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Thinback Emergency Parachute System

Sheepskin Accessory Option for improved comfort and hygiene.
Static Line Deployment Option.

 Fitted with TOST E85 tow
 Certified towing up to 750kg
 100HP ROTAX Engine
 Economical MOGAS 95
 16 -18 L per hour
 Wing Tanks 70L or opt. 100L
 Additional Oil Cooler
 ICOM A210 Radio
 Great Visibility
 Cruise 120 knots
 Stall Full Flap 28kts @ 472.5kg MTOW
or 35kts @ 550kg MTOW
 Empty Weight 290 - 310kg

6 marketing & develoPment
For the fist time in several yeears, Terry Cubley is pleased to report on
membership increases for the GFA.
7 gramPians wave
Geoff Vincent from Grampians Soaring Club describes recent flights he
experienced during this winter’s wave season.
Slimpack Emergency Parachute System

Certified under FAA TSO C23(b) with Certificate of Type Approval issued by
CASA together with Production Approval No. 515899
Manufactured from durable Cordura fabric.
Military specification harness webbing and hardware for reliable strength and durability.
Stainless Steel closing grommets and ripcord assembly.
Thin, soft pack for pilot comfort.
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Parachutes Australia have been
supplying the world with emergency
parachute systems for Civilian and
Military applications for over 40 years
The Thinback and Slimpack Emergency Parachute Systems
manufactured by Parachutes Australia are designed, tested
and manufactured beyond regulatory requirements and provide
the maximum safety, performance and comfort.
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8 thermals - what we know about them
Finding and understanding thermals to fly cross country is one of the
most difficult
and satisfying
challenges
gliding.
Ken Flower
(L) of
NAMOIin AVIATION
Narrabri NSW

accepts his new

FAETA 321
for Pilot
Training & Glider
Towing - 1st Faeta in Australia
14 junior
world
chamPionshiPs
- Poland
Despite the challenging weather, the Australian Juniors enjoyed
meeting and competing with top international pilots in Poland.
PO Box 30 DENMAN NSW 2328
16 saFari
email: atecplanes@bigpond.com
Dexter Burkill — 0428 686 396 (Denman)
In their new self-launchers, two pilots flew an ambitious round-trip
Sean
Griffin
—
0499
030
659
(The
Oaks)
www.atecplanes.com.au
tour from Toowoomba Qld to Port Augusta SA in just 8 days.
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Depending on configuration

18 sPorts: handicaPs For season 2013-4
Bruce Taylor explains some of the procedures and major recent rule
changes in the complex process of setting glider handicaps.
20 saFety: human Factors in gliding
Human Factors in Gliding considers how a pilot’s environment
influences performance, from cockpit design to pilot attitude.
28 coaching: making a good start
Choosing the optimal height, place and time to start a task in a gliding
competition is an important decision.

31 oPs: reducing undershoot risks
When balancing effects of wind, lift and sink, good training and
vigilance are needed to reduce low circuit and undershoot risks.
35 airworthiness
Learn about new rules, courses and procedures relating to repairs,
servicing and inspection pilots need to carry out on their gliders.
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38 vintage: uk rallies
The International Vintage Glider Club’s 2013 Rendezvous Rally in
the UK included museums, social events and good soaring.
42 First solo: john nestor
John from Caboolture Gliding Club has made his first solo flight after
spending most of his life wanting to learn to fly.

OCTOBER 2013

PHOTOGRAPH: DAVE GOLDSMITH, SLINGSBY T21B , TAKEN FROM ANOTHER SLINGSBY T21B OPEN COCKPIT SIDEBY-SIDE TWO SEATER AT THE 2013 VINTAGE GLIDER CLUB INTERNATIONAL RALLY, LASHAM, UK.
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GLIDING FEDERATION OF AUSTRALIA
MEMBERSHIP Click menu - Membership Purchase
www.glidingaustralia.org
Or contact: Tanya Loriot
Membership@glidingaustralia.org
SHOP The GFA Online shop has a range of useful
products including a Form 2 kit,
www.glidingaustralia.org/shop1
AIRCRAFT REGISTRATION & SALES,
CLASSIFIED ADVERTISING,
Sharon Smith Registration@glidingaustralia.org
GFA OFFICE
Before calling the GFA office, please check out our website
www.glidingaustralia.org to buy items, find documents and other
information, and renew your membership.

Tel: 03 9303 7805
9am-5pm Monday - Thursday & 9am-3pm Firday
Level 1, 34 Somerton Road Somerton Victoria 3062
SUBSCRIPTIONS
Non GFA members are welcome to subscribe to Gliding Australia.
1 year is $45 inc. GST. ww.glidingaustralia.org/shop1

from the president
Hello Again
I hope everyone is starting to look
forward to the 2013/14 season. It is
mighty dry where we are, so perhaps
this means good gliding, albeit poor
farming!
As you know, we held our AGM in
August, along with a member's forum
and Board meeting.
AGM: Our AGM is largely a
procedural meeting, where we
appoint our Regional Representatives
as nominated by the regions, accept
our accounts and appoint our
auditors. The regional reps and
alternates are:
NSW: Tim Carr (Dion Weston)
QLD: David Donald (Lindsay
Mitchell)
SA & NT: Geoff Wood (Reg
Moore)
VIC:John Switala (Ian Grant)
WA: Tom Holt (Swain Johnson)
I thank Dion, Dave, Geoff, John and
Tom, on your behalf, for their efforts
and support over the last year. I
welcome Tim Carr and Lindsay
Mitchell to the team!
Last financial year we realised a
surplus, as already previously
discussed. One member asked about
the rationale of increasing prices
when we are making profits. It is a
good point, and one we will consider
seriously next April. As the surplus
has mainly arisen due to staff
vacancies and the hard work of
volunteers, the Board has agreed to
use some of those surpluses towards
upgrading our systems, short term
contracted positions and third party
experts to assist with some key
outcomes. These include contracting
an aviation quality assurance firm to
assist us with getting our manuals,
procedures and other documentation
developed for our airworthiness and
certification delegations, and
appointing Mr Christopher Thorpe to
the position of Executive Manager
Operations on a two-year contract.
This allows Mr Dennis Stacey to focus
exclusively on Airworthiness matters.
The papers written by all Board
members are also available on the
GFA website glidingaustralia.org and
I encourage you to read them. Click
on Members Info; Administration;
Minutes.
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Our Board meeting agenda was full
and we covered matters such as:
l our relationship with CASA, on
which you will have already received
my email to members,
l the newly formed Safety
Committee chaired by Peter Gray and
regional Safety Committee reps Stuart Ferguson, NSW; Tim Belcher,
VIC; John Hudson, SA; Jenny
Thompson, QLD; Owen Jones, WA,
l the transition to our new
database, Salesforce. You will have
started to see the benefits from this
widely used platform, and we hope to
introduce more of the functionality
available over the coming months,
l a commitment to get the MOSP1
into an approved form,
l the need to migrate our articles
of association to the current
legislative requirements. So, expect a
new set of articles next AGM,
l increased membership numbers,
up some 80 members! Isn't that some
good news. Many thanks to all of the
Marketing and Development
Committee, but especially to you, the
members and Clubs. While the GFA,
and the State Associations can
support clubs, it is the clubs and
membership that attract and hold our
members. It is great to see a small
turn around,
l the existing staff organisational
chart, what works and what can be
improved and an instruction to the
Executive to work towards an updated
structure,
l our strategic plan. Here is the link
to the GFA's Strategic Plan. http://
www.glidingaustralia.org/Admin/
ADMIN0002_GFA_Strategic_Plan.pdf
The GFA's mission is "To develop,
promote and administer the sport of
gliding and foster excellence in safe,
accessible and enjoyable soaring."
The five main objectives in the GFA
Strategic Plan are:
1. Freedom to Fly: To maintain and
extend the freedom of members to fly.
2. Safety: To foster a culture of
safety and risk management.
3. Promote & Develop the Sport: To
maximise participation and to
promote and develop the sport of
gliding.

4. Promote a Culture of Excellence:
To foster excellence in all aspects of
soaring including training, sport and
performance flying, technical
expertise and international
participation.
5. Services: To provide
management and administrative
services to Members, Clubs & Regions
in an efficient and cost effective
manner, while optimising voluntary
effort.
The Board reviewed the activities of
the year and agreed that they had
been properly aligned with these
objectives. The Board will review the
entire strategic plan at the next Board
meeting, so I encourage you to
contact your regional Board reps if
you have any feedback.
Members Forum: With the Board's
decision to take our regular meetings
to clubs around the country, this
meeting saw us congregate at
Southern Cross Gliding Club, Camden.
It was great to meet new members
and share a meal at the club house
on Saturday night. We had a lot of fun
listening to Stuart Ferguson tell us
about wave flight at Bunyan, and his
introduction to the Safety Committee
presentation for Clubs. I thank the
Southern Cross members for making
us so welcome!
Our members forum touched on the
following topics:
Tugs: a common challenge faced
by many clubs is the selection,
maintenance and ongoing future of
tow planes. It was requested that a
member working group be convened
to discuss and perhaps develop a

range of recommendations and
solutions. If you would like to be
involved, please email me
(president@glidingaustralia.org) with
TOW PLANE WORKING GROUP in the
subject line by 31 October 2013.
Membership fees: Terry Cubley,
Chair Marketing and Develop advised
that the M&D Committee had
discussed the various submissions
regarding the recent changes to the
membership structure. M&D provided
several recommendations such as
relaxing the international
membership fee structure to
incorporate a 'buy by the month' for
our visiting pilots.
Software/systems for entering
flight data sheets, dittolog or
similar: another common challenge
is the entry of flight data for the
club's accounting system. The various
options were discussed, from the
custom made software, through to
the commercially available dittolog
system. Some clubs would like to
hear about what is working at other
clubs. If this is a conversation your
club would like to take part in, please
email me (president@glidingaustralia.
org) me with FLIGHT DATA SYSTEMS
in the subject line by 31 October
2013.
GPC and Part 61: clarification was
sought regarding the introduction of

Part 61 and the minimal impact this
would have on our domestic system.
It was also suggested that we begin
using our GPC or membership cards
to record ratings, authorisations and
other relevant membership
information. This idea is being
pursued.
It was also requested that we
publish our annual budget. While it is
available in our Board papers, I am
hoping to make this type of
information more readily available on
our website or via our regular emails.
The next members forum will be
held at Benalla over the weekend of 9
and 10 November. I encourage you to
join us to discuss the topics
concerning you.
Once again, I thank those members
who take the time to contact me
about issues that are impacting on
them. Communication is so very
important, and always something that
can be improved. It is also two-way,
so if you are concerned about
anything, I encourage you to send a
quick email - if I can't help you, I will
always put you in touch with
someone who can.
Have a great summer!
All the best
Anita Taylor
President

President@glidingaustralia.org

The Dreaded Insurance
Let’s face it, none of us like to pay
for insurance. Some people don’t take
out any and they justify it by working
out how much they have saved over
the years.
It is no different for glider insurance
in general and Third Party Insurance in
particular. Very few glider pilots had
caused damage to a third party and,
because of this, many considers such
policy a waste of money. I strongly
disagree with this view. If you don’t
have third party cover then you are
gambling with a large portion of your
wealth.
Following the successful introduction
of the Bulk Hangarkeepers Insurance,
the GFA facilitated considerable
savings to the participating Clubs. The
next step is to increase the BBL limit to
$1 million. This sum would provide a
reasonable level of protection against
third party claims. The scheme is work
in progress but, if introduced, it would

help to:
- Provide four times greater coverage
than currently available under the BBL.
- Provide the ability to all to enter
competitions
- Provide substantial savings to all
who carry insurance.
The idea is full of pluses. Any clubs
of individuals who only carry a
minimum of $1,000,000 liability cover
at present will no longer need to
maintain their own policy, providing
significant savings. There is one
proviso that ALL the gliders have to
take part in the upgrade to an existing
level of cover.
In order to take the matter further,
we need some facts and figures and
we ask that you give us an indication
of whether you carry a Third Party
policy or not.
Opinions, information and actual
facts should be communicated to
Peter Carey

secretary@glidingaustralia.org

Membership

Renewal
Renew your membership at

w w w. g l i d i n g a u s t r a l i a . o r g
There are no usernames or passwords
to access the site, though you will need
to register when you first use the shop,
because it is no longer directly linked to
the membership system.
Membership purchase and renewal is
best done through the website. After
filling in a membership form you will be
taken directly to the shop to complete
your purchase.
You can renew at any time, not
only on the anniversary of joining,
and if you wish you can buy multiple
years of membership.
We are now sending out renewal
reminders by email, however the
traditional invoice for membership
renewal has been dropped because it
was costing too much to process in this
way. If you are not in the habit of reading
your emails regularly, you may not see
you renewal reminder so please either
check your email or put a note in your
diary.
Members who still prefer to deal
directly with the office can do so, of
course, just by ringing and talking to our
friendly office staff.
We hope you will take advantage of
the new and simpler ways to renew your
membership. If you have any questions
you can contact Tanya at

membership@glidingaustralia.org
or Tim at eo@glidingaustralia.org.

Making a declaration
Each of the tasks associated with
flying an FAI badge from Silver C to
Diamonds require a flight declaration
with the exception of a gain of height
flight. Long gone are the days of
loading the camera and smoking the
barograph. With the modern loggers
and position recorders our pilots are
well able to enter their tasks in an
electronic version.
Electronic declarations may be sent
by email or smart phone to a fixed
address. The details will be published
on the GFA web site. The international
gliding commission is undertaking a
major overhaul of the Sporting Code
section 3 rules for badges, records and
competition flight for gliding. While this
may take some time to achieve I will
attempt to bring to your attention any
major changes. Beryl Hartley
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From the Chair Sports Committee

This month I thought it would be useful
to explain the Structure of the Sports
Committee (SC).
The Sports Committee has several subcommittees each with specific roles. The
chairs of these sub-committees sit on the
SC.
The International Teams Committee
(ITC) and the National Competition
Committee (NCC) have members drawn
from pilots elected by their peers
annually at National Championships. The
RTO Sports form a sub-committee under
the chair of the National Coaching

Director, NCD.
The handicap
committee is a
sub-committee of
the NCC.The
various sub
committees meet
once or twice a
year, sometimes
face to face and
sometimes by
Skype. They then
make
recommendations
to the Sports
Committee for
discussion
modification and
ratification.
This process
provides oversight
and allows for a
unified policy
direction which
may not be apparent to the various sub
committees.
The rules and regulations which govern
the workings of the SC are documented
in MOSP 4. //www.glidingaustralia.org/

GFA-Sport/sports-docs.html
Document Sport 0001ts
Mandy Temple
CHAIR SPORTS COMMITTEE

csc@glidingaustralia.org

Club & Sports Class nationals

Waikerie Gliding Club is hosting the
33rd Australian National Club & Sports
Class Championships at the Waikerie
Airfield from the 1st January through to
the 11th January 2014 with un-official
practice and meals available from 27
December 2013. The competition will be
run under the direction of CD Bill Mudge
and Safety Officer John Hudson.
Preparations are well underway sourcing
tugs, mowing the airfield and arranging
club facilities prior to the arrival of up to
60 competitors.
The Waikerie Gliding Club has hosted a
number of nationals over the years, the
last being the 2010 Multi Class Nationals
that turned on some classic high and
strong Waikerie days. The fastest speed
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at an Australian Nationals was recorded
at this event when Lars Zehnder flew his
Ventus 2CX around a 495km triangle @
168 km/hour….hopefully the weather
gods will be on our side again.
The gliding club facilities are first class,
located on a large airfield with plenty of
landing options and a large cableequipped tie down area. The club-house
was built prior to the club hosting the
World Gliding Championships in 1974 and
will be used for daily briefings and meals.
There is a good selection of
accommodation available for those
wanting to live on the airfield. A
commercial quality bar and kitchen will
be put to work with catering provided
once again by Jean and John Hudson…
that alone should get the numbers up
although pilots may need to be weighed
prior to the final day to ensure seat loads
are not exceeded! A member’s kitchen is
available for those wishing to camp / stay
on the airfield and look after themselves.
Morgy’s Glider Works, located on the
airfield, will be open for business
providing maintenance, repair and
oxygen filling services if required.
Waikerie is located on the banks of the

Murray River in the Riverland region of
South Australia approximately two hours
easy drive east from Adelaide. It is a
classic flatland site made up of huge
cultivated paddocks to the south and
east giving plenty of out landing options.
Scrub areas to the north, east along the
Victorian border and in the Renmark area
allow task setters to mix things up a bit
and the Mt Lofty Ranges approximately
90km to the west of Waikerie will be
tasked into when the airspace is free and
the weather is strong.
Waikerie town ship has a population of
approximately 1,700 people and has a
range of attractions for the family with
water sports being the main focus along
the riverfront. There are restaurants,
wineries and pubs worth a visit in the
local area and there are a large number
of accommodation options in the town
and even on the river.
For more details the competition
website can be found at

http://clubandsportsnationals2014
waikerie.blogspot.com.au
Specific queries can be addressed to
me granthudson4@gmail.com
Hope to see you all there!
Grant Hudson

Jim Richards has just
published his memoir,
'The Road To
Narromine'. His book is
primarily about his
experiences learning to
glide at Narromine. Jim
said, "I believe
members of your club
will find it a good read not only for the many
episodes about soaring, but also
because of the extensive Australian
settings and content." The Road To
Narromine is a factual memoir, written
in the style of a novel, with action,
interesting characters, texture and
descriptive detail. It covers Jim’s
experiences in the sport of soaring, from
fumbling first lessons to aerobatics,
cross-country and competition flying sometimes humorous, sometimes edgy,
always involving. "I think this may be
the first book that attempts to draw the
reader inside the whole mystique of
soaring. I put the reader in the cockpit."
Eexcerpts from the book are available
at jimrichardsauthor.net 'The Road to
Narromine' is available at www. amazon.com

FAI Gliding Badges

AIRWORTHINESS
DIRECTIVE

accomplishment of a repair.

MDM-1 “Fox” sailplanes

Rotax 912 and 914 engines

MDM-1 “Fox” and MDM-1P “Fox-P”
sailplanes, manufacturer serial numbers
P-11 through P-16 inclusive, and 201
through 239 inclusive.
During a scheduled maintenance
work (500-hour inspection) performed
on a MDM-1 FOX sailplane, on both wings
defects in the bonded joint between the
wing upper skin and spar were identified.
Report on similar occurrence was recorded
earlier on an another MDM-1 FOX sailplane.
The defects were randomly sized and
located and, in the identified cases, did not
show a tendency to grow. The subsequent
investigation identified production process
deficiency as a root cause of the origin of
these defects.
This condition, if not detected and
corrected, could, under operational loads,
lead to growth of defects in the wing upper
skin and spar joint , resulting in degradation
of the wing structural strength
To address this potentially unsafe
condition, Zakłady Lotnicze Margaski &
Mysłowski issued Service Bulletin (SB) No
BO-20/2013 MDM-1 FOX, to provide
inspection and repair instructions.
For the reasons described above, this
AD requires a one-time inspection of the
joint between wing upper skin and wing
spar and, depending on findings,

Engine – Cylinder Head Section –
Inspection / Replacement
Rotax 912 A1, 912 A2, 912 A3 and
912 A4 engines, Rotax 912 F2, 912
F3 and 912 F4 engines, Rotax 912
S2, 912 S3 and 912 S4 engines, and
Rotax 914 F2, 914 F3 and 914 F4
engines, all serial numbers (s/n).
These engines are known to be
installed on, but not limited to, the
following types of aeroplane Super
Ximango and AMT-300 Turbo Super
Ximango; Dimona, HK 36 series
Super Dimona, Grob G 109 Stemme
S10-VT; During a production test run, a
non-compliance of the installed cylinder
head assembly of cylinder no. 2 and 3
(2/3) was detected, which may result in a
latent defect on a limited number of
engines. The affected cylinder heads may
not have been manufactured in
accordance with the specification.
This condition, if not detected and
corrected, could lead to an oil leak in the
intake channel in the area of the valve
guide. The affected non-conforming
cylinder heads may have small
machined through holes, which can
increase the oil consumption and can
lead to oil starvation, possibly resulting in
engine stoppage or in-flight engine

to 3 sEPTEMBER 2013
A.Badge 			
Vanderhoek Jay-Anthony J		

11870

Lake Keepit SC

Ball David Li			

11871

Southern Cross GC

		

11872

Lake Keepit SC

Baker Keith R				

11873

Boonah GC

Bold Simon R				

11878

Southern Cross GC

			

11876

Byron Gliding

Anderson Brooke E			

11877

Canberra GC

Katterfeld Andre

A & B Badge		
Rudder	 Alan J

B & c Badge
Jeffrey Barry R				

11704	Darling Downs SC

C Badge 			
Klein Kerry C				

11860	Darling Downs SC

Millington Ivan J				

11711

Southern Cross GC

A. B. C. Badge
Pugh	
Robert D			11869

G.C.V.

