which were closer in 
performance to the types they’d fly solo?

You will hear it said that students 
should not learn in gliders which are 
too high performance. It just makes it 
difficult for students. No doubt they 
said that back when everyone trained in 
primary gliders. No doubt they said that 
when dual training first came in. Every 
generation of students has trained in 
higher performance gliders and there’s 
no evidence that this makes them worse 
pilots. 

The criticism of gliders like the ASK-
21 and Grob 103 is that they don’t spin 
easily… (some may call this an feature!) 
If that is their only defect then why 
not do spin training in a glider which 
spins and leave the rest of the training 

And during these inspections, a 
(relatively) unqualified club member has 
to assess the likelihood of defects in the 
glider (and there are dozens) causing a 
serious problem. All the fretting rivets 
have to be examined, all the tiny cracks 
in the skin and tears in the fabric looked 
at, and a semi-educated guess made as to 
whether these are life threatening. 

The Puchatek is a relatively new and 
low hours glider… at a guess, perhaps 
2,700 hours and 6,300 landings. Yes, 
being a training glider, the KRO3 has 
a hard life, but consider that Michael 
Shirley’s ex-Lasham ASK-21 has over 
38,000 landings!

A week of hard work with 2 people 
is not enough to do a proper Form 2 on 
the Puchatek. Double that for a Blanik.  

In the same time it takes to do a 
Form 2 on a Puchatek, two or three glass 
gliders can be inspected. It takes about a 
day to do a Form 2 on a K21, perhaps a 
little more if you do some cosmetic work 
on the glider.

And if the Puchatek is flown a typical 
2-300 hours a year then needs another 
four or more hourly inspections during 
the year. All this with the uneasy feeling 
that there will be other cracks, like the 
rudder, which will not be picked up.

You can’t 
afford it!

During the annual maintenance week, 
tiny cracks were found in the rudder pivot 
attachment area on the club Puchatek. 
These cracks were sufficiently tiny that a 
microscope had to be used to find them. 
In fact, they would not have been found at 
all if some obsessive person at Warwick had 
not stripped away covering and paint from 
a glider up there and found cracks a week 
or so before the LKSC glider.

So during the maintenance week, 
we went looking for cracks. Many ageing 
eyes discovered no cracks and until Lee 
Braithwaite’s nifty USB microscope was 
brought to bear, most people didn’t think 
there were cracks to be had.

Aluminium gliders seem to take much 
more looking after than composite ones. 
The Puchatek has an annual inspection 
but it also needs 50, 100 and 250 hourly 
inspections meaning once every few 
months an inspection of some sort is due.

At most of these inspections, it’s 
necessary to remove and replace the wings,  
a tedious operation requiring 4-5 people. It 
may be necessary to remove the front seat 
pan, an operation which alone takes almost 
4 hours.
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Lake Keepit Flying

We soared and banked 

In Grampie’s glider,

I looked down and then I spied her,

A sparkling sea of jewels,

Down there Lake Keepit really rules.

Banking at 5000 feet,

In a thermal getting steep,

Inside a chandelle,

I felt the G’s quite well.

I had  a turn of the joystick,

My turn was long, 

But it seemed really quick.

We sailed past an eagle’s nest

Lake Keepit really is the best.

When we finally came back to Earth,

It was where flight took birth.

But when we get back to the sky,

We’ll Keep-it flying, nice and high

Finn Rothacker (10)

Therefore it wasn’t important that 
it took literally days to perform some 
simple maintenance procedures. The 
gliders were cheap and maintenance a 
learning process.

The world has turned. There are very 
few people who actually want to spend a 
day or two lying on their back in a Blanik  
fuselage doing some task which would 
not be necessary in a composite glider.  
And the few people who claim they 
don’t mind doing this are either too old 
to crawl into these spaces or armchair 
Form 2 inspectors who don’t turn up to 
do maintenance on club aircraft.

to gliders which are good at everything 
else?

There another side of aluminium 
gliders. Pretty they’re not. 

It’s rare to see an advertisement for 
glider training which features aluminium 
gliders… even though it is still common 
to train in them. Many students and joy 
flight passengers are lured into gliding 
with the promise, stated or implied, that 
they’ll be flying in something which is 
the greyhound of the skies, beautiful, 
efficient and streamlined. 

What they get is a dustbin with 
wings. Is this the best way to welcome 
newcomers to our sport?  With a type of 
glider that they’ll make sure they never 
want to fly in again?   By this I mean, 
who do you know who has gone out and 
bought an aluminium glider for their 
own use in the current century?

Don’t take my word for this. Go 
around and the new members at the 
club ask a few questions about their first 
impressions of the Puchatek, (bearing in 
mind that there have been many, many 
more people who flew the Puchatek and 
didn’t stay).  

You’ll get a range of answers from 
noncommittal (people who hated it 
but were too polite to say so) up to 
people who will say something like “at 
least starting in a Puchatek gives you 
something to aspire to.” And as for the 
people who didn’t come back…

There are reasons for aluminium 
gliders. In places like the USA, there was 
a lot of experience in building aircraft 
from aluminium and the conservative 
part of the gliding movement would 
have approved of metal gliders. 

In Eastern Europe, it was common 
for military pilots to start in sailplanes 
and metal gliders were also used to 
train airframe mechanics. In many of 
these countries, gliders were built at 
government subsidised aircraft factories 
and were very cheap to buy.

The rated airframe life of the Puchatek is 
about one quarter of the airframe life of the 
ASK-21. It doesn’t matter how you do the 
maths, aluminium gliders don’t look like a 
bargain any more, especially for busy 7 day 
operations like LKSC when compared with 
gliders like the ASK-21 with its 20,000 hour 
airframe life, easy annual inspections and 
singular lack of airworthiness problems.

This is not meant to be a personal 
attack on the Puchatek. It’s an alternative 
point of view on all gliders which are an 
unnecessarily large burden on maintenance 
people and a drain on the resources of busy 
gliding clubs. 

It’s instructive to read Allan Ash’s book 
Gliding in Australia. So many clubs failed 
when their training gliders broke.  If your 
club is small and you don’t fly too many 
hours, a glider like the Puchatek may last 
decades and you can spend a few months 
over winter fixing up the wear and tear. For 
a busy club like LKSC, it’s polishing poo.

One assumes that gliders like the 
Puchatek are cheap to buy. I know of one 
club which bought 6 Blaniks for $6,000. 
I don’t think they got a bargain though! 
These aluminium gliders are only cheap if 
you don’t pay for maintenance and have it 
all done by volunteers from the club.  

Blanik: Maintenance Detail
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ordinary people just like us who have 
been prepared to put in the hard yards.

We learned about the value of 
Directed Practice. That is, using each 
flight to improve a particular skill. 
It could be thermalling in the other 
direction, leaving a thermal, descending 
away under brakes and then coming back 
to reconnect and centre again and so on. 
Helmut Reichmann covers this topic in 
his classic Cross Country Soaring. 

Helen Wood of TMS Consulting 
conducted two fascinating sessions on 
sports psychology and how it affects our 
gliding performance. Helen has worked 
previously with the National Squad. 

There is no question that cross 
country gliding and especially 
competition flying is a mind game. “The 
most important part of a player’s body is 
above his shoulders” Ty Cobb.

Good preparation of the tangible 
aspects of our flying like our aircraft, 
equipment, briefing, flight plan and 
everything relating to the process is 
obviously essential. Pre-flight equipment 
problems send stress levels skyrocketing. 
Intangible aspects including self-belief, 
assumptions, mental preparation, stress 
levels and goals all need solid preparation. 

Self awareness is crucial to 
reinforcing strengths, improving 
weaknesses, anticipating stresses and 
appropriate stress management. Key 
words or phrases are commonly used 
by elite athletes to counteract stress or 
negativity or sharpen concentration.

Helen talked about the concept of 
visualisation. Practi   sing in the mind 
is something many elite athletes do. 
It serves to hard wire the skills and 
reinforce those attitudes needed to 
reach our next level.

up competition experience are some of 
the reasons regattas like Speed Week 
will serve to develop emerging pilots 
for the future health of our sport.  It 
is hoped more clubs will host regional 
level events as a medium to train and 
encourage pilots for the competitive 
arena.

Think time

Each day of our week started 
with a two hour lecture. Paul is a 
natural teacher and coach; sharing his 
ideas and experience in a clear and 
unassuming manner. Long distance 
guru Harry Medlicott provided his own 
extraordinarily valuable input and both 
complemented and mirrored Paul’s 
approach and content. Time and again 
we were told that competitive gliding 
is a Numbers Game. Each decision 
should be considered in the light of the 
probability of an optimal outcome. What 
are the options? How does each option 
compare as a successful prediction 
versus its inherent risk to the success of 
our goal.

Many of us were looking for the 
Golden Bullet but we discovered there 
are no real hard and fast rules because 
the environmental cues can vary so 
widely. Most of what was reinforced can 
be found in the standard XC texts. We 
did however learn how to manage the 
process in a logical manner. How to 
discard the irrelevant and uncontrollable 
and concentrate on the factors, both 
internal and external, which will 
enhance our performance.

 “You must work very hard to become 
a natural golfer” said Gary Player. Most 
elite sports people only differ from the 
normal punter in their commitment 
to perfecting their game. Both Paul 
and Harry convinced us that they are 

KEEPIT 
SPEED WEEK

Not the National Squad

This was an opportunity too good 
to miss. A week of early season stick 
time, daily lectures by  one of Australia’s 
leading competition pilots, and a sports 
psychologist on hand to help with the head 
game. Add an introduction to contest flying 
in a friendly regatta at Lake Keepit and the 
decision became so easy. In all, seventeen 
pilots signed on with most hailing  from 
various clubs around NSW and one each 
from Queensland and Victoria.

A few of us were raw beginners to the 
competition scene. Others had previously 
competed at either State or National comps. 
And others were hotshots. Most of us were 
there to learn and we all came along to have 
fun first and foremost. 

What a fantastic week it turned out 
to be! Not only did we enjoy ourselves 
immensely, but we got to meet and hang 
out with great bunch of like-minded people 
from the wider gliding community. Just like 
the comps.

What’s it about?

The inaugural Keepit Speed Week was 
the brainchild of Paul Mander, a veteran 
of six Pre-World and three World gliding 
championships plus multiple State and 
National Championships over forty odd 
years of gliding. 

Paul sensed that some developing 
pilots can be reluctant to compete at State 
or National levels without at least some 
experience in smaller regattas. Club hosted 
regattas were the norm many years ago but 
somehow the system fell away. Learning 
about Assigned Area Tasks (AATs), getting 
used to gaggle flying and simply clocking 
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The overall winner was Justin Smith 
from LKSC and Dave Shorter, also from 
LKSC was runner up. Congratulations 
them and to all who participated. 

Après Glide

We started the week knowing a few 
of our fellow pilots and most not at all. 
As the regatta progressed, we got to 
know each other and a warm sense of 
camaraderie evolved within the group. 

Paul’s key objective was for all of us 
to have fun and although we all took 
different things away, fun was had by all. 
I am guessing that many, if not most, will 
sign up for Speed Week next year. It was 
a fantastic week. 

Our final night party was hosted by 
Bob and Jan Dircks at their beautiful 
home a short distance from the airstrip. 
The Fines Bucket yielded enough for a 
dozen bottles of red and Jan’s cooking 
was out of this world. I think everyone 
flew faster and further that night than 
any day in the previous week!

Special Thanks

To Ian Downes, Dave Shorter, Bob 
and Jan Dircks,tuggies and all attending 
members of LKSC, thanks for a great 
week. Your hospitality, club spirit and 
enthusiasm really is something special.

Mike Timbrell

layer didn’t get over 7,000 ft all week. A 
couple of days saw us operating within 
a 3,000 ft total height band providing 
great experience for some of the lower 
hours pilots.

They say you will learn as much in 
a week’s competition as you would in a 
year of club soaring. In my opinion this 
is true. We were sent out on a task on 
at least one day when I may not have 
even taken a launch at my home club.  
Such is human nature that many of us 
prefer the easier path unless there is 
something to encourage us to have a 
go. It can be a pleasant surprise to see 
how much ground you can cover in 
the circumstances. Of course a few of 
us took a closer look at the country by 
outlanding. On one occasion we had 
three gliders sharing the same paddock.

The Dais

Scoring was a combination of 
FAI handicaps plus the Wallington 
system plus a Mander factor based on 
experience. Day winners received a red 
shirt. Overall leader got a yellow shirt, 
Tour de France style. Best daily novice, 
a virginal white shirt. A fresh pineapple 
was awarded for the most memorable 
achievement. Three novice pilots did so 
well that mid-week Mander handicaps 
were applied to knobble them slightly. 
We had a different winner each day, Arie 
Von Spronsson putting on a sizzler on 
the last contest day.

Each of us has our own demons to 
battle and Helen kindly made herself 
available for personal sessions. Those 
who took up the offer came away 
with some excellent suggestions for 
improvement.

Down to business

Straight after classes Harry gave us 
the met report which was invariably 
accurate. The Keepit fellows were a 
mine of information & tips on local 
hotspots. There had been quite a bit of 
rain leading up to Speed Week so some 
areas were still wet and worth avoiding 
or staying high in transit. AATs were 
set with generous observation zones 
to accommodate the wide range of 
experience within our group. A couple 
of tasks involved 60 kms minimum and 
250 kms maximum over 90 minutes to 
suit a weak day.