Kilgannon Patrick D			

11505

RAAF Williamtown

Dowling	 Andrew J D			

11874

Bundaberg GC

Starr Christopher J			

11875	NSW Air TC

Silver C
Rubio Rey R				

4825

Southern Cross GC

shutdown and forced landing, with
consequent risk of damage to the
aeroplane and injury to occupants.
To address and correct this potential
unsafe condition, EASA issued Emergency
AD 2013-0055-E to require a one-time
inspection of the affected cylinder head
assemblies, known to be installed on
certain s/n engines and, depending on
findings, replacement of the cylinder head
assembly.
Since that AD was issued, it was found
that more engines are likely to have an
affected cylinder head assembly installed
than initially determined. In addition, it
has been found that some affected
cylinder head assemblies, identified by
Part Number (P/N) 623682 and P/N
623687, have inadvertently been supplied
as spares, between 31 January 2013 and
28 May 2013.
For the reasons described above, this
AD retains the requirements of EASA AD
2013-0055-E, which is superseded, but
expands the Applicability to all engines, as
it cannot be determined in which s/n
engines the affected spare cylinder head
assemblies are installed.
This AD also prohibits installation of an
affected cylinder head assembly on an
engine, or a replacement engine on an
aeroplane, unless the affected cylinder
head assembly of that engine is inspected
as required by this AD.
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Marketing and Development

membership increase
A big problem for gliding has been our
reducing membership. For some years
now we have been reporting a gradual
decline – not rapid but consistent. There
is now a faint glimmer of hope.

year on year increase
l At the end of December 2012 we
had 2,202 members l At the end of
March 2013 we had 2,206 members l At
the end of July 2013 we had 2,266.
The big issue is that September and
October are the two months with the
greatest number of member renewals, so
to retain this increase in membership we
need to hang on to as many members as
possible through this renewal period.
The GFA office has automated the
renewal process so that all members will
now receive two emails to remind them to
renew, at 30 days and 7 days. The office
will then follow up with any members who
haven’t paid up within a couple of weeks,
and will also advise the club secretary so
that they can help support the member.
The plan struggles if your email address
has changed or if you are not in touch
with your club. Some members prefer the
personal touch and work directly with staff
in the office rather than electronically.

Member survey
We reported on the survey results in the
last edition and shared this data with
Regional associations and each national
department. You should start to see some
improvement in a number of areas raised.
We will report on some of these over the
next 12 months. From a Marketing
perspective, the two big issues raised
were the Website and Membership
Promotion by the GFA.

Website
This is a work in progress but fairly
rapid work. Majority of the work is being
done by Sean Young, the Editor of our
magazine, Tim Shirley our Executive
Officer, and Richard Frawley, Chair IT.
There have been many changes since the
survey was run, and I encourage you all to
re-visit the web page at www.
glidingaustralia.org. If you have
suggestions for improvement, please
email me at cmd@glidingaustralia.org

Membership Promotion
Ausfly at Narromine 12-15 September
may be the largest aviation event in
Australia, likened to the famous Oshkosh
event. Organised by the Sport Aircraft
Association, this event will see hundreds
of aviators and wanna-be aviators in one
6 GLIDING AUSTRALIA www.glidingaustralia.org

location. The GFA M&D committee has
identified current and previous pilots as a
good target audience, and agreed to
make a GFA presence at this event. We
hope to convince pilots across the
country to ‘try gliding’. The biggest
disappointment is that we asked NSWGA
and several clubs in NSW within the
catchment area to help with this
promotion. Although most were
enthusiastic about the option, no one was
willing to actually visit and support the
event and talk to the aviation crowd
about gliding. In the end, the burden is
being shouldered by our hard working
GFA Vice President and NSWGA President
Dave Boulter. Promotion of our sport
should not be the responsibility of a few
GFA committee members. It depends on
support from all members and clubs

Promotion to Youth
We have now finalised an agreement
with the AAFC where cadets can access a
reduced AEF fee and those interested in
learning to fly can take out a reduced 12
month student membership. We have
since completed a similar arrangement
with the Australian Air League. These
arrangements create a great opportunity
for young people to participate in our sport,
and the 12 month membership means that
cadets can fly with any gliding club across
Australia. I encourage clubs to seriously
consider offering reduced student
membership rates to these cadets. Having
some young people around really changes
the atmosphere in your club. A number of
other youth groups have started
conversations with me to establish a
similar relationship with the GFA.

Promotion resources
Sean Young created an eight-page
Guide to Gliding and this excellent
document is available for all clubs to use
to promote our sport. The document is
available on the GFA web page for
downloading and printing by your local
town printer, or is available for purchase
at slightly above cost from the GFA office.
Pop up banners are being created for
the AusFly event and will be available for
regions and club to use, or you can use
our design and create your own.

Helping clubs
At the GFA AGM in Camden recently, a
member asked how we are getting
feedback from clubs. This is a good
question. We have relied on feedback
through our various RTOs and Board
members, but in these days of much
greater communication processes, I am

wave
Terry Cubley
Chair, Development Panel

cmd@glidingaustralia.org

grampians wave

keen to hear directly from members and
club committees on suggestions for
improving the services provided, and invite
you to send me these suggestions directly
by email at cmd@glidingaustralia.org.
Unfortunately I am not contactable via
Twitter because I am fortunately not using it.

GFA Membership fees
We previously announced some changes
to the fee structure and charges and
received a lot of feedback from some
members. As a consequence, the M&D
department reviewed some of these
changes and made suggestions to the GFA
Board, which have now been approved.
l Regional association fees –
standardised at $12 l Family members –
the decision to remove this category has
been maintained l There is minimal
difference in service provided to
members living at the same address and
we have decided to remove this type of
membership. l For current adult family
members we will provide a cash back
option of $40 so that current members
are not impacted by this decision. These
members are encouraged to send a note
to the GFA membership secretary
(membership@glidingaustralia.org) after
you have paid your next renewal and the
$40 cash back will be sent to you. l As
the student membership fee has been
reduced now to $132 this cash back offer
is not available to previous student family
members. l Short term membership Australian pilots may access a three
month short term membership fee of
$132 so that they can ensure their
interest in the sport. This membership
may only be used once and ongoing
membership requires full adult
membership of $252.
l International visitors - this proposal
has been changed significantly.
International pilots with an approved
licence or membership of an approved
international gliding organisation may
purchase GFA membership in one month
blocks, for $100 per month. There is no
limit to the number of months purchased
or how often these are purchased
l Student membership of $132 per
year is available to full time students
under age 26, with a minimum of 20
hours per week of classes, This includes
apprenticeships.
All membership renewals or purchases
can now be made on line on the GFA web
page and click on membership.
GA

The winter wave season produced several good wave days over southeastern
Australia in August. Geoff Vincent from Grampians Soaring Club maintains a
constant weather watch and posts advisory emails to pilots interested in
rushing to Aratrat AF to be there and take a launch. Below are three accounts
of great wave days that Geoff has recently flown.
17 August
Despite persistent rain on Friday night, the
Mt William weather station early Saturday
morning was indicating winds west at about
20-25 kts and we could see evidence of
wave in the lower cloud formations.
It was worth a try, but as the time ticked
away the low cloud thickened and lowered,
with bases about 2,000ft agl. Phil McCann
towed AX under the first cloud band near
One Tree Range with not a lot of ground
clearance - just enough to get back safely in
the event of a rope break. Cloud base
improved rapidly as a wide Foehn gap
appeared on the other side and there was
plenty of sun on the ground. I bunged off at
2,900ft agl and milked a bit of the tertiary
wave about 13 km from the field, and then
picked a path forward through reasonably
good air, albeit into a 35kt wind, over
Moyston eventually picking up good lift on
the front of the primary roll cloud rotor. At
that point the glider was 2,300ft agl and
about 8km east of Mt William.
The lower part of the climb, from 3,000 to
5,000ft agl, was nothing short of spectacular,
averaging nearly 10 kts including at least 45
seconds with 13.6 kts on the vario - but it
didn't last and even flying back along the
same track gave only 3-4 kts climb rate. Mind
you, it's not easy trying to fly an accurate
north-south course with a 40kt crosswind by
then. Eventually the climb settled down to a
steady 2 to 3kts but it was difficult staying in
the hot-spots as the wind on the ridge was
weakening and moving round to NW. Also the
low-level cloud was thickening with quite a lot
of embedded lenticular cloud, plus lennies
and areas of cirrus at the higher levels.

I had to abandon the climb at 19,300ft
QNH, about 450ft short of a diamond climb,
due to rapidly developing thick cirrus directly
above - it was also bloody cold (about -30 ° C
outside, with no longer any greenhouse
heating affect in the cockpit.
Finally I took a 15km beat upwind to the
Serra Range west of Lake Bellfield, but a high
sink rate into a 60kt headwind and lots of
lower lenticular cloud eventually convinced
me that there are rare occasions when gliders
and their pilots are better off on the ground. It
really was a weird day weather-wise.
On the way home I explored a nice wave
bar at 12,000ft running south from Mt Ararat
to Maroona and then decided the weather
was threatening to close in sooner rather
than later and possibly cut off a retreat to
Ararat. I landed after a four-hour flight just as
the rain started, which then didn't stop for
several hours. It was mpeccable but probably
lucky timing. As the Bunyan wave guys are
fond of saying, "Rule No.1 - you have to be
there; Rule No 2 - you have to take a
launch." Worth remembering!

3 - 4 July
Wave-induced Foehn gaps in the vicinity
of Ararat AF gave us plenty of opportunity to
launch and release about above cloud into
the secondary wave just east of Moyston
about 18km away. From there you had to
climb to at least 10,000ft in order to push
forward to the primary wave about 10km
upwind, and remain sufficiently clear of the
8/8 cloud deck to enable a safe return to
Ararat if you didn't contact the primary.
Trevor Hancock and Darren Ford in Janus
EVV showed the way and reached about

LEFT: A typical wave day at Ararat.
17,500ft before returning to offer the glider to
others. Perseverance in the limited area of the
primary, roughly 5x1 km running N/S, paid off
for me with a climb to 21,200ft. It was a day
when all ground features west of the secondary
wave Foehn gap were totally obscured by
cloud and navigation in the primary wave was
solely dependent on having a good GPS,
preferably with a conspicuous bread crumb
trail. The down-wind wave pattern extended
well beyond Ararat AF. Gary Stevenson got to
about 10,000ft near the airfield from a low
release and later yours truly rode the tertiary
wave over the town to 17,000ft from a
12,000ft entry.
Wednesday saw a change in the airmass
that produced an almost blue day with just
the lower primary wave marked by fractured
roll cloud. The encroaching cold front had
brought NW winds which were about 20kts at
ridge height, 40kts at 15,000ft and over 60
kts at 20,000ft. Also the stability profile was
far from ideal. This is not good for the Mt
William Range as it produces only a very
small hot-spot east of the Major Mitchell
plateau, southeast of Mt William itself, with no
downwind wave in the direction of Ararat. So
most pilots took a tow to primary roll cloud.
I launched early and released at 5,500ft
near Moyston some 12 km from the roll
cloud. Arrived below the cloud at 4,200ft,
transited the rotor, then popped out the front
into good lift that peaked at about 9kts, but
averaged about 5kts to 15,000ft. It then
progressively weakened and I finally
abandoned the climb at 19,700ft and
headed off upwind for the Victoria Range.
Bernie Sizer, in the GSC Jantar Std 3, topped
out at 18,200ft in the primary, his best
altitude yet.
Over 6,000ft was lost in the 25km
transition to the Victoria Range primary
wave but eventually AX settled into a slow
steady climb that went to just shy of
21,000ft, enough for a 5,000m height gain,
off a ridge barely 2,500ft above surrounding
terrain. It's probably the first Diamond Height
achieved in that location. Not surprisingly, it
needed a lot of concentration to keep in the
narrow lift zone in the 65 kt wind. A heading
error of just 1 or 2 degrees saw the glider
zooming off in the wrong direction. Still, the
views were magnificent, the Grampians in
sharp relief with the shipwreck coast and
Bass Strait to the south. Only the sun glare
prevented seeing the Coorong coast and the
Bight to the west. Not a bad day, topped off
by a tour of the Northern Grampians and an
easy final glide with groundspeed over 250
km/hr. Wahoo - you should have been there.
geoff vIncenT
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thermals
express elevator to the top. Looking at Bernard's
diagram again it all seems to make sense.

THERMALS

WHAT CREATES A THERMAL?

What Do We Know?

The ground is heated by the sun's radiation. The
air immediately above the ground is in turn heated
by conduction, that is, contact with the hotter
ground. The heated air forms what we can best
describe as a bubble of warmer air immediately
above the ground. We call this the superadiabatic
layer. Its depth can vary from a few feet to several
hundred feet and its horizontal area can vary from
a few hundred feet to several square miles. This is
the source of hot air which will soon become the
thermal. We can think of this layer as a bubble of
warm air which can continue to grow in size until
something triggers it to pop and the thermal
ascends. The trigger can be many things, a
farmhouse, a river, a road, a railway, a line of
trees, a clearing in a forest, or even a tractor
ploughing a field. When the bubble pops the warm
air rises through the surrounding cooler air
accelerating and cooling, the Adiabatic Lapse
Rate, until it eventually reaches the inversion or
the top of convection. It ceases to rise when the
temperature is similar to that of the ambient air.
The friction between ambient and rising air helps
to explain why contact with a thermal is often
preceded by mildly turbulent air, like riding over
cobblestones, and sink. See Figure 3

By Ross McLean

A superb cloud
street. Note the
ground shadows.

If there is enough moisture in the rising air relative to the

There are three things about thermals that we know are definitely true. They generate initially
from the ground as a result of conductive heating of the air by the ground, they rise through the
air and mostly they stop at the inversion or boundary layer. The rest is markedly variable and can
change from one thermal to the next.

FIGURE 1
Simplified thermal
model.

Thermals are a natural phenomenon and like all things in
nature are irregular, somewhat unpredictable and
infinitely different from each other. Finding them,
understanding them and using them effectively to fly
cross country presents us with one of the most difficult
and yet satisfying challenges in the sport of gliding.
I make no pretence to be an expert, but I have a debt of
gratitude to some outstanding glider
pilots who have generously shared
their knowledge with me and
thousands of other aspiring pilots. This
article is designed to present some of
our current knowledge of thermals,
how to find them, what generates
them and what they probably look like
in reality. Armed with this knowledge
your cross country flying will hopefully
be more pleasurable and you will
benefit as a result.
In order to teach the concept of a
thermal we greatly simplify its structure
and usually draw it as a uniformly
rising column of air, as illustrated here
in Figure 1.
Conceptually the above diagram is
useful, but in fact a thermal doesn't
really look anything like that. Although
we typically produce diagrams
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depicting them as such, they are not homogeneous, they
are not always smooth and they are not always vertical.
So the sooner we can come to that realisation the better
equipped we will be to understand what is happening in
the air around us and consequently we should be able to
use thermals more efficiently.
In my opinion the closest diagrammatic representation
of the actual structure of a thermal is produced by
Bernard Eckey in Chapter 1 of his book 'Advanced Soaring
Made Easy'. See Figure 2 with kind permission from
Bernard.
As we can see here thermals are quite chaotic at the
lower levels and often have multiple cores with one main
strong core. This can often be seen in competitions,
particularly pre-start where a number of gliders are
climbing in separate cores in close proximity to each
other.
However, the gliders always seem to come together in
one core at the top. Ever wondered why? Maybe this
explanation can provide an answer, and also explain more
clearly what is happening when we are low to the ground.
Desperate to stay aloft and avoid an outlanding we will
often work lift close to the ground that is very weak and
chaotic in its structure. If we manage to stick with it for
long enough, it eventually becomes more organised and
increases in strength. We also seem to be drawn into the
strongest core at that point. Sometimes we can stumble
right into a strong thermal low to the ground and take the

ambient air at the inversion layer, that moisture will condense
when it reaches the Dew Point and form a cloud.

The thermal generation cycle is illustrated in Figure 4.
The art of recognizing where and how thermal triggers
occur is an essential part of our Cross-Country soaring tool
kit and we will look at triggers in more detail a little later in
this article.

FIGURE 2
Thermal Structure (Ref: B. Eckey - Advanced Soaring Made Easy, 3rd
ed, p35.)
be seen as a line of clouds emanating from the same
point on the ground and aligned with the wind direction.
Helmut Reichmann illustrates this phenomenon on page
17 of his classic text 'Cross Country Soaring'. See Figure
5.
We will see this most often when soaring close to our
home airport, we call them house thermals because on
most days there will almost always be a thermal over that

The thermal generation cycle

☛

continued over page

l Air is heated by conduction from the ground.

l The wind blows the bubble of warmer air along the
ground until it hits a trigger point.
l The bubble is released and begins to rise forming a
thermal.
l Moisture contained in the rising air condenses when it
reaches the Dew Point.
l The thermal continues to rise until the bubble of
warm air on theground is depleted.
l Once the bubble is depleted the thermal becomes
disconnected from the ground and will drift with the wind
direction, but slower than the ambient wind speed.
l Secondary development of the cloud occurs as a
result of the latent heat energy released during
condensation (The First Law of Thermodynamics).
l Once all of the heat energy is depleted the cloud will
usually begin to dissipate. Generally there will only be sink
associated with the cloud at this point.
l Finally the cloud will completely dissipate.
The process described above may continue to repeat
itself at regular intervals, or pulse. As long as the sun
continues to heat the Superadiabatic layer, thermals can
regularly pop from the same trigger point. This can often

FIGURE 3
The Fortak Thermal Model (Ref: B. Eckey - Advanced Soaring Made
Easy, 3rd ed, p34.)
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thermals
relatively straight forward as the
clouds are generally caused by
thermals. It gets a little more
difficult on so called blue days,
when there are no cumulus clouds
to mark the lift. It also gets more
difficult when we get low or below
the level of the rising thermal. See
Figures 4 - 6. That is when the skill
of recognising thermal triggers
comes into its own.

FIGURE 4
The thermal generation cycle.
same spot.

WHAT ELSE DO WE KNOW
ABOUT THERMALS?

l Wind shear affects thermals
l They have one or more stronger cores contained in a
larger weaker volume
l There are usually some strong downdrafts nearby
(Newton's Third Law).
l Some sources produce thermals regularly
l Some sources only produce later in the day
l Some seem to originate from trigger points

Thanks to Peter and Lisa Trotter's excellent GlideFast
course we know that individual thermals:
l Are essentially vertical
l Mostly act like a continuous stream
l Sometimes act like bubbles
l Sometimes bend
l Move with the wind, but slightly slower
l Sometimes rotate
l Some are stationary
l The wind has a major effect on individual thermals

FINDING THERMALS

FIGURE 5
Pulsing Fixed Thermal Source (H. Reichmann - Cross Country
Soaring.)

OK, so now we understand a little more of the nature of
thermals, How do we find them?
Well, on a day when there are cumulus clouds it is

Thermals collectively
l Form in regular patterns
l Have some interaction between thermals and air
mass waves
l The wind helps make patterns of thermals or 'streets'
of lift.

Blue Days (no cloud markers):
In my early gliding days I used
to work on the theory of running
through the forest blindfolded eventually you will bump into a
tree. Needless to say this is the
least efficient and most unreliable
method of locating lift and I often
found myself low and in difficulty. I
don't do it anymore and neither should anyone else.
Keeping one's head out of the cockpit, being aware of
the wind's direction and strength, the relative position of
the sun to the wind direction and looking at the ground to
identify potential thermal trigger points is a much more
efficient and reliable method of locating lift on cloudless
days. Flying a course which covers possible trigger points
will almost always result in contacting lift on a regular
basis. Don't be afraid to make a diversion in order to
contact potential lift.
Consistently flying in rising air can reduce the total
number of thermals needed to get around the task and it
also significantly increases your average cross country
speed. If you halve your average rate of sink you
will double your achieved L/D.
Often on so called blue days there is still moisture in the
rising thermal, just not enough to form a cloud. It does
condense however and can sometimes be seen as what
some pilots refer to as haze domes. These are barely
visible wisps of condensation, or haze, right at the top of
what would otherwise be the cloud. They are most easily
seen at or close to the inversion layer but the ability to
spot these haze domes is a valuable skill that will only
come from continual practice. Work at it.
Reichmann tells us on page 27 of 'Cross Country
Soaring' that on blue days "all the mechanisms of thermal
development we've already discussed (thermal sources,
triggering processes, streets, etc) function exactly the
same whether clouds form or not." The thermals are
there, they align in streets, they have the same trigger
points, they are just as strong. No cloud markers just
means we have to apply our thermal generation theory
more rigorously.

Getting Low
The first thing to consider when getting low is safety
first. Nothing in the following section of this article
overrides the priority for any pilot to remain within
the limits of their flying ability and experience.
Always follow your training and have a safe Plan B if you
don't find the lift. Always leave a good margin for a safe
and successful outlanding if required.
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FIGURE 6
Look for the thermal trigger
If you have read any of 'The Hitchhiker's Guide to the
Galaxy' comic science fiction series by Douglas Adams
you will be familiar with the advice given on the cover of
the Guide - "Don't Panic!". This is also a good thing to
remember if you are getting low. Stress levels tend to
increase when faced with the possibility of an outlanding.
Our ability to think clearly and fly cleanly is hampered by
stress, increasing the chances of outlanding. Developing
the confidence and ability to manage that stress and
remain clear headed will very often get you home or at
least equip you for a successful and safe off airport landing.
OK, so now we are low but we are still calm and we really
need to work on identifying and locating these thermal
trigger points. Ideally we have been doing this at the higher
levels but somehow it hasn't worked out and now we are
below the level where lift is stable smooth and predictable.
It doesn't matter as long as we remember that all thermals
start on the ground. Let's go find one now.