Cockpit time

12:30 hrs each day saw us lined up 
on the grid ready to fly. As if to match 
their high standards of hospitality and 
facilities, the Lake Keepit Soaring Club 
turned on no less than three tugs to 
launch our fifteen aircraft. The other two 
were self launchers.

Having never flown from Keepit 
before, I could now see why people 
raved about the location. The airfield 
is well laid out with two strips and 
generous landing areas on each. Doing 
final glides across the lake can be quite 
interesting until you get used to it. 

The surrounding countryside 
must have been designed by a glider 
pilot. There are plenty of outlanding 
options interspersed with a number of 
scenic ranges at appropriate distances 
to provide thermal triggers for the 
cognoscenti. 

The rape was in its full bright 
yellow bloom and the still green wheat 
paddocks promised an 18 bag crop. One 
day in particular turned on some classic 
cloud streets although the boundary 
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thing is on the morning of a good MG 
cloud you will see bucket loads of dew, 
and you will not have to add any water to 
wash down your glider. 

So this is how the track of moist 
dense, warm air is formed and is ready 
to contain a wave cloud between around 
2000ft and top layer, say around 5000ft.

Next thing needed is the Easterly 
trade wind over the Cape which is slowed 
due rising warm air during daytime but 
overnight splits back over the cape into 
the Gulf. 

This Spill of Trade wind over the 
cape into the approx 3000ft of contained 
moist, warm dense air gives rise to a 
massive ripple effect which travels East 
to west across the Gulf in the form of 
several Morning Glory Clouds. This 
is the best I can describe the process 
forming it ( and would welcome any 
accuracy or elaborations assistance) and 
next year we will try to advise on best 
ways to fly on it.

This year in Burketown they have 
had rain in July Aug and Sept and 
according to some locals this is the first 
rain they have seen in the dry season for 
many years.  I suspect that this is the key 
reason why the track for the MG cloud 
was not formed well, but the Easterly 
trade wind splash was still occurring and 
its signs clearly present..

Looking forward to some more 
interest from other Club members to 
join us for next years MG trip which will 
be departing Lake Keepit around 24th 
Sept 2011.

Justin Smith and Ken Flower

Morning 
Glory 2010 

This year the weather has been 
very different to the previous drought 
years. The amount of moisture in the 
atmosphere at all levels is well above 
previous 10 years leading to some 
interesting differences.  I mention this 
because this was the biggest impact on 
our trip this year. I think it is very likely 
to continue to impact our soaring season 
down here also. 

Justin and I had planned to set off for 
Burketown on 21st Sept but due to some 
extra work I needed to do to complete 
the annual Form2 on our G109 VH-KFP 
we ended up doing repairs on 21st and 
departing 22 Sept at 7.30 am. 

Well, with very strong northerlies 
(25knots) and much turbulence, flying 
out of  Narrabri at 1000ft  we thought 
that both or patience and the fuel would 
be gone by St George. As usual though 
we headed to the west and got better air 
west of track and were able to get up and 
find lighter headwinds at 6000ft. 

Landed Charleville for a re-fuel and 
some lunch then off to Winton for fuel 
and an overnight at the Matilda Motel. A 
great Laksa soup was had at the RSL club 
and off to Burketown the next day. Ken 
likes it hot.

Winton to Burketown next morning 
was another strong headwind so we 
spent most of the time down at 500ft to 
1000ft to avoid the worst of the winds.

The aviation crew was smaller this 

year at Burketown since the showery 
weather on the way up had slowed a few 
people down. Justin met up with many 
old mates from hang gliding days and a 
few good yarns were told. Looks like we 
had not missed any MG clouds yet.

Ken met up with his original Gliding 
club mates from the Mildura Gliding 
Club and lo and behold got to fly again 
with his first instructor Adrian Ginn. 
So even if the MG is non existent the 
company is fabulous. 

Ken also met up again with Keith 
Nolan from Melbourne. Keith is a fellow 
fighter pilot and old friend of the late Kas 
Mann from Tumbarumba who has had 
a large impact on Ken’s early advanced 
flying training.

We did not see any very well formed 
Morning Glory clouds. There were 
however the signs with long strips of cloud 
moving East to West with some small areas 
of lift. But this year no real beauties.

I did however find out a little more 
about the cloud formation and the 
requirement for a rail or track between 
two boundary layers for it to travel in. 

The top boundary layer is formed by 
the top of the previous days sea breeze. 
So one prerequisite is a strong sea 
breeze the day before giving good moist 
air from ground level up to about 5000ft 
or so. This gives the top boundary layer 
at 5000ft above which the air is much 
dryer. 

Now the bottom layer of the rail or 
track is formed by the nocturnal cooling 
dropping out the moisture from the 
lower 200ft of so of air. So the second 
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because they know most of us prefer to 
go right”. Etc.

GUILT: This is always a problem 
when a mistake is made. Unfortunately, 
it compounds the effects of the mistake 
and is very counterproductive! There is a 
ready made quick remedy, “What’s done 
is done, get on with the task” Knowing 
about that error ensures you won’t 
repeat it.

This negativity translates into a 
feeling that it’s all a waste of time, go 
home and put the glider in the hangar 
etc etc.

A strong counter to this problem 
is “positive talk” to yourself.. In the 
past I have pooh poohed this concept, 
however, I have since become a true 
believer. 

I can now view a low point as a 
challenge to get up, get going, and 
regain lost time; when the thermals 
are “sheary” to me and I can’t centre 
effectively, I know others have the same 
problems. 

Most importantly, I now believe I 
will get home, it may be a slow day but 
then again everyone may have the same 
problem!  After all I did win a regatta day 
at 65 kph.

Think positive, act decisively, be 
confident and, mostly, enjoy the sport.

Allbutts.

In part extracted from Flying Faster 
and Further, part one. Maurie Bradney.

5,  Outcomes,  the results of the 
decision taken become apparent.

Items 2 and 3 are the cause of our 
problems. We arrive at a decision based 
on previous experience or by applying 
gained knowledge, some of which has 
been positive and some negative. 

It is the negative thoughts that create 
problems……..THE DARK SIDE young 
Skywalker. Often the negative thoughts 
rule and we make irrational or illogical 
decisions.

These DARK SIDE thoughts have 
been identified and sports psychologists 
have identified six basic forms:

IRRATIONAL FEAR: “I’m getting 
low and have to make a decision about 
outlanding, I’m concerned about 
mucking it up and damaging the glider”.

UNWARRANTED ANXIETY: This 
is similar to irrational fear but is to do 
with some prediction, “I’ve missed two 
thermals, if I miss two more I face an 
outlanding”.

SELF DOUBT: “Everyone got that 
good thermal except me, I’m not good 
enough for this”. This is aligned with 
the idea that you are the only pilot 
having problems with the day. This can 
be pervasive and destructive of logical 
thought.

INADEQUACY: “I can’t hack these 
big gaggles, I need to fly off and find my 
own thermal”.

RESENTMENT: “They are all doing 
better than me because they have better 
gliders”. “They always thermal left 

Randomly Selected Ramblings On Topics 
of Aviation by Pilot Officer Pink.

Following on from Speed Is Life, I 
would like to steal some points from a few 
different sources and hopefully cause some 
thoughts and understanding of what makes 
us do various things in the air.

STRESS and STAYING ALIVE in THE 
AIR:

Now this will be a factor for us all, from 
the new student to the Bruce Taylors, the 
difference is when it happens. In the case of 
Bruce, it’s probably once or twice a season 
when he’s low or when he’s joined in a 
thermal by an idiot. 

For the new person it is most of the 
time, just trying to fly a steady heading or 
airspeed, or thermal neatly, or judge when 
to break off and join the circuit etc etc.

Like most sports, Gliding is mostly a 
“mind game”, providing the pilot is rested 
and in good health the remainder is about 
the quality of decisions. Significantly and 
almost certainly under stress ‘emotion’ 
becomes a key factor.

The steps that lead to heightened 
emotion, or arousal, run something like 
this:

1, Environmental, the pilot encounters a 
problem in the flow of the flight.
2, Options, a multitude of thoughts occur 
relative to the problem.
3,  Emotion,  indecision generates 
feelings about these options.
4,  Behaviour,  a decision is made and 
acted upon,

The Pink Pages
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In the Steps 
of Sir Francis 

Chichester.
Some readers may remember or be 

aware of the epic voyage of Sir Francis 
Chichester in 1966 when he, in his small 
yacht, attempted to match the times of the 
four masted clippers which raced between 
England and Australia in the 19th and early 
20th centuries.  

He sailed from Plymouth, landed in 
Sydney without stopping and then back 
again.  His time of a bit over 100 days each 
way was only marginally behind the average 
of the clippers.  

A magnificent solo effort of seamanship, 
endurance and navigation for which he was 
knighted by Queen Elizabeth 11 using the 
same sword as Queen Elizabeth 1 used to 
knight Sir Francis Drake.

It was only when visiting Lord Howe 
Island a few years ago that I became aware 
of his earlier aviation exploits.  In 1929 
in his Gipsy Moth, powered by a 100 hp 
engine with a cruising speed of 75 knots, 
he was the second person to fly to Australia. 
In 1931, in the same plane equipped with 
floats, he was the first to fly from New 
Zealand to Australia, stopping for fuel on 
route at Norfolk and Lord Howe Islands.

How, with only a sextant and flying 
solo did he manage to find the two specs 
in the vast empty ocean? Not much fun if 
you missed them by a few miles with very 
limited fuel left.  

Sir Francis pioneered the use in 
aviation of “off course navigation” by 
which you navigate to a target to one side 
of the intended destination. When he had 
calculated using dead reckoning and a 
sextant that he had reached the target he 
turned 90º in the correct direction and flew 
until he reached his destination.  

If he had navigated directly to his 
destination and not knowing his cross 
wind component or perhaps the magnetic 
deviation and missed it he would have no 

I decided I had to piece together 
some background information on this 
story from the extensive Keep Soaring 
reference library. The Authorities had 
already decided that the library had get a 
lot smaller and spent days putting books 
into boxes while I spent nights getting 
them out again which didn’t go down 
very well at all. 

This was made all the more difficult 
by getting a box of very desirable back 
issues of Australian Gliding from Trevor. 
These are still being stored in the motor 
until the time is right to hide them in the 
library.  

I remembered that I’d read about 
Chichester’s technique somewhere 
and I found I had an old copy of The 
Lonely Sea and the Sky, Chichester’s 
autobiography. It’s really a great read 
and highly recommended for its flying 
stories. 

Other background information 
about Francis Chichester is taken from 
British Aviation - Widening Horizons by 
Harald Penrose. An excellent 5 volume 
set if you like that sort of thing… and I 
know at least one person who doesn’t.

idea of knowing which way to turn but by 
programming an error he knew exactly 
which way to turn once having covered the 
calculated distance.

Sir Francis went on to become the chief 
navigation expert for the RAF in WWll and 
wrote the manual used by navigators.  He 
also devised a system whereby fighter 
pilots using a knee pad could navigate 
across Europe and back to Britain. A truly 
remarkable man.

Well, what is all this to do with gliding?  
We can use his principle of off course 
navigation to “stitch” streets of lift on blue 
days. 

I well remember my friend Hank 
Kauffmann using this method in a Nationals 
out of Temora to fly into a headwind of not 
less than 15kts to cover about 50km with 
very few turns.  We all see cloud streets 
on windy days with cumulus clouds often 
stretching 10, 20 or more kilometres. 
Exactly the same happens on a blue day but 
we have no visual clues.  

This is how it is done.  Firstly, you must 
be aware of the exact wind direction - pretty 
essential anyway.  One way of working it 
out is to determine the bearing at which 
the difference between the GPS derived 
ground speed and the ASI indicated speed 
is the greatest.

Let’s say our track to the turning point is 
360º and a strong wind is coming from 320º.  
When we fly into rising air, we do not turn 
onto a 320º heading, hoping to centre the 
street but fly at an error of about 15º, say 335º. 

When the lift starts to weaken we know 
which side of the street we are on and 
make a turn of about 30º to give a heading 
of about 305º  This takes us back through 
the street.  

Likewise when the lift eases we make a 
30º turn to a heading of 335º and so on.  
Obviously if we encounter strong lift which 
is usually from the primary source at the up 
wind end of the street we turn in it.  

When we are no longer gaining a benefit 
we resume the 360 º track until another 
street is found.

You may never have the need to 
employ “stitching” but it is a useful piece of 
information to keep in reserve.

Harry Medlicott
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whole aeroplane was balanced on the 
crumpled wingtip. 

Then it took a leap into the air, and 
landed fair and square on its nose, 
with the tail pointing to heaven. I found 
myself in the undignified position of 
dangling in the safety-belt and looking 
down at the ground ten feet below me.

After this accident was fixed, I 
settled down to serious flying training. 
For hour after hour I practised landing 
into wind, across wind and down wind, 
and then in a confined space. 

I used to plant my handkerchief 
ten yards inside a fence and practise 
touching down on it. Then I would 
move it 150 yards from the fence, and 
practise ending my landing run on it. 

This last (without brakes) was the 
hardest manoeuvre of all, because of 
the variable wind. For half an hour a 
day I practised forced landings. I used 
to climb to 1,000 feet, cut the engine, 
pick the best field I could see, and land 
in it. 

At first I always overshot the field. 
I imagined that my motor really was 
dead, and that to undershoot would 
be fatal. Eventually my skill improved, 
so that I could just skim the trees or 
the fence, and drop into the field I had 
picked. 

I played this game with serious 
concentration, and one day I put up a 
‘black’; after I had rolled to a halt on 
the grass with my dead motor after my 
forced landing, I found myself staring 
at Windsor Castle a few hundred yards 
in front. (Note to foreigners… The 
house bilong Mrs Quin.)

I also liked to put in half an hour a 
day on aerobatics. I used to do my loops 
over a long stretch of straight railway 
line, so that I could check each loop for 
accuracy as I flattened out.

On October 3rd my compass arrived 
and was adjusted. I began feeding 

had not yet been fitted with a compass. 
I was ‘flying by Bradshaw’, following 
the railway lines across country, and I 
wondered if I could fly by the sun. 

The sky was overcast, with ten-
tenths at 1,000 feet. I climbed up into 
the cloud, and proceeded until I had 
passed through a 9,000 feet layer of 
it to emerge at 10,000 feet in brilliant 
sunshine over a snowy-white field of 
cloud.

 Not only had I no compass, but 
no blind-flying instruments at all. I 
reckoned that if I got into trouble I 
could force the plane into a spin, that 
it was bound to spin round the vertical 
axis, and that therefore I should be sure 
to emerge vertically from the cloud. 

After flying along for half an hour 
by the sun, I climbed down through the 
9,000 feet layer of cloud. I then wanted 
to find out how accurately I had carried 
out this manoeuvre, and I used a sound 
principle of navigation.

 I fixed my position by the easiest 
method available I flew round a railway 
station low down, and read the name 
off the platform. By some extraordinary 
fluke I was right on course. I probably 
uttered for the first time the navigator’s 
famous cry ‘Spot on!

I went back to Brooklands in a 
35-m.p.h. wind with the help of my 
two sisters and Wilkey hanging on to 
the wings I just managed to taxi into 
position safely to take off. In the strong 
gusty wind at Brooklands my first shot 
at landing was a dud. I bumped, and 
went off again. The next time, I put the 
plane down well, and rolled to a halt. 
I started taxiing towards the hangars 
across wind, but a gust started lifting 
the windward wing.

I saw the other wingtip dip slowly 
and gracefully to the ground. I 
watched, fascinated, as the tip slowly 
crumpled up. The windward wing rose 
equally slowly, up, up, up until the 

☀
At the end of July I arrived in 

London, and began learning to fly 
again. At first I had some instruction 
at Stag Lane, but I could see that I was 
not going to get on very fast there, and 
switched to Brooklands. 

It was not until August 13th that 
I first went solo for five minutes, and 
that was after twenty-four hours of 
dual. I was a slow pupil, but perhaps 
not quite as bad as it sounds, because 
only five and a half hours of that dual 
instruction was in England. 

On August 28th I secured my ‘A’ 
flying licence, which permitted me 
to fly an aircraft alone. What about 
navigation? Suppose I couldn’t navigate 
across country? The first time I ventured 
away from the aerodrome was most 
exciting. At first everything was a 
jumble; then I picked out a railway 
line, the Thames, the Staines reservoir. 
With the aid of the map I found Byfleet. 

Flying at a snail’s pace, I recognized 
other landmarks shown on the map. 
Thrill, excitement, joy! If I could do 
that much the first day, competence 
must be a matter only of practice and 
experience. 

On September 8th I bought a Gipsy I 
Moth which weighed 880 lb. unloaded. 
I had left New Zealand with the idea of 
a bigger and better machine, but money 
worries were troubling me. Almost as 
soon as I had left New Zealand the 1929 
slump had hit us hard. 

The Moth was all I could afford, but 
1 was lucky to get it. It turned out to 
be a wonderful little aeroplane with 
its Gipsy motor, and Handley Page 
slots. Three days after buying it I flew 
to Liverpool, where an actress friend of 
mine was playing in a show. I did no 
good in that direction so turned round 
and flew to North Devon to visit my 
parents.

The aeroplane was so new that it 
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This was my first target. By the height 
of the sun a sextant shot at the time 
would then tell me if I had reached the 
spot or not. As soon as I reached the spot 
I would turn and keep the sun abeam, 
which would bring me to the island. I 
had to aim well to one side of the island 
in case error in the dead reckoning, 
caused by a faulty compass reading, or 
undetected wind effect should put me 
on the wrong side of the island. 

And the island being out of sight, 
I must be certain that when I turned 
to the right I was turning towards it, 
and not away from it. This system was 
afterwards dubbed by one of my friends 
as ‘my theory of the deliberate error’. 

Unfortunately all this depended on 
leaving the north tip of New Zealand 
early in the morning, which in turn 
depended on flying up there the night 
before. Not starting from Auckland till 
the morning had ruined this carefully-
computed system. As I flew along I 
thought up a replacement, and began 
afresh.

I estimated the time when I should 
arrive, and I computed the distance 
of the island from the sun position an 
hour before that time. Then I marked a 
spot on the chart about ninety miles to 
the left of the island which would be the 
same distance from the sun position at 
that time. 

navigation into my day’s programme 
and checking up on petrol consumption 
at different speeds. 

On-October 15th I took off and 
landed in moonlight. This gave me 
twenty-three minutes of intense 
enjoyment; I had a feeling of complete 
isolation and solitariness, and the 
thousands of lights below intensified 
the feeling of being completely cut off. 
I looped, and did a few stall turns for 
the same reason that a dog barks at 
something which scares him.

There was also that other young man of 
whom only the Australian Press seemed 
aware - Francis Chichester, now quietly 
attempting to fly from New Zealand 
to Australia, after devising a uniquely 
ingenious method of single- handed 
sextant navigation with which to 
achieve the most difficult landfalls yet 
made in ocean flying. 

His Moth had been converted to 
a seaplane. Taking off from Auckland 
Harbour on 28th March, he safely found 
Norfolk Island, a tiny speck of land, 
barely five miles long, 500 miles from 
his starting point. 

A week before this I had worked out 
a fine system of navigation. I had found 
that I could follow an invisible curved 
path to the island by taking sextant 
shots of the sun every hour; this was 
based on the fact that measuring the 
height of the sun above the horizon with 
a sextant enabled one to calculate the 
distance of the seaplane from the spot 
vertically below the sun on the surface 
of the earth. 

Having calculated beforehand 
how far the seaplane would be from 
the point vertically beneath the sun 
(if on her right path) at that time, the 
actual sun sight when the time came 
would reveal if the seaplane was, say, 
five miles to one side or other of the 
invisible path. 
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waterlogged seaplane almost sank but 
gave him the idea of flooding the floats 
for ballast when faced with a typhoon at 
Shanghai. 

On 13th August he crossed the Yellow 
Sea and attained Kagoshimo, flying next 
day to Katsura on the central coastline of 
the main island. The following morning 
brought disaster. 

He bounced off the swell, held down 
the little seaplane to gather speed, 
headed through a gap of the harbour's 
crater rim to gain height, then banked 
round for his host to see the Moth. 

“I was looking at the township below 
me on my left.” Chichester remembered, 
“thinking what a pretty sight it was with 
the cluster of roofs at the base of the 
hill and the sunshine strong on the 
green harbour water beneath me, when 
there was a dreadful shock, and I felt 
a terrific impact.” He had struck a line 
of telegraph wires and crashed into the 
stone sea wall.

Chichester was extricated uncon-
scious from the wreck, taken to a local 
doctor, and later sent to a hospital at 
Shingu where it was expected he would 
recover in a few weeks provided X-rays 
showed no internal injuries. While he 
was there, Amy Johnson visited him 
from Tokyo.

top hidden in cloud. Soon a great bay 
was revealed sheltering five anchored 
warships. (Jervis Bay). 

He swept into wind and alighted in a 
surge of spray alongside HMAS Australia. 
The Moth drifted past unseen. Then a 
launch appeared from the adjacent ship 
and Chichester shouted: 'How far to 
Sydney?' and was told 80 miles. 

But the long swell prevented the 
seaplane taking off so the RAAF lifted it 
aboard Albatross, catching Chichester's 
hand between strop and hook so 
painfully that he fainted - with the result 
that the Australian Navy and not the 
Moth carried him the last lap to Sydney 
Harbour.

Three weeks went while securing 
permits, but on 3rd July, he was off, 
aiming for China and Japan in stages 
from one oceanic island to another. 
Reasonably safe though it was to fly the 
2,000 miles of Australia's Barrier Reef, 
the risk was great in setting down a 
little seaplane on the seas and rivers of 
unfamiliar islands. 

By the time he reached Manila his 
propeller had a tacked-on sheath of 
petrol tin because of damage by flotsam 
- and the leaking float was dangerous. 
However he reached Woosung in 
friendly China on 7th August, where his 

I estimated that I should reach the 
turn-off spot at 4 o’clock (1600 hours) 
and computed for that time.

A day's interval and he continued 
his lonely way to an even more minute 
island, Lord Howe, 575 miles distant, 
again attaining his target by dead-
reckoning and sextant - but during the 
night a gale struck his moored seaplane 
and capsized it, leaving all except 
tailplane and float-sterns under water. 
In that desolate place it seemed the end 
- yet Chichester, after the first shock, 
typically decided he would rebuild his 
Moth, amateur though he was.

Chichester salvaged his seaplane 
at Lord Howe Island, dismantled and 
overhauled the engine, and rebuilt the 
wings after obtaining extensive material 
and replacements from Sydney - though 
he had never seen inside a wing and 
could only guess how to sew and dope 
the cover. 

It was one of the happiest periods 
of his life in “one of the friendliest 
communities I have ever met. The 
islanders were happy, lovable people, 
the men interesting, the girls charming, 
and the island a paradise with beach 
of white coral sand and a lagoon,” he 
wrote when describing his adventures.

Two months passed before the Moth 
was ready, but on 10th June, under the 
dulling skies of Antipodean winter, he 
made a frightening take-off because his 
leaking starboard float was waterlogged, 
but at the last minute a gust saved him 
from crashing into palm trees. 

He set course for Sydney 480 miles 
across the ocean, through heavy rain 
storms and a gale of wind, the sea only 
visible a length ahead; but he got away 
with it, encouraged by encountering a 
ship while still 160 miles off shore. 

Presently he imagined ghostly shapes 
of land, but not until he had flown six 
hours did he really see it - a high, black, 
unfriendly-looking mountain range, its 
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Gliding consumed most of his spare 
time but other interests included cycling, 
photography and bird watching. He says 
he was never a full-on twitter but he 
watched and photographed birds in the 
undulating country of the North Downs. 

In due course he extended his range 
to Australian birds. He took his first 
photographs with his grandfather’s Box 
Brownie. He does not remember his first 
camera but it used 120 roll film.

Day tours on the bike often covered 
30 or 40 miles among the hops and 
apples of Kent.

John became interested in computer 
programming and although he was a fitter 
and turner, the  electrician at work was 
defeated by new-fangled programmable 
logic controllers (PLCs) and John did the 
programming. The strict syntax of the 
programming language led to an interest 
in the structure of the English language.

His first glider flight was a passenger 
flight in about 1968 at Kent Gliding Club 
at Challock. I couldn’t find Challock in 
my Encarta atlas but it is near Ashford. 
Early flights were in the Slingsby T21 

1,000 feet AGL with wet wings but it all 
came good and he reached 19,800 feet.

The Spanish Diamond was a repeat 
performance because he already had a 
Scottish height diamond, but for a real 
wave flight he went on a gliding holiday 
to the Spanish side of the Pyrenees near 
Andorra, hired a glider, and climbed to 
33,000 feet for a gain of 28,000 feet.

Diamond distance was gained by an 
out and return from Kent Gliding Club. 
The track lay between Heathrow and 
Gatwick airports. You could go there but 
not above 5,000 feet. 

On his return he encountered the 
regular sea breeze, finally diving the PIK 
to 90 knots to avoid curl-over and pulling 
up to the strip on top of the ridge.

When he was about thirteen John’s 
father moved his engineering works to 
Faversham Gunpowder Works, still in 
Kent. John says the former gunpowder 
works was situated well away from the 
town (not silly, these Kentish men). 

John entered an apprenticeship as a 
fitter and turner and was put to work on 
advanced machine tools. 

John Hoye was born at Eltham in 
Kent, on the south eastern outskirts of 
London. He can not tell me whether this 
makes him a Kentish Man or a Man of 
Kent. It depends on whether you were 
born north or south of the Medway but it 
seems that no one cares any more.

Kent is largely flat except for the 
North Downs which terminate in a 
spectacular cross-section at the famous 
white cliffs and so neither Men of Kent 
nor Kentish Men can attain any great 
height there. 

John Hoye gained Gold height 
at 11,000 feet in cloud on a camp 
in Yorkshire. There are highlands in 
Scotland and John gained his height 
diamond in 1984 at Aboyne, west of 
Aberdeen. The west winds blow in from 
the Atlantic with force and regularity. 

Never mind the roaring forties, 
Aboyne is at  latitude 57 degrees North, 
well beyond the corresponding latitude 
of Heard Island (53S) and only a little 
higher in latitude than Cape Horn.

He launched into wave in a westerly 
stream in his PIK 20B. By the time he 
had notched the barograph he was at 

Member
Profile
John>HOYE
ANDTHE>SPANISH>DIAMOND
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In 2000, after 25 years his job was 
made redundant and the company made 
no offer of an alternative job. He was 
now in a position to let his house and 
take a retirement income so he looked 
around for good gliding country. 