THERMAL TRIGGERS
Figures 6 -7 -8
Let's go back to the basic theory of the heated
superadiabatic layer and identify where a large reservoir
of heated air may be generated. Reichmann says to "take
a mental stroll" along the ground below you. By doing so,
he says, "We can usually get a pretty good idea quite
quickly of where warm air might be lurking." I generally
look for the combination of a large(ish) open area of land
in the sun with a trigger point at the downwind end.
Triggers can be a small hill, a line or copse of trees, a road,
a dam or lake, a river, railway line, farm sheds or houses
- really anything that will interrupt the bubble of air being
rolled along the ground by the wind and cause it to pop.
Often a farmer ploughing a field will be all that is
necessary. This can also be aided by the thermal energy
released from the ploughed earth. Head for the trigger
point, or a little downwind of it, and you should be
rewarded with your thermal.
We can also look for a hill with the down-wind side
facing the sun, the superadiabatic layer will be warmest in

☛

continued over page

GLIDING AUSTRALIA www.glidingaustralia.org 11

thermals
found this technique to
work well and it has got me
home on quite a number of
long days.

edge. The lee side will always be in a shadow
and only present you with sinking air, however
the upwind edge will at some point often have a
thermal allowing you to climb away.

FIGURE 7
Note the wind direction.
the lee of the wind and as the wind comes over the top of
the hill it can pop the bubble, generating the thermal.
Big silos with large concreted areas around them can
often have a strong thermal associated with them. This
works with such regularity we used to call them Turn
Point Thermals.
Open mining pits or stone quarries can form a large
bubble of superheated air in the pit. All that we need then
is a puff of breeze to pop it and bingo! we have a lovely
strong thermal. Often this situation will pulse a thermal on
a regular basis and so as we work our way downwind we
can take advantage of this one thermal source a number
of times.
If you see a river or a large lake, fly along the upwind
FIGURE 8
Again, note the wind direction (S. Kawa - Sky Full Of Heat.)
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Meteorological Triggers
These are physical or mechanical triggers.
However we should not discount the number of
meteorological triggers associated with a
different air mass moving into your task area.
This could be as a result of a colder air mass
such as a sea breeze or maritime air stream
moving into a warmer air mass. The sea breeze
will often trigger unstable air along its front
causing thermals to pop along its edge as it
moves inland. The same thing also occurs along
a strong storm front, quite regularly seen in
summer at sites such as Narromine in NSW. Be
careful, as there is usually no lift at all behind
these frontal systems.
A similar phenomenon has been observed
with extremely large cumulus clouds. Picture
the large cumulus cloud, blocking out the sun
over a large area as it travels slowly downwind.
Underneath the cloud the air mass is cooler
than the heated ground over which it travels, which is
now in shade. This can have the same effect as a sea
breeze front and can generate thermals as it advances.
Each thermal is sucked up into the cloud due to the
thermodynamic cooling effect described earlier, thus
allowing it to remain active and convective, and often to
grow even larger.
G Dale refers to this effect as similar to a large version
of Sesame Street's Big Bird, stomping along the ground
kicking up thermals with its big yellow feet as it progresses.
I love that analogy as it allows me to easily remember to
look for that effect.

THERMAL SPACING
Thermals will often align themselves with the direction
of the wind forming Streets of lift, most obvious when
cumulus clouds are present but it still occurs when there
are no clouds. This is a dream situation for the crosscountry pilot as we can cover quite large distances
without the need to stop and turn. The technique is
known as dolphin soaring because of the need to
increase speed in sink and decrease speed in lift, thus
describing a climbing and descending vertical flight
path similar to the way we see dolphins swim. The lift
often tends to be on 'the sunny side of the street'.
Cloud Street - see photo at the beginning of this article
In calm conditions and over regular terrain, thermals
over the course of the soaring day tend to become
somewhat evenly spaced. Reichmann quotes this
spacing to be 2.5 times the convective height,
measured from the top of the cloud, not the base.
Eckey puts it at "2 to 3 times the depth of convection",
once again measuring the distance from the top of the
cloud, haze dome, etc to the ground.
To quote Bernard Eckey, "If for example the top of the
thermals reach 6,500ft (2,000m), we can expect these
thermals to be approximately 5,000m apart." The down
side of this effect is where we have a day of very high
thermals, say 12,000ft (3,658m), the thermals will be

in CONCLUsion

FIGURE 9
Thermals triggered by large cloud (ref: S. Kawa - Sky Full Of Heat)
almost 9km apart. That's fine while we are in the top one
third of the convection layer but it will get quite difficult if
we miss a climb or two and find ourselves getting low.

LIFT AT THE END OF THE DAY
An interesting thing happens toward the end of the
soaring day. As the sun moves toward the horizon its
angle becomes shallower and it has less ability to heat the
ground. As there is less conduction and the Superadiabatic
layer begins to shrink, the occurrence and strength of
thermals will then begin to decline. Tough times if you are
struggling to get home late in the day.
Nature has a pleasant surprise for us though. We can
now find lift in areas that previously contained significant
sink! Bernard Eckey explains this phenomenon in detail in
Chapter 1.19 of Edition 3 of his book.
Sufficient for this article to say that at this time of day
,go looking for wooded areas, trees, dense scrub, orchards
and so on. Here the heat of the day has been trapped in
the undergrowth which has been slower to heat than the
surrounding fields during the day. As the surrounding air
begins to cool this now warmer air will be released and
produce some amazingly good climbs. I have personally

As I said at the start of
this article I don't pretend
to be an expert but I have
benefited
from
the
knowledge of those who
are experts. My thanks go
to people like Peter and
Lisa Trotter, Bernard Eckey
and the amazing British
coach G Dale, all of whom
have provided us with
significant insight through
their dedication to coaching
and willingness to share
their knowledge. There are
many, many, more pilots
providing coaching and training and we all owe them our
thanks.
Bernard Eckey's first series of articles in the old
'Australian Gliding' magazine literally opened my eyes to
the realities of thermals and Cross-Country soaring,
changing what had been somewhat of an enigma to me
into a clear understanding. Bernard's articles are now
enhanced and expanded into the third edition of his
biook. I have personally thanked Bernard for sharing that
knowledge and I thank him again now for his generosity
in allowing me to use some of the illustrations and quotes
from his excellent book.
GA

Further reading
Helmut Reichmann's classic text Cross - Country
Soaring is a must read.
If you are an aspiring competition pilot I can also
strongly recommend Flavio Formosa's book
Beyond Gliding Distance and Sebastian Kawa's Sky
Full Of Heat.
Plus, Bernard Eckey's - Advanced Soaring Made
Easy
FIGURE 10
Spacing of thermals. (Ref: B. Eckey - Advanced Soaring Made Easy,
3rd ed, p45.)
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Junior World Gliding Championships
by Beryl Hartley
Leszno Poland 2013

LEFT to RIGHT:.Andrew Horton, Beryl Hartley, Ailsa McMillan, Claire Scutter, Ben Loxton,
Matthew Scutter, Eric Stauss.
minute at each briefing. This approach
In recent years I have been comfortable
from IGC to the safe conduct of the
with the role of Team Manager for Makoto
young pilots was well received and the
Ichikawa at world championships so it
safe standard of the championships was
was with some trepidation that I took on
a huge success with no incidents or
the role for the Australian Juniors in
accidents, no protests and just one
Poland. With Junior World Championships
formal complaint in the practice period.
to be held in Narromine in 2015 it seemed
Bob Bickers from the UK proved to be a
to be a good idea to find out what was
knowledgeable and trusted steward
different about the junior championships.
respected by all who attended.
There were some issues with aircraft
The first big surprise for me with this
bookings and final entries but at just 16
junior event was the number of pilots
weeks before the event the team was
and crews that were camping. A
finalized for the three young pilots from
crowded but fun packed group with lots
Australia. The support for Eric Stauss
of nightly bar-b-ques. The British came
from South Australia and Ailsa McMillan
with the camper house and their chef.
from Victoria through their club members
The practice week was hot and humid
and supporters was outstanding.
and the portable swimming pools were
Matthew Scutter travelled to Europe
quickly set up throughout the camping
some months prior to the event and
ground and the team bases. Although
collected his new Discus glider in the UK
the airport is a very well established
before travelling to Poland. He flew with
international gliding site it does have
a number of local and regional pilots and
some challenges. In the first few practice
was well prepared for the championships.
days the weather was very strong and
Eric was able to organize the ASW28
pilots tested the organizers with the
from Gerhard Weibel in Germany and
finishing heights over the road at the
Ailsa hired a standard Cirrus from the
end of one runway, very low. However
Czech Republic.
as the event opened, the weather
The event was very well organized
deteriorated and the championships
and run by the competent local pilots.
were flown in poor and challenging
Dick Bradley from South Africa came for
conditions.
the first few days and ran a safety

8th FAI Junior World Gliding ChampionshipS
Leszno Poland 27 July - 11 August 2013

Standard class

club class

1. Peter Millenaar	

ned	Discus 2a 5573

1. Valentin Grit

FRA

Hornet	

4924

2. Petr Svoboda	

CZE

2. Benjamin Vades	

FRA

Cirrus std

4902

3. Radek Krejcirik

cze	Discus 2A 5357

3. Maxime Petitpierre FRA

Cirrus std

4887

LS-8a

5546

9. Matthew Scutter AUS	Discus 2a 4781
34. Eric Stauss	

aus

ASW-28

37. Ailsa McMillan

3173

complete results available at www.soaringspot.com/jwgc2013
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AUS Cirrus std

3537

After Day One both
Matthew and Eric were
in the first 10 places
and Australia was
Number One in the
teams challenge. The
one
outstanding
feature
of
these
championships
was
the strength of the
organized teams. The
Polish, Czech, Dutch,
French,
British,
German, Swiss and
other teams that place
great emphasis on
team flying come into
their own in this
testing weather. It was
also interesting to see
the
successful
international pilots from some of the
team countries who came with the
juniors as coaches.
The Australians were a very small
team. Just one crew each and for Ailsa a
number of casuals in the first few days
until Ben Loxton arrived to take this role
for her. It was a pleasure for me to work
with such a committed and friendly
group. The pilots supported each other
wherever they could. They all looked
after me and hopefully I was able to do
the same for them.
We had such fun with the daily
facebook and blog back to Australia,
and received daily messages of support
from home and many places throughout
the gliding community world wide. The
final battle was fought between the
Dutch and the Czech pilots in the
standard class. The French team
dominated the club class and the Poles
showed their team strength with the
Teams trophy. Matthew showed that his
efforts were rewarded at 9th and the
highest place of a non team pilot. Eric
who was testing himself at these first
large championships was on the
steepest learning curve and has shown
his mettle in dealing with a new glider in
testing conditions. With his crewman
Andrew Horton, they were well prepared
and I am sure he will have gained the
most from this experience. Ailsa, the
lone Aussie in the Club Class, soon
attached herself to the English speaking
teams and when she had her glider
working well after a slow start and some
set up problems, she flew consistently
mid-field with just one bad day to
contend with.
We now start the planning for Narromine
in 2015.
GA

Build it yourself Glider Trailer Kit
• Light weight Aluminium Clamshell Trailer
• Tail / Wing and Belly Dollies included

V- Towing Bar, Auto- Reverse, 100km/h Certificate, Spare
Wheel, long retractable Jockey Wheel, lockable one - hand
central Latch on Back of Clamshell, large Hatch in front, Vent
Grill on back, Solar Vent in centre - all standard
Bed made from 25mm GFRP Panels, Clamshell constructed
from cnc - cut and bent aluminium sheet parts Clamshell is
structural when latched giving torsional stiffness to the bed for
speeds tested in excess of 100mph.
Approx Cost: Starting from 6,500 – 7,000 Euro ex. Factory + Shipping & GST.

Register your interest now so you
don’t miss out. Costs on
shipping will be kept to a minimum,
as a number of flat packs
will easily fit into our shipping container
24 Gliding Australia www.soaring.org.au
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safari

Toowoomba to Port Augusta
and back in eight days
Pam and Gerrit Kurstjens.

The motel manager in Walgett
did a distinct double take when
we walked in with our
supermarket bags, talking
about having just landed and
being there on holiday.
"You landed at the airport?
There are no passenger flights
into Walgett. You're here on
holiday? In Walgett?"

Pound. We crossed the highway to Broken
Hill west of Yunta, with cloud base rising to
14,000ft! The Flinders Ranges are quite
spectacular from the air, and we wondered
whether to land at Rawnsley Park where we
could get accommodation, or head 150 km
north and land at Arkaroola. Decisions, decisions… But a
front was clearly moving in from the south west, and we
decided to go to Port Augusta. We landed after 7 hr 42
mins and 818 Km (OLC). Next day should be a rest day,
after flying 22 hours in three days!
We were travelling without a crew with just the luggage
that we can carry in the gliders, two changes of clothes,
battery chargers, and a lot of small essential items in
those blue zippered supermarket cool bags, chosen
because they are squashy so you can push them into
spaces over wing spars and behind seats, and things
won’t fall out of them when they are zipped up.
Both gliders have steerable tail wheels so we don’t
need tail dollies, although it would have been helpful at
times.

We sold our two Nimbus 4 turbos after many wonderful years and took a different direction, with
two self-launching gliders, an ASH31mi and a QuintusM, with the intention to do some extended
touring around Australia.
.On Monday 5 Feb 2013 we self-launched from Toowoomba
Airport and flew south 630 km to Narromine. In
Queensland we flew over lush wet green swampy pastures
routing close to Inglewood, planning to keep to the west
over high ground en route to Narrabri, but the cumulus
and thermals improved and we were able to route direct
to Wee Waa. We were a bit slow crossing the wide Namoi
Valley, another lush green area, but we felt OK as we
climbed to 7,000ft under the first small CU over the Piliga,
and we crossed the forest from there, where some open
paddocks make the crossing less daunting. South of the
forest, about 150 km from Narromine, there was a line of
convergence with the best climb of the day, a large
smooth thermal to 9,000ft. This was followed by blue sky
with difficult rough thermals, almost certainly sea air
coming in on the south easterly wind. We landed at
Narromine after 6 hours 45 minutes in the air.

To Mildura
The next day we flew from Narromine to Mildura,
passing near Hillston and Hay. The day started out by
crawling along in difficult blue thermals that just were not
getting going! We were slow and low for an hour, until
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finally the CU popped and we could climb to 6,000ft. The
cloud base rose progressively to reach 12,000ft north
west of Hay, after which we flew out into the blue. We
could still get thermals to 9,000ft, although they were
harder to find and use. We landed at the Sunraysia Gliding
Club strip at Mildura, after 7 hr 20 min, an OLC distance of
669 km, 612 direct.

cloud base 14,000
Day 3: Wow what a day! There was a brisk, hot, north
westerly wind on the ground at Mildura, and we launched
into difficult broken blue thermals and had a really slow
run for an hour covering little more than 40km. First Pam
got low and Gerrit had to wait, then Gerrit flew in lots of
sink and Pam had to wait, but the CU began to appear to
the north and east, behind us, and things began to
improve. It wasn’t long before we had some really good
climbs under small wisps, and after a couple of hours it
was really cooking.
We passed by Renmark at 11,000ft with good CU over
the forest to the north west. These were giving some
really good climbs although the cores were small. It just
got better and better, and we decided to head for Wilpena

Port Augusta
On Day 4 in Port Augusta, we charged the batteries in
the gliders. I can’t remove the batteries from my glider as
they are under the seat, so I have to get close enough to
a power source and borrow an extension lead. The RFDS
helped out and XPM was soon in one of their hangars
having a nice charge up, while we had the run of their
base. We saw CU popping over the ranges to the north
east. RASP predicted high CU in the hills, and it looked as
if the front was going to move through the whole area and
away from us. We launched about 2pm and climbed high
enough to glide to the distant line of cu in the hills, some
60km away. There we climbed to 11,000ft under thick
high cloud cutting off most of the sun. There was just a
narrow band of lift, with virga behind us and rain ahead,
but the system was moving east and we were soon in
gliding range of Waikerie, where we landed after 3 hours.
Day 5 was a rest day at Waikerie.
Day 6 was blue, and we expected a very difficult flight.
We expected to be happy to make it to Mildura, but in fact
we flew to Balranald, 335km. It was the kind of blue day
where getting up to the dizzying height of 3,000ft felt
really high! But later on we managed 4,500ft and even
5,000ft. On landing at Balranald, I googled motels on the
iPhone, called one and booked a room, and then asked if
there was a taxi service in town. There wasn’t, but the
lady from the motel came out and picked us up.

Dead Air
Day 7 started with a cold southwest wind under a
cloudy sky, looking like really poor soaring weather. We
were clearly a long way behind the front. We decided to
launch early, and climb high enough to glide to Hay, and
refuel. The plan was to be in place for a launch at Hay
about 1pm when it should be soarable according to RASP.
But at 1pm we launched into dead air, and again climbed
high and made a long glide to the north. We were learning
to use the motor gliders in a way that is quite unfamiliar
to us as glider pilots. The front was lying Hillston-GriffithWagga Wagga, with light showers already between Griffith
and Wagga. We headed for Hillston. We could clearly see
the line of the front, and tried to reach it. Pam got down to
1,000ft agl and had to start the engine briefly, while Gerrit
managed to keep going in the difficult thermals. As soon
as we passed the front, conditions improved and we were
soon up at 10,000ft near Lake Cargelligo. Phew! Now
where to go? Narromine? Coonamble? Walgett? The
forecast for the next day suggested we should stay west
and go to Walgett. We passed a line of larger CU and
showers along the Narromine to Nyngan Road under a
thickening overcast of cirrus and middle level cloud. We
still had good climbs as it was only 4pm. To the north the
cirrus thinned out and there were smaller more isolated
cu, so we kept going, and landed at Walgett. Only 400km
to get home tomorrow.
Day 8 was a moderate blue day, made more difficult
because we were now back to the lush green flooded
areas of northern NSW and SE Queensland, where the
floods were slowly moving along the river systems. We
landed at McCaffrey Field, the home of Darling Downs
Soaring Club, about 5pm. By now we were very dusty and
dishevelled and with all our belongings in three blue
zipped supermarket cool bags, we looked like a pair of
tramps! Very happy and elated all the same. I felt a great
sense of freedom, having travelled with our gliders for
eight days without support crew. We have learned a lot
about the capabilities of the self-launching gliders, and
how to get the most from using them for touring. We did
3,800 OLC km and 42 hours flying in eight days. This has
been a dry run for our next trip, to Burketown and the
Morning Glory in September.
GA
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sports

HANDICAP DELIBERATIONS

2013 -14

By bruce taylor

The Handicap Sub-Committee has recently completed its discussions
for the year. In recent years, it has become increasingly obvious that
there exists a void between this group of people and the general
competition flying populace. This has led to some misunderstandings
and quite some angst when it comes time to begin scoring and
deciding who is best at what we do, so this article is our attempt to
correct the situation.
This year the Handicap Committee says
goodbye and many thanks to Shinzo
Takizawa, who has helped us for the
past five or six years, and we welcome
Peter Temple to the fold. Peter brings a
fresh, objective viewpoint to the team,
and has already done a huge amount of
work for us.

the process
To begin with we should all better
understand the process. If you consider
that your shiny new glider does not in fact
go any better than Joe Blogg’s old, faded
model, and the current handicap list does
not fairly display this difference, then you
should put these thoughts down in an
email to the Chair of the National
Competitions Committee
ncc@glidingaustralia.org.
Currently this is Tom Claffey, but of
course that may change in time, and the
correct person can be found on the GFA
web site under the Sports menu.
Obviously all of the handicappers are
current competition pilots, and it will be
tempting to convey your thoughts
directly to them, usually while you are
having a beer at the end of a flying day.
While we are happy to field limited
suggestions, you should not be surprised
when we point you in the direction of the
correct process.
This email to the NCC Chair should
state your suggestion for any change,
and most importantly give some solid
evidence about why that should happen.
We would perhaps like to see flight test
comparisons, reference to overseas
handicaps,
or
other
reputable
substantiation. Merely saying that Joe
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continually beats you may lead us to
believe that he is simply a better driver.
From here, Tom will collate all the
emails, and they will be passed on to the
Handicap Sub-Committee at the time of
our annual discussions, usually during
June. The committee will always discuss
the gliders brought to their attention in
this manner. They will consider all the
evidence provided, and usually a whole
lot more that they have at their disposal.
In the past, during particularly difficult
cases, we have sent a detailed
explanation to the pilot concerned about
why we arrived at our final decision.
However, the communication failed for
many of the more straightforward
changes, and pilots were left uncertain of
the reasons for a particular change, or
for no change. We hope this new
communicatiwon improves the system.

changes this year
This year there were quite a large
number of changes made. I shall outline
all of those with a short description of the
discussion and reasoning behind the
changes.
One major change applied to all
handicaps over all classes was to invert
the list. This means that now a higher
performance glider has a higher numerical
handicap, and brings Australia into line
with the IGC system. In turn this will
improve the ease-of-use of our scoring
program and make it simpler to compare
handicaps across various lists from
different countries. PLEASE look closely at
the entire list before making any
comments! Except for those gliders whose
handicap we have changed this year, all

relative positions remain the same.
I should also add that many pilots have
suggested that we simply adopt the IGC
list. There is a very sound reason for NOT
doing that here in Australia. Our
conditions, with comparatively strong
climbs and fast cruising require a
different balance, mainly in regard to
wingloading. Within reason, wingloading
is one of the most important factors that
we consider.

penalty. The LS1f has been moved one
full point to reflect its significantly higher
wingloading and better performance.
Again this is a reflection of the IGC
handicaps.
The 304CZ had a small adjustment to
account for the fact that it is the only
glider in the Club Class - that we could
find! - that only ever came with winglets
as standard fitment.

A Peep at the Future?

By Matthew Cameron

Without doubt the biggest single advance in aviation safety since the
Wright Brothers has to be simulation, the ability to demonstrate and
'fly' literally any type of aircraft while on the ground is, if properly
used, of immense value both in monetary and safety terms.

Sports Class
Club Class winglets
After a misunderstanding and subsequent
protest during a recent nationals, we
have now reinstated the handicap
adjustment for flying with winglets. This
is in line with current IGC ruling, although
our value is set lower than theirs at
0.005. This decision involved lengthy and
spirited debate, but the ruling will likely
follow that of the IGC in the future.
Please note that this applies solely to the
Club Class – none of the other classes
attract a handicap adjustment for the
fitment of winglets.
We have decided to stay with our
current system of adding and subtracting
handicap points in relation to weight
above or below the reference for Club
Class and Sports Class. This means that,
with a couple of exceptions, you will not
find a powered version of your glider on
the list - they are all handicapped as a
basic, unpowered gliders. The main
reason for this is that there are now too
many different versions of power plants
to accommodate. It also allows a simple
alteration for heavy and light pilots. Light
pilots may ballast up to the reference
weight or choose to gain the published
handicap advantage. Heavy pilots will
attract
the
published
handicap
adjustment, or they may choose to lose
weight!
Four gliders in the Club Class have
had changes made. The Std Cirrus
and the DG 100 have had their reference
weight increased to correct a deficit in
their wingloading compared to other
gliders close in handicap. This also helps
to make the weight more achievable
without having to carry a handicap

Two new gliders were added to
the list, the Arcus and the SZD56. We
considered various inputs about these
gliders and are confident that we have
placed them correctly.
There are a number of other Sports
Class gliders that have had alterations.
Initially this came about as we searched
for a suitable way to handicap the new
21 metre version of the JS1. We have a
formula that helps us to make changes
according to wing loading, so we sought
further technical advice about variations
in wingspan. That enabled us to arrive at
a suitable handicap for the JS1, but we
then noticed that a large number of
gliders that fly as either 15 metre or 18
metre variants needed recalculation. The
changes are small, and the relative
positions all remain the same. Gliders
affected are the likes of the ASW27/
ASG29,
LS615/18,
V2CX15/18,
LS815/18 and so on.

Multiclass
There were only a few changes made
here. There is a version of the older
Ventus that can only fly at 430 kg,
which was added to the list. The SZD 56
was added, and the Quintus and
JS1C/21 handicaps were adjusted
slightly in line with the span and
wingloading formulae.
Also the Duo Discus at 750 kg was
moved with regard to its higher
wingloading, and the Astir CS was added
to both the Multiclass and Club Class lists
I would like to thank the Handicap
Sub-Committee for their work this year,
and do hope that this article assists with
pilots’ understanding of the published
GA

The earliest type of simulation was
developed in America during WW2. The
Link Trainer, and early simulator, was
fitted with a rudimentary blind flying
panel and was used to train pilots in
blind flying procedures. The operator
could and did add winds of various
strengths to simulate the real world.
There was a trace of where the pilot had
flown, to demonstrate accuracy or the
lack of it.
Much later, computers allowed greater
sophistication whereby the cockpits of
actual aircraft were replicated and the
pilots could actually 'fly'. In time, it was
difficult to tell the difference between the
simulator and the real aircraft. Indeed,
we have reached a point at which
complete endorsement programs are
achieved in level 5 simulators of the
largest aircraft flying, a situation that has
existed for many years. As a further
example, the Space Shuttle was also
supported by a simulator.
Unfortunately we are now at the stage
when simulation has in fact taken over.
Rather than a training and checking aid,
it has in some instances become the
total focus of some airline and other
aviation operations. To my knowledge,
there is already one gliding simulator in
operation in Australia at the GCV at
Benalla, and there may be others. Thus it
is reasonable to assume that some time
in the future all of the larger Gliding
Clubs may have such a facility.
We should ask ourselves what the
possible advantages of simulators in
relation to gliding are and, of more
importance, what the disadvantages are.

The earliest form of navigation simulator,
the Link Trainer.
Apart from safety, the biggest advantage
of simulation next to safety is cost. In the
context of gliding, a ground-based
simulator might be run for less than a $5
for a flight that in the real world might
cost $50. In the real world, such figures
soon had the world’s aviation accountants
literally drooling as they realised that
these savings could be steered toward
ever decreasing profits! Giving a trainee
or a licensed pilot the ability to experience
a real-time, potentially dangerous
situation in safety is, of course,
undeniable.
In historic terms, airline accident
statistics are littered with accidents that
occurr on recurrent and endorsement
pilot training. What is not generally
recognised is that every airline pilot, in
the western world at least, has to
demonstrate his ability to fly his current
aircraft during normal flight and under
emergency conditions at least once every
six months. This is a legislative
requirement. The same applies to
recurrent pilot training, usually conducted
between six monthly license renewals.
Thus it is normal for all airline pilots to be
under a check or training situation every
three months.
All of these normal and emergency
procedures have to be flown within
certain limits. This particularly applies to
various instrument approaches. Of
course, without simulation this ongoing
training is a huge financial burden on any
aviation company. It is not difficult to see
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simulators

safety
The gliding simulator at the Gliding Club of
Victoria, Benalla.

why airline and other aviation companies
have embraced simulation with great
enthusiasm.
How might such procedures apply to
gliding? Given the sophistication of
computers today it is highly probable
that a reasonable simulator could be
used to demonstrate any gliding
scenario. Stalling and spinning may both
be looked at in a different light if
demonstrated in a simulator first.
However, I am of the opinion that
gliding simulators could have uses other
than the normal flight regime. Imagine a
gliding simulator specifically designed to
teach thermal flight, for example.
Of more importance would be a trace
that shows in some detail the actual
track of the aircraft in thermals underlaid
by the model thermal itself, all drifting in
a chosen wind speed. I suggest that this
may encourage some pilots to become
A full flight simulator (FFS) duplicates relevant aspects of the
aircraft and its environment, including motion.
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much more interested in cross country
flying. It might also destroy a few myths
about thermal flight.
It’s a simple enough idea, although
perhaps the costs involved have
precluded such a simulator being
produced. The ability to replay the
student’s flight, showing the actual track
of the aircraft in relation to a thermal and
the corrections that were applied, would
be of immense training value.
There is some debate about the
effectiveness or otherwise of what is
currently available for use on home PCs.
One of the problems is that such devices
may allow potential pilots to develop bad
habits or use incorrect procedures that
may be difficult to change or eliminate in
the future. One such problem may be the
fixation on instruments rather than a
'head out of the cockpit' focus.
From observation, many of the phobias
relating to simulation are caused by the
attitude of the Instructor. There are
limitations to simulation that are rarely
mentioned, and it is vital that
students be made aware of
these. In a general sense, all
simulators lack ‘feel’ because
the feedback is artificially
generated.
This
is
compounded by the fact that
any electronic feedback is
much quicker than the human
brain. It is very easy to overcontrol such devices, and the
use of correct trim is
paramount.
Very
sophisticated
simulators can be made to
exactly reproduce the flight
forces of the real aircraft.
However, the accountants, not
content with already immense

savings in training, went a step further.
For a lesser cost, a simulator that was far
more sensitive could be purchased. The
argument was, if you can fly this, it will
be much easier to fly the real thing. My
reply to such thinking is not printable!
There is ample evidence that the reverse
is true.
I initially referred to the correct use of
simulators, including instructors who are
not content to merely train to a syllabus.
They take training one step further and
take great delight demonstrating that
they can quickly overload the man in the
seat. I have witnessed such situations
first hand and it proves nothing. It is
possible to overload ANYONE irrespective
of their experience by multiple failures of
any sort, the reality of which in the real
world would be highly unlikely. A typical
gliding scene might be a rope break at
200 feet followed by an airspeed
indicator
failure.
As
previously
mentioned, properly used simulation
may be highly advantageous.
What then are the disadvantages? The
biggest problem from a gliding point of
view is the lack of feel. Gliding provides
the ultimate in terms of air mass feel
together with the appropriate airflow
noise. We’re taught to feel and hear from
our first glider flights so that we can keep
our eyes outside of the cockpit where
they belong. Certainly this plays an
important part in effective thermalling.
Can a simulator be programmed to
provide this?
There will be a tendency for some
Instructors to use a simulator as a
standards device rather than a training
aid. Any tendency along such lines must
be resisted in the strongest possible
manner by all concerned. Used
improperly, simulation will merely drive
people away from the sport rather than
enhance safety.
I have never flown any simulator that
can totally reproduce the air mass that we
fly in. The simple fact is that as glider
pilots, we know that the mass is constantly
changing and no electronic mechanical
device will ever be able to compensate for
the changes as felt by the human pilot.
Simulators have their uses but for gliders,
I suggest they are of limited value.
The author has 400 hours of personal
exposure to simulators on three different
jet aircraft types. In addition he has 1100
hours of simulator instruction as a Check
Captain. The opinions expressed are his
alone.
GA

HUMAN FACTORS IN GLIDING
As in many other sporting activities, accidents and incidents in
gliding result in considerable pain, suffering and costs to individuals,
families, friends and clubs and damage - or in some instances
destruction - to sailplanes and equipment.
By John Hudson

of sport aviation – are developing Safety
Management Systems, or SMS, to better
manage safety outcomes.
SMS’s are the result of many
significant industrial accidents – Space
Shuttle Challenger (USA), Piper Alpha
(North Sea). Bhopal (India) and the
Concorde crash (Paris).
Important features of an SMS include
safety statements and objectives, risk
analysis and review, incident and
accident reporting and follow-up,
personnel training and human factors.

Human Factors

The focus on safety, and accidents and
incidents in particular, is reinforced by
initiatives including legislation, checklists,
check-flights, procedures, training and
refresher training and accident or incident
reporting and investigation. These
procedures are now commonly included
in a Safety Management System – SMS.
Ensuring gliding activity is undertaken
safely is, or should be, the prime
objective and responsibility of every
participant. This requires a conscious
recognition of safety with a focus on
actions to eliminate or reduce the risks
and impacts of accidents and incidents
to a level as low as is reasonably
practicable.
It is now widely appreciated that
human involvement in these activities is
a common factor in many accidents,
incidents or events that occur – the
Human Factor.

Accidents & Incidents

international safety expert James Reason
as any unwanted or unplanned event.
These events are those we should be
reporting,
investigating
and
communicating,
broadcasting
the
outcomes widely and in turn allowing all
participants within the gliding movement
to benefit from these free lessons.
A simple example of an incident, an
unplanned or unwanted event, is an
aerotow launch failure. If the instructor
operated the release as part of a training
sequence, it was a planned event and
requires no further follow-up. However, if
the release was operated in error, the
incident should be reported and followed
up to determine why the release was
operated and how a repeat event can be
prevented.
Responsible organisations in a wide
variety of fields, including heavy transport
by air, road, rail and sea, nuclear energy,
space travel, medicine and various arms

Human Factors in Gliding is the name
given to the study of how glider pilot
performance is influenced by their
environment, including;
l Effect on the pilot of glider cockpit
design, temperature and altitude.
l The functioning of body organs.
l The effect of emotions and attitude.
l How well or poorly we communicate
and interact with others.
l Impact of pilot attitude, knowledge
and discipline on judgement and decision
making.
Specific Human Factor incidents
are classified as errors or violations.
Errors are unintended occurrences –
such as entering a wrong number into a
navigation device. A violation is to
consciously or intentionally transgress –
like flying at airspeeds above Vne or not
conducting checks.
At this point, it is appropriate to
highlight that not all Human Factor
events have a negative outcome. A good
example of positive Human Factor
outcomes is the landing of the Airbus on
the Hudson River by Captain Chesley B
Sullenberger in 2009. Here, no rules,
procedures, checklists or training system
existed – and without the direct input of
the crew, the outcome had the potential
to be significantly different.

☛

continued over page

Despite our best efforts, accidents and
incidents will unfortunately continue to
occur. In the ideal world, these would be
restricted to those events people have
little or no control over.
It is appropriate here to briefly ponder
a couple of aviation accidents - the
Airbus onto the Hudson River event in
USA and the Qantas Airbus A380 engine
explosion in Singapore – two of the few
recent incidents that may be considered
genuine accidents.
What is an accident or incident? Much
has been written about this. A definition I
like is one expressed by recognised
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safety

In almost every reported accident or
incident, there is a Human Factor involved.
These ‘factors’ exist in every field where
people are involved - including equipment
and systems design, manufacture,
operation, maintenance and repair or
modification.
In some instances, the impact of
Human Factors may be eliminated or
minimised by automation, but it is not
possible to automate every action or
activity. The outcome of a Human Factor
event may range from very minor to very
serious.
There are many other aspects to
human performance that need to be
considered and addressed including,
among other items:
l Training, retraining and updating
l Supervision - Attitude to risk taking,
unsafe acts, etc
l Environmental factors – weather,
altitude, cockpit ergonomics, locality
familiarity, sailplane familiarity
l An individual's personal condition
including drugs, alcohol, fatigue,
currency, experience, knowledge, selfdiscipline, judgement, distractions, vision,
fitness, decision making ability, skill,
situational awareness, illness anddegree
of hypoxia,
It is difficult for an individual to prevent
an incident that was not intended to
occur. Some of the very best and most
experienced people and personnel can
and do make the very worst mistakes.
Experience is no guarantee against a
Human Factor event. Many highly
experienced people become involved in
significant events with very negative
outcomes.
What causes a Human Factor event?
This question is difficult to conclusively
answer. As mentioned above, some
Human Factor events have such a
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positive outcome while others have
enormously negative results. Some
Human Factor incidents have a latent
aspect, such as when tools or equipment
are left lying around which someone later
trips over.
In all gliding activities, there are likely
to be Human Factor events. We must
therefore develop and use strategies to
eliminate or minimise the negative
outcome of these events. The strategies
include a recognition of the frailty of
human performance, the influence of
Human Factors and methods to manage
them.

Examples of
Human Factors

Design
l Different layouts in glider cockpits.
l Cockpit ergonomics

Inspection / Maintenance
l Cracked bolts or fittings not identified
at inspection, which subsequently fail in
service.
l Parts and components which are
incorrectly reassembled or reinstalled
after inspection.
l Items or components overlooked in
an inspection.
l Conducting maintenance to less
than acceptable standards.

Operations
l Not conducting relevant checks.
l Omitting an item in checks.
l Landing a sailplane wheels up.
l Exceeding a design airspeed limit.
l Not reporting a heavy landing.
l Incorrect completion of Daily Totals
(Airframe or Engine Hours) or Landings in
a Maintenance Release.
l Entering incorrect information into

How do we minimise Human Factors ?
It is necessary initially to readily accept
that humans - people like you and me do make mistakes, regardless of
experience or how many times we have
completed a task. The errors are likely to
increase as the likes of fatigue, hypoxia
or boredom set in. You may see that the
end of a long day in the cockpit, when
the potential for errors increases, is when
you really need to be switched on for
final glide determination, increased
lookout, radio calls, separation from
other gliders, approach and landing and
the additional workload possibly
associated with that.
Having accepted that we can make
simple errors that have high potential
impacts, various strategies can be
developed to minimise the potential for
errors. These include:
l Always flying at high altitude with
supplemental oxygen.
l Smoothing out the peaks and
troughs in workload
l Planning the arrival
l Complete checks early, with doublechecks
l Double-check critical items - water
ballast, under-carriage, radio frequency, etc

AUSTRALIA

Addressing
Human Factors

GLIDING

co-ordinates in a GPS or Navigation
system, as occurred in the Air New Zealand
DC10 accident at Mt Erebus in Antarctica.

Use a written CHECKLIST/s
Don’t undertake manoeuvres that
increase risk, such as a low level finish.
Recognising this issue provides the
opportunity to address it. Every Human
Factor identified should be broadcast far
and wide so we can all learn from the
lessons provided, as we won’t individually
live long enough to learn all the lessons
from our own mistakes.
We so often hear of aviation incidents
or accidents where investigations have
failed to identify any problem with the
onboard equipment, engines or systems
- in otehr words, a perfectly good
aeroplane - but a mishap still occurs.
As I write this, Human Factors have
been linked to TV episodes on Flight 447,
where a perfectly good A330 was hand
flown stalled through 40,000 ft before it
hit the water with disasterous
consequences and in another accident, a
seemingly perfect Asiana Airlines Boeing
777 crashed on landing at San Francisco
in good weather.
We must be ever vigilant to the
potential for Human Factors to influence
our flying activities and involvement. GA
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Lake Keepit Soaring Club is a great place to fly…
A 7 day a week club operation with a relaxed, fun
atmosphere. LKSC has a modern, well maintained
fleet and launches are by aerotow and winch. The
region’s varied terrain from plains to mountains
with plenty of safe out-landing opportunities and
year-round good conditions make LKSC ideal for
pilots wanting to fly further, faster… sooner.
If you want to learn to fly gliders, get cross-country
training, fly badge flights, work towards a GPC,
or be part of the best gliding club in the country,
come to Lake Keepit.

Tel: (02) 6769 7514
Email: manager@keepitsoaring.com

www.keepitsoaring.com
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coaching

GOOD START ‘INDIA CHARLIE’
This is one of a series of coaching articles in which we aim to learn 'how they do it'
from accomplished cross country and competition pilots. In the last issue Ross McLean
interviewed experienced pilots about how they use their instruments. In this article
Lisa Trotter gives her views on what factors are important in deciding where and when
to start a competition task and how to make that decision. Future articles will look at
other aspects through a cross country – climb, cruise, final glide.
Have you thought about when your competition performance
really starts? Is it when you cross the start line or is it when
you first put your head out the door after waking to check out
what the sky looks like? I think the latter. Putting a good flight
together is like putting a jigsaw puzzle together – the sooner
and more often you look for the pieces the more likely it is
that you will finish the puzzle.
In many sports, you don’t have a choice of when or
where to start. Choosing an optimal height, place and time
to start in a gliding competition is an important part of the
game. Ideally, you want to leave as high as possible with
the best window of soaring weather conditions ahead
through to the end of the flight. Go too early and you risk
having a slower first leg than others, go too late and you
risk a slow last leg or, worse, an outlanding.
There are many factors to consider in making good
decisions about when and where to start. The overriding
consideration is how the weather for that day is likely to
affect soaring conditions.

l Influences on convection – high or low ground, wet
areas, geology, geography
Making a plan on the ground - You can gather a lot
of this information before launching. It is helpful if you can
do as much thinking on the ground as possible before you
go. I generally make a plan for where and when I might
start.

Watching the weather

Where

Glider pilots are always on about the weather. Before
we get to a competition we are watching the forecasts to
get an idea of what weather systems will be influencing
the soaring conditions and when we get to the competition,
and we start looking at the detailed weather sites on the
net. Then we get extensive weather briefings each day
and spend much of the evening discussing the weather.
To be a fast competition pilot you can’t do this enough.
So, take every opportunity to make weather
observations when preparing your glider or on the grid.
Take every opportunity to talk with others about what is
happening with the weather. Get to know how to use the
weather sites on the net and consult them regularly. At
the end of the day think about what was happening with
the weather and how it affected the soaring conditions.
By doing this you will be better informed to make
decisions.
It helps to know what you are looking for. Below is a list
of the main things that I look for from the time I get out of
bed though to the end of the flight. When you are looking
at the current weather, think about what it is telling you
about what might develop later.

To get the advantage of the wind, especially on strong
wind days, I plan to start at the upwind start point or at
the upwind end of the line. I also consider where the
convection is likely to be greatest and choose a point near
there. If I think there won’t be much time before starting
and the conditions are likely to be poor, I will choose close
start points. I write on my map my start points in priority
order.

Clouds
l Early development – possible overdevelopment later
l Towering cumulus – possible storm activity later
l Upper level cloud – possibly blocking convection later
l Pre-frontal cloud – possible change of air mass later
l Clouds lining up – possible streeting
l Cloud base at various levels plus dagage - possible

convergence
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l Lenticular or hooks on top of cumulus – possible wave
l No clouds – possibly little or no lift

Wind
l Wind increasing strength with height – possible wave
l Wind direction – direction of possible streeting,
possibly bringing in maritime air, indication of where the
weather system is, possible convergence
l Wind direction with height – possible wind sheer
l Strong wind – possibly difficult thermals to work

convection
l Convection profile – height over time
l Strength – with altitude

When
To work out my likely start time, I work backwards
starting with when I think the day might finish or
substantially weaken and subtract the amount of time it is
likely to take to do the task from that. So, for an AAT task
I have a task time given to me and I add 15 minutes. For
a fixed task, I work out the likely task time given the
distance, assuming a particular average cross-country
speed. Keeping in mind that forecasts can be wrong, I add
in another 30 minutes or so.

Pre-start in the air
For the period from launch release to start I have a few
objectives. One is to relax and preserve my energy.
Another is to adjust mentally to have the right focus. And
another is to sample conditions to help me construct a
picture in my mind of what type of day it is. So, watching
the weather is my overriding task.

Where
Height is always King. The first thing I do when I get off
tow is get as much height as I can and look for wave. It

can take some time to achieve this and often
considerations about time to leave cut the search short. If
there is a strong headwind on track, it might not be worth
the time it takes to climb in wave.
While cruising around, I work hard on staying high flying slowly, staying in lift and not wandering too far
away. It can be hard sometimes to get your height back at
the right time if you get too low. Maintaining your height is
especially important on days when the climbs are slow.
I also work my way upwind straight away and head
towards my planned start point. Once up in the air it
might turn out that the convection is poor around the
planned start point. It can be a long way between start
points, so you might need to work out a strategy, given
the time you have, to check out where the convection is
best near your possible start points. When I am near my
planned time to start, I position myself in a climb just
upwind of my start point and ideally drift onto my start at
the top of convection. Another consideration is the best
line on the track out. I look for streets and likely lines of lift
on track or upwind of track.
Although height is King, timing is a more important
consideration, so sometimes you have to leave lower than
the top of convection.