For almost no other reason he 
decided to give Australia a go. He started 
towing for Shinzo at Narromine. He 
hung in there for two or three weeks 
but this was long enough to renew 
acquaintance with Nick Singer and to 
meet Ian Barraclough, whose ASH25 was 
marooned in the hangar by floods. 

Barraclough persuaded him to come 
to Lake Keepit and meet Jim Stanley, and 
in November 2000 he began towing at 
Lake Keepit.

John was married for 12 years from 
1978. His son David, now 37, is living 
with a partner and they have provided 
a grandson. 

Karen, 35, is a parts interpreter with 
a supplier of earthmoving plant, sorting 
out what parts the clients need. Both 
David and Karen live in Kent.

John is now settled with Pam in 
Tamworth. He hopes now, after years of 
service to the gliding movement, to do 
more flying for himself.

Geoff Neely

Sedburgh, a side by side two seater. 
The type first flew in 1944 and there are 
plenty of examples still flying.

600 foot winch launches were the 
thing. Anyone who has instructed in 
these conditions will remember that 
by the time you do the launch, the 
approach and the landing, the trainee 
gets about 30 seconds on the controls 
on downwind. 

However John like so many 
others learnt to fly in this manner and 
eventually became an instructor, CFI 
and a life member of the club. He has 
had happy times in the ASK21. He 
remembers the thrill, on an early flight, 
of seeing Canterbury Cathedral about 20 
kilometres away.

Challock is 16 km from the coast at 
Folkestone and is subject to sea breeze 
so for all  his flights there John did not 
build up a high total of hours. Obviously 
the highlights were camps at Yorkshire, 
Scotland and the Continent. On a 750km 
attempt in his PIK20B he flew to Wales 
but outlanded near Bicester (you can 
look that one up). 

He did however cover 500km for 
diamond distance. He has flown in a few 
competitions including a UK National 
Championship and four or five Lake 
Keepit competitions.

John gained a power licence in the 
early 1970s and began towing in Super 
Cub. 

City Coast Motor Cyles
262-264 Keira St Wollongong 2500

Tel: (02) 4228 7392  Fax: (02) 4226 6769
sales@citycoastmotorcycles.com.au
www.citycoastmotorcycles.com.au

Geo� Sim

For Sale - 1/6th share in 
Duo Discus XT VH-ZAB 

Based at Keepit. 
For further information 
contact Tim Carr on 

president@keepitsoaring.
com or 0414 405 544
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So with convection to 7000ft QNH at 
Keepit, (or 6000ft AGL), you may expect 
(hope) to see thermals of 6 knots. On 
a blue day, thermals generally seem to 
be weaker – maybe deduct a couple of 
knots for blue conditions.

Then also, you need to adjust for 
your skill level – no good having 6 knot 
thermals if you waste two or three turns 
at the top and bottom of each thermal. I 
find that average achieved climb reported 
by Seeyou for a day’s task is normally at 
least 2 knots less than the average climbs 
I see on my vario averager.

So, if you want to crack that 100kph 
barrier in your standard class unballasted 
glider you’ll stand a pretty good chance 
on a cumulus day of 8000ft QNH, with 
7 knot thermals and average daily climb 
rate of around 5knots. Find a few streets 
and you should do better.

To download the publication, 
“Flying Faster and Further” click on the 
following links: 

http://2009.gfa.org.au/Docs/sport/
coaching/Further%20&%20faster%20
part%201.pdf 

http://2009.gfa.org.au/Docs/sport/
coaching/Further%20&%20faster%20
part%202.pdf

If you really must know what speed 
you can expect to achieve, (say, if you’re 
planning a fixed distance task,) you’ll 
need to know what the average thermal 
strength of the day will be. And this 
comes from the weather forecast.

The late Maurie Bradney wrote a very 
good series of papers which are gathered 
together in a publication available from 
GFA, and downloadable for free (see 
links at the end of this article), called 
“Flying Faster and Further”. Based 
on McCready theory it is possible to 
calculate the average achievable speed 
for an ideal flight. 

For an unballasted Discus glider the 
following table of average speeds was 
published in Maurie’s book. Similar 
results can easily be worked out for any 
glider given a reasonably accurate speed/
sink polar curve.

Ideal MacCready flight speeds may 
be exceeded with streeting, and for 
ballasted gliders speeds of typically 
10kph faster can be expected.

Generally, on a cumulus day, a very 
rough rule of thumb is that the average 
thermal for the day in knots is equal 
to the convection height (in 1000s ft) 
above ground. 

AAT Basics
“Where is Chapter 1”?

After reading my last article on 
Assigned Area Tasks, I was asked “Where 
is Chapter One – the one that explains 
how you estimate the speed you’ll 
achieve, so you can plan where to fly 
into the Assigned Areas?”

The first answer to that question is, 
that you don’t actually need to know 
when flying an AAT. (Different story 
if you’re flying a distance task.) Your 
achieved task speed may be 80kph 
or 120kph, which means you will fly 
significantly different distances into each 
circle. 

If you plan to ratio the time spent on 
each leg, and fly by the clock for each 
leg, rather than a specific distance, you 
will find that the flight plan will work out 
pretty well.

As a general rule, in average to good 
conditions, you can work out the leg 
times on something like 100kph average 
airspeed  for the initial legs and 150kph 
for the final leg ( – makes the maths 
easier). Make corrections for headwind/
tailwind, and then write the leg times on 
your task sheet.

When on task, if conditions vary you 
may vary the times per leg – depends on 
conditions,  the clouds ahead or on the 
next leg, or the “look” of the sky on one 
side or other of the task. But generally, 
using the pre-planned leg times as a 
guide works OK.

Av. Climb Achieved kts 1 2 3 4 5 6 7 8

Inter-thermal speed kts 62 68 75 78 83 84 86 88

Av. Flight Speed 46 70 80 94 102 110 114 121
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The Club LS6 required replacement 
l’Hotelier balls, re-calibration of the ASI 
and fixing of the TE supply. In the week 
following, the l’Hotelier balls were fitted 
by Geoff Neely and Bob Dircks, and Bob 
installed the new TE probe. Geoff also 
installed a new fuse and re-wired the 
Flarm and Nav systems through this. 

The Form 2 is now completed and 
the glider is now flying again, however, 
a water leak test is required before it can 
carry water ballast (time just ran out as 
the glider was booked for the next day). 

During the week additional assistance 
was provided by Peter Shiels, Trevor 
West, Bob Emery and Geoff Neely. We 
were not always able to find appropriate 
tasks but very much appreciated the 
offers and the moral support. 

Much was accomplished during the 
week and the work started to take its 
toll towards the end. However, a lot was 
achieved, a lot was learned and all was 
done in great spirit. 

It is an encouraging sign for the Club 
that so many members are interested 
and willing to become involved in glider 
maintenance.  

A big thanks to Wendy and Marga 
for the excellent catering provided for 
the week. This was truly a highlight and 
enabled everyone to sit down, relax and 
chat during the evenings rather than 
fighting for use of the kitchen facilities.  

My understanding is that all those 
attending will back up next year. 

John Trezise

Laurie Murray with help from Harry 
Medlicott and Nigel Holmes undertook 
the Form 2 on the LS7 and followed this 
with the Medlicott gliders and the dune 
buggy. Unfortunately, the LS7 failed the 
water leak test so cannot carry water 
until this is rectified. 

The LS7 also needed the logger 
power cable from the panel replaced. 
Ian Sawell and Lee Braithwaite worked 
into the night to do this. Garry Speight 
was assisted by John McLeod in 
conducting what seemed to be a fairly 
comprehensive annual on the Twin 
Astir. 

John and Allan Buttenshaw also 
spent some time getting the Cirrus 
ready for its annual which could not 
proceed because the log book was back 
in Queensland. 

Ray Tilley and Ian Sawell were the 
repair team and were in much demand. 
Repairs were undertaken on the Grob 
(airbox gel coat cracks, canopy gel coat 
only (thankfully) cracks, the Junior 
(underside damage), Jay’s LS6 (an 
underside paint/filler crack). 

Ray also completed a Form 2 on the 
Jantar to bring the timing of this annual 
in line with the rest of the fleet. 

I think both Ray and Ian were 
exhausted by the end of the week and 
could have easily spent another week 
fixing all the minor dings and scratches 
which have accumulated. 

Jay Anderson and I undertook the 
Form 2s on the Junior, Jay’s LS6 and the 
Club LS6.‚ Because of repairs required, 
we had to jump around a bit but 
completed the Form 2s on the Junior 
and Jay’s LS6. 

Maintenance 
Week 2010 

The annual Maintenance Week was 
held at the Club from 16th to 20th August 
with up to 20 members participating. 
Although there were some loose ends to 
tie up after the completion of the week, 
we achieved the goal of having annual 
inspections completed on all seven Club 
gliders. 

Annual inspections were also carried 
out on five private gliders making a total 
of 12 annual inspections completed. 

A significant number of repairs 
were also carried out. John Clark ably 
assisted by Greg Jensen undertook the 
Form 2 on the Puchatek, but found 
cracks in a rudder attachment bracket 
which necessitated a repair at Superair‚ 
Armidale.

Thanks to the efforts of Todd, the 
GFA, Ray Tilley and JC, the Puchatek 
was back in the air within a week with 
the rudder repaired and the Form 2 
completed. 

John then moved on to the Form 
2 on the Duo Discus and was assisted 
by Al Buttenshaw and Todd Clark. A 
great effort by John to have both these 
two seaters completed in the week as 
the work involved with a two-seater is 
considerably greater than for a single-
seater. 

Bob Dircks took on the Grob 103 
as his first assignment since gaining his 
Form 2 qualification. He was assisted by 
Ian Downes and Lee Braithwaite. Bob 
was also in great demand from other 
groups for assistance and advice on a 
range of minor repair issues. 



Keep Soaring October November 2010  Page 30

October-November 2010Keep Soaring

after Columbus discovered America in 
1492. They would have been attracted 
by the fishing but we were attracted by 
Sammy’s Gentlemen’s Strip Club and 
also by the National Museum of Naval 
Aviation. 

The latter was the first of a number 
of historical aircraft museums which we 
visited. There are over 150 naval aircraft 
from the early 1900s to the present day. 
Many hang from the roof but there are 
more on the floor to touch and feel. The 
standard of restoration is unbelievable. 

We visited the restoration workshop. 
Planes are restored to close to flying 
condition and probably better than 
when they left the factory. Over 1 million 
people visit this museum every year. 
Website for this museum is…

www.navalaviationmuseum.org

ammunition was their biggest selling 
line. I asked what people who bought 
this ammunition actually shot at. He 
shrugged his shoulders……

The main industry in Arizona is 
defense. The fact that Phoenix the 
capital of Arizona is the fifth largest city 
in the US says a lot for the size of the US 
Defense Budget. In Tucson there were 
military aircraft flying overhead all day 
long providing a continuous air show.  
Davis air force base and Raytheon (one of 
the US Defense Dept’s main contractors) 
are the main employers in the area while 
the aircraft bone yard and Pima aircraft 
museum attract the tourist dollar.

We flew on to Pensacola, a town in 
Florida on the Gulf of Mexico and one 
of the first towns of European settlement 
in US. The Spanish settled here in 1509 

Oshkosh 2010
Peter Sheils and I have just returned 

from 3 weeks in the US including 4 days 
in Oshkosh. We went with a tour group 
of 20 aviation tragics comprising a former 
RAAF Air Commodore (who had served 
in the RAAF with Allan Buttenshaw and 
John Trezise), private and commercial 
pilots and a couple of glider pilots.

After an overnight flight to LA we 
proceeded south to Tucson (500 Km 
south of Las Vegas and the Grand 
Canyon) in the Arizona desert. Rainfall 
is 5 inches per annum so it’s perfect for 
open air aircraft storage. 

The size of the aircraft “bone yard” 
is difficult to comprehend. On a visit to 
Darwin I remember being amazed at the 
size of a B52 which took up the whole 
of a purpose built museum. In the bone 
yard there are rows of B52s as well as 
rows of F4s, F18s, F111s, B1s etc. These 
are all being held as parts for foreign air 
forces such as ours……. There are also 
rows of civilian aircraft such as DC3s, 
707s etc.

There is no agriculture in Arizona, 
no crops, no cattle, no trees. There is 
just sand and dirt with occasional desert 
grass and cactus. Paradoxically there are 
lots of people and big shopping centres. 

One day we went into a Wal-Mart 
store (imagine Woolworths in Gunnedah 
but twenty times as large). Like Michael 
Moore in Bowling for Columbine, we 
sought out the gun department and 
enquired about buying a handgun. 

The shop assistant said they only 
sold rifles but they did have ammunition 
for handguns. He said hand gun 
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We flew on to Washington. No 
prize for guessing the main industry 
here. There are government buildings 
and monuments everywhere from the 
Capital Building down the Mall to the 
Washington Monument and on to the 
White House. Obama didn’t come out 
to see us. We didn’t come to see him 
either but we did respect the fact that 
he approved funds for aircraft museums 
as part of the economic stimulus 
package……

We came to see the Smithsonian Air 
& Space Museum. This museum has 
many iconic planes such as one of the 
original Wright flyers (and a few Wright 
bicycles), an original Lilienthal hang 
glider, Lindberg’s Spirit of St Louis, 
Amelia Earhart’s Lockheed Vega etc. 
There are World War 1 planes such as a 
Fokker Tri Plane (the type flown by the 
Red Baron), Sopwith Camels, early mail 
planes and the pioneering planes flown 
by barnstormers during the 1920s and 
30s. 

There are WW2 planes such 
as Spitfires, Mustangs, Zeros, 
Messerschmitts and more. As in 
Pensacola many planes hang from the 
roof (even a DC3) but many more are 
on the floor to touch and feel. There 
are lots of historical diorama sets. There 
is an Imax theatre with 3D movies and 
aircraft simulators everywhere for both 
young kids and old kids. Website for this 
museum is…

www.nasm.si.edu

A part of the Smithsonian Air & Space 
Museum (referred to as the Udvar -Hazy 
Centre) is at Dulles Airport. This has a 
historical collection of larger aircraft such 
as the legendary B29 Enola Gay (which 
dropped the bomb on Hiroshima), a 
Northrop Flying Wing, a Concorde, a 
U2 and a SR-71 blackbird (mach 3.2) spy 
planes, Joint Strike Fighter, the Space 
Shuttle Enterprise and many more. 
Even some gliders. www.nasm.si.edu/
museum/udvarhazy/?hp=m
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motor. We later saw the single seater jet 
motor glider launch and do aerobatics. 
Also an Antares battery operated motor 
glider. There were lots of interesting 
experimental, ultra light and kit planes. 

We took a joy flight in a 1930s Ford 
Tri Motor aircraft (made with corrugated 
aluminium airframe) to take in the 
extent of the air show from overhead. 
www.desertaerospace.com

Golf buggies and motor scooters 
were available for hire to get around 
the extensive site. We often slummed it 
getting on motor trains powered by John 
Deere tractors which navigated slowly 
through the crowds. 

There were many interesting talks 
scheduled during the day and we rested 
listening to speakers talking about the 
gossamer pedal powered air craft (a Paul 
MacCready project to cross the English 
channel), a fighter pilot talking about 
missions he flew over Japan during 
WW2, a group of SR-71 blackbird spy 
plane pilots talking about their flying 
experiences, and Dick Rutan talking 
about the Voyager (non-stop around the 
world) project. 

We also rested watching the daily 
afternoon air shows as planes and 

From Washington we flew to Chicago 
and then 200 Km by bus to Oshkosh. 
This town is on Lake Winnebago and not 
surprisingly one of the main industries is 
the manufacture of motor homes. But we 
came to see the air show. With 100,000 
people each day and over 10,000 planes, 
for one week of the year, Oshkosh is the 
busiest airport in the world.

For four days we walked around 
drunk with looking at the huge number 
of vintage planes, war birds, military and 
private planes both on the ground and in 
the air. Talking to one aircraft owner, he 
said it took two mechanics 8,500 hours 
to restore his immaculate Stagger Wing 
biplane. Multiply this by 10,000 planes 
at Oshkosh….. 

Peter noticed a beautifully restored 
Stagger Wing biplane with the name 
Barron Hilton on its side. We spent half 
an hour talking to Barron Hilton’s private 
pilot (also a glider pilot). We stopped to 
talk to the owner of a Tiger Moth with a 
Tamworth registration on the side. We 
could have spent our whole four days 
at Oshkosh with aircraft owners who 
were only too willing to talk to anyone 
who showed an interest in their restored 
aircraft.

We spent some time looking at a 
two seater glider with a retractable jet 

An interesting virtual tour can be 
found at…

www.cdsg.org/forums/viewtopic.
php?t=320

While in Washington I spent a day 
in the West Wing of the National Gallery 
of Art. Despite only being established in 
the 1940s it is said to compare with the 
great art galleries of Europe, the Louvre, 
Uffizi, Prado etc. I walked through five 
rooms of French impressionist art with 
around 20 paintings in each room 
(Monet, Cezanne, van Gogh, Toulouse-
Lautrec etc). Although worth perhaps 
$20 million each I only had a couple 
of hours to scrutinize this $2 billion 
collection of historical art. 

There are also another 100 rooms of 
grand old masters, grouped according 
to school. These include 13-15 century 
Byzantine (eastern European) religious 
art (mainly altarpieces), as well as later 
Italian, German, Dutch, English and 
French renaissance art. 

I wandered aimlessly through the 
Gallery but sought out one painting 
which was hung modestly in a room 
with others and therefore overlooked 
by many visitors. This was a da Vinci 
(of strong provenance), a portrait of 
an attractive young Florentine lady (c 
1475) in the style similar to the Mona 
Lisa. Security is discrete. I could stand as 
close as I wished to inspect this priceless 
500 year old work of art. Website for the 
National Gallery is……..

www.nga.gov/

The da Vinci can be seen at………

www.nga.gov/collection/gallery/gg6/
gg6-50724.html

My interest in art is mainly historical 
ie that until the advent of photography, 
artists were the historians of the world. So 
I didn’t visit the East Wing which houses 
the National Gallery’s large collection 
of modernist and contemporary art and 
sculpture.
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future. Gliders have been pioneers of 
this plastic technology for 40 years! It’s 
taken the rest of the world that long to 
catch up to us!

We saw and did heaps of other 
things, including watching the Blue 
Angels the US Air Force formation team 
in Seattle and gliders launching outside 
Portland. I can now say that I have been 
on Air Force One, a Concorde, a B17 and 
the “Spruce Goose”. They were all firmly 
on the ground and in hangars but let’s 
not let the facts get in the way of a good 
story!

Here are a few final thoughts. Our 
tour included all airfares and transport, 
most breakfasts and couple of dinners. In 
the 3 weeks, I spent an additional $1,000 
(but that included a few art books and 
DVDs).  Dining out in US is cheap. A two 
course meal costs around $30 even in a 
respectable restaurant in Washington. 
Meal portions are always large. A buffet 
breakfast with as much as you can eat in 
Washington costs $10 (you pay by the 
weight). For lunch, a turkey sandwich 
costing $5 will come with a slab of half a 
dozen slices of turkey…….

We went with the Sydney travel agent 
Torii Tours who organize a one week 
(Oshkosh only) trip and a three week 
(Oshkosh and everything else in aviation) 
trip. The latter cost us $7,000 each. As 
mentioned above, I spent an additional 
$1,000 in out of pocket expenses. 

Peter Sheils and I agreed that the 3 
week trip was well worth the $7,000. I 
think that the one week trip costs around 
$4,000. The tour leader Ron Cook was 
great. He kept up morale especially on 
a couple of long bus trips and in a few 
wine bars. I would encourage anyone to 
take the trip to Oshkosh while the $A is 
strong. Don’t keep putting it off (I did 
for two years). But don’t visit Oshkosh in 
winter. It can have a winter snowfall of 
500-600 inches (40-50 feet)!

Ross Edwards

there were hundreds of other planes 
including fighters, bombers, transport, 
trainers, reconnaissance (manned 
and unmanned) and research “Skunk 
Works” planes. Website for this museum 
is………

www.nationalmuseum.af.mil/index.
asp

On the way to visit Hoffman Prairie 
where the Wright Brothers first flew 
their early Flyers, we passed two big 
General Motors auto parts factories 
which had closed down. Their vacant 
car parks would each have held 1,000 
cars. This was the evidence of the extent 
of the Recession in the US. The auto 
industry is an industry in serious decline 
and its going to take a long time (if ever) 
to replace the lost jobs. Dick Farina 
was particularly pessimistic about the 
economic future of the US.

We then flew across the continent 
to the west coast of the US to the 
Emerald City – Seattle. Unlike the Mid 
West, Seattle is not feeling the effects 
of the Recession. It is the home of 
new technology corporations such 
as Microsoft, Amazon, Starbucks and 
Boeing.  We took a float plane flight to 
see this scenic city from the air on the 
shores of Lake Washington.

Then off to the Boeing factory. 
Everything in the US is big. But this 
factory takes this statement to another 
level. Imagine a factory bay with four 
747s one behind the other in the course 
of manufacture. Then imagine five such 
factory bays side by side under the one 
roof. 

One such factory bay was 
manufacturing the new 787 “Dream 
liner” the plane that is 20% lighter 
because it is made largely of carbon fibre 
reinforced plastic. We saw one take off 
and watched the wingtips bend upwards 
like the wingtips of the Nimbus 3DM. 
Everyone will be flying these plastic 
planes soon. So it really is back to the 

even helicopters did every conceivable 
acrobatic trick, war birds and military 
planes screeched overhead in formation 
and parachutists descended with the 
American flag to the sound of the 
national anthem at which time everyone 
stood and took off their hats. Air shows 
are more popular in US than car races. 
Website for Oshkosh is…….

www.airventure.org/

We had prearranged to meet Dick 
Farina an LKSC visitor at Oshkosh. We 
found him booked into the room next to 
us at Oshkosh University!  As there were 
in excess of 100,000 visitors to Oshkosh 
this was an extraordinary coincidence. 

We were amused when Dick 
apologised to us for driving us out 
to the air show in his “hangar car” (a 
recent model Mercedes). He took us 
out to dinner and to the night air show. 
Americans are generous and friendly 
and Dick Farina is no exception. 

He hopes to visit us at LKSC again 
but he says at present he has family 
commitments (with both parents and 
grandchildren!). If he returns, I for one 
will try to ensure that he is welcomed 
back in the same spirit of friendship that 
he showed to us at Oshkosh. 

If you had spent four long days 
walking around the Sydney Royal Easter 
Show you would understand how we 
felt when we left Oshkosh. It’s not for 
octogenarians. But we did have a day to 
recover on the bus trip through the corn 
fields of the Mid West to Dayton, home 
of the Wright Brothers and the National 
Museum of the US Air Force. 

Just when we thought we had seen 
every plane that had ever flown, we saw 
lots more new ones. There was a range 
of presidential (Air Force One) aircraft, 
an F22 (Raptor), an F117A stealth fighter 
and the ultimate, a Northrop B2 stealth 
bomber. There were only a dozen or so 
of these flying wings produced and they 
cost around $1 billion each. Of course 
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The next part of the puzzle is the chart data. You can in 
theory print out of programs like SeeYou but the SeeYou maps 
are not very good for real navigation. There are many flight 
planning and GPS programs available which have map databases 
but much of the maps are bitmapped and low quality. Mostly this 
GPS software is not very good at printing.

The WAC charts I bought and downloaded in 2009 were 
scans of old 2006 paper charts. When you scan an image, it’s 
converted to bitmap and unless you scan to hundreds of DPI, 
you end up with something which is OK at normal scale, but not 
much good if you want to enlarge and print details. 

The best format to use for anything like a charts is vector 
based data. Vector data is scalable. You can print a vector map 
at almost scale you want and the detail remains sharp and clear. 
PDF files are able to store both vector and bitmapped pictures 
in the same file so you do need to make sure your map pdf is 
vertorised.

Vector based WAC charts of Australia are promised in 2008. 
I can’t wait! However… WAC charts are 1:1,000,000 scale and 
show almost too much territory for glider use (unless you are 
Harry going to Adelaide.) 

A search on the net for alternative maps revealed two 
things… one is that you can pay a fortune for maps. The second 
is that the Australian Government is giving them away free. Fair 
enough I hear you say, we paid for them. Yes, but this is not the 
usual attitude!

Inspect a Gadget
Indestructible Paper CHARTS

After giving my cockpit an in-flight wash with my hydration 
system last year and seeing my only chart of the remote area 
we were flying over dissolve into that stuff you find in the top 
pocket of your shirt just after its been washed, I decided to do 
something better this year. 

Paper charts are OK. They work in bright sunlight, they 
don’t have batteries, they work even when you drop them and 
are big enough to see more than just the immediate area you’re 
flying over. PDAs and electronic navigators  get very difficult to 
see when you zoom out and for flight planning they can’t beat 
a paper map. However charts get a fairly hard time in a glider 
cockpit since for much of the time they seem to form part of the 
seat cushion.

Before the Safari last year, I had downloaded a few WAC 
charts and printed the relevant areas. There were a few problems 
apart from the dissolving paper problem, the print was just OK. 
The detail was not incredibly sharp and I thought I could do 
better. 

Solving the paper problem is quite easy. Folk like orienteers 
use maps all the time and get them seriously wet. Much wetter 
than you’d get in your average glider cockpit (unless it’s a certain 
LS4.) A search for “waterproof orienteering maps” will give you 
all the information you need for printing and sources of suitable 
waterproof paper.

I ended up with Xerox Nevertear paper, mainly because it 
was easy to get. The orienteers didn’t like Nevertear because 
“When wet from rain or sweat, toner lost adhesion when the 
map was scraped on trees or rocks.” Xerox have an on-line shop 
where you can order paper and have it delivered in a couple 
of days so it’s easy. Nevertear appears to be coated Mylar. It’s a 
dense white colour, perfectly waterproof for sailplane use, thin 
enough to fold and impossible to tear.

The orienteering sites recommend a few alternatives which 
were either not easily available or the advantages didn’t seem 
important for use in a glider compared with Nevertear which 
is the strongest. We have colour laser printer at work and a test 
print on Nevertear stood the test of print quality, waterproofing 
and strength. The older scanned bitmap WAC charts are fine except they lose 

detail when you zoom in.
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Tacking down wind is faster than 
going directly down wind because the  
sails are not just working as drag bags. 

When there’s air flow around the 
sails, they develop aerodynamic lift and 
the boat moves faster than with just drag. 
Part of the speed of the boat is added to 
the true wind speed so the boat is sailing 
on a higher apparent wind speed.

Apparently this effect is used in 
DDWFTTW vehicles (Dead Down Wind 
faster than the Wind). The propellor 
blades don’t see the true wind, they see 
apparent wind and therefore produce 
lift. Apparently. 