When
If height is King, then maybe timing is Queen. The
primary objective of choosing the right time to leave is to
ensure that you fly the task in the optimal soaring
conditions for the day. Another objective is to leave at a
time that is tactically advantageous. In trying to achieve
both of these there is a risk that you will leave too early or
too late.
The best time to leave is when :
l the convection height is good for the day
l you have a number of gliders in front of you
l you can expect reasonable conditions coming home.
If you have gliders in front of you marking the thermals,
it will save you the time it takes to find a thermal and
reduce your risk of missing a climb. From a tactical point
of view, you want to have a number of gliders leave
before you. In waiting for this to happen there is a risk
that you leave too late and have a slow leg or an
outlanding coming home. Having other gliders in front of
you or around you is more advantageous on blue days but
might be of no benefit on cumulus days. If I am really
keen to be with others, I will stick around until my cut off
time for leaving.

On many days, especially
cumulous days, I don’t
concern myself with when
others are leaving. I make a
point of getting away early if
it looks like there is a chance
of overdevelopment, storm
activity, cloud cover coming
in or a new unfavourable air
mass coming in. The risk of
leaving too early is that the
day might not have quite got
going. The convection profile
should give you a good clue
as to when the day is really going to take off. Sometimes it
is a good idea to hang back for the day to really get going.

Make sure you start
There is a lot of work in choosing the time and place to
make an optimal start. All that hard work is blown if you
don’t actually make a start. It is easier than you think to miss
the start. When going over a start line, there is a lot going
on. While you have much of your attention taken by looking
out for other gliders, you can become disorientated or not
notice that you actually haven’t gone over the line. It doesn’t
matter what sort or moving map you have, you have to take
the time to get oriented and make sure you have started
even if it means doing one more orbit than you would like.
The classic error in missing a start with start points is
starting at the wrong start point. Double check what start
points you have for the day by looking at the piece of paper
that the organisers issued just before starting.

Manage the risk
Choosing the best start time and place is an exercise in
risk management. The more information you have, the
better you can assess the risks. Going late can give you a
significant advantage with better weather on the first leg
and gliders marking thermals ahead. The risks in going
late can also be significant. Even if you are fully abreast of
all the weather information and expect conditions to last,
the forecasts could be wrong and the consequences of
running out of day are great. Going too early may not
carry such a high risk, but you miss out on the possibility
of a much faster flight and better score. To get the best
possible advantage with an acceptable level of risk,
choose a conservative cut off time and follow the rules of
thumb given below.
LISA TROTTER

WHERE
WHERE

WHEN
WHEN

Highasaspossible
possible
High
wave
 wave
stayhigh
high
 stay
upwindofofstart
start
 upwind
driftover
overstart
start
 drift

Golate
late
Go
stable‐ ‐convection
convectionstarting
startinglate
late
 stable
blue
 blue
dayisisgoing
goinglate
late
 day

Orienttototrack
track
Orient
streets
 streets

lineofoflift
lift
 line

Goearly
early
Go
unstable‐ ‐overdevelopment
overdevelopment
 unstable
storms
 storms

upperlevel
levelcloud
cloud
 upper
newair
airmass
mass
 new
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coaching
There are a number of initiatives which the
National Coaching Panel has on the go at any
one time. Check out the list of coaching events
in the last issue of this magazine. There are
more events than you can get to. If you
haven’t been to one of G Dale’s events then do
yourself a favour and find a way to get along. It
doesn’t matter what level of experience you
have. There will be something there for you.

The AIS
In the last twelve months we have been
working on gaining access to The Australian Institute of
Sport (AIS), Australia’s top coaching facility. This year we
have had a group of juniors and a group of coaches attend
camps there for presentations on sports psychology,
strength and conditioning, hydration and nutrition and
recovery. There are things we can learn from the AIS
which will increase our performance and help us to be
safer. There will be further camps made available soon to
anyone who would like to attend so send me an email if
you are interested.

ASC’s Clearing
house for Sport
This is a new initiative by Australian Sports Commission
which provides a range of information for athletes (yes,
we are athletes), coaches and administrators. Go to https://
secure.ausport.gov.au/clearinghouse/home To fully explore it,
register as a member. Gliding is an ASC National Sporting
Organisation which gives each GFA member access to the
website so when registering select National Sporting
Organisation as the organisation type and Gliding
Federation of Australia as the organisation name.
Peter Trotter
National coaching coordinator

peter.trotter6@bigpond.com

The Performance
Triangle in Gliding
At a recent coaching week in Victoria a fellow glider pilot
suggested reading a little booklet on the mental aspects
of golf. “It is almost compulsory reading” he said, “and I
can lend it to you if you like.”
At first I thought that golf and gliding have very little in
common but reading through the first few sections I
noticed that many of the suggestions in Chapter 6 of my
latest book were confirmed and repeated. I liked what I
read and read on until I came across a section entitled
‘The performance triangle’. It made me pause and think!
After reading it again I found myself reflecting on more
than 15 years of coaching and the many discussions with
fellow glider pilots over the years. “Why are you flying
gliders?” has been one of my frequently asked questions
but with a few exceptions the answers I received appeared
to be somewhat vague and shallow.
When I’m asked exactly the same question I often talk
about the satisfaction that comes with flying hundreds of
kilometres without resorting to an engine. Often I’m
adding that I’m doing it without creating noise and
without polluting the environment. But suddenly there
was a much deeper explanation in this little booklet. Best
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of all, the author isn’t relating it to golf or any other
activity. Instead he expresses the opinion that the vast
majority of individuals engage in a sport primarily for the
three following reasons:
l The rewards that come from performance,
l the experience and enjoyment stemming from the
activity, and
l the learning (or growth) that takes place during the
activity.
The author calls it the performance triangle and claims
that by focusing on only one or two aspects we are shortchanging ourselves. Then he turns to the competitively
minded and asks, “When is the enjoyment happening after you have won or during the course of the activity?”
Clearly there is satisfaction in both but those who look for
pleasure in a top placing often miss the joy in the activity
itself.
In any case, the benefits are further limited when the
all-important third aspect is neglected, which brings us to
learning and growth. To many of us this may not sound
like an appealing aspect of our sport but isn’t learning
what every activity is all about? Learning and performance
go hand in hand and are mutually reinforcing. Put
differently, when we learn we perform better and our
enjoyment instantly increases. I have yet to meet a pilot
who achieves performance without serious prior learning.
After all, what we learn stays with us for the rest of our
flying career.
Like every other sports person all glider pilots like to
revel in a good performance and it is not hard to see why.
Performance equals success and success equals fun.
Whether we like it or not, without ongoing learning we will
have neither success nor fun. Then it only becomes a
question of time until the activity gets boring and loses its
appeal. All too often the result is a drop-out or at best a
watching of things from the sideline.
This raises the question whether there is a hidden
message for the gliding movement as a whole? I leave the
answer up to you but would like to remind you that we
have a steadily declining membership despite the fact
that our sport attracts close to 1000 new members every
year. All of them have put their hard-earned money on the
table to join our ranks but all too often they throw in the
towel half way through their initial training or shortly after.
Could a greater emphasis on learning combat our high
drop out rate? Again, I let you be the judge but the
questions immediately springing to mind are:
l Are we providing regular ground training?
l Is our club library up-to-date?
l Are we fully embracing the GPC?
l Are we encouraging our members to attend theory
lessons?
l Is our post solo training as good as it should be?
l When did the club last provide real practical
outlanding training?
l Is the club culture conducive to learning and personal
growth?
l Is the club management actively initiating learning
opportunities other than normal flying activities?
If the answer is “Don’t know” or “Maybe” we could be
well advised to look a little deeper into the benefits that
personal growth and enhanced learning can bring to our
sport, our club and to the entire gliding movement.
Bernard Eckey

REDUCING UNDERSHOOT
RISKS & IMPROVING
SAFETY IN CIRCUITS
This article is intended to help instructors and pilots
understand undershoot risks better, to understand and
apply suitable risk mitigation measures and, in particular
to adopt practices that will make for better, safer pilots, in
all environments.
DRew McKInnIe, cAnbeRRA Gc, ReGIonAL MAnAGeR
opeRATIonS nSw, GFA opeRATIonS pAneL

Flying from Bunyan airfield, home of Canberra Gliding Club, is
exhilarating and demanding. The 'weather factory' gives us
thermal, ridge and wave lift. The geography and meteorology
combine to keep us on our toes. None of our grass runways are flat,
all sloped, plus we have hills in the circuit area and limited offrunway landing options. Given the strong effects of wind, lift and
sink at our site, high operations and training standards plus
vigilance are needed to reduce low circuit and undershoot risks.
The lessons we have learned and applied can be of benefit to the
wider gliding movement, to improving training and the safety of
our operations.
Let us ask some fundamental questions. Why do glider pilots
sometimes get caught out too low on base or final approach, trying
desperately to get back to the home airstrip or facing an outlanding
close to the field? Why do seemingly experienced, well-trained
pilots sometimes find themselves in dire straits, facing undershoots
or dangerously low approaches? Why do normally sensible pilots
sometimes erode their safety margins, either scaring themselves or
damaging their gliders and injuring themselves? Why do high wind
conditions and turbulence markedly increase the risks of
undershoots? What shortcomings are there in the gliding training
system that might be contributing to undershooting incidents? How
might pilots modify their flying practices and perception so that
they may reduce their exposure to undershoot risks?
Limiting the consequences of errors is important. We must
always, at all costs, avoid straining ourselves through a fence.
This is a particularly nasty type of accident, with very high
damage potential for both pilots and gliders. We must also avoid
stall-spin accidents, low energy arrivals with high vertical rates
of descent. These, too, will ruin your day, your health and your
glider. We must also avoid loss of directional control, burying a
wingtip in the ground or a fence, or another glider, or hitting
obstacles short of the safe landing area. Wing to ground impacts
during final turns and undershoots are exceedingly dangerous.
The opposite category, overshoot accidents, hitting an end
obstacle on landing, is comparatively rare. Note that the risk of
hitting overshoot obstacles is higher with launch failures, where
a late approach to an unexpected landing is attempted far down
the strip.
We all know the theory of what we need to do to avoid
undershoot - or so we think – until it happens. We have all heard
the words drummed into us, “Safe speed near the ground, fly a
safe circuit pattern, watch wind drift, move the base leg closer in
high wind conditions, turn in early if in sink" et cetera. So why
does it happen to pilots who should know better? What factors
increase the probability of pilots making errors, or being exposed
to environmental conditions resulting in undershoot? What are
the risk drivers? Try listing some of these before reading on.
In summary, key undershoot risk drivers include:
1. Poor circuit joining, often exacerbated by a late break-off
decision, or joining too low for the conditions.

2. Poor energy management, management of attitude,
airspeed and height in the circuit, poor monitoring of the
available energy budget, often due to flying by landmarks or
fixed ground reference points.
3. Poor workload management in the circuit, leading to a lack
of monitoring of the important energy and angle issues.
4. Poor time management, exacerbated by lack of awareness
of the limited circuit time budget, particularly the short time
from abeam the aiming point on downwind leg to the base leg
turn.
5. Poor monitoring of the vertical angle between horizon and
intended aiming point, and the rate of change of that flattening)
angle, particularly from abeam aiming point-on downwind to the
base leg turn.
6. Insufficient response to perceived changes in this vertical
flattening angle or rate of change of angle.
7. Excessive aiming point or launch point fixation, pressing on
in a marginal circuit instead of turning in early and modifying the
circuit.
8. Denial, decision paralysis, freezing under stress.
9. Exposure to exceptionally strong microbursts, rotor and
thermal downdraughts, associated with local area meteorological
conditions.
10. Exposure to low level curl over from slopes, outflow winds,
wind shear, wind reversal, wind gradients, rotor turbulence,
associated with the terrain on the approach path.
11. Optimism error, over-estimation of glider performance,
particularly when flying a lower performance glider after recent
operations in higher performance sailplanes.
12. Wet wings, ice on wings, or glider incorrectly configured
and producing excessive drag.
13. Pilot incapacitation or degradation induced judgement
errors, such as from heat stress, dehydration, low blood sugar or
illness.
14. Sheer stupidity.

what we can do to mitigate
theSe dRiVeRS?
1. First, think about the landings you have done which have
been less than tidy. How many of those were preceded by a poor
circuit, joining too wide and flat, too low, too slow, too late, or
even too close overhead, from a crowded position? Poor circuit
joining is a common precursor for flat or shallow circuits, low
scrapes and high undershoot risks. Skinny, low flat and low
energy final glides can contribute to this risk driver. Also, late
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operations
others! You may be surprised how little time is taken in
some conditions.

This is the critical issue

decisions and poor break-off discipline contributes to degraded
workload management. In cross-country flying we must be aware
of these risks, build in a suitable safety factor so that we join
circuit at a safe height and angle to the aiming point, not at a
flat, shallow, late and scary position.
2. We put much emphasis on energy management in our
glider pilot training. The sad fact is that when flying in strong
winds or turbulence, some pilots struggle to maintain safe
energy, often because of poor management of attitude and
insufficient use of trim. Chasing the ASI in lumps, bumps and
gusts is a recipe for trouble, for being 'behind the aircraft', and
when that happens, the focus on height and changing angles
back to the aiming point is diminished. Those who fall into the
trap of flying circuits by landmarks and fixed ground reference
points, expose themselves to much greater undershoot risks in
high winds and turbulence. Circuit judgement is supposed to be
adaptive, not formulaic. Establishing a well-trimmed configuration
early in the circuit, occasional quick glance checks of airspeed and
trends, slower or faster, combined with good attitude control
enable better control in gusts and turbulence, better anticipation
and less risk of sinking below a safe glide slope back to the
aiming point.
3. Poor workload management, leaving FUST checks and
radio calls too late, focussing on the wrong thing at the wrong
time, not monitoring the right things at critical times in the
circuit, particularly height loss and flattening circuit angles, is a
major undershoot risk driver. High workloads and stress also lead
to fixation on single stimuli and problems, to the exclusion of all
else. Workload management problems leading to 'cognitive
tunnelling' and 'single issue focus' can lead to missing other high
priority tasks and fundamental errors. The converse, good
workload management and a clear focus on high priority issues,
is effective in mitigating these risks. This also goes with good
circuit joining judgement and discipline.
4. Time management practices are closely related to workload
management, but the key issue here is an awareness of the
(limited) time budget available in the circuit. There are numerous
variables that may affect the time taken to fly downwind, base
and final legs. Glider performance, circuit height, circuit width
and length, airspeed, wind speed, turbulence, approach glide
slope, all may vary the time taken. Try timing circuits, yours and
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When flying in strong winds, note how much this
diminishes your time budget on downwind, from abeam
the aiming point to needing to turn base leg. Think about
it. If you are used to 60kt circuits in still air or 10kt winds,
your downwind ground speed may be 60-70kts. When
weather brings 25kt winds, you may be flying at 70kts,
with a huge tailwind, probably stronger aloft, covering the
ground at 95kts or more. You may have only 10 seconds
in strong winds past the aiming point to the base leg turn,
depending on your circuit height, maybe less in a low
circuit, and the effects of a 5, 10, 15 sec delay error in
starting that turn will be all the more serious.
The lesson is this. In strong winds, you have much less
available time on downwind leg. Don’t stuff around. Once
you fly past the aiming point, your time management
focus must be on monitoring height, attitude for safe
speed, vertical angle to the aiming point and the rate of
change of that angle. When past abeam the aiming point
on downwind, focus! Time means energy.
5. How do we judge height or altitude above ground
level? There are lots of cues and clues for seeing altitude above
ground level, many of which we use unconsciously. They include
the ability to see detail of objects on the ground, surface texture,
relative size, changing perspective, shadows, rate of movement
over the ground, plus our eye height relative to distant high
ground features. There’s an altimeter, too, which could mislead
some and lead to laziness in judging height by eye!
Our training emphasises seeing the correct angle between
horizon and the intended aiming point. We are coached to see
circuit angles that might be steep or flat, and to correct them in
flight. Now ask yourself, why is it that pilots find it difficult to
judge and consistently fly downwind legs at a correct vertical
angle between horizon and aiming point? Why do we find it
difficult to accurately estimate angles other than 45, 90, 180,
270 and 360 degrees? What angle is a 'correct' angle below the
horizon for a typical circuit, or a high wind circuit?

human perception
Here’s where we get to an aspect of human perception that
many people are not aware of. Human beings are quite prone to
errors in seeing and estimating absolute angles. Human beings
are, however, much better attuned to seeing rates of change of
angles. We are in fact very proficient at seeing angles changing,
and reacting in ways to minimise that rate of change of angle.
We might find it difficult to accurately estimate the actual
vertical angle between the aiming point and horizon – but we
find it easy to see whether that angle is changing, flattening or
steepening, or staying constant.
Why am I labouring the point on terminology issues? The
reason is referring to angles in absolute terms like - good, steep
and flat - about the size of the angles, trigger you to different
perceptive cues than words describing their rates of change constant, steepening, flattening, shallowing or worsening. The
human brain is wired to work better with changing angles. Some
of our best instructors already use this technique and language
instinctively, intuitively and unconsciously – because most of us
are unconscious of why we are so adept at operating in a 3D
world. In the air, in a circuit situation, we not only see the
horizontal angle between straight ahead and the aiming point,
and vertical angle between the horizon and the aiming point, we

also see the rates at which those angles are changing.
So here’s the key issue – we must be attuned to seeing the
vertical angle to the aiming point, plus the rate at which it is
flattening or steepening. The faster it is flattening, the bolder the
correction. When you fly from still air into sink, the vertical angle
goes from being near constant, to flattening, to flattening even
faster – and this is the visual cue we must be attuned to reduce
undershoot risks.

10. Peer knowledge, local briefings and knowledge are also
critical to understanding the smaller scale meteorological risks
associated with the terrain overflown during the final approach.
Curl-over, wind shear, gradient effects, outflows, even rotor, can
combine to exacerbate an undershoot situation. Anticipation of
these localised effects is a key risk mitigation strategy, keeping
that extra margin when operations on a particular airstrip,
terrain and wind combine against the pilot.

If it flattens, a turn in happens

human factors

If it flattens, a turn-in happens. Think about it, remember
those words – when embedded in your mind they have the
power to improve your monitoring and trigger the correct
response to worsening - that is, flattening or too flat - vertical
angles.
6. Let’s assume you can see the angles flattening – but what
happens if your correction is not enough? The angles will still
flatten, but slower. What happens if you over-correct? The angles
will go from flattening to steepening. It is self-evident that undercorrection to flattening angles is potentially more hazardous.
Again, the faster it is flattening, the bolder the correction. This is
particularly important in high wind circuits, when several
corrections may need to be made, and quickly!
7. Flexibility and adaptability to changing, worsening
situations requires us to be prepared to acknowledge that your
plans to land at a chosen point might have to change. Why do
pilots get press-on-itis? Why do we get launch point fixation, and
leave the decision to modify or land elsewhere too late? Here
you have to look for answers within yourself, as to your own
character, your psychological predisposition to accept risks, to
stick with a decision – or your preparedness to choose to
change, to reduce risks, to accept less convenient yet safe
options. In check flights, this is also a test of instructor risk
tolerance and discipline, a test of thresholds of intervention.
Undershoot risks must be managed properly, with great care
and discipline to avoid realising the risks inadvertently.
8. If you have difficulties managing high stress, high workload
situations, or a tendency to freeze, then this might require some
deliberate training and confidence building, some scenario
analysis and practice under instruction. Pre-planning emergency
responses helps reduce stress and workload. For example, we
routinely assess launch failure options in the O check in CHAOTIC.
On a given day, we should assess other suitable runway or
paddock options if caught out. If training does not help, then this
begs the question as to whether gliding is the right sport for you.