I hope that Garry Speight has a long 
think about this and manages to find a 
suitable explanation for the rest of us.

In any case, the proof is in the pudding 
and the latest full size DDWFTTW vehicle 
the Blackbird, set a record in travelling 
2.8 times wind speed, directly down 
wind. At times the vehicle exceeded 80 
kph in a wind of less than 30.

http://www.fasterthanthewind.org/

http://kimballlivingston.com/?page_
id=4116

Perpetual 
motion

The writers of the Inspector Gadget 
column of Keep Soaring are great 
believers in Perpetual Motion machines. 
Being sceptics, we don’t believe all the 
claims of course… mainly the perpetual 
bit is open to a lot of doubt.

Anyway, about 4 years ago, videos 
started appearing of a small billy 
cart like trolley fitted with a pylon 
mounted propellor driving the wheels 
of the trolley which was being blown 
downwind, faster than the wind speed. 

In the videos, the trolley had a 
streamer which initially pointed in the 
wind direction… the same way the 
trolley was travelling, but as the trolley 
gained speed, the streamer sagged then 
turned to point in the opposite direction, 
streaming out behind the trolley. 

Any sailor will tell you that it’s easy 
to go faster than the wind speed on a 
reach… around 90º to the true wind, 
but going faster than the wind directly 
downwind seems like perpetual motion. 

It turns out that it’s not.

On the Geoscience Australia 
MapConnect web site (www.ga.gov.au) 
you can download all sorts of vector 
based and bitmapped maps. The options 
are many and the download files can be 
large. Since these maps are prepared 
on order (presumably by a computer)  
they’re re-scaled to suit your request. 

It can be best to ask for a large page 
size like A1 or A0 and then print out the 
sections you need. This leads to a third 
problem which is implicit in all basic 
mapping software. That is, when you 
zoom into an area, the place names get 
bigger too. 

No doubt high end mapping 
software will fix this but that’s not part 
of this discussion.

In the end I paid $99 and bought the 
250K 2009 chart DVD from Geoscience 
Australia. This covers the whole 
continent in vector form at 1:250,000. 
Heights are marked on these charts in 
metres rather than the feet used on WAC 
charts. But it’s still hundreds of PDF 
maps on a DVD that can be stored on 
any computer phone, PDA and so on. 

These PDF charts are geo-referenced.  
You can open the chart on a computer 
and measure distances, read lat and long 
coordinates and overlay waypoints.

To get waypoint data onto the PDF 
charts, you need to import both the 
chart and waypoints into some mapping 
or GPS program. 

Adding waypoint details can be 
useful for planning but it can make a 
print look complex and can be a problem 
if waypoints obscure place names. 

Once the pdf file is imported, it will 
take you about 2 minutes to link or 
reference the chart to the right datum, 
lat and long and projection. When this 
process is done, and it only needs doing 
once, the chart is referenced and all the 
waypoints appear automatically.
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repositioned, so that even if you are 
considering “real” bifocals, these stick-
on lenses will allow you to experiment 
with the power and position to get the 
best from the close vision lens.

An Australian company Barz Optics 
manufacture a good range of sunnies 
which ought to be tailored to our 
conditions. Surfer Kevin Barr established 
the company 15 years ago and they 
specialise in sunnies for outdoor 
sports with many frames suitable for 
prescription lenses. 

www.barzoptics.com

I saw a picture of a pair and thought 
that I detected a bifocal lens and sure 
enough, there are many pairs which have 
an inset bifocal. The above pair with a 
blue-blocking tobacco lens has an almost 
invisible bifocal. Many styles like this are 
available with both polarised and non 
polarised lenses and more importantly, 
there’s versions available where the 
distant lens is polarised but the bifocal 
element is not polarised so your glide 
computer and PDA will look fine.

The bifocal element on these sunnies 
appears to be a bit more visible, but 
you’re in a cockpit, so who’s going to 
see you? In any case, the chances are that 
you don’t just look old, you are old!

who will do it for you. Our local Mona 
Vale Beach Optique will tint au choix.

It’s alarming how fast our vision 
degrades over the age of 40 and most 
of us start to need some reading glasses 
for close work or multifocals or bifocal 
lenses in prescription glasses. Multifocal 
lenses, especially those with photogrey 
tint and all the rest of the stuff like 
hardening and multicoating can cost a 
fortune. The early multifocal lenses were 
not very successful but most modern 
lenses are much better… however 
they do distort and you can have depth 
perception problems for example when 
walking on rough ground.

There are also two polarised schools 
of thought about bifocals for gliding. 
Personally, I don’t have any problem with 
bifocals. Normally when you are flying, you 
only want to look in two or three places… 
infinity and beyond or inside the cockpit at 
something like arms length. Being able to 
focus on things like bugs building up on 
your leading edges can be an unnecessary 
distraction. Bifocals can be set up to put 
the split line on the lenses level with the 
cockpit or the top of the instrument panel 
so it’s hardly noticeable. 

Bifocals are cheaper than multifocals 
but a flying friend put me onto stick-on 
bifocal lenses.

www.hydrotaclenses.com.au

These are flexible half lenses which 
are wetted with water and stick onto 
the inside of any pair of sunnies. After a 
recent large change in lens prescription, 
I thought I’d try a set. There are some 
“old packing” ones available for $16 
which didn’t seem like a lot of money to 
waste. I did not expect particularly good 
results from a plastic lens which must 
be slightly soft to allow it to stick to the 
inside of a sunglass lens. 

In fact these stick-on lenses are 
very good indeed and perfect for flying 
and driving. One good feature is that 
the lens can be gently peeled off and 

The Eyes 
Have it

There appear to be two polarised  
schools of thought about sunglasses for 
flying. The polarised lens school and the 
other one. 

Proponents of the polarised school 
suggest that filtering out polarised light 
reduces glare, increases the visibility in 
hazy conditions and allows you to see 
better below water surfaces, for example 
when approaching low over the lake. 

One disadvantage of polarised lenses 
is that modern computer and PDA 
screens are often difficult or impossible 
to see. There’s a fix for this… see below. 

Recently the other school has got 
more popular with the rise of blue-
blocking lenses. Since lenses focus 
different colours at slightly different 
positions, filtering out one end of the 
spectrum can make the focussed image 
appear to be sharper. Amber and tobacco 
lenses are popular. 

A personal favourite is a red-
tobacco colour which accentuates the 
contrast between blue sky and clouds, 
allowing you to more easily see small 
wisps of clouds forming. Apart from 
that, the world looks a far better place 
through rose tinted glasses which has 
a significantly uplifting effect on your 
performance.

What’s not commonly known is that 
the tint in a plastic in sunglass lens is a 
dye and  it’s possible for a chap to dye 
or tint his or her own sunnies to get 
the right shade. You can mix your own 
colour from basic tints.

www.mostynoptical.com.au
www.callbpi.com
http://lensdye.com/
www.avivaoptical.com.au

It’s possible that the authorities may 
object… they certainly made a fuss 
about my home anodising plant… in 
which case you’ll have to find an optician 
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Few books that I have read about the 
Wrights have attempted to look at their 
achievements in total. Within a few years, 
not one thing the Wrights pioneered on 
the Flyer was used on other aircraft and 
yet the Wrights put together work done 
by others and finished it off in just a few 
years to built and fly the world’s first 
practical flying machine.

The book also looks at the way the 
Wrights set about patenting their design 
and the effect this had on American 
aviation and the Wrights themselves. 
By 1912, a quarter of all aviation deaths 
were in Wright aircraft and yet they 
represented only a tiny proportion of 
the aircraft flying at the time. Part of the 
reason for this was that the Wrights were 
locked into a design, both mentally and 
by their patents, that was in many ways 
quite wrong. And their upbringing and 
struggle to learn to fly made it impossible 
for them to accept this.

What you think about this book does 
depend a lot on your point of view. Many 
Americans might find it offensive… 
the Wrights are a motherhood issue, 
beyond criticism. A least that’s the way 
it’s been for about 70 years. It was only 
in the late 1920’s that the Smithsonian 
were persuaded to accept the Wrights 
claim to be the first to design and fly a 
controllable heavier than air machine 
and it took the French and English to do 
this. Whether the Wrights were the first 
is almost neither here nor there in this 
case, because it certainly wasn’t Langley.

To me (and I think to Joe Bullme) 
the Brothers Wright were an enigma 
and without denying them their right to 
a place in history, it’s worth examining 
the facts again to try to understand what 
they achieved, how they did it so fast, 
and what went so wrong afterwards.

The Wright Story by Joe Bullmer is 
a recent book which re-appraises the 
Wright Brothers’ contribution to aviation. 
Unlike many writers who have written 
about the Wrights (sorry!) Joe Bullmer 
has some pretty solid qualifications. He’s 
got a masters in Engineering and worked 
for the US Air Force for many years as an 
intelligence analyst. As he points out, 
reverse engineering an aircraft can teach 
you a lot about the though processes of the 
designer.

The book is technical, but not overly 
so.  It assumes you already know how 
aeroplanes work, at least enough so that 
you can understand what the Wrights did 
correctly and what they did wrong. What 
they invented and what they borrowed 
and what they re-invented that others had 
invented earlier.

It starts with 26 questions about the 
Wrights concerning their wind tunnel, their 
aerofoil testing, their canard, wing warping, 
engine and propellor design and other well 
known facts… all of which are wrong.

Safety Note: 
Batteries.

There have been several 
recent incidents around the world 
involving glider batteries where fires 
have resulted from some form of 
short circuit. 

Possible causes include; damage 
to the battery itself, incorrect 
connection, or incorrectly fitting 
lids on closed box installations. 

Although glider batteries tend 
to be relatively small compared to 
powered aircraft, they still contain 
a lot of stored energy and the 
potential for fire is high. 

Remember that it is essential 
that glider batteries are protected 
by a standard type fuse of the 
correct rating as close to the battery 
as possible and that the box or 
mounting is constructed to prevent 
installation, cross connection or 
shorting.

Reprinted from Sailplane and Gliding.
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Common sense is no help here - if 
common sense were allowed to intrude, 
there would be no soaring flight at all - 
but these are some features to help you 
spot the pattern. 

While the endstage case of acrophilia 
is apparent to all, it’s not always easy to 
pick the early signs, so here are some 
questions you can ask yourself before 
it’s too late:

•   Can you cut down? All the way 
down?

•   Do people annoy you when they 
suggest you’re flying too much?

•   Do you need to have quick flight 
in the morning as a heartstarter to kick 
off your day?

•   Do you find people avoiding 
you because of your conversation and 
preoccupation?

•   When friends show you their 
holiday snaps, do you comment on the 
‘nice clouds’?

•   Do you find your thoughts 
drifting to flying even (or especially) 
when you should be working, in 
committee meetings, while writing 
columns or reading them, etc?

•   Do you have to try to have an 
aero-free day each week?

•   Can’t re-think your third flight?

  If the answer to any more than ten 
of these questions is ‘yes’, then you need 
help, and you’re not going to get it from 
me. 

Fortunately the 12-point program of 
Aeroholics Anonymous is available for 
those sufferers of terraphobia who are 
prepared to admit they have a problem. 

It begins with the acknowledgement 
that we are in the hands of a higher 
power (CASA) and to be able to say, ‘I 
have control’. 

other soaring addicts, to whom the 24/7 
discussion and pursuit of gliding seems 
quite normal. 

Such pilots can be extremely cunning 
in ensuring they always have a secondary 
or backup sailplane and/or soaring 
conversation available to them, as well 
as a secondary source of launch power. 

When there is no doubt that it’s 
midnight in midwinter and horizontal 
rain is blasting across the airstrip, some 
go online to chat sites and forums to 
get their fix, or to ‘Condor’ to share the 
experience. 

They use a range of aliases and noms 
de plume on these sites to hide their 
true identity - on the internet, no one 
knows you’re a Jantar pilot, other than 
when you keep leading with the rudder.

  Of course, not all pilots are addicts, 
so how do you know if you are the one 
with the problem? Marital stress is one 
indicator, as the addicted pilot prefers 
soaring to sex and will only have a close 
and loving relationship with his aircraft, 
but then the advanced case will have 
long forgotten what marital harmony is. 

Another sign is sons who have 
to attend the gliding strip to get any 
paternal bonding at all, in the process 
often falling into the same hideous trap 
of gliding addiction as their father and 
thus successive generations are lost 
to normal society. An obvious tipoff 
is joining Bulk Flying, the soaring 
equivalent of home brewing. 

Another is the pilot who blows his 
(it’s always his) entire paycheck on 
launches in one day, usually with the 
excuse that the thermals are weak that 
day but that he’d been told about a ‘sure 
thing’ house thermal just a few fields 
away.     

Class C & D airspace

Mandatory Broadcast Zone
Parachute Jumping

Miltary Control Zone

Holding Pattern
October-November 2010

Keep Snoring

 Is Gliding a 
Problem for 

You?
  This month’s column discusses the 

difficult and painful subject of when too 
much soaring is never enough, and the 
services and programs available for those 
who find themselves unable to control their 
flying. 

Binge gliding is becoming a concern 
to the community at large, as otherwise 
productive taxpayers, spice* and parents 
may find themselves helplessly in the grip 
of acrophilia. It breaks up families, loses 
jobs, wrecks the health of all involved and 
even lesser degrees of the problem can lead 
to marital stress and bitter recriminations. 