11. The next risk driver is associated with human factors - a
fallible human element. When we fly one or two glider types
frequently, we can 'get in a groove' regarding their expected
performance. If they are relatively high performance gliders,
then a pilot launching and landing in a lower performance glider
can unwittingly over-estimate the glider performance and fly too
flat a circuit. Sometimes this is referred to as a recency effect or
an optimism error. Human beings being diabolically complex, it
is also possible for optimism error to set in when flying a higher
performance glider, again being over-optimistic in allowing for its
improved glide path.
12. It is possible for the glider to be producing much more
drag than normal. Many plots will under-estimate the effects of
wet wings or, even worse, ice on the wings. This can occur, for
example, descending through moist air from a high altitude
wave flight. Excess drag can also result from incorrectly
configuring the glider in the circuit, with brakes cracked open, or
wrong flap settings, or operating the wrong controls at the wrong
time.
13. An insidious error-producing risk driver is that associated
with pilot incapacitation or degradation, dehydration is probably
one of our highest risk drivers here. If you have water onboard, it
is usually a good idea to have a sip prior to commencing circuit.
Wearing a hat and suitable sun protection is also essential, even
in cold weather. The risk mitigation approaches come back to
pilot health and prior preparation.
14. With respect to sheer stupidity, in my Navy service we
had a proverb, nothing is sailor-proof! Author Robert Heinlein
summarised this aspect very well in 'Time Enough for Love: The
Tales of Lazarus Long', with his wise advice to 'never, ever,
underestimate the ingenuity of fools!' Airmanship expert Tony
Kern has also touched on this subject in his book 'Darker
Shades of Blue: The Rogue Pilot'. James Reason’s books on
'Human Error' and 'Managing the risks of organisational
accidents' also highlight the inevitability of human beings
making errors, and of us finding new ways to do that.
My intent here was to provoke readers, through a series of
questions, into thinking about the reasons why seemingly
competent, well trained pilots find themselves all too frequently
in horrible, low, flat circuits, with undue exposure undershoot
risks. Then I asked, what are the causes and what can we do to
reduce exposure to undershoot risks? Some of the answers are
found in improved awareness of undershoot risk drivers.
Achieving reduced exposure to undershoot risks requires us to
do a whole bunch of things right, including perceiving and
reacting to the right angular rate and other cues, as well as
managing a tight time budget well in all conditions. Advances in
the science of human perception and psychology of decisionmaking can help us. Most pilots are quite unconscious of their
innate abilities, so it is hoped that better awareness, better
perception will improve pilot performance and safety.Y our
feedback and commentary is welcomed. We all stand to benefit
from improved dialogue on these issues. I wish all glider pilots
lovely buoyant skies and safe, happy landings.
GA

gusts and downdraughts
9. Another risk driver is meteorological. Any one of us can get
caught out flying into adverse gusts and downdraughts. At one
level the risks are avoidable, we can choose not to fly in
conditions conducive to downdraughts. The reality is that
conditions can change very quickly at our weather factory, so
some of the risk mitigations are linked to your own deliberate
exposure to 'interesting conditions', plus development of your
own meteorological knowledge and ability to read the sky.
The good news here is that there is much informal learning to
be gained on the airfield, just talking with your flying peers.
Delving into good gliding weather texts, meteorology office web
resources, weather watcher and aviation weblogs and forums,
also helps to build this ability to read the sky. Some of us are
weather nuts and love to understand and discuss these
phenomena. Knowledge helps us to reduce the risks, to avoid the
bad air, or if encountered, to get the safest path to the ground,
which in some cases might not be the home airfield!
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airworthiness
DEPARTMENT UPDATE
There have been several important changes occurring
within the Airworthiness Department over the past few
months that need reporting on. Significantly, the Board
recently agreed to make the Chief Technical Officer (CTO)
a fulltime airworthiness position and also create a new
fulltime Airworthiness Secretary position. This gives the
Airworthiness Department a much needed resource
increase to better service our members and meet our
obligations regarding our reporting liability to the
regulator.

airworthiness
By Stuart Addinell
Chairman, GFA Airworthiness Department

cad@glidingaustralia.org

Other significant changes include:

MOSP3 Release
The GFA Board approved the release of Issue 6 of the GFA
MOSP 3 airworthiness document earlier this year. This document
is important to all
members
who
hold
m a i n t e n a n c e
authorisations
and
Registered Operators of
sailplanes, as it outlines
the
rules
and
requirements for sailplane
airworthiness activities.
This release constitutes a
major rewrite and was
published on the GFA
website after a four month
editing and consultation
process was completed,
involving CASA, existing
inspectors
and
commercial workshops.
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appointment has been ratified by the Board. Len joins the team
with considerable experience at this level of the organization,
having previously held the position of Chairman of the Technical
Committee about 10 years ago. Welcome Len, and thank you for
your support.

The MOSP3 Issue 6 is available
for download at
www.glidingaustralia.org/GFA-Airworthiness/
airworthiness-documents.html

THE NATIONAL GLIDING SCHOOL

Delegations Renewal
There are two main mechanisms by which the GFA is
permitted to administer the sport of gliding within Australia. One
is CAO 95.4 that outlines a list of exemptions from the rules
governing civil aviation and allows us to develop and implement
our own systems of maintenance - MOSP3 and Annual Inspector
ratings, for example. The second is a series of Instruments of
Delegation that are issued by senior staff within CASA and are
issued to various members of the GFA to perform tasks on behalf
of the regulator.
These members include the Chairman of the GFA Airworthiness
Department - me, Stuart Addinell, the Chief Technical Officer
Denis Stacey and the GFA Registrations secretary Tanya Loriot.
This enables the GFA to perform certain functions in-house
without the assistance of the authority, such as:
l Issuing Certificates of Registration
l Issuing Certificates of Airworthiness (Including ECs)
l Issuing Maintenance Authorities
l Issuing Special Flight Permits
Previously, these Instruments were issued on good faith that
the officers in receipt of these delegations would exercise them
in accordance with existing published CASA manuals and
guidance material. Now, CASA require the GFA to develop our
own series of documents for the exercising of these important
functions. This has been a significant undertaking and a very
important task that has resulted in much effort being expended.
These manuals are required prior to our existing delegation
expiry, which is due in October.

gelcoat and polyeurethane replacement activities have occurred
and the inspector performing the work has not complied with AD
278. This Airworthiness Directive requires the RTO or their
delegate to conduct a substrate inspection prior to the new
material being applied. This non-compliance has resulted in
unreported structural damage and major headaches for the GFA,
the inspectors involved and some very cranky owners.
l The final change that I’ll mention in this article is the
addition of another position to the airworthiness department, the
Deputy Chairman of the Airworthiness Department. I am glad to
report that Len Diekman has accepted this role and his

This rewrite has several significant changes that airworthiness
inspectors need to be familiar with regarding their day-to-day
airworthiness activities. A minor revision is planned in the last
quarter of this year. If you want to suggest some changes or
improvements, please send in your letters.

Some key changes in this
MOSP3 Issue 6 are:
l The GFA has reworked the ‘GFA Approved Workshops’
concept and rebranded them Approved Maintenance
Organizations, or AMOs, to better reflect their activities and
certification. This reflects industry best practices, but also gives
members the confidence that engaging an approved commercial
workshop for sailplane maintenance and repair that the
workshop has met the appropriate standards set and monitored
by the GFA. Now all inspectors involved in the conduct of repairs,
servicing or inspection work for hire and/or reward on a
commercial basis are required to hold AMO status. Existing ‘GFA
Approved Workshops’ are automatically transitioned across to
the new system but have a finite time with which to comply with
the new requirements.
l All sailplane refinishing activities now require an
authorisation to certify the work. This was always a grey area
within our system of maintenance pertaining to these activities,
but now only inspectors with the rating of Major repairs for that
type or ‘Authorized Persons’ specifically delegated to perform
these functions may do so and certify the work. The exception to
this allows inspectors to exercise their ‘minor repairs’ authority
by performing localized refinishing tasks as a result of the repair.
Aircraft refinishing includes:
l Aircraft painting
l Gelcoat or polyeurethane replacement or application
l Fabric replacement
Note: Recently a few cases have been discovered whereby

The GFA is reinvigorating the ‘National Gliding School’ concept,
but this time from an airworthiness perspective. Over the past
few years, several airworthiness courses have been organized
and run throughout the country attracting students from all over
the nation. With airfares becoming cheaper and more accessible,
the intent is to coordinate at the National Level courses such as
Replacement of Components, Annual Inspection, Minor Repairs
(FRP and Wood) and endorsements for motorglider inspection,
servicing and overhaul.
The main advantage of this national approach is a better, more
consistent set of standards for training delivery, assessment of
skills and there are many economical benefits also. The ability to
pool resources from a greater area will result in more courses
being offered and at a more reliable/periodic rate.
This NGS concept has been trialed with three airworthiness
courses run in Queensland and one motor-glider (engines) course
run in Waikerie, both last year and in 2010, each attracting
students from all over the country. All courses were well received
with between 40 and 55 students participating in the BSE
courses respectively, and approximately 20 students attending
the engine course. It is anticipated that for each course planned
in the future, there will be a scholarship or two offered to assist
members who wish to attend.
If you are interested in gaining or advancing your level of
authorisation and considering nominating for a course please
discuss this with existing Inspectors within your home club. They
will be able to provide a lot of guidance and advice on
airworthiness activities if you are new to the sport. Many people
mistakenly believe they do not have the technical background
for such an undertaking, but our training system is designed to
take members from all backgrounds and experiences and train
them to the appropriate standard. Sailplane inspection and servicing

ABOVE: Basic Airworthiness Course conducted at Warwick, Queensland

This diagram shows the typical ratings progression through the GFA
system of Maintenance. Variation to this is considered, based on specific
individual background and training.
is a very rewarding aspect of our sport. Importantly, without skilled
and qualified inspectors, our clubs would stop flying.
To better plan and determine membership needs, please
contact your friendly RTO/A and register your interest in
attending a course. This data will be used to determine where
and when Airworthiness courses will be held.
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SURVEY OR LIFE
EXTENSION?

The Australian Glider Fleet by age and number of aircraft.
Many people do not understand the requirements of aging
sailplane inspections and indefinite time-in-service possibilities
for our aircraft. The following graph shows the age demographic
of the GFA sailplane fleet. As can be easily seen, most of our
aircraft are between 30 and 40 years of age, and some
significantly older still. Some have had a very easy life, only
taken to church by a little old lady every other Sunday - tongue
in cheek - and others have raced the Paris to Dakar, twice. And
back. Some have never been repaired and others have just the
fireproof brass plate that is original to the aircraft since new.
Given such a diverse range of service life and history, how do we
determine long-term maintenance strategies for keeping our
diverse fleet in the air? Hopefully, this article can answer some
of those questions.
Many modern aircraft manufacturers specify a fixed service life for
their aircraft. For example, Schleicher ASK-21 gliders have a service

life of 18,000 flying hours, regardless of how many years the aircraft
is in service to reach this. When 18,000 hours is reached however,
the aircraft is withdrawn from service and retired.
Early Schempp-Hirth gliders, such as the Cirrus and Nimbus
range of aircraft were initially limited to 3,000 hours service life.
In 1969 when production first started, composite materials were
very new, construction methods were constantly being refined
and the overall knowledge regarding the fatigue of FRP aircraft
structures was comparably low.
After considerable testing and a worldwide fleet of hundreds
of aircraft - over 700 STD Cirrus models alone were built! - this
was extended to 6,000 hours as the main structural components
of the aircraft were found to be in sound condition after this
service duration. This service life has been further extended
again through 9,000 hours and finally to 12,000 hours. At each
3,000 hour milestone, the Schempp-Hirth factory have
promulgated a rigorous inspection schedule of maintenance that
needs to be conducted that will allow the aircraft to remain flying
until the next 3,000 hour 'Life Extension' milestone.
Although the structural components of the aircraft remained in
sound condition, many of the ancillary components were reaching
their end of service life, simply through wear and tear. After all,
many of these aircraft were in excess of 30 years old! Most items
that have never been inspected or serviced before now required
to be checked or replaced. Many of these components are
inaccessible as they are located in the base of the fin, or in the
wing root trailing edge for example. As a result, these inspections
are more involved than a regular Annual Inspection.
3,000 hours is a long time in service. Many aircraft have
colourful stories to tell at this age regarding incidents, accidents,
hangar damage, trailering damage or simply many years of
neglect being stored in non-ideal conditions. So as we delve
deeper into this subject of Life Extensions we can start to see why
many people struggle with this subject. What happens when the
aircraft manufacturer does not promulgate a service life limitation,
Life Extension schedule or the aircraft manufacturer is no longer
in business? The GFA raised AD337 to tackle this issue.
When no manufacturer data is available regarding service life,
or Life Extension inspection programs, this process is now
referred to as a Survey. For all FRP aircraft in this category, at the
first 30 year anniversary of the first flight of the aircraft, a Survey

GFA Approved Maintenance
Organisations
Only the following workshops are permitted to conduct sailplane
inspection or repair services commercially.

Inspection is required. Subsequent Survey inspections are
required every 10 years thereafter.
AD337 states that as the 30 year anniversary of the first flight
approaches, the owner should contact the RTO/A who will then
carry out a preliminary assessment of the aircraft. The RTO will
study the aircraft logbooks, determine any modifications or
repairs that have been carried out and generate a Survey
Schedule specific to that aircraft. These Survey Schedules are not
transferable from one aircraft to the next, even if they were
successive serial numbers of the same production line. This is
because the repair history and service life of each aircraft is
different and the schedule needs to be tailored to account for this.
Very few aircraft reach a service life of 3000 hours or 30 years
without being altered in some way from what the original
manufacturer intended. Some basic examples of this are the
inclusion of dual battery systems, additional instrumentation,
repairs caused by damage, installation of winglets to name a
few. These alterations are deliberate, but what about the
alterations that are not?
Accidental changes brought about by Inspectors incorrectly
assembling systems after cleaning or greasing, unknowingly
introducing sub-standard components when the original
components needed replacing? When we combine these issues
with the increased scope of the Life Extension or Survey
Inspections, all of a sudden the humble Annual Inspector is a bit
overwhelmed.
This is the motivation for the GFA to issue Survey Ratings. It
takes many years of experience to be able to identify and rectify
subtle irregularities and restore an aircraft back to an airworthy
condition when non-approved design changes exist and have
been propagated over the years.
Only Survey rated Inspectors are permitted to conduct and
certify either Life Extension Inspections or Survey Inspections.
This is also the reason that RTO/As are generally reluctant to
allow the owner to do the bulk of the work and allow the survey
inspector to certify the work. It takes years of experience to have
the skills and knowledge to identify many issues that most

The image above, shows detailed cracking in the rudder of a metal/fabric
two-seat trainer, discovered during a Life Extension Inspection. This damage
was revealed by the paint, which was raised around the bracket but not
broken. The Survey Inspector chose to investigate further by chipping the
paint away. They are glad that they did.
people would overlook. The Airworthiness Department may
grant authorization to conduct a Survey or Life Extension
inspection by an Annual Inspector only on a case by case basis.
Another function that Survey rated Inspectors perform is when
an aircraft is imported into the country and/or requires a First of
Type (FOT) Inspection for the issue of a Certificate of Airworthiness
(CofA). As a new type is imported into the country, a series of
checks must to be conducted to ensure that the aircraft 'Type'
conforms to all Australian requirements. There are also checks
made to determine the suitability of the aircraft for operation in
the Australian climate and regulations.
An example of this concerned the importation of SZD55
aircraft from Europe. During the initial FOT Inspection, it was
discovered that the aircraft had conventional mild steel cables
located inside the water ballast dump mechanism in the tail
tank. Due to the high mineral content present in Australian
water, a decision was made to replace these cables with
stainless steel cables. This now occurs on all SZD 55 aircraft
imported into the country as per AD383.
GA

Tel: 03 9303 7805 (Mon-Thursday 9am - 5pm, Friday 9am to 3pm)
Level 1, 34 Somerton Road Somerton Victoria 3062

hangar keepers insurance
DO YOU HAVE HANGAR KEEPERS LIABILITY INSURANCE?

		
mikeburns38@yahoo.com.au
corkerys@bigpond.com.au
0409 763 164	avtecaviation@virginbroadband.com.au
0418 681 145
camdensailplanes@bigpond.com
0428 399 001
comcom2@bigpond.net.au
0428 848 486
gliding@benalla.net.au
0408 195 337
mike@maddogcomposites.com.au
0427 860 992
morgans@sctelco.net.au
0438 773 717
scottl@internode.on.net
0427 557 079
tnjgilbert@internode.on.net
0437 767 800
nigel@ultimateaero.com.au
08 9361 8316
universalplastics@iinet.net.au

TOCUMWAL

Aviation and General Engi		Mike Burns	

0438 742 914

TOCUMWAL

Aviation and Composite Eng	

Peter Corkery

0439 842 255

BOONAH		

Avtec Aviation			

Roger Bond

CAMDEN		

Camden Sailplanes		Mike Dugan

BALLARAT

Composite Components		

Joe Luciani	

BENELLA		

Gliding Club of Victoria		

Graham Creed

BOONAH		Maddog Composites		Mike Maddocks	
WAIKERIE		Morgy's Glider Works 		Mark Morgan
TEMORA		

SL Composites			

Scott Lennon

TEMORA		

T & J Sailplanes			

Tom Gilbert	

BOONAH		

Ultimate Aero			Nigel Arnot	

WA 		

Universal Plastics 		
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Chris Runeckles	

NOT HAVING ADEQUATE INSURANCES CAN PUT YOUR CLUB IN PERIL
IT WILL COST YOU LESS THAN $700 PER YEAR TO JOIN THE GFA'S POLICY
You probably won't be making a claim but will sleep better.
Contact the GFA's Secretariat for further details
Secretary@glidingaustralia.org
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vintage gliding

Vintage Glider Club

By Dave Goldsmith

INternational Rallies 2013

CLOCKWISE:
The graceful Minimoa returns from a soaring flight.
The Bocian twoseater, once seen in many Australian clubs.
Jenne Goldsmith flies the 2G Primary.
The Green Slingsby Eagle.
The Slingsby Capstan 2-Seater.
Yellow Ka6 over Lasham Village.
The Slingsby Sky in appropriate colour scheme.
Mike Williams enjoyed flying the Cimbora.
The beautiful Swiss Moswey III built in 1944.
Bruce Stephensen and sons George and Harry with
the Slingsby Capstan.
Every year the International Vintage Glider Club hold a
Rendezvous Rally and an International Rally, in
consecutive weeks, somewhere in Europe. The
Rendezvous Rally is held reasonably close to the airfield
selected for the year's International Rally. In 2013 the
Rendezvous Rally was held at Challock, a short distance
east of London, and the International Rally held at
Lasham, a large well known gliding centre to the west of
London. The Challock Rally began on the 27th of July,
2013, and the Lasham Rally ended on 10th August. In
between was an extravaganza of colourful vintage
gliders, associated characters and good times flavoured
by the varied nationalities, languages, and customs of
Europe and the world.
Vintage Gliders Australia supported a team to this
year's rallies, and among the Aussies to attend were Geoff
and Esmae Hearn, Chris and Mary McDonnell, Dave and
Jenne Goldsmith, Sylvia Sharman, Martin Simons, Mike
Williams, Leonie Furze, and some who are UK based
including Colin and Leonie Short and Peter Stammell.
Plenty of opportunities were available to fly a wide variety
of two-seaters, and also some generous offers were made
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by owners of single seaters for those qualified.
Challock is home to the Kent Gliding Club, the airfield
owned and developed by the club over the years as a
large grass all-over field, which is atop a hill giving good
hill lift straight off the winch and then into thermals for
most days of the rally. Good clubhouse, facilities and
accommodation with adjacent camping kept everyone
central with lots of 'apres gliding'. A two-drum Skylaunch
winch provided the launching service, supplemented by
aerotows by a Super Dimona and Pawnee, while the
ultralight Hols der Teufel glider was launched by car-tow.
On Tuesday it rained and most visitors took the opportunity
to visit the Royal Air Force Museum at Hawkinge, near
Dover. Going on the many exhibits it seems to have been
raining aeroplane parts on this particularly lovely part of
England in the grim days of 1940. The Museum was well
worth a visit.
Friday 2nd August was allocated as the day to travel
from Challock to Lasham, set up camp and rig the gliders.
Lasham is a large ex-wartime field now owned by, and
home to, one of the world's largest gliding operations,
including 9 K13's used for training, as well as a

maintenance base for airline jets. With almost 200 private
gliders based here, and operations by over 100 visiting
vintage craft, the gliding school and other traffic, the
airfield handled it all well and the gliding operations were
all NO Radio. This resulted in peaceful and incident free
flying and little complaint – which would incur a fine going
to the Gliding Heritage Centre at next morning's briefing!
Your scribe received such a fine for jaywalking in Lasham
Village!
Lasham launching was by two two-drum Skylaunch
winches and five towplanes, good flying was available on
most days and cross-countries of up to 300 kilometers
were completed by the vintage gliders. Generally thermals
were closely spaced with good streeting and cloudbase
about four to five thousand feet, making cross-country
flying easy and pleasant. The bonus was the presence of
many unique and colourful gliders for company, the
beautiful green English countryside adding to the
pleasure. The Dutch team provided extra interest in the
late afternoon by setting up their Grasshopper primary on
a tripod for training at keeping control while facing the
wind!
☛ continued over page
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vintage gliding
FROM THE TOP: Sylvia
Sharman liked the vintage
Doppelraab.
The Hols der Teufel nacelled
primary has no flight
instruments.
Dave Goldsmith and David
Weekes fly a Slingsby T21b at
the 2013 Vintage Glider Club
International Rally, Lasham.
The Cimbora takes a winch
launch.

The evenings were all spoken for except one, with barn
dances, big bands, aerobatic displays with fireworks, a
cricket match, opening and closing ceremonies and the
international night available to keep people busy after
flying. The well patronised Aussie table at the international
night provided fresh bread, butter and vegemite plus
Aussie wines, Pavlova, Minties, Fantales and Cherry
Ripes. The International evening provides a wonderful
opportunity to sample foods and drink - or was it rocket
fuel? - from many countries and cultures, an event not to
be missed.
Britain has long desired to have a gliding museum
similar to others in Europe, USA, Australia, and recently
Japan, and on Sunday 4th August the British Gliding
Heritage Centre was officially opened in front of an
estimated 400 people. Financed mainly by a bequest from
the late Chris Wills, Founding President of the Vintage
Glider Club, a large hangar has been erected at Lasham
as the first stage. Some historic gliders have already been
donated to the Centre, and many more loaned by
members, resulting in a high class display. Speeches were
made by relatives of Samuel Cody, the first to fly a
powered aircraft in Britain, and Justin Wills, brother of
Chris Wills. The Australian Gliding Museum made a

40
40 GLIDING
GLIDING AUSTRALIA
AUSTRALIA www.glidingaustralia.org
www.soaring.org.au

CLOCKWISE: The French Edelweiss, winner of the world standard
class in 1965. Photo Martin Simons.
The Rhonsperber from Germany, built in 1935.
Leonie Furze flies the Grasshopper on a tripod.
A Jaskolka from 1952, the first Polish wooden glider to use
fibreglass fairings.
The distinctive Jaskolka from Poland.
This Steinadler from Austria was restored by a team at Lasham.

presentation to the Heritage Centre executive at briefing
on the morning of the opening ceremony, and the two
organisations have vowed to assist each other whenever
possible. The UK website is at glidingheritage.org.uk
Overall the journey to England was well worthwhile with
great flying, good fellowship and many friendships made
and renewed. Final tally at Lasham was 943 winch
launches and 484 aerotows. During the Lasham rally the
Vintage Glider Club released a high quality colour
hardcover book, a celebration of 40 years preserving and
flying historic gliders, containing 382 pages of the world's
vintage gliders, including four Australian entries. For
orders see the vintage glider club website at www.
vintagegliderclub.org Next year the rally will be held in
Denmark with the prior rendezvous rally being held over
the border in Germany, in 2015 they will be both be held
in Holland.
In Australia vintage rallies are planned for Melbourne
Cup weekend at Bacchus Marsh (2nd to 5th November,
with the Museum Open Day on Sunday 3rd November),
Bordertown and Keith Gliding Club (celebrating it's fiftieth
year, 5th to 11th January, 2014) and the Hunter Valley
Gliding Club (Easter Vintage Rally 2014). Come and enjoy
putting the fun back into gliding!
GA
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first solo

the best feeling

Words & Photographs: Kevin Rodda

For as long as he can remember, Caboolture Gliding Club’s John Nestor had been desperate to
play in the sky. As a boy in England, he was a member of the Air Scouts and was also very keen
on kite flying.
ABOVE: Caboolture
Gliding Club's John
Nestor after his first solo
flight on 12 July 2013,
walking through the
afternoon twilight handin-hand with his two
favourite girls - Anne
Bradley and Golf Yankee
Kilo.

BELOW: John prepares
for his first flight with an
empty back seat.

When he grew up, he worked as an engineer with the
BBC for 28 years and then joined Tunstall as an electronics
engineer. Although there was no flying in either of those
careers, he climbed a lot of radio masts for the BBC and
did a few parachute jumps when he was in his thirties. In
1999 Tunstall asked him to work in Australia for three
months. John and his wife enjoyed it here so much that he
took on the job of Technical Manager permanently and
they became Australian citizens.
John had made two glider flights in England in 1984,
and in 2000 he had an AEF to 4,500 feet at Caboolture
which he thoroughly enjoyed. However he was still
working full time and so did not continue with the sport.
By the time he retired in 2010, his wife had passed away
and he had started a new life with Anne Bradley. Since
they set about enjoying their retirement, gliding has been
a priority for John, and Anne has also been finding it great
fun. In July 2012 John enrolled on a week’s gliding course
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at Camphill in Derbyshire, England but only made eight
launches due to rain. Despite the continuing poor weather
for the rest of that so-called English summer, he bumped
up his total to 45 flights. As soon as he returned to
Australia he joined Caboolture Gliding Club and made 29
flights before another trip to England and 19 more
launches at Camphill.
Another 14 launches at Caboolture led to his first solo
flight on 12 July 2013. Anne made sure that she was there
for this important event, both to share in the excitement
and to act as his official photographer. She normally
comes with him to the airfield about once a month, helps
with getting the gliders out, returning them and with
anything else that is going on. She has decided that, with
left-right blindness and the self-proclaimed “concentration
of a grasshopper”, the skies are safer without her being in
control of a glider. She has the occasional flight with an
experienced pilot and spends the rest of her time on the
ground joining the members and visitors as they gossip
around the flight line. Anne has been in Australia for less
than three years and is still surprised to be here. She
never thought that she would move from England and she
certainly never planned to go gliding. She does however
remember the excitement of the many occasions when
she watched the gliders above Dunstable Downs as a
child. John recognises that it has been fortunate that
Anne’s recent English home was in Derbyshire and close
to Camphill.
Winch launching at Camphill, a 1,350ft high hilltop,
1,000mlong by 500m wide, with a ridge facing the
prevailing westerly wind, is very different to aero towing
at Caboolture, which is low-lying and has long grass
runways. In John’s words, "The clutching hand of sink at

the downwind side of the English field has
caught many an experienced glider pilot …
However, on the other hand, they are spared
the interference from helicopters, micro-lights,
parachutists, war-birds and general aviation
powered aircraft that makes us fly much more
rigid square circuits at Caboolture. Many
launches at Camphill result in prolonged flights
beating up and down the ridge without
climbing more than 500 or 1,000ft above the
field.”
John recalls being told at the end of his first
English gliding course that there was a rule of
thumb relating one’s age to the number of
launches before their first solo flight,
amounting to 20 launches plus one for every
year of life. At that time he was 69 and
therefore expected to go solo after 89 flights.
Later he was given a revised version relating to the more
difficult hilltop site flying, increasing to 30 launches plus
one for every year of life. He actually went solo after 107
launches in his 70th year, and believes that the formula is
not that far out, considering the changes of site and
instructors. Those 107 launches kept him in the air for 22
hours and 21 minutes.
John and Anne have become regular members of the
‘Friday Crew’ at Caboolture where their involvement and
company is very much appreciated. The ear-to-ear grin on
John’s face as he walked hand-in-hand with Anne and
Yankee Kilo back to the tie-down area after his first solo
flight, as well as the heartfelt congratulatory exchanges
with fellow club members back at the hangar, left all
concerned in no doubt as to the great sense of
achievement and enjoyment of life that can be achieved
by ordinary every-day people at the grass roots level of
our great sport.
While the sense of personal achievement, reward for
effort and just plain good fun are certainly not restricted
to flying in expensive modern sailplanes, completing
500km set tasks or competing at State/National gliding
competitions … the exhilaration and satisfaction of that
first solo flight is something very special.
GA
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club listing
GFA club list
Uplease send any corrections,
updates, additions for inclusion
in the club list to
sean@glidingaustralia.org
716 Flight Gliding Club

JOperations weekends, Public Holidays and
school holidays. Club aircraft 1 two seater.
Tel# 08 9571 7800

2 Wing AAFC

Operations from Warwick airfield shared with
Southern Down GC. E, Located 12km NW of
Warwick on Warwick-Allora back Rd, L at hall.
Other locations as directed by the FLTCDR 229
FLT (AAFC). Operations are aerotow on 1st
Sunday and third weekend of every month
plus first week of school holidays. Club fleet 2
x two seaters and single seat with Tug.
Facilities include own hangar complex. 20
members. Tel# 07 3879 1980.
www.2wg.aafc.org.au

Adelaide soaring Club

Operations every day except Tuesday and
Christmas day
Hangars, Bar, Clubrooms, Bunkhouse, Caravan
park, Camp sites, Workshop, Club leases airfield
Easter Regatta (April), Gawler Week (December),
Flinders Ranges camp (May) Gawler (YGAW)
-Ward Belt Road Gawler
P.O. Box 94, Gawler, SA 5118 Tel (08) 8522 1877,
Fax: (08) 8522 3177 Aerotow, Piper Pawnee (BOT
PIT)
www.adelaidesoaring.on.net

Adelaide University Gliding Club

Operations from Stonefield with Barossa Valley
Gliding Club. Winch launching weekends and
public Holidays year round. Facilities include,
Clubhouse, bunkhouse, toilets, showers, Kitchen,
BBQ area and entertainment. The club owns 5
gliders including 2 x two seaters, 4 private
gliders. 22 members. Tel 0412 870 963. www.
augc.on.net

Air Cadet Gliding Club

Gawler airfield – Two Wells road Gawler. Facilities
and operations shared with Adelaide Soaring
Club. Located at: -34° 36' S, 138° 43' E.
Operations weekend sand school holidays or by
arrangement. Aerotow and self launch. 2 private
two seater motor gliders. Clubhouse, Bunkhouse
and briefing room. 13 members. Tel 08 8522
1877.

Alice Springs Gliding Club

Located at Bond Springs 20km’s North of Alice
Springs.-. Winch launching Saturdays and public
Holidays. 4 club aircraft including 2 x two
seaters. Facilities include Club house, camp
sites, Hangars, Toilet/shower. 20 members. Tel
08 8952 6384.

Balaklava Gliding Club

Weekend operations by winch 10km’s NW of
Balaklava on the Whitwarta Road. Tel 08 8864
5062. Located at. 4 Club aircraft including 2 x
two seaters, 10 private gliders. Facilities
include Bar, Canteen, clubhouse, caravan
Park, camp sites, workshop, Hangar sites,
Club owns Airfield. 49 members. www.bgc.asn.
au

Ballarat Gliding Club

15 members operating from the Ballarat
airfield. Airport Road Ballarat. 47.5 E Tel 5339
2444. Aerotow operations most weekends or
by arrangement. Single club two seater.
Access to hangarage and airport facilities for
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Bar, showers and rooms.

Barossa Valley Gliding Club

Stonefield, 16km East of Truro, L 5km, behind
Stonefield church, Tel 08 8564 0240, Winch
operations weekends and public holidays or by
arrangement. 2 club Gliders including 1 x two
seater, 5 private gliders. Facilities include
canteen, clubhouse, caravan park, camp sites
workshops, Hangarage and spare sites. Club
owns airfield. 7 members.

Bathurst Soaring Club

Pipers Field - (On Fremantle Rd, 1.5km from
Eglinton) E. Tel: (02) 6337 1180. Aerotow
operations weekends and public Holidays. Club
has two tugs and 7 gliders including 4 two
seaters. Private fleet is 24 aircraft. Club Facilities
include: Clubhouse, ablution block, Caravan
park with Power, Hangars, Full Kitchen,
Dormitory.
www.bathurstsoaring.org.au 91 members.

Beaufort Gliding Club

Shared facilities with VMFG and Geelong GC at
Bacchus Marsh airfield. 26 members, Aerotow
by arrangement with GGC and VMFG,
operations on weekends and public Holidays. 4
club aircraft with 2 two seaters, 17 private
gliders. www.beaufortgc.org.au Tel 03 9497 2048

Bendigo Gliding Club

Borough Road Raywood. Operates weekend
and public Holidays. Hanger, workshop, kitchen
and club room with Showers and ablutions.
Winch launching, own airfield. Tel (03)5436
1518. The club fleet comprises a two seat
trainer and single seat glider. There are 27
other private aircraft on site. 31 members
www.bendigogliding.org.au

Boonah Gliding Club

is in South-East Queensland about 25 minutes
south of Ipswich. Contact the Boonah Gliding
Club via Email infomail@boonahgliding.com.au for
any queries
7 days a week. If you wish to speak to
someone about bookings, call our mobile 0407
770 213.
www.boonahgliding.com.au

Bordertown-Keith Gliding Club

Western Hwy 5kms west of Bordertown, Tel 08
8752 1321. Operations by winch every
Saturday or all year by arrangement. 5 club
aircraft including 2 x two seaters, 1 private
glider. Bar canteen, clubhouse, bunkhouse,
Caravan Site, Camp Sites. 23 members.

Bundaberg Gliding Inc

Elliott Gliding field, Childers Hwy Bundaberg,
Tel 0417 071 157, Winch operations weekends
and public Holidays. Club Fleet includes 1 single
seat and 1 two seat glider, Private fleet 1 x 2
seat glider. Club Facilities: Clubhouse, Area
available for camping & caravans, 2 hangars.
Grass and sand runways. www.gliding.inbundy.
com.au 15 members.

Byron Gliding Club Inc.

Tyagarah - E side Pacific Hwy, 5km N Byron
Bay, entry off Grays Lane, left into Old
Brunswick Road and proceed past blue hangars
to two white hangars at the end of the track.
Tel (02) 6684 7031. Operations are 7 days a
week self launch only. The club has 7
motorgliders and 2 private gliders. Facilities
include: Clubhouse, kitchen, bathroom, 2
hangars and camping area. www.byrongliding.
com 31 members.

Caboolture Gliding Club

45 km's North of Brisbane on Bruce Hwy
PO Box 920, Caboolture, Qld 4510

Tel 0418713903
Flying: Fridays, weekends, Public Holidays.
Aerotow with Piper Pawnee (SPA) Licensed
aerodrome, bar - canteen
85 Flying members www.glidingcaboolture.org.au

approved workshop. 8 club aircraft including
4 two seaters, 41 private aircraft. Hangar
space, Large private hangar complex. 115
members. www.glidingclub.org.au

Gliding Club of Western Australia

Canberra Gliding Club

Bunyan Airfield , 1297 Monaro Highway, Bunyan
NSW 2630 (13km north of Cooma, Western side of
highway), Located at: -36° 08' S, 149° 09' E. Tel#
0429 523 994. Aerotow operations weekends and
public Holidays. The club has 4 aircraft including 2
tow seaters. Private fleet is 11 gliders. Facilities
include: Clubhouse, bunkhouse, club and private
hangars, Club own the airfield. www.canberragliding.
org 51 members. Wave flying centre for NSW

GCWA is about 1.5 hours, 160 km’s east of
Perth, towards Kalgoorlie. The club operates
weekends and public holidays, with sealed
runways, hangar, club rooms and a fleet of 7
aircraft and Pawnee Tow plane. The club
operates from the Cunderdin airfield and can
be contacted on 0417 992 806 or see us at
www.glidingwa.com.au The club currently has
61 members.

Bloodtree Road, Mangrove Mountain NSW
2250, Tel 02 4363 9111. Rope Winch
operations Thursday, Saturday and Sundays. 5
club aircraft including 2 two seaters, one
private glider. Club facilities, workshop, hangar
and clubhouse. 40 members. www.ozstuff.com.
au/ccsoaring

Gliding Tasmania (The Soaring Club of
Tasmania) is situated half way between
Launceston and Hobart on the Midland
highway (4km east of Woodbury). 28
members. Operations every Sunday and
Saturdays by arrangement. Club owns
ASK13, Club Libelle, Pawnee Tug. MotorFalke
also available for dual flying. Private fleet
includes Nimbus and Grob 103M.
Ph. 0419992264 www.soaringtasmania.org.au

Central Queensland Gliding Club

Goulburn Valley SoariNGn

Central Coast Soaring Club

Gliding Club Road, Dixalea, 90km's south of
Rockhampton, Tel 07 4937 1381. Winch
operations weekends and weekdays by
arrangement. Club fleet 3 gliders including 2 x
two seaters, 10 private gliders. Facilities
include: Clubhouse, Bunkhouse, Caravan Park,
Hangarage, Club owns the airfield. 26
members.

Corangamite Soaring Club

Kurweeton Pastoral Co, Kurweeton Derrinallum
- Private strip. Tel 03 5593 9277. Winch and
self Launch. Club Fleet 1 x two seater, 2
private aircraft. Flying by arrangement. 5
members

Cudgegong Soaring P/L

Gulgong - (199 Stubbo Road, North from
Gulgong. Leave on Medley St., road becomes
"Barney Reef Road" after level crossing. At
7km, turn right onto Stubbo Rd. Airfield 2km
on left). Tel 0418 286 033. Winch operations
weekends and by arrangement. All aircraft are
privately owned. The club owns the airfield,
has a clubhouse, caravan Park, camp sites,
workshop and hangars. 10 members.

Darling Downs Soaring Club

McCaffrey Field (Warrego Hwy, at 8km W of
Jondaryan, turn S down Mason Rd), Tel 0409
807 826. Aerotow operations weekends, public
Holidays and by arrangement. The club has 7
gliders including 2 x two seaters. There are 26
private gliders. Facilities include: Bar, Kitchen,
Cluhouse, Bunkhouse, caravan park, camp
sites, BBQ area, Showers, Wi-Fi, Lounge,
Workshop, Hangarage, Club own the airfield.
100 members. www.ddsc.org.au

Geelong Gliding Club

Shared facilities with VMFG and Beaufort GC at
Bacchus Marsh Airfield. Tel 0409 212 527.
Operations by aero tow weekends and public
Holidays and by arrangement. Monthly
winching also available. 3 Tugs, 6 club gliders
including 2 x two seaters, 16 private gliders,
61 members.

Gliding Club of Victoria

Samaria Road Benalla, Tel 03 5762 1058, State
Gliding Centre of Victoria. Club rooms with Bar
and large lounge dinning, Office, Members
kitchen and commercial Kitchen Toilets and
briefing rooms with storage. Members Caravan
Park with Ablution block and dormitory
accommodation.. Weekends from April-Sept, 7
day a week operations at other times. GFA

Lot 2, Tidboald Road Wahring, Located at:
-36.41S 145.14E. Winch operations Saturdays
and Sundays by appointment. 4 club aircraft
and 2 private. Clubhouse, Shower and toilets.
Caravan Park, Private units, Hangars. 13
members. Private owned strip.

Grafton Gliding Club

Waterview Heights (Eatonsville Rd, 8km W of
South Grafton). Tel 02 6654 1638. Winch
Operations Saturday or by arrangement mid
week. The club has two aircraft including 1
two seater, with one single seater. Facilities
include a hangar. 8 members.

GRAMPIANS SOARING CLUB

Located at Ararat Airfield (Victoria) the club
operates at weekends and public holidays
with independent operator mid-week
activities by arrangement. Launching is
primarily by aerotow; winching also available.
Fleet comprises basic trainer (Puchacz) and
advanced trainer (Janus C) plus Jantar Std 3
and H201B Libelle; 8 private single-seaters.
Hangar space often available for visiting pilots
plus club-house and bunkroom
accommodation. Locality offers excellent XC,
ridge soaring and mountain wave
opportunities. Camps at Jallukar (near
Grampians) Easter and Queens Birthday.
Well-deserved reputation as the Soaring
Centre of Victoria. Clubhouse phone (03)
5352-4240 W/E or 0409-336-914. www.
grampianssoaringclub.com/

Gympie Gliding Club

Located at Kybong 10 km south of Gympie,
26 degrees S, 152 degrees 42 E. on the
Bruce Highway. Telephone
54851895/54477647 . Winch operations .
Operates Wednesdays and Saturdays and
other days by arrangement.Facilities include
Club House and Hangars . Gympie Airfield is
a CTAF and hosts other power aviation and
commercial operations.The Club has 2 Club
two seaters, 2 single seaters and 10 private
single. www.ggc.gympiegliding.org.au . 43
members.

Horsham Flying Club

Horsham airport – Geodetic Road Horsham.
Tel 03 5382 3491. Weekends and public
holidays, aerotow. Clubhouse, Bar, canteen,
Bunkhouse, campsites, Caravan Park,
Workshop, hangar space. 5 club aircraft
including 2 x two seaters. 8 private aircraft.

Hunter Valley Gliding Club

Warkworth - (10km W of Singleton. S along
Putty Rd to Mt Thorley intersection, then W
towards Denman. 1st turn right after crossing
the river at Warkworth), Tel 02 6574 4556.
Aerotow operations weekends, Public
Holidays and one friday/month. Club owns 2
two seaters and 2 singles and the private
fleet includes 16 gliders. Facilities: Clubhouse,
bunkhouse, caravan park, camp sites,
workshop, club owns airfield. www.hvgc.com.au
54 members.

Kingaroy Soaring Club
Situated at Kingaroy Airfield, Club Gliders
include Duo Discus X, Ask 21,2 Discus CS and
Astir CS77. 30 Private gliders, Facilities include
Club House with licenced bar, Bunk House
accommodation for 35 in single and family
rooms. New Club Hangar to be completed by
late 2013. Operations every weekend, First
Thursday of the month 4 day weekend and
two after 3 day weekend i.e. Friday, Saturday
and Sunday. Come and visit one of the
friendliest clubs around 130 members
Contact Club House 61 7 4162 2191 Launch
Point 0438 179 163 www.kingaroysoaring.com.
au

lake keepit soaring club

The Club lies within Lake Keepit State Park off
the Oxley Highway between Gunnedah and
Tamworth, Elev 1120ft AMSL. Tel: 02 6769
7514. Operates 365 days a year. Aerotow
every day, winch every second Saturday. 9
Club Gliders including 4 two seaters, 40
private gliders. Facilities include Flight Centre;
Clubhouse; kitchen/BBQ; double, single,
twinshare accommodation; camp sites;
workshop; hangarage. 135 members.
www.keepitsoaring.com.

Latrobe Valley Gliding Club

Latrobe Valley regional Airport – Airfield Road
Morwell. Tel# 0407 839 238, Weekends, Public
Holidays and mid week by appointment. 3 club
gliders, 3 private gliders.

Leeton Aviators Club

Brobenah - (9km N of Leeton PO, on E of
main canal at foot of Brobenah Hills). 26' 07"
E. Tel 02 6953 6970. Winch operations
Saturday and Sunday by arrangement. Club
A/C 1 tow seater and one private motorglider.
Facilities include Clubhouse showers toilets,
Canteen, hangar with workship, Camping. 7
members.

Melbourne Motorgliding Club

Moorabbin Airfield, Grange road Mentone. Tel
0418 511 557. Operates Motorglider AEF’s
around Melbourne anytime by booking. Royal
Victorian Aero Bar and restaurant. Controlled
airspace operations. 2 members.

Mount Beauty Airfield operations weekends
and public holidays and by arrangement.
Winch launching with a two seater and single
seat fleet. 30 members with a range of
private gliders and motorgliders. Tel 0417 565
514. www.mtbeauty.com/gliding

Moura Gliding Club

Location: On Moura-Theodore Rd , 5 mins
from Moura, Tel 07 4997 1430. 3 members,
operations Sunday by winch. Facilities include
Club House, hangar, 1 x two seater.

Murray Bridge Gliding Club

Pallamana (7km from Murray Bridge on
Palmer Rd). Tel 0403 318 277 www.
murraybridgegc.com Operations are self
launching and by arrangement. 1 club 2
seater motorised and 3 private motorgliders.
Club House, Hangarage. www.
murraybridgegc.com 15 members.