But how to identify the at-risk pilot, 
other than those endstage cases who 
suffer severe withdrawal symptoms when 
unexpectedly cut off from their air supply? 
How do we stop it coming to this?

  Recognition by the pilot that a 
problem exists is the first step to tackling 
it - remember, there is no point in telling 
a soaring pilot that they are in denial, as 
they will simply deny it. Soaring addicts 
are adept at surrounding themselves with 



Keep Soaring October November 2010  Page 39

As well, there are suggestions that 
a ‘smart glider’ can help you limit your 
height losses to, say, no more than 5000’ 
per hour, although there are those who 
feel a truly smart glider would never 
allow any height loss at all, and then 
where would the sport be?

  Good luck!

 Remember: everyone likes a flight - 
no one likes a flutter.

*Ogden Nash: the plural of spouse, 
it is spice.
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At meetings of AA, you introduce 
yourself by saying (for example), ‘My name 
is Al and I’m groundbound today’. 

Lesser degrees of acrophilia can be 
treated with simple self-discipline, and 
the help of tuggies like Juho who have 
done their Responsible Service of Aerotow 
course. 

It helps if you don’t return immediately 
to the milieu that led to problems before 
but there is evidence that for anyone less 
than the true addict, it’s possible to return 
to just, say, 50 hours a month and no more, 
with the support of friends. 

Are you interested 

in a seat in the 

Duo for next 

summer’s gliding 

competitions?

Our Duo Discus will be attending all 
the gliding comps later this year, and we 
have a seat available for each of the comps.

The dates and venues for the comps 
are;

• Keepit Speed Week - 5/9/10 - 11/9/10
• Qld State Comps - Kingaroy       27/9/10 

- 3/10/10
• Corowa Classic - Corowa 22/01/2011 to 

29/01/2011
We also have a 1/6th share in the Duo 

available for sale. 

If you are interested in competing 
in one (or all) of the comps with an 
instructor, or getting a share in this first 
class glider, please contact the Tim Carr: 
president@keepitsoaring.com for full 
details and costs.

Surgical Note:

It’s important for the amateur 
surgeon not to jump to conclusions 
and make sudden and unqualified 
diagnoses. However Blind Dr. Freddy 
could see there was a problem with one 
arm. It was the other arm which was 
suspect, and in this case the on the spot 
diagnosis was correct.
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It appears that almost all production 
SLGs with piston engines use two stroke 
motors. Two strokes offer the advantages 
of light weight, high power, small size 
and relative simplicity. Although four 
stroke engines are normally cleaner, 
quieter and more reliable, their 
increased size, weight, complexity and 
the requirements for a separate oil 
system work against fitting them into the 
narrow space in a glider fuselage.

Most IC powerplants used by current 
SLGs are either Solo piston engines or 
Wankel Engines as used in Schleicher 
gliders such as the ASH 26E. Solo’s 
background is manufacturing small 2 
stroke engines for use in machinery from 
brush cutters to chain saws. 

The vast majority of production 
SLGs use IC or piston engines. Internal 
combustion or piston engines have been 
with us a long time and the technology 
is well understood by people from the 
engine designers and manufacturers to 
your local garage. Perhaps, as Churchill 
said about democracy, IC engines are 
the worst form of motors except for all 
the others that we’ve tried.

The first practical self launching 
gliders (as opposed to motor gliders) 
appeared in the mid-70s with the PIK 
20E and in 1981 with the DG-400 and 
both were fitted with Rotax 500cc two-
stroke engines. Both these gliders sold 
well and over 100 PIK 20Es and 290 DG-
400s were built.

Motive power 
for SLGs

The idea of self launching gliders or 
gliders with get-you-home powerplants 
(sustainers) has been around almost since 
the start of gliding. Certainly, by the 1930s, 
there were published articles extolling 
the idea of SLGs an design suggestions by 
luminaries such as Wolf Hirth. 

Currently, there’s a lot of interest in 
alternative powerplants for sustainers 
or self launching gliders. In many cases, 
the proponents of new alternative power 
systems are comparing them to designs 
which are 20-30 years old which is hardly 
a fair comparison. This article looks at the 
current state-of-the-art SLG powerplants. 

Here’s one we prepared earlier. 
This 3 cylinder 2 stroke, looking very like 
a petrol-cooled Kawasaki triple from the 
‘70s, was made in 1957 by Eugen Aberli 

in Switzerland. Heritage carbon fibre 
pylon and toothed belt drive… nothing 

much has changed in 50 jahre!
The engine is fixed but unlike 

Schleicher’s twisted belt arrangement, 
this powerplant appeared to have a dog 

clutch between the motor and pulley 
which engages when the pylon is upright.
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Small turbojets are also being fitted 
to SLGs and there are now companies 
set up specifically to manufacture jets 
for sailplanes. As with modern electric 
motors, technology has converged from 
several different directions to make small 
jet engines cheap and reliable. 

In this case it’s come partly through 
the development of turbos for cars 
making parts cheaper and more widely 
available. A few years ago there were 
dozens of plans available for small jets 
using parts from Subaru turbos.

As with brushless motors, jets offer a 
terrific power to weight ratio compared 
with IC engines. And while an electric 
motor still needs a pylon mounted 
propellor, a jet installation in a pop-up 
motor glider has no propellor and is 
simple to engineer.  

For the purposes of comparison, 
we’ll look at the performance and engine 
management of a DG-808C and use 
this as a benchmark for the alternative 
systems. Over 400 DG 808s have been 
built making it the most successful pop-
up SLG by about 30%. The engine in the 
DG-808C is a two cylinder water cooled 
two stroke Solo engine of 39 Kw output 
giving a rate of climb of about 900 feet 
per minute at 440 kg un-ballasted or 700 
fpm at an MOTW of 600 kg. 

An average take-off uses no more 
than 2 litres of two-stroke mix. Since 
most SLGs can be thermalled under 
power more effectively than a tug-glider 
combination, using thermals on launch 
can make a big difference to the fuel 
used and real use may be barely 1 litre. 

A 13 Kw motor can weigh less than 
4 kg and motors are available with 
outputs well over 100 Kw. These motors 
are everywhere now. Do a search for 
‘electric hub motor’ on the net and 
you’ll get thousands of hits.

If you connect the motor to a battery, 
nothing will happen. An electronic  
speed controller is essential to switch 
the current. Speed controllers are 
quite highly stressed because they’re 
switching many kilowatts of power at 
high voltages.

Traditional batteries are heavy and 
not suited to electric flight but new 
chemistries have increased the power 
output and decreased the weight 
(current density) by such a huge factor 
that electric flight is very practical. 

Lithium batteries are typically used 
in SLGs as LiIon or LiPoly. They offer 4 
times the current density of NiCad cells, 
have very high discharge rates, are very 
light and don’t discharge on the shelf.

A drawback of current lithium 
batteries is that they don’t like being 
rapid charged. Most cells like NiCad, 
and NiMh can be charged at 10-20 x their 
discharge rate with the right chargers.  A 
1 amp-hour lithium cell may be able to 
deliver 30 times this current in short 
bursts but can normally only be charged 
at the 1 amp rate making recharging an 
overnight operation for large batteries.

The Wankel engine was developed in 
the ‘70s by Norton for motorcycles and 
is still used as a powerplant for military 
drones some with a life of only 10 hours!  

If you look into pop-up SLGs, the 
name Walter Binder keeps cropping up. 
He’s had a hand in designing the pop-
up power plants for most of the German 
glider manufacturers including DG, 
Glassflugel and Schempp-Hirth as well 
as the ASH 25-EB and ETA gliders which 
are a Binder development. Binders 
currently use Solo or Hirth engines.

It’s worth remembering that with 
modern materials and lubricants, the 
performance that can be extracted from 
a piston engine is incredible. A few 
decades ago, getting 75 Kw per litre 
from an engine was a dream. 

Now you can buy a whole range of 
street motorcycles with engines which 
put out almost double that power, 
revving to more than 12,000 RPM with 
exceptional reliability. Since most SLG 
engines are putting out between 38 to 
47 Kw at 6500 RPM, it’s clear that they’re 
not over stressed and could be expected 
to have a long service life.

That’s very important. With 
composite sailplanes lasting well over 
40 years, the powerplant in an SLG is 
likely to be the most problematic item, 
long term. 

Electric powered SLGs started to 
become a reality with the development 
of new motor and battery technology in 
the last decade, much of which has been 
driven by solar cars, computers and RC 
model cars and aeroplanes.  

The motors are normally simple 
brushless motors where an outer ring of 
rare earth magnets is spun around a star 
shaped arrangement of coils. The current 
to the coils is electronically switched to 
control the speed and direction of the 
motor. The efficiency of these systems is 
very high indeed, with most exceeding 
85%. 

Stationary Coils

Rotating Magnets
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hundred amps and there are dozens of 
such cells in an SLG battery. Even good 
quality batteries can have problems. I’ve 
seen SAFT batteries literally explode. Hit 
a petrol tank with a hammer and maybe 
it will leak.

Each LiIon or Lipoly battery has to 
have it’s own charge controller wiring 
and maybe an individual PCB, so inside 
your wing or fuselage, there’s not just 
a few thick cables as with a car battery, 
there are hundreds. Watch out for hard 
landings!

With an electric powered system, 
the wiring and controller are going to 
be handling very large currents at high 
voltages and present at least as much of a 
risk as fuel tanks and fuel lines let alone 
the risk of a lethal electric shock. Some 
electric SLGs store their batteries in the 
wing which is a great place technically, 
as long as you don’t have any fires and 
replacement cells are in a similar format.

Anecdotal evidence from watching 
model jet flyers suggests that small jets 

complex compared with a simple 
sailplane and if you are the worrying sort, 
there’s pages of stuff to worry about. 
Here’s some more food for thought.

Fire is one of the main worries for 
anyone in an aircraft with an engine. On 
the face of it, there’s not a great deal of 
difference between any of these types of 
powerplants. We all know petrol burns 
but so does jet fuel and so do batteries. 

LiIon and LiPoly batteries are 
notorious for catching fire and they 
are very hard to extinguish. All those 
computer batteries which caught fire 
were LiIon and millions have been 
recalled in the last few years. Cells can 
burst, ignite, or explode when exposed 
to high temperature. Short-circuiting of 
a cell or battery may cause it to catch fire. 

Remember that the batteries used 
to power electric SLGs have very low 
internal resistance and each cell can 
output a lot of power… a 4 typical 
ampere hour 3.7 volt cell with a 30 times 
discharge rate can output more than a 

The fuel tank capacity is 21 litres 
which gives a claimed range of 195 km 
with the motor used continuously or 525 
km with the more common saw-tooth 
flight technique. By putting additional 
fuel tanks in the wings, this range can be 
doubled.

Engine starting on most modern 
water-cooled piston engined SLGs is 
simple. On the DG-808C it’s a one 
handed operation. Once the glider is 
trimmed for engine starting (8º flaps and 
less than 55 knots) all that’s required is 
to turn on the ignition and press the 
starter button which is mounted in the 
middle of the throttle lever. 

When the engine pylon is in the 
vertical position, the engine will start. 
To stop and retract the engine, the 
ignition switch is turned off. The engine 
pylon moves back by 30º and when the 
propellor is vertical, an automatic brake 
holds it in position while the pylon 
retracts into the fuselage.

There’s obviously a little more to it 
that this. The pilot needs to maintain 
the right speed when extending and 
retracting the engine and monitor 
exhaust gas and engine temperature 
and RPM, but the essentials are just 
two press-button actions to raise the 
motor and one to retract it. It’s difficult 
to imagine engine starting being more 
simple than this.

So what’s wrong with this 
conventional form of IC powered SLG? 
And what do the alternative forms of 
powerplant offer which is better?

For one reason or another, most 
newsgroups for owners of SLGs are 
closed and it’s only registered owners 
who are allowed to read messages. It 
becomes clear that some owners are 
almost obsessively concerned about 
their engines. 

A read of the glider maintenance 
manual and ADs for most SLGs will 
confirm that these aircraft are very 

A battery of LiIon cells from the wing of an Antares. Note all those charging PCBs.

A modern two stroke IC engined SLG. 
To start the engine, turn on the ignition, press the starter button, fly the glider.
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Fuel. Most piston engined SLGs 
require two stroke mix and while they 
can operate on different grades of fuel 
and oil, owners often have a voodoo-like 
preference for one type or another. In 
any case, fuel is almost always available 
on an airstrip or can be carried there in a 
can and the aircraft refuelled in minutes. 

One of the biggest benefits of an SLG 
is independent operation and the lack of 
readily available fuel sources might be a 
big limitation of alternative powerplants. 
Many airstrips, especially the remote 
ones on which sailplanes operate, don’t 
have power points near where visiting 
gliders are parked or jet fuel nearby. 

Endurance. There’s no doubt that 
fossil or hydrocarbon fuels are a very 
highly concentrated energy source 
compared with electricity. The light 
weight of the electric power plant is 
compensated for by a mass of batteries 
which at least equal the weight of an IC 
engine and a full fuel tank.

involves everything from the moment 
the pilot decides to use the motor to 
when it’s stowed away again. 

There’s almost no comparison 
between a modern liquid-cooled IC 
powerplant with a computer controlled 
engine management system and the 
manual systems of 30+ years ago and 
an electric or jet powered motor is going 
to require some control system quite 
similar to that in the DG-808’s DEI. 

With more than 30 years of 
development of the piston engined SLG 
control systems, they’re now simple 
and reliable and no more complex than 
the control systems used on alternative 
powerplants.

There’s little difference in the pilot 
workload using each of these systems.  
Each requires an action to raise the 
engine and another to start it and one 
action to turn the engine off and stow it. 
Two actions to raise and start the motor 
and one to stop and lower it.

One point needs to be made about 
electric driven systems. With piston and 
jet engines, after shouting “Clear Prop”, 
there’s some delay before power is 
developed. 

With an electric motor there is no 
delay and unless there are significant 
cross checks in the control system, 
accidental starting of the engine at full 
power is quite possible. 

are very prone to fires… otherwise they 
might not bother to have a crash tender 
on the flight line at model jet displays! 

Vibration is a big problem with SLGs 
because it tends to loosen fastenings and 
wear bearings which would be perfectly 
sound in a unpowered glider. Wankel 
rotary engines promise less vibration 
than a piston engine but you won’t find a 
balance of agreement in the newsgroups 
that either form of engine is better than 
the other. Because electric motors still 
use a pylon mounted propellor, some 
of the vibration generated by the prop 
is still present. Only jet engines offer 
vibration-free power.

Noise. Small jets are not appreciably 
more noisy than IC engines but because 
most modern IC engines and silencers 
are mounted more or less inside the 
fuselage, the noise from jets may be 
harder to contain. While this isn’t a 
problem in Australia, it certainly is in 
Europe where noise regulations have 
designed the layout of most modern SLG 
powerplants. Electric powered SLGs are 
very quiet. Quiet enough in one case that 
the noise level could not be measured… 
so the glider initially failed in testing!

Mechanical reliability. When you 
fly an SLG, you really hope that your 
engine will pop up and start whenever 
you want it and there’s a certain amount 
of stress on the pilot every time the 
engine is started in flight. 

Modern piston engines are 
mechanically very reliable. Electric 
motors may have one moving part with 
just two bearings running at moderate 
revs. Jet engines rev at eye watering 
speeds between 90,000 and 150,000 rpm 
but then so do turbochargers in cars. 
But with over 100 years of development 
of IC engines, it’s the jet and electric 
sailplanes which are the pioneers.

Increasingly, all SLG powerplants 
are relying on fairly complex control 
systems for engine management and this 

Most electric gliders offer 
something like 6-9,000’ total climb or 
15 minutes running before the battery 
is flat. That is, three launches to about 
2,000’ or a launch and two climbs on a 
retrieve. This is only a fraction of the 
performance of non-electric types. 
And while it’s enough for retrieves of 
100 -120 Km, it doesn’t offer anything 
like the wide range of operation of a 
petrol powered SLG.
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between a 2 stroke Solo engine of 2010 
and a 2 stroke two cylinder water cooled 
Scott motorcycle engine of 1922. You 
can still buy spare parts for the Scott. A 
chap in a shed might turn up a part on 
his lathe for a 2 stroke but unless he’s 
fairly special, he’s unlikely to do the 
same for a jet engine.

The long term availability of 
electronic parts is another vexed 
question. In almost all cases, new is 
better (but not necessarily more reliable!) 
Where electronic components of over 10 
years old fail, there are sometimes no 
replacement parts and the only solution 
is to replace the entire assembly by a 
more modern substitute… if there is 
one. This same situation applies to jet, 
electric or IC powered sailplanes, so you 
need to hope there’s someone looking 
after your spares in 20+ years.

Brushless electric motors are very 
simple… there’s only one moving part. 
However they are permanent magnet 
motors which get hot when in use. 
Heat destroys magnetism and the life 
of motors is limited. That being said, 
swapping one motor and control system 
for another is generally much easier than 
doing the same with a jet or IC engine.

Batteries are the big issue for electric 
gliders. There’s almost no modern battery 
chemistry which has lasted 10 years. 
Even though long life and hundreds of 

In theory, you can go down to your 
local chipper and extract some sort of 
jet fuel from surplus frying oil. You can 
make some sort of two stroke fuel by 
distilling apples and crushing your own 
castor oil seeds, but you can’t make your 
own lithium batteries.   Disposing of 
used IC and jet engines is fairly simple… 
you just melt them down. 

Modern batteries have relatively short 
lives compared with internal combustion 
engines and very complex and in many 
cases, not very environmentally sound 
chemicals. Lithium is nontoxic but 
lithium based batteries often contain 
other doping chemicals which are nasty 
and may cause problems for recyclers.

On the face of it, there’s little to 
chose between jet, IC and electric in 
terms of pollution. With engines that use 
fuel, you’re making most of the pollution 
on-site. With electric powered motors, 
the pollution is moved somewhere else, 
whether it is the battery manufacturer 
or recycler, the power station or the 
manufacturer of solar cells used for 
recharging. These issues are more 
complex with aircraft than with ground 
based electric vehicles where weight is 
not such a big consideration.

The long term considerations with 
all these SLGs are vexing. A basic two 
stroke IC engine  is very simple. There’s 
probably not a great deal of difference 

The current range of jet engines 
have a fuel consumption which is at 
least 2.5 - 3 times that of a piston engine, 
but the light weight of a jet powerplant 
means much more fuel can be carried… 
and you’re going to need it. Fuel does 
represent a significant running cost. 

The performance of each type of 
powerplant is good in one area where 
perhaps the others are bad. For example, 
a jet powered SLG has a relatively long 
take-off roll and a shallow and fast climb-
out. 

While the yardstick DG-808 and many 
electric SLGs accelerate fast and climb 
steeply at 49 knots and 8-900 fpm, the 
jet has a slow initial roll and best climb at 
80+ knots and 500 fpm meaning there’s 
a big difference in the non-manoeuvring 
areas of the different types. 

Electric and jet SLGs can cruise 
efficiently under power. The jet may 
cruise at 80+ knots and cover a lot more 
ground that the electric glider. 

Most IC gliders don’t cruise at all 
well under power. Their two-stroke 
engines can overheat at reduced power 
and it may be difficult to find a power 
setting with low vibration where cruise 
height can be maintained. When flying in 
saw-tooth mode, some time and height 
is wasted raising and lowering the motor 
as well as allowing for cooling time.

Cost. If certified and uncertified 
SLGs are compared, there doesn’t 
appear to be a great difference in initial 
cost between any of these systems. The 
fuel costs of the jet are high and in an 
electric system, replacing batteries, 
motors, charging and control systems 
has to be a longer term consideration. 
The TBO of a Solo motor is 400 hours, 
and with most SLGs doing about 2.5 
engine hours a year, that’s a while away.

Environmental. Of all these systems, 
the environmental considerations for 
electric powered systems could be the 
worst. 

Electric motor, pylon mounted, directly driving the propellor. Very simple, very neat.
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IC powered SLGs are noisy and if 
you can cruise in level flight, it’s slow, 
something like 55-65 knots. Most SLG 
pilots are at their second happiest when 
they turn the engine off. (They’re at their 
happiest when the engine starts). You’d 
need to be a special sort of person to 
actually enjoy cruising under power. 

However Jet powered SLGs have a 
much higher cruise speed, well over 
80 knots, so a lot more ground can be 
covered in cruising flight. Add to that 
the lack of vibration and it may be that 
main advantage that jet SLGs offer is a 
less unpleasant cruise, even if it is over a 
shorter range.

If you’re of an experimental nature, 
then nothing might be more fun than 
working on alternative powerplants for 
SLGs. 

But for the mainstream, there’s no 
clear winner and if you want to self 
launch, then a piston engine may still be 
the worst form of motor except for all 
the others that we’ve tried.

D McD

Tiny silenced micro-generators 
running on equally small amounts of 
diesel fuel are being developed (even in 
Australia) for military applications. 

The modern soldier can’t carry 
enough batteries for battlefield 
electronics so the plan is to carry micro-
generators from 50 watts upwards. A 
suitably sized micro-generator fitted 
to an electric SLG could extend the 
operational range more than by adding 
extra batteries. 

It’s difficult to see that jet powered 
SLGs offer a convincing improvement 
over piston engined types. Given that 
the cost of fuel is likely to rise, and since 
jet SLGs are not much cheaper to launch 
than using a tug, it’s hard to see any big 
attraction of jets other than this: 

discharge cycles are claimed, few people 
ever get to see it and it seems a fact of 
life that batteries get old and tired like 
the rest of us. Over-charging and over-
discharging, high and low temperatures 
can  destroy cells and batteries and a 
battery is only as good as the weakest 
cell. There’s absolutely no doubt that 
tomorrow’s battery technology will be 
different and better than todays, but 
swapping entire battery technologies 
may be a big expensive problem.

Apart from the different physical 
shape of batteries, different chemistry 
develops different voltages and requires 
significantly different charge methods. 
Lithium batteries are 3.7 volts per cell 
compared with 1.2-1.5 volts for most 
other types but the biggest difference is 
their charging method. 

Unlike most batteries, when 
you charge a LiPoly, the cells don’t 
automatically self balance. One cell 
can absorb most of the charge and 
eventually catch fire unless you use 
special electronic balancers when 
recharging. Countless cars and sheds 
caught fire before electric model aircraft 
fans realised there were no short cuts. 

There’s no doubt that electric power 
systems are the ones which will undergo 
the biggest changes in the next few 
years. In some regions in China, petrol 
fuelled motorcycles are banned and all 
two-wheelers are electric. 

This is bound to speed up the 
development of electric power plants and 
any current electric SLG will have to be 
designed to be re-certified with different 
batteries and power management 
systems. However attractive the idea of 
electric self launching is, it’s unlikely in 
the medium term that any electric power 
source will equal the concentrated 
energy available from hydrocarbon fuels.

It would be possible to use a hybrid 
system where an on-board generator 
recharges the batteries in-flight. If you’re into independent operation, adventure soaring, remote area flying… 

call it what you will, it’s hard to do better than a conventional IC engine.
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Name Home Work Mobile 

Jay Anderson 02 9571 9592 02 9221 4938 0418 676 696 

Phil Anderton 02 6785 2764 0427 493 107 

Ian Barraclough 02 9948 7866 0428 410 010 

Andrew Brumby 0404 043 386

Tim Carr 02 9801 7979 0414 405 544 

Rob de Jarlais 02 4677 1926  

Tony Esler 07 3350 5858 07 3881 2615 0412 770 526 

Ken Flower 02 6761 3816 0406 716 574 

Bill Gleeson 0408 443 009

Vic Hatfield 02 6765 7050 02 6766 9655 

John Hoye 02 6767 1033  0427 505 233 

Matthew Minter 02 6785 7399 02 6742 3998  0427 455 119 

Geoff Neely 02 6785 2405 0419 563 233 

Peter Sheils 02 6762 1377  

Greg Smith

Nick Singer 02 4365 5485 02 4384 2101 

Garry Speight 02 6785 1880  

Dennis Stacey 02 6584 3747 0407 006 292

Gerhard Stuck 02 9982 5248 0428 300 370

Charlie Szpitalak 02 6777 2154 02 6777 2040 

Dave Turner 02 9489 0841 02 9620 0893 0425 269 210

Darian Thom 0407 269 210 

For detailed and up-to-date information on club events such as 4 Day Cross Country Weekends, State 
and National Competitions, the AGM, Christmas in June (or July), the Annual LKSC Dinner and 

Dance, the Safari and the Morning Glory trip, please have a look at the club web site… 
www.keepitsoaring.com

Down on the left hand side, you’ll see a list of all the current club events.
Click on the calendar to see weekly, monthly or year views.

You’ll also find the current tug pilot and instructor roster in this area.



LKSC Contact Details 2009
Manager Ian Downes 02 6769 7514 manager@keepitsoaring.com
President Tim Carr 02 9801 7979 president@keepitsoaring.com

Vice President Ron Cameron 02 6721 0081 rfcameron@bigpond.com
Secretary Chris Bowman 0414 569 965 secretary@keepitsoaring.com
Treasurer Dave Shorter 02 6656 1979 treasurer@keepitsoaring.com

Chief Flying Instructor Ken Flower 02 6761 3816 cfi@keepitsoaring.com

Committee Members: John Clark 02 9450 0800 johnc@aeronaut.org
Todd Clark 02 6766 2995 toddclark@hotmail.com

Allan Buttenshaw 0412 217 557 allbutts@bigpond.com

Chief Pilot Dennis Stacey 02 6760 8538 hastingsair@bigpond.com
Airworthiness Officer John Trezise 02 9858 5950 trezco@ozemail.com.au

Tugmaster Phil Anderton 02 6785 2764 tugmaster@keepitsoaring.com
Membership Secretary Dave Shorter 02 9896 4961 membership@keepitsoaring.

com
Webmaster John Clark 02 9997 2842 webmaster@keepitsoaring.com

Bookings Manager Chris Bowman 0414 569 965 bookings@keepitsoaring.com
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Lake Keepit Soaring Club Inc
Airfield and Clubhouse: Keepit Dam via Tamworth NSW

Mail address: 234 Keepit Dam Road, Keepit 2340
Phone: 02 6769 7514 

Email: enquiries@keepitsoaring.com 
Internet: www.keepitsoaring.com 

Chat Group & Car Pooling: There is a Yahoo chat and message group (not officially sanctioned by the Club) for 
Club members.  

To join, either visit the chat group web page at
 http://groups.yahoo.com/group/lksc 

or email
 pjanderton@optusnet.com.au 

with your email details and he will fix it.
For member’s contact details, see the Member’s Downloads pages on the club web site
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