Murray Valley Soaring Club

Redlands Road Corowa 3km’s west of town.
Tel 02 6033 5036. Seasonal professional
operation, aerotow or self launch. . www.
australian-soaring-corowa.com Large hangar,
clubhouse with office, internet, bar, Showers,
BBQ, Swimming pool, Spa, water ballast,
battery recharging services, Paved roads and
runways, camping and caravan sites. Two
tugs. We own and operate four unique 40ft
sea containers to ship 6 gliders per container.

Narrogin Gliding Club

Located 8 km’s west of Narrogin Township WA on
Clayton Road This is about 200km’s Sth East of
Perth. The club features a powered Caravan Park,
Ablution Block, kitchen, workshop, Licenced Bar,
clean accommodation, Sealed Runways. The club
fleet comprises three two seaters and three single
seat A/C with Pawnee Tug. The club operates
weekends and public Holidays and conducts 5/6
day beginner courses. The club conducts annual
wave camps at the Stirlings, Fly-ins to local farms
and Cross country courses. Contacts at Tel 08
9881 1795 or 0407088314, www.narroginglidingclub.org.au
Members76.

Narromine Gliding Club

The club owns and operates Twin Astir, Duo
Discus, LS4, Libelle, Discus B. Tugs: club owned
Pawnee 260 and private owned C-180.14
private owned gliders.
Facilities include club house with licenced
bar and kitchen. Private owned tourist park on
site with En-suite rooms,airconditioning,
kitchen, recreation room, laundry. Walking
distance from town. The club operates full
time November to April and Fri, Sat, Sun, Mon
for the rest of the year. 46 Members - The club
welcomes all visitors.
www.narromineglidingclub.com.au

Northern Australian Gliding Club

Millicent Gliding Club

Batchelow adjacent to the township. Tel 08
8941 2512. Operations Saturdays and public
Holidays. Aerotow operations, 1 two seater, 3
private gliders. Club House, Hangarage
available. 2 members.

MORAWA GLIDING CLUB

Corinda Avenue, Columbia, Charters Towers,
Tel 0428 797 735, Operations by winch
Sundays and public Holidays by arrangement.
5 Private gliders. 13 members.
www.nqsoaring.org.au

Mt Burr Road Millicent. Tel 0427 977 241.
Winch launch operations Sundays or by
arrangement. Two club aircraft one two
seater, 3 private aircraft. Bar, Clubhouse,
Workshop, Hangarage. 9 members.
We are a small country gliding club 410 km’s
North of Perth We are a winch club with two 2
seaters and one single, operating when we
can and usually by prior arrangement.
Morawa Contact - 08 9971 1775, Perth
Contact - 08 9387 3654 derry@primus.com.au,
PO Box 276, Morawa, WA 6623. Current
membership is 9.

Mount Beauty Gliding Club

North Queensland Soaring Centre

RAAF Williamtown Gliding Club

Williamtown airforce base 25 km’s North of
Newcastle on Nelsons Bay Road., Tel 02 4982
9334. Club fleet 2 Two seaters and 2 single
seat gliders. Facilities include: workshop. 14
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club listing
members. Operations weekends by
appointment.

Renmark GC - Riverland Sport Aviation

Renmark airfield, Turn off 6km on Renmark to
Berri Rd, Tel 0417 890 215. Operations
weekends, public Holidays and by
arrangement. Two club aircraft, 1 private, Bar,
canteen, Club house, bunkhouse, workshop,
hangar sites. www.sportaviation.riverland.net.au 6
members. Aerotow operations.

Scout Gliding Club

Armstrong, (On Morgan Rd, 10km N of
Blanchetown, W side of River Murray). Tel
0418 815 618. www.airactivities.sa.scouts.
com.au Operations weekends and by
arrangement. Self launching 2 x motorfaulks.
Club House, Bunk house, Full kitchen and
dining facilities, camp sites. 9 members.

Southern Riverina Gliding Club

Gate 3 Tocumwal Aerodrome 2km east of the
town.
Operations 7 days a week all year round.
Launching by aerotow. 3 club operated gliders
- 2x2 seaters and one single seater 76
members with a range of private gliders and
motor gliders. BBQ and full kitchen facilities.
CFI 0358 743 052. Located at -35° 48' 42" S,
145° 36' 30" E www.srgc.com.au.

Southern cross Gliding Club

Located at Sydney Metro Airport Camden, a

Sportaviation – Tocumwal

licensed General Aviation airport, hosting operations
in the commercial, private, sports and recreational
aviation areas. It has a reputation as Australia’s
leading sports/recreational aviation airport. Hangar
sites available, GFA approved workshop on the
aerodrome. Aerotow Piper Pawnee (CPU, FBI, SMS)
Flying Friday, Saturday, Sunday, Monday and
Wednesday. P.O. Box 132, Camden, NSW 2570
0425 281 450 or airfield on 0402 055 093
www.gliding.com.au

7 day a week all year round operations by
Aerotow. Gate 10, Babbingtons Road Tocumwal
airport. Tel 0427 534 122. www.sportaviation.
com.au 52 members, 5 club aircraft including
2 two seaters, 9 private aircraft. Caravan Park,
Kitchen, Bathroom, BBQ area reception/Office,
Conference and briefing rooms, Wi/Fi
Hangarage water, full time courses. www.
sportaviation.com.au

Southern Tablelands Gliding Club

Sunraysia Gliding Club

Lockesyleigh" Carrick (11nm NE of Goulburn - N on
Hume Hwy 12km, Left onto Carrick Rd, 8km, over
railway on right). Tel 0408 647 671. Winch
operations Saturdays or by arrangement. Facilities
include hangarage. www.stgc.org.au The club has
2 two seaters and a single. 37 members.

Winch launching Weekends and public Holidays.
3 km’s West of Koorlong, Mildura. Tel 03 5025
7335. 22 members, 2 two seat and 2 single seat
aircraft, 5 other private aircraft. Canteen
Clubhouse, camp sites. www.sunraysiaglidingclub.
org.au

South Gippsland Gliding Club

Sydney Gliding Inc.

Leongatha airfield 8km’s south of Korumburra. Tel
0437 041 709. Operations weekend and public
Holidays and by arrangement, Winch launching with
rope. Aerotowing by arrangement. 4 club aircraft
including 2 x two seaters. 2 Private gliders. 14
members. Camp sites, workshop, hangar

Operations from Camden Airport.. Tel 0412 145
144. Self launch operations weekends and
midweek by prior arrangement. Club has 2 self
launching 2 seaters. 10 members. www.
sydneygliding.com.au

Southwest Slope Soaring P/L

Operations from the Narromine airfield west
outskirts of town. Tel 0419 992 396. 7 day a
week aerotow operation 2 tugs. 10 club aircraft
including 3 two seaters. Facilities include:
Caravan park with En-suit rooms and showers
and air-conditioning. Camp Kitchen self
cooking, recreation room with TV and Laundry
Facilities. www.soarnarromine.com.au 11
members

Operations from Bendick Murrell airfield. E. Tel
0488 531 216. Winch and self launch by
arrangement. Club own 1 two seater and has 3
private gliders. Facilities include: Hangar, powered
camping area on town water.

FOR SALE

SPEED ASTIR 2 VH-IZW

Soar Narromine P/L

Scout Assn of Australia NSW Gliding Wing

Operates from the Camden airfield. See
Sydney gliding for location details. Tel 02 9773
5648. Operations with self launch motor glider
and 1 two seater glider. Weekends and other
sites by arrangement. Membership restricted
to youth scout Assn members.

Temora Gliding Club

Operations from Temora Airfield 2km’s Nth of the
township off airport Road.. Tel 02 6977 2733.
Operations by aerotow weekends with full time
camps in January and others by arrangement. Club
owns a two seater, Private fleet, 7 single seaters.
Facilities include: Bar, canteen, Clubhouse, camp
sites,

Victorian Motorless Flight Group

Bacchus Marsh Airfield 8 km’s south of
Bacchus Marsh on the Geelong Road.
Operations weekends, Public Holidays and
Fridays. Tel 0402 281928. 115 members,
aerotow operations. Two tugs and 7 gliders in
the fleet with 4 two seaters and a two seat
motorglider. 34 private gliders.

warwick gliding club
1550 hours, very good condition, original crack free gelcoat,
simple maintenance, unique full span flexible hinge flaps and
ailerons, excellent performance 41/1 LD at 57kts dry, 67kts wet,
stalls 34kts, VNE 145kts, thermals on rails, very sweet and
forgiving to fly, carries 145 kg water= 45kg/sq.m.
B50 vario coupled to ALTAIR moving map colour display glide
computer, Microair radio, vertical card compass. Excellent
rebuilt GRP clamshell trailer, full covers and tow-out gear. Gear
warning system, auto cruise/climb switch on flaps. Form 2 until
August 2014.
Many fast long distance flights recorded
ASW20 performance at half the price!
asking $27,000, ex Warwick
FLARM and parachute also available
Contact Dan 0427 654 663 or Ray 0438 286 228

Warwick Gliding Club is a small, friendly gliding
club located at the Warwick Airfield on the
Darling Downs in South-East Queensland 2
hours drive from Brisbane.
Tel: 07 3077 6973 www.warwickgliding.org.au

Waikerie Gliding Club

Operations weekends and by arrangement, 7
day operations December and January.
Waikerie airfield 3 km’s east of town. Tel 08
8541 2644. Aerotow operations. 4 club aircraft
including 1 x two seater, 17 private gliders.
Trailer park. 29 members. www.
waikerieglidingclub.com.au

Whyalla Gliding Club

Tregalana (25km from Whyalla on the Whyalla
to Port Augusta Highway on the Right) Tel 08
8645 0339. Winch launching operations
Sundays. Two single seat club aircraft, 1
private. Club House, hangarage available.

clAssified
AdVertisiNg

www.glidingaustralia.org
Please send classified advertisements
with payment to:
The Gliding Federation of Australia Classifieds
Level 1, 34 Somerton Road
Somerton VIC 3062.
Tel: 03 9303 7805 Fax: 03 9303 7960
Email: Registration@glidingaustralia.org
Your ad will be placed on the GFA website
for a period of 1 month and published in
the next edition of Gliding Australia. For
the current advertising charges, please
go to www.glidingaustralia.org and click
Classifieds.

Discus2cT VH ZJN, 2008 with less
than 500hrs tt and less than 3 hrs eng tt.
It's still in as new condition and comes
complete with 15M and 18M tips, tinted
canopy, nose and belly hook, Cambridge
302, and Dittel radio. Tow out gear and
Cobra trailer are included. Price $125K
o.n.o 0448 835 630
Kestrel 19 VH-GSY 3458 hours
1530 launches. Fresh Form 2. Life
extension survey completed. Enclosed
metal trailer,Parachute etc. Currently
based at DDSC Jondaryan $20k or
reasonable offer. Contact John Hook 07
5439 9238 or johnhook@aapt.net.au

two seAt sAilPlANes
ASH 25 1800 hours Refinished in
PU, Cobra metal top trailer, bugwippers,
Jaxea all weather covers, 26m Tips with
.5 High Winglets, Mountain High Oxy.
Make an offer; Contact Aaron for more
info and pics 0412 867 672

gliders for sAle
siNgle seAt sAilPlANes
ASG29E Less then 200 hrs, Engine
zero time and still factory inhibited.
Cobra trailer always kept in a hangar,
comes with all tow out gear. Everything
presents like new, would suit the most
discerning pilot, available after the
Kingaroy Nationals. Asking 175,000 OBO
for more details contact Brad Edwards
Mob 0427 202535.
ASW19b 3500 hrs, winglets, LX160,
flarm, Volkslogger, AR3201 radio.
Thompson Trailer. Excellent condition.
Current nationals winner. View
Kingaroy. $32,000 jimcrowhurst@
hotmail.com 0414 643 900
Astir CS 77 VH-IKR New canopy,
basic instruments, Microair 720. Trailer
inclusion to be confirmed. Current Form
2. TTIS 2777 hrs. AUS$14,000 Astir CS
77 VH-IKQ New canopy, basic
instruments, Microair 720 and open
licensed trailer. Current Form 2. TTIS
4187 hrs. AUS$15,000 Standard Jantar
2 VH- IZY. Basic instruments, Microair
720 and enclosed rebuilt licensed trailer.
Current Form 2. TTIS 3152 hrs.
AUS$16,000.Pictures available Contact
Dayle
Found
0419808216
or
narrogingc@bigpond.com
Cirrus b75 nice aircraft. Reg trailer in
good cond. Current form 2. $20,000.
katalyst.international@bigpond.com
D.G.100 GME 2,329 hrs. “Flarm”
hangared. Ararat VIC. Covered Reg,
trailer. Tow out gear $11,000. 03 5354
1225 A.H.

JS1B VH-GYL SN 27 delivered October
2010. Approx 300 hrs, 90 landings .
LX9000 (with voice module), Cambridge
302/303. X-Com radio. Tinted canopy,
blue cloth interior.Cockpit vent extractor,
brass tailwheel with solid filled tyre.
Aluminium Cobra trailer Equipped for jet
sustainer retro-fit. $145,000. Jay
Anderson 0418676696

LAK 12 Open Class for sale. 1996
built; 50:1 (Google Richard Johnston
flight test); 20.5m wings; TT 490 hours.
Beautiful glider. T/W mod. Excellent
trailer. $42,500. Hangared Stonefield.
Also gorgeous 1997 Range Rover
Autobiography to tow it if wanted;
129,000K; 2nd owner. $18,000. Chris
0418 234 000. ultrabat@gmail.com
LS4a VH-IID in excellent condition,
PU, 57mm Winter instruments, LX1600,
Oudie 2, Colibri, Flarm, Microair, 3 x
batteries, MH EDS Oxy, National 425
Chute, home built trailer in excellent
condition with new lights, tow hitch,
brakes, axle and tyres. Form 2 until Nov
13. $50,000 ONO. Grant 0407 605 128

granthudson4@gmail.com
LS6, tail tank, basic instruments,
Microair radio, tow-out gear and Komet
trailer. Offers around $53k. Cambridge

logger, AusFlarm, Ilec vario, parachute
negotiable. Contact Andrew 0409 829
895 or Mike 0403 840 607

Nimbus 3 25.5m, single seat, 4500
hours, finished in PU- exc condition, L
Nav, XCOM Radio, Bohli vario, Mtn High
Oxy, Oudie, Colibri with FLARM, tail tank,
tow out gear, wing covers, Dual Axle
German built enclosed trailer with rigging
system for 1.5 persons, current Form 2
provided, hangared at Benalla, completed
several 1,000 kms flights. Pics available.
Price: $65,000. prhco@bigpond.com
0420 379 068 / 0428 583 746
Libelle 201B (GLB) for reluctant
sale - $17,000. This is the best Libelle in
Australia! 1976, about 1100 hrs and 730
landings. Good trailer with all the tow
out gear. Great carbon fibre panel (and
spare panel) with MIO PDA running
xcsoar glide computer, Borgelt B400
vario, digital averager, Flarmnav and
logger, parachute. Bracket for oxygen
system, full covers from Kerry covers.
Winglets from Streifeneder available as an
extra. All well maintained and in top
condition. Based in Kingaroy and available
now. For photos, goto:www.dropbox.
com/sh/6e4qwivdlvw96ra/R_y_RgjrQQ
Contact: Mark Dalton at daltonmark@
yahoo.com or 0408 419508
SparrowHawk VH-GNY Ready to fly:
EDS oxygen with kevlar cylinder, BRS
ballistic parachute, Cambridge 302/303,
Xcom radio, excellent trailer, other extras
available. Located at Warkworth, NSW.
$58,000 morgan@sandercock.com +1
541 350 8517
SparrowHawk N-707PM Ready to
fly: EDS oxygen with kevlar cylinder, BRS
ballistic parachute, Cambridge 302/303,
Microair radio, excellent trailer, other
extras available. Located at Bend,
Oregon, USA. USD$40,000 morgan@
sandercock.com +1 541 350 8517

Powered AircrAft/tugs
DG 400. Hangared at Gawler GYO
currently has 1,289 hrs airframe and 103
engine (25 hourly recently completed).
Chute, Trailer, MH Oxy, covers and spares
included. All maintenance and annuals
by Morgy. Brilliant climb rate and 15 or
17 meter span gives convenience plus
performance plus fun. A steal at $89,000.
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classifieds
Contact Richard Skinner on 0419 818
024 or skinnerr@iprimus.com.au

iNstrumeNts
& equiPmeNt
Brand New Cobra trailer direct
from Australian Agent. In stock here
in Australia now! Single axle, fibreglass
top. Suit 15 m glider eg Discus B. Save
thousands on freight and currency costs!
Spare parts also available in stock.
Mike@mike@maddogcomposites.
com.au 0408 195 337

gfA cAleNdAr
Use the Contact GFA menu at
www.glidingaustralia.org to send
events the GFA Secretariat for
publishing online and in GA
Qld State Championships
Warwick Gliding Club
28 September – 5 October 2013
Warwick Gliding Club will host this year’s
Qld State comp at Warwick (Massie)
Aerodrome and the dates will be:
l Practice day, Saturday 28th Sep 2013
l 1st Comp day Sunday 29th Sep 2013
l Final comp day Saturday 5th Oct 2013
Note this is the second week of the Qld
School holidays and Monday the 7th
October is a public holiday in Qld.
www.warwickgliding.org.au
Multiclass Nationals
Kingaroy Soaring Club
14– 25 October 2013
Official Practice day Monday, 14th October
Competition Period 15th to 25th October
2013 www.kingaroynationals.com/
Hunter Valley GC October Cross
Country Week Warkworth Airfield
5 - 13 October
Fly in the beautiful Hunter Valley, an
interesting and challenging environment.
A database of safe landing sites is made
available to ensure a relaxed fun filled
week of conviviality and cross country
flying. mickwebster1@bigpond.com
Bathurst Soaring Club Cross Course
West Wyalong Airfield
27 October – 2 November 2013
This course is suitable for early cross
country pilots and those wanting to do
badge flights. But the course and your
coach will adapt to your level of experience.
The daily format will be:
Graham Brown
gsambrown@westnet.com.au
Balaklava Gliding Club
60th Anniversary

2 November 2013
The club will be holding a dinner at the
club to celebrate its 60th year
All members and past members are
welcome. For further information contact
Peter Oldfield.
oldfield117@hotmail.com
Speed Week 13
West Wyalong Airfield
3 - 8 November 2013
Please register your interest by
contacting: Paul Mander 0417 447 974
paul@mander.net.au
Keepit Fast
Lake Keepit
11 - 15 November 2013
Coaching with Gee Dale
Website: www.keepitsoaring.com
Contact: chris.bowman@pcce.net
NSW State Championships
Lake Keepit
16 – 23 November 2013
Entries are now open for NSW
Championships to be held at Lake Keepit
Soaring Club between Saturday 16th and
Saturday 23rd November.
See the Club website for further
information - www.keepitsoaring.com
Click on the competition banner and it
will lead you to the entry form which you
can complete online, including paying
the entry fee. There is an early bird
discount for entries with full payment
before 1st October. President@
keepitsoaring.com
Intermediate
Coaching
Week
Benalla - G Dale For details contact
Tim Shirley at tshirley@internode.on.net
Narromine Cup
24 - 30 November 2013
www.narromineglidingclub.com.au
20 Metre National Championships
Narromine
28th Novemberto 6th December
www.narromineglidingclub.com.au
Girls just want to have fun week
Bathurst Soaring Club
1-7 DECEMBER 2013
Please email Leonie with expressions of
interest to give an indication of numbers.
Bathurst Soaring Club Member's caravan
accomotadion can be arranged.
Suggested payment beer or wine.
Leonie Furze leoniefurze@hotmail.com
Junior Nationals
Narromine
7 - 14 December 2013

Contest Director, Liam Donald:
ldonald87@hotmail.com
Saturday 7 December is the official
practice day. Final Night Dinner: 14
December 2013, Entry Fees: $150
competition entry, $100 coachee entry
(Please note that the entry fees will
increase to $250 and $150 respectively
after 1 November 2013). www.
joeyglide.com.au and The Aus Junior
Gliding Facebook Groupenter.
SA State Championships
Gawler
26 - 31 December 2013
Prcactice on 26th Dec.
1st contest day on 31st Dec
thetemples@internode.on.net
Club and Sports Class Nationals
Waikerie
1 - 11 January 2014
contact Grant Hudson
granthudson4@gmail.com
VSA State Championships
Bacchus Marsh
12 - 18 January 2014
Practice day Sunday12 Jan, Comp
commences Monday 13 Jan to Saturday
18 Jan. Wind up & Awards Dinner Sat 18
Jan. Contest Director - Ian Patching
patching@westnet.com.au
SA coaching week
Stonefield
Jan 19 – 27, 2014
Cathy Conway
cath@internode.on.net
48th Horsham Week Competition
Horsham Airfield
1 – 8 Feb 2014
This is perhaps the longest continuously
running competition in Australia, and is a
welcoming and friendly competition
suitable for all levels including pilots
entering a competition for the first time. For
details contact the Contest Director Rolf
Beulter at cd@horshamweek.org.au or see
the website at www.horshamweek.org.au
Alpine coaching
Mount Beauty
1 – 10 March 2014
Experienced pilots contact Ian Grant
ian.grant.gliding@gmail.com
Coaching - G Dale - WA Clubs
10 – 14 March 2014
Swain Johnson

Swain.Johnson@bentley.com

48 GLIDING AUSTRALIA www.glidingaustralia.org

www.avionic.pl

Gliding Australia www.soaring.org.au 29